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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, Encinttas, 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 Miramar resulted in the
preparation of this 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 “Best 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 comdor. 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 study 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 again, SANDAG sponsored the application on behalf of the
coastal cities of Oceanside, 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 Mitigation Air Quality (CMAQ) grant, a program of ISTEA. Once the grant was
awarded, the cities teamed together cooperatively 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 identify issues, alignment, and design questions. The recommendations of the
committee are presented in this report.




Chapter Three
Need and Porpose

San Diego County’s 1995 population of over 2.6 million persons 1s expected to increase by 44%
to over 3.8 mullion persons by the year 2020. As the population continues to rise, the need for
both commuting and recreation facilities also continues to rise. In 1594, the County of San Diego
completed a survey to determine why more people do not ride bicycles. The study concluded that
65% would ride, if there were trails that were separated from the roadway.

The California Outdoor Recreation Plan’ ranks trail uses as one of the highest in the activity
participation survey. The Coastal Rail Trail wall directly or indirectly serve virtually all of the
regional and local destinations along the corridor. These destinations 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 Coastaf 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 ceduced vehicle trips of 570,000.

Projections of usage by comrmuters is derived from the 1990 Census “Journey to Work™ data. The
current percentage of employed adults who walk to work is approximately 3-4%, while bicyclists
comprise about 1% of commuters. Based on the ‘“National Walking and Bicycling Study”
conducted by the U. S, Department of Transportation, it is estumated that once the Coastal Rail
Trail is complete, the number of bicycle commuters wilt double. This translates into an estimated
15,000 employed adult commuters who will walk or ride to work on a typical weekday. Add to
this figure an estimated 15% of students who will walk or ride, the total daily number of
commuters walking or bicycling along the Coastal Rail Trail corndor is projected to be 22,500.

Chapter 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, design, and
construction of the Coastal Rail Trail has been achieved through state and federal grants resulting
i a total of approximately eight (8) million doliars. 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

! State of California, The Resource Agency California Outdoor Recreation Plan, 1996
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may be realized through the general funds of each of the agencies, donations, fundraisers and the
use of voluntary manpower.

Agreements

A Memorandum of Understanding (MOU) was established to provide a cooperative arrangement
to plan, design, and construct the Coastal Rail Trail. The signatory agencies are the cities of
Carlsbad, Del Mar, Encinitas, Oceanside, San Diego, Solana Beach, NCTD and MTDB.

Agreements between each agency and the property owner of the railroad nght-of-way will allow
for public use of the 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 design, construction, maintenance and monitoring, which may be
accomplished in several ways: 1) Each agency can manage the trail within their own 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 design, 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 system,
which is easter to maintain. It is understood 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 such as trail design, paving, striping, and signing. These
standardized elements were used to develop the overall cost estimates. In some areas where
there are known variables, such as bridges or fencing, the cost was adjusted accordingly. These
costs may vary as each city (or cities) proceeds into the final design phase and modifies specific
design elements. Optional costs, such as benches, picnic tables, bicycle racks, landscaping,
irrigation, etc., are 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 1o identify an alignment which is constructable,
not cost prohibitive, and which maintains the continuity of a commuter route from Oceanside to
San Diego. An altemmative analysis of the corridor was conducted through extensive fieldwork,
map analysis, and coordination with resource agencies. The recommended alignment presented in
this report was made considering cost constraints, potential environmental impacts, and potential
users. This alignment reflects a Class I bike path along the San Diego Northern Railway for
approximately 32-miles of the 44-mile corridor, In instances where the railroad bridges across a
lagoon, the trail diverts to existing Class II bike lanes along Highway 101 (Coast Highway). The




trail also diverts to either Class T or Class 1II bike facilities in areas where there may be other
constraints that restnict the ease of construction.

The 44-mile Coastal Rail Trail alignment has been divided into 11 distinct project segments for
closer evaluation. The methodology used to select the preferred alignment includes the following
criteria;

Available width of railroad right-of-way;

Physical obstructions along ralroad nght-of-way;,
Access to transit stations,

Utilization of existing facilities;

Environmental constraints, and

s Costs.

Upon completion of this draft document, environmental studies were conducted that 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 utibties and elevation changes.

Chapter Six
Trail Design

The design 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 recommended design standards developed in this document are drawn from
experiences of active rail trails around California and the United States, accepted CalTrans Class I
standards, the California Public Utilities Commission Standards, and unique constraints of the
Coastal Rail Trail. Specific designs for at-grade trail crossings will be developed during the final
design with consultation with NCTD and the Public Utilities Commission (PUC).

Chapter 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 chapter. The fundamental concept of the logo is a striped pattern for
railroad ties, simulating the shape of a wave, which curves ground 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 identify
potential safety hazards and regulations for the use of the trail.
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Chapter Eight
Landscaping Along the Trail

Depending on corridor width and trail distance from the rail, fencing and other buffering methods,
such as vegetation, 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 width
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 level. 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 design phase, based
on site specifics such as distance to the tracks, environmental impacts, view obstruction, lateral
movement, and overall safety.

In order to provide design continuity within the corridor, landscape designs, which express the
natural and cultural elements of the 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 2
wider area.

Chapter Nine
Liability of Rails with Trails

Liability is the greatest concern 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 Conservancy.
Research into relevant liability issues, comparable facilities around the country, and steps that
local junsdictions can 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.

Chapter 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
Califorma Environmental Quality Act (CEQA) and National Environmental Protection Act
(NEPA). This review involved analyzing 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 exist 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

13




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

1.1 Project Description

The Coastal Rail Trail is intended to be a Class I paved bikeway-constructed 12' wade, with 2’
shoulders on each side, within the SDNR right-of-way for approximately 32 miles of the total 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’
atmosphere, which San Diegans cherish. Evidence of the desire to connect to the water is evident
by the numerous paths and trails leading to the beaches, some attracting visitors from the region
and beyond, while other trails are known mostly by the local residents. Everyday these paths and
trails, along with roadways such as the Pacific Coast Highway, are heavily used by surfers,
families, joggers, bicyclists, and many others.

The former Atchison, Topeka and Santa Fe Railroad (AT&S.F.), now owned by the San Diego
Northern Railway (SDNR) and operated by the North County Transit District (NCTD), is a
defining feature of the area. The Coaster, AT&S.F. freight, and AMTRAK trains provide a level
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 Los Angeles and Santa Barbara.
Bicyclists can take their bikes on board the trains for no additional charge. New stations along
the 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 1.1, the railroad follows the coastline for much of its distance. Portions of
railroad right-of-way continue to be heavily used by pedestrians, 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 employment centers.

In May of 1989, the engineening consulting firm of Momson-Knudson completed the “Coastal
Corridor Bicycle Analysis™ under contract with the San Diego Association of Governments
{(SANDAG). This study identified design and night-of-way concerns and discussed safety issues
related to rail and bicycle operation. The study concluded that it is technically feasible to construct
a multi-use path along the railroad nearly its full length from Oceanside to San Diego. (Coastal
Corridor Bicycle Path Analysis, pp. 1-2)

% «San Diego-Oceanside Commuter Rail Stidy, Coastal Corridor Bicycle Path Analysis™ prepared by Morrison-Knudsen
Engineers, Inc., San Diego Association of Governments, May 1989.
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Continued interest by the cities and communities along the corndor coincided with an increased
availability of federal funding for development of bicycle and pedestrian facilities through the
Intermodal Surface Transportation Efficiency Act (ISTEA). In 1992, SANDAG, in association
with the coastal cities of Carlsbad, Oceanside, Enocinitas, Solana Beach, 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 Calbfornia funding project,
Transportation Systems Management, the cities embarked on a major effort to plan, design, and
construct the longest, continuous rail trail of its type in the country.

This major effort to develop a comprehensive feasibility study 15 packaged into a Project Study
Report. Federal funding of the project mandates oversight by the California Depariment of
Transportation (CalTrans). CalTrans has established a well-defined process for the development
of regional transportation improvements. The first step in the process is the development of a
Project Study Report (PSR). 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 opportunity and constraint analysis. The purpose of this
Project Study Report (PSR) is to:

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

s identify the future Coastal Rail Trail users and their needs,

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

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

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

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

* provide a forum for resolving planning and design issues to developing construction
documents.

Rail trails have been constructed throughout the nation. The Rails to Trails Conservancy (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 exasting rails-with-trail and provides detailed information on the physical and operating
characteristics of the facilities. The study summary states that trails are compatible with active
rallroads and concludes that these trails are success.ful alternatives for transportation and provide
an ideal opportunity {or recreation,




As the Coastal Rail Trail progresses, other communities are pursuing 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-mile rail corridor.
Washington D. C. conducted the “Met Branch Feasibility Study” for a 7-mile trail from Union
Station and the Mall in Washington D. C,, to Silver Spring in Montgomery County, Maryland and
has completed a portion of the trail through Northeast Washington bordering a Catholic
University. Minneapolis' Cedar Lake Trail, which parallels an active rail line is about two-thirds
complete. Other cities such as Ventura, San Luis Obispo, San Clemente, and Cincinnati, are
proceeding with preliminary plans. In other areas, rail trails are success.ful, 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 next 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.
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1.3 Project Setting and History

The project study area includes the central and northern parts of the City of San Diego, and the
cities of Del Mar, Solana Beach, 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. The
topography of the study area ranges from a level marine plateau in the north to rugged hills with
arroyos and canyons between Del Mar and San Diego. Salt-water lagoons {Batiquitos, Agua
Hedionda, 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 commercial land uses. Large undeveloped land tracts exist around 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 ! and 5 miles inland from the coast, {b) the former Pacific Coast
Highway, known as the Coast Highway, Carlsbad Boulevard, and Pacific 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 Highway and I-5 except through
Carmel Valley, Rose Canyon, and the Marine Corps Air Station at Miramar.

Informal trails along the San Diego Northern Railway right-of-way have been in existence 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
tickets. Since SDNR purchased the railway, NCTD 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 feasibihity study (Coastal Corridor Bicycle Analysis, 1985) 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 December 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 bi-directional
Coaster trains. Metropolitan Transit Development Board provides “Trolley” service, a light rail
train connecting Old Town San Diego to the Santa Fe Depot and to Tijuana, Mexico. Recent
improvements to the Trolley service inciude connections to Mission Valley and Qualcomm
Stadium (previously named Jack Murphy Stadium). AMTRAK provides inter-city passenger
service to Los Angeles and points beyond. Additional commuter service may soon become
available by Southern California Regional Rail Authority (SCRRA) who operates the Metrolink
rail service throughout Los Angeles and Orange Counties.

Continued interest by the cities and communities along the corridor coincided with increased
avallable federal funding for bicycle facilities through the Intermodal Surface Transportation
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Efficiency Act (ISTEA). In 1992, SANDAG’s Bicycle Facilities Coordinating Committee (BFCC)
sponsored an ISTEA funding application for $768,000 in Congestion Mitigation and Air Quality
(CMAQ) funding for a 44-mile Coastal Rail Trail. The application was success.ful. The 20%
match funding was provided by the state with $192,000 from Transportation Systems
Management (TSM) funds.

In 1996, feastbility and preliminary design study of the Coastal Rail Trail was begun by a
consultant team headed by Transtech Engineers, Inc. of Oceanside, California, culminating in this
Project Study Report (PSR). Design and construction of the Coastal Rail Trail will occur in
phases, with the design of the Solana Beach segment is scheduled for fall 2000 and Oceanside
through Encinitas 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 Objectives

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
corndor, ultimately improving air quality in regions designated as severe air quality non-
attainmernt 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 alternative mode of
transportation, 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 with, SANDAG, NCTD, MCAS, CalTrans and MTDB developed
the following project goals:

Goal 1: Locate, wherever possible, the trail within the railroad nght-of-way
in order to provide an alternative to using heavily traveled parallel
roadways in a safe and legal environment.

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

Goal 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 activity along the railway
through appropriate design and operation of the facility.

Goal 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 system, and future transit stations.

Goal 6: Preserve existing access routes to beaches and other destinations,

Where needed, relocate some access routes to new-channeled
Crossings.
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Goal 7: Protect exasting wetlands and other environmentally sensiuve
habitats along the right-of-way. This may result in the diversion of
the Coastal Rail Trail to alternate routes off the railroad corridor.

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

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

Goal 10: Design grade crossings at roadways, which maximize 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 (L.CP), 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 Coasta! Plans,
circulation elements, applicable master plans, specific plans, parks and recreation plans, bikeway
master plans, rail service plans, environmental docurnents, demographic and land use data, traffic
volumes, accident data and other reports. A summary of this analysis is presented below including
its applicability to the Coastal Rail Trail.

California Coastal Commission

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 commidor and alternate routes lie within
the Local Coastal Program Boundary and are subject to the review of the California Coastal
Comrussion. The Califormia Coastal Act regulations require that a coastal plan include “a public
access element for maximum visual and physical use and enjoyment 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 maximum access and broad recreational opportunities for all
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 of the PSR, the public right of access 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 areas to epsure safety, adequate access for the public access at

22




existing at-grade crossings and highly nsed corridors must be maintained to ensure coast
accessibility.

San Diego Association of Governments (SANDAG)

The San Diego Association of Governments (SANDAG) is mandated to prepare and update the
Regional Transportation Plan (RTP) by 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 state, federal, or
transportation sales tax funding, the project must be consistent with the RTP. The RTP was
updated in 1996 to include the Coastal Rail Trail as a regional bicycle facility. ° 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 cooperation of NCTD, will evaluate alternative alignments where
needed, complete design and construction of the Coastal Rail Trail .

City of Oceanside

The City of Oceanside is located at the juncture of the north-south SDNR railroad and the east-
west Oceanside-Escondido rail. The city has recognized the opportunity that this juncture brings
to non-motorized trail use.

General Plan, Circulation Element (1995): The plan identifies two recreational routes for
pedestrians and bicycles: the Pacific Coast Trail and the San Diego-Anza Borrego Desert
Commidor. The planned Jocation 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
bike/pedestrian improvement currently under design is the San Luis Rey River Bike Loop, at the
northern end of the City. This loop will connect the beach area near the proposed Coastal 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 “provide connection and
continuation of the Pacific Coastal Bicycle Corridor and the San Diego-Anza Borrego Bicycle
Corridor” {p. 54).

General Plan, Land Use Element (January 1989): The plan recognizes the need to enhance non-
motorized transportation facilities in order to provide safe and efficient movement 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.”

* 1996 Regional Transportstion Plan, Seplember 1996, Sen Diego Associstion of Gavemnments, pp 168.
4
Thid. pp 176

* Oceanside, City of, City of Oceanside General Plan, March 1989
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Master Plan of Parks and Recreation (1996). The document focuses entirely on parks and the
need for active recreational uses rather than on bikeways or linear corridors. The purpose of the
document is to address the needs of the community for new parks, park acquisition, 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 clement.

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 thewr General Plan and the Bicycle
Master Plan. The following documents recognize the opportunity of a trail along the rail right-of-
way:

General Plan, Circulation Element: Policy C.19 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 10 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 inctuding bridge crossings, undercrossings, and at-
grade crossings.

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

The Cosstal 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 Highway, connecting Oceanside and Carlsbad. The
Coastal Rail Trail would augment the Carlsbad trail gystem by providing a route for bicyclists and
connections to existing 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 Cardiff by 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 movement. This obstacle to movement results in
uncontrolled pedestrian crossings of the track wherever it is convenient. The right-of-way
represents a significant source of noise, 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, Highway 101 and Vulcan Avenue.
Enhancement of the rail corridor, including the possible depression of the track grade to address
these issues, is warranted.” The General Plan also includes a bikeway facilities map, which
identifies a separate bikeway along the railroad nght-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,
frequency of use, and other information. Most survey respondents in Encinitas identified separate
bike paths as their preferred type of bicycle facility. The Plan evaluates the potential for a bike
path along the railroad right-of-way, and provides an alternative that includes widening parallel
streets for bike lanes (Vulcan/San Elijo) in order to minimize conflicts with pedestrians and other
trail users. The ‘AT&S F. Railroad’ option is evaluated in three distinct segments, projected to
have a 10 to 12 foot wadth, 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 of bike path.

Downtown Encimitas Specific Plan (1994): 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 pursuing development of this facility in cooperation
with NCTD.

North 101 Cormidor Specific Plan (1997): This plan recommends a “multi-modal recreational path
within the railroad nght-of-way east of North Highway 101. This bike path will replace the
existing narrow asphalt pathway along North Highway 101" The plan also recommends parallel
on-street bike lanes on North Highway 101 and Vulcan Avenue.

The Coastal Rail Trail is consistent with the City of Encinitas’ General Plan and Master Bikeway
Plan, which identify the railway corridor as an opportune area for a multi-use path without
reducing the existing bike lanes.

City of Solana Beach

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

Solana Beach Linear Park Master Plan (1995). This document covers the planning and
preliminary design of a 1.8-mile linear park along the railroad right-of-way (essentially the same
alignment as the proposed Coastal Rail Trail). The plan contains details on the public

° Encinitas General Plan, 1989. Pp 1-6
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involvement process, relevant plans, existing influences such as topography, vegetation, and
circulation, conceptual plans, cross sections, and design elements such as lighting, entry features,
plazas, fencing, bridges, and landscaping. The plan provides the most detailed design framework
for the proposed Coastal Rail Trail in the entire corridor. It includes design recommendations but
acknowledges that the specific design of the Linear Park will occur during the final design phase.

Highway 101 Corridor Specific Plan (1992). This plan covers the area adjacent to U.S. 101
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 101 to the Linear Park.

Solana Beach Bikeway Master Plan (1993) and Bikeway Addendum (1996): These plans cover
on-street and off-street bicycle facilities in the city, along with support facilities such as bike
racks. They identify the ‘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 of the bikeway system.

EIR for the Proposed Lomas Santa Fe Drive Grade Separation Project for the San Diego
Northern Railway, (1995). Jointly, NCTD and the City of Solana Beach developed a plan to
lower the train tracks approximately 35 feet below their existing level in order for the trains to
pass under the intersection at Lomas Santa Fe Drive and Highway 10]1. The purpose of this
“grade separated railway” is to reduce traffic congestion at Lomas Santa Fe and noise impacts to
adjacent residential and commercial properties. As part of the “Lomas Santa Fe Grade Separation
Project,” the City pursued the development of a linear park along the railway right-of-way for the
purpose of creating a parklike setting, to provide a formal trail for pedestrian and bicyclists, and
to continue to reduce counflicts with bicyclists and vehicles.

The design critenia set forth in the Coastal Rail Trail Project Study Report support the policies
identified 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 Bikeway Addendum (1996).

City of Del 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 1, 1935): Promotes the use of bicycle facilities and trails.
Section C of the Implementation Program recommends that a continuous bluff-top pedestrian trail
be developed.

The Community Plan (March 1996): Open space goals recognize the need to preserve the
sandstone bluffs, which lic along the coast of Del Mar. These bluffs receive extensive pedestrian
activity year round, as well as host the San Diego Northern Railway. The Community Plan, Goal

26




2, Objectives and Policies A reads: “encourage a pedestrian-onented, non-motorized commumnty
by developing a system of bicycle rights-of-way and pedestrian paths.

Zoning Code, Railroad Right-of-Way Zone (1985): The City of Del Mar’s zoning code (Chapter
30.28) specifically states that the uses within the railroad right-of-way are limited to railroad
transportation facilities and related structures and uses. Since the proposed trail along the right-
of-way in Del Mar is limited to an unimproved pedestrian trail, the proposed Coastal Rail Trail is
consistent with this zoning code.

Camino Del Mar Streetscape Plan (September 6, 1996): The intent of the plan is to consider
specific design modifications which will enhance the three mile iength of Camino Del Mar through
the City of Del Mar. The plan maintains the need for bicycle lanes through the City and identifies
a bicycle/pedestrian bridge at the Jimmy Durante - Grand Avenue/Camino Del Mar merge.

Del Mar Trail Subcommittee (December 1996): The City of Del Mar’s City Council directed its
staff to 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 bluffs and known
bluff instability, 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 programs and policies since it
encourages the preservation of the coastal bluffs and the continued use of the existing trails and
bicycle lanes. It also includes the location of the pedestrian bridges across the railway as proposed
by the City Council Trail Subcommittee and the proposed bicycle bridge at the Jimmy 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 Community Plan,
Umniversity City Community Plan, Mira Mesa Community Plan and the Local Coastal Program
(LCP). Summaries of these and other relevant documents follow:

Progress 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 exceed the number of trips made by transit today. Moreover,
travel forecasts indicate that non-motorized transportation will increase significantly and will
continue to outpace transit ridership.™’ The plan also encourages separate bikeway facilities to
reduee vehicle conflicts and recognizes the coastal bikeway as a regional corridor for bicyclists.

! City of San Diego Progress Guide and General Plan, 1989, pp 262.
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North City 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 collector streets but to be physically separated and
connected to community activity centers. The Coastal Rail Trail will allow for connections to
bike paths constructed in the North City West area.

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

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 Plan, the City of San Diego embarked on
a feasibility study for & separated pathway along Carmel Valley Road. The “Carmel Valley Road
Enhancement Project Task Force” met over several months during the summer and fall of 1997,
The task force concluded that a separated trail along the south side of Carmel Valley Road would
significantly impact the Los Penasquitos Lagoon and the avaiable parking. The City of San Diego
is proceeding with plans to widen the road to accommodate bike lanes along Carmel Valley Road.

University City Community 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 program 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 University City 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 encourage additional students to bicycle to and
from campus.”

Mira Mesa Community Plan and Local Coastal Program (March 1981): The Transportation
Element “proposes a system of bikeways that provides both good inter-community service and

access to the City-wide system.™ A Class T bike path is proposed along Miramar Road but has
not been constructed. The railroad right-of-way progresses through an arez identified in the Mira
Mesa Community Plan as Sub-area “D” (Carroll/Soledad Canyon Interface). The canyon forms an
extremely scenic subsystem that has value for recreation and conservation of natural resources.

. City of San Diego, Tomey Pines Community Plan, pp 47.

® City of San Diego, Mira Mesa Comumunity Plan and Local Coestal Program, pp 59.

28




Realignment of NAS Miramar EIR (February 1996) was prepared in accordance with the Defense
Base Closure and Realignment Act (BRAC) of 1950. As a result of the BRAC 93 decision NAS
Miramar was closed and assets (aircraft, equipment, and personnel) currently stationed at MCAS
Tustin and MCAS El Toro were relocated to MCAS Miramar. Section 3 8 Public Health and
Safety identifies the western 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 4.11 Noise identifies areas of Flight Corridor Activity and the associated impacts of
increased noise levels. These noise levels are intermittent and varied. MCAS Miramar does not
have plans to expand facilities to the area adjacent to the right-of-way.

Each community plan was reviewed to determine its consistency with Coastal Rail Trail project.
The City’s General Plan and the related community plans note the need to pursue bikeway
facilities, to ensure connections to other bicycle facilities, and to provide safe altemative
transportation modes. The estimated usage of the trail through MCAS Miramar will not exceed
the threshold established by the APZ.

County of San Diego

The trail cormdor 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 Path, which extends into the community of Fallbrook, the San Dieguito River
Park trails which traverse easterly to Vulcan Mountain in Julian, 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 (September 15, 1993) states that “an ambitious but
achievable goal of the 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 connection extending over 55 miles as far as Vulcan
Mountain in Julian to the Coastal Rail Trail at the Del Mar Fairgrounds.

Ongoing coordination with the San Dieguito Riverpark, the City of San Marcos (lead agency for
the Oceanside- Escondido rail trail), the City of Oceanside for the San Luis Rey River Path, and
the City of San Diego for the connection to the Los Penasquitos Trail, will continue to ensure
connection to these regonal east-west trails
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23 Summary of NCTD/MTDB Service 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 of 34 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 Station, Poinsettia Station, Encinitas Station, Solana
Beach Station, Sorrento Valley Station, 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 Oceanside 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 bicyclists 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, “Long Range Rail Master
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 two-year study will determine
the timing of these and possibly other rail projects.

The Metropolitan Transit Development Board (MTDB) is cumrently conducting preliminary
engineering for the light rail system which is described in the Mid-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 corndor,

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
aver Balboa Avenue on a new bridge and additional LRT stations would be constructed at
Balboa Avenue and Morena Boulevard, Clairemont Drive and Morena 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 projects.
Coordination with MTDB during the design phase of the Coastal Rail Trail will need to oceur to
ensure that right-of-way access is maintained for the second track for the Light Rail Transit.

NCTD is explornng options to straighten the section of the railroad from I-805 to Miramar Road
due to the extreme grade, which requires trains to reduce speeds to adjust for the grade and

curves. The Miramar Hills Curve Realignment and Second Track, Altematives Analysis Report,
released i August 1997, recommends alternative alignments for both the rail and trail,
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2.4 Connections to Other Trails

The Coastal Rail Trail will parallel the exdsting Class I bicycle lanes along Highway 101 (Coast
Highway) except for the Agua Hedionda Lagoon where the trail will divert from the railway right-
of-way and utilize the Highway 101/Coast Highway bicycle lanes. The rail trail will provide an
opportunity to walk/bike along the Coastal Rail Trail and access the bicycle lanes or sidewalks at
numerous locations along the coast. This 44-mile corridor will provide an excellent connection to
other regional east-west routes, Class I bicycle paths, Class II bicycle lanes, and other natural
walking paths such as at the Marian Bear Natural Park Recreation area and the Rose Canyon
Open Space Park.

These connecting routes for Class I facilities (existing and proposed) and natural pathways are
identified on Figure 2.2 and the connecting Class II facilities are identified on Figure 2.3. Key
connections to Class I bicycle paths include the San Luis Rey River Bicycle Path (in-design),
Oceanside-Escondido rail trail (in-design), Mission Bay Park bicycle/pedestrian paths (existing),
Fiesta Island (existing), and the Bayshore Bikeway (in-design). The Coast to Crest Trail system
through the San Dieguito River Park will connect from the beach in Del Mar, crossing the railroad
tracks south of the San Dieguito River, to the Vulcan Mountains in Julian.
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3.0 Need and Purpose

The California Qutdoor Recreation Plan of 1993 identifies walking as having the highest
participation rate (88%) for outside recreation and bicycling on paved surfaces is listed with a
participation rate of 45.8%." The need for the Coastal Rail Trail is demonstrated by the number
and variety of people who already use the corridor and potential users based on the success of
multi-use trails already constructed in San Diego County, other areas of California, and across the
nation. Each user group has specific needs, which will directly affect the planning and design of
the Coastal Rail Trail. For example, most pedestrians prefer to walk on a soft-surface,
meandering, shaded trail, most bicyclists prefer to ride on a firm surface with few curves, while
roller skaters require hard asphalt or concrete surface.

The “San Diego County Bicycle Use and Attitude Survey” completed in May 1994 concluded that
over 41% of those surveyed did not cycle “because of a lack of desired bike facilities. ... The
bikeway most preferred by cyclist respondents was a separate path that excludes cars (65%)"."
Existing pedestrian and bicycling activity in the corridor ranges from intense to low depending on
the location, season and day of the week. Current uses can be categorized into the following

groups:
Commuters

Commuters are generally defined as employed adults, adult students, and schoal children. Adult
commuters are typically seasoned bicyclists and walkers, who can move at or above average
speeds and maneuver across busy arterial roads. Often these commuters prefer to nde on the
street rather than on a bike path.

School children move more slowly and are less adept at crossing busy streets, and any new street
and rail grade crossings must be designed with this user in mind. Access points from the trail 1o
schools, neighborhoods, employment centers, and multi-modal stations must also be provided for
the trail to serve as an effective commuter corridor.

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

Beach Users

Whether they are bound for the beach to walk, sunbathe, or surf, beach users share many of the
same characteristics. Local beach users typically arrive by vehicle and park in lots or utilize on
street parking as close as possible to reduce the distance they will have to carry various beach
articles. They often use an intricate network of informal trails to reach nearby beaches, most of
which cross the railroad tracks.

*® State of California, Department of Parks and Recreatior, “California Outdoor Recreation Plan 1993", April 1994, pp. 32.

" Research Network Ltd., “San Diego County Bicyele Use and Attitude Survey,” Laguna Hills, Ca., May 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 tratl and walk to their preferred beach access point. In this manner, the Coastal Rail Trail will
enthance access to the beaches by allowing people to park farther away, or hopefully bicycle or
walk rather than drive.

Recreution

The Coastal Rail Trail will attract a significant number of users who simply desire to use the
corridor for exercise and recreation. This includes families with young children, members of clubs,
long distance bicyclists, people walking their dogs, roller skaters/bladers, and joggers.

Benches, drinking fountains, signage, bicycle racks, and waste receptacles are just a few of the
items typically required for recreational and commuter trail users alike. Because of this
multiplicity of needs, the Coastal Rail Trail is designed to separate different user groups, as much
as possible, on a wider paved surface. Separated paved or unpaved facilities may be considered
after the initial implemmentation 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 city park or a regional destination
such as the Del Mar Racetrack or Carlsbad State Beach, Identifying these destinations will assist
in locating required access points and commecting facilities as part of the 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 Traffic Volumes

Bicyclists, pedestrians, and others currently traveling along the corridor have the choice of using
roadways such as the Coast Highway, Camino Del Mar, and Torrey Pines Road. While bike lanes
and/or wider curb lanes are provided along some of the route, the roadways present a
combination of high traffic 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, however, 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 the 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 other 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 101 at unprotected crossings.
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The typical Average Daily Traffic (ADT) volumes on the major north-south routes paraliel 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 traffic volumes. As shown in Figures 3. 1 and 3.2,
traffic volumes on north-south and east-west roadways adjacent to the commidor are projected to
increase. The only exceptions are Santa Fe Drive and Genesee Avenue at the northern-most
portion of State Route 803,

33  Accident Summary

Accident data of bicycle/walker and vehicle conflicts are relevant to the Coastal Rail Trail, as
higher than average accident rates for some cities may make the Coastal Rail Trail a useful
solution for separating vehicles and walkers/bicycles. 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 death, or motor vehicles. As such, bicycle and
pedestrian accident records are usually under-reported.

A review of bicycle 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 101, and South Coast Highway 101), accounting for 25% of
all reported bicycle-related accidents in the City. The single worst accident location for bicyclists
within the City of Encinitas is between “Restaurant Row” and the southem city limits along the
Highway 101.'* Construction of the Coastal Rail Trail would remove many bicyclists that may be
uncomfortable or inexpenenced with cycling on the road, thereby avoiding numerous conflicts at
many of the intersections in this corndor.

Statistics reflecting pedestrian and bicycle 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 (35%) were ruled suicides and the remainder accidents. The number
of fatal accidents on the tracks has declined every year since [992; except, in 1996 there were
twelve fatalities reported. Contrasting with the NCTD statistics are reports from the Federal
Raway Administration that the 1996 statistics reveal deaths among trespassers were down 4.4%
and injuries among trespassers were up 1.3%, nationwide.

12 Barton-Ashman Associates, Inc., “Master Bikeway Plan and Engineering Feasibility Study for the City of Encinitas,” 1990,
pP3%
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3.4  Futore Land Use and Demographic Changes

San Diego County’s 1995 estimated population of 2,669,300 is expected to increase by 44% 1o
3,853,900 by 2020, as shown in Table 1 (INFO SANDAG/Sourcepoint, September-October
1999, No. 5 pg. 8). The North County West Metropolitan Statistical Area (MSA), including the
corridor cities of Carlsbad, Del Mar, Encinitas, Oceanside, and Solana Beach, make up 10.8% of
the County’s population. The City of San Diego, the largest city in the County, makes up 44% of
the population. These six cities, which will enjoy direct access to the proposed Coastal Rail Trail,
share significant features as summarized below:
« Since 1990, the cities have had an average gain of 17.2% as of January 1, 2000 with
Carlsbad gaining 30.5% and Oceanside 25.2%.0f the share.

s The cities expect an average employment gain of 27.5% by 2010, with Carlsbad and
Oceanside gaining 47.1% and 51.5%, respectively; and

+ TFive of the six cities meet the 1% national average of commuters who bike to work.
Given the scenic beauty of the corridor, warm climate, and projected growth in both population

and employment, the existing average mode split of 3.4% for walking and 0.8% for bicycling for
the six ctties has the potential to be much higher.

Table 1
Population and Employment Growth Forecasts

Jurisdiction Population Growth Forecast Employment Growth Forecast

i 1995 2020 % Change 1995 2020 7o Change |
Carlsbad 67,200 132,200 97% 41,200 86,200 45.0% |
Del Mar 5,100 6,100 20% 3,200 5,600] 13.0%
Encinitas 56,800 70,800 25% 22,600 27,800 23.0%
QOceanside 145,900 202,600 39% 34,600 67,100 94.0%
San Diego 1,174 400| 1,693,500 44% 606,600 836,900 38.0%
Solana Beach 13,500 16,100 19% 8,700 9,700 11.0%
San Diego 2,669,300 3,853,300 44% 1,089,900 1,627,900 50%
County

Sandag Info Sept-Oct. 1999

35  Projected Short and Long Term Coastal Rail Trail Usage'

The proposed Coastal Rail Trail will be designed for multiple-use commuting and recreation. The
major uses that are anticipated include bicycling, walking, running, and roller skating/blading. The
potential recreational uses are put into perspective by a 1996 national survey for the “President’s

" nformation in this chepter pantially derived from Sacramato Rives Groenway Master Plan, 1991,
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Commission on Americans Qutdoors”, showing the percentage of adults who participate in the
following selected activities one or more times duning a year:

Walking for pleasure 84%
Bicycling 46%
Running or jogging 42%
Day hiking 27%

Other uses will undoubtedly occur with new trends and activities. 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 expected 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 expected to be high near rail stations, schools, universities, and major employers and
commercial centers.

The Coastal Rail Trail has the advantage of incorporating routes and usage patterns that already
exist since the corridor is already extremely 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 Coastal Rail Trail itself. These include the following:

Peak season assumed to be 210 days long,

Off-season usage assumed to be 25% of peak season (155 days).
Overall weekday use is assumed to be 25% of weekend or holiday use.
A ratio of pedestrians to bicyclists is assumed to be 3:2.

A range of age use for the trail system is assumed.

® 4 & & &

Assumed age groups utilizing the Coastal Rail Trai are as follows:

Under 15 years 20%
16 - 25 15%
26 - 35 20%
36 - 45 22%
46 - 55 12%
56 and over 11%
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Assumptions on the characteristics of trail users include the following:

s 70% of the trail demand will be derived from the local community.

»  90% of the trail users will arrive on foot, by bicycle, bus, or train,

¢ 10% of the trail users will drive specifically to use the Coastal Rail Trail.

s Average round trip walking distance is assumed to be 1 mile.
Average round trip bicycling distance is assumed to be 5 miles.

¢ The number of average annual trips per capita in North County is assumed to be
seven (7).

¢ The number of average annual trips per capita in San Diego County is assumed to be
one (1).

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.

Table 2
Trail Recreational Usage Projections
Type of Actmty P;;xg;usc; Armual ;:mg:;:gmha of | Peak Day Number of Users Amlelm:]\.?:;:‘izmmd
Walking for pleasure 84% 2,990,000 12,000 240,000
Bicycling 46% 1,640,000 6,600 132,500
Running or jogging 42% 1,490,000 6,000 120,000
Day hiking 27% 960,000 3,900 77,500
Total 7,080,000 28,500 570,000

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 Table 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
dnive. The current percentage of employed adults who walk to work is approximately 3-4%, while
bicyclists comprise about 1% of commuters. With completion of the Coastal Rail Trail and
connections fo the transit stations and employment centers, these percentages are expected to
double.'® This translates into an estimated 15,000 employed adult commuters who will walk or
nde to work on a typical weekday. Add to this figure an estimated 15% of students who will
walk or ride, and the total daily number of commuters walking or bicycling in the Coastal Rail
Trail corridor is projected to be 22,500,

' On total truil sysemn. Counts st individual locations will be significantly lower. Dosxnot nclude peopie arossing the Coad et Rail Trail.

= Asguraes that 10% of reil uaers drive to trail, while 30% of users walk or ride rather than drive, Assumes caly 1/3 of walkers 1o be currant users

rather than aew users, which would nat affect reduced vehicular trips. Net reduction equals 20%. Assumees average vehicle ocoupancy of 2.5 persons
per vehicle for recreational trips.

'$ U.3. Depanmunt of Transportation. *National Walking and Bicycling Study,” 1995,
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Table 3
Journey to Work Mode Split
Total
Jurisdiction Travel to Mode
Work" -
%

Rail % Walk Bicycle %
Carlsbad 33,132 75| 2% 5261 1.5% 2721 8%
Del Mar 3,041 0] 0% 148 4.9% 24| 8%
Encinitas 31,259 11] .03% 718 2.3% 317 1%
Oceanside 58,058 50 .08% 11271 1.9% 254 4%
San Diego 560,913 115 .02% 27,250 4.9% 6,111 1%
Solana Beach 7,266 6| 08% 3571 4.9% 80( 1.1%
San Diego County 1,230,466 373 .03% 55,749 4.5% 10,785| 8%

Saurce: 1990 U.S. Census
3.6  Economic Impact

California 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 tourism, also affect
recreation, with shorter and more frequent escapes replacing the standard two week vacation.
Recreational activities can generate a substantial net benefit to the community. This results in
spending for food, 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 the 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 indirect economic benefit, which will resuit 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 results in the
community being a more desirable relocation destination for families and companies.

Using the assumption that 70% of recreational users will come from the local community,
projections of new spending associated with the Coastal Rail Trail can be made. Trail users spend

" Workers 16 years and older.
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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 there is ofien initial reluctance on the part of trail neighbors to having a public thoroughfare
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 23% and 30% felt that an adjacent trail
significantly or slightly increased the value of their homes."® Other evidence of this economic
benefit can be found in the newspaper listings for homes for sale, which cite proxamity to the trail
as a selling feature not unlike proximity to a park or community center. Trails coexist, and in fact
thrive, even in affluent areas such as San Juan Capistrano, Rancho Santa Fe, Mission Beach, and
Lafayette, California where home values can exceed $1 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 Treil Conflicts

In designing a trail, it is important to retain the freedom of choice for multi-use trail users. The rail
trail is designed to allow twelve foot wide two-way traffic on a hard surface with two foot wide
dirt shoulders for drainage and walking/jogging. It is anticipated, that in areas where there is
adequate room, separated natural (dirt) trails for pedestrians may be constructed. Conflicts can
oceur 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.”’

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,

education,

meetings with user groups,

expanding facilities,

enforcement of regulations,

brochures, articles in newsletters or local newspapers,
imposing speed limuts,

volunteer trail patrols,

partial closing of the trail,

> & & & 8 » & »

Brrhe Impact of the Brush Cresk Trail on Proparty Values and Crime’", Scnoma State University, 1992,

'® Conflicts on Multiple-Use Treils. Syathesis of the Literature and Stato of Practios, Federal Highway Administration, 1994 pp 1, 16.



& bicycle bell give-away. (*The East Bay Regianal Park District in California requires bicyclists to
have bells on their bikes in order to warn other users when they pass.)

Some multi-use trail managers have reported user conflicts when there 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 1s currently considering widening the existing 10' wide concrete multi-use trail at
Mission Beach Boardwalk for this reason. The proposed plan calls for a separation of the
“wheeled” users (bicyclists, roller bladers, and skate boarders) from walkers/joggers. Studies
reveal that the Mission Beach Boardwalk peak usage is over 3,000 users in a 15 munute period.
Uses vary based on weather and activities along this 2-mile path. In an attempt to curtail high-
speed cyclists and avoid potential 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 will determine 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 education, and a trail management program that is resolution-directed,
user conflicts will be reduced.

34 Air Pollution Reduction

The federal Clean Air Act (CAA) forms the basis for the effort to reduce air pollutants. National
Ambtent Air Quality Standards (NAAQS) is a basic element of the CCA, which provides a
threshold for pollutants. Areas with levels that exceed the threshold for specified pollutants are
designated as “non-attainment areas”.

Each state is mandated to submit a State Implementation 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 quality
strategies: ridesharing, transit improvements, traffic flow improvements, and bicycle facilities and
bicycle programs.

“On-road vehicle emissions account for approximately 60% of smog in the San Diego region.”*
Walking and bicycling do not consume petroleum products and are non-polluting modes of
transportation. Walking and bicycling 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 completed to address the potential benefits to air quality. The
Federal Highway Administration (FHWA) has conducted numerous studies on the benefits of
cycling. In the United States in 1991, it was estimated “that bicycling and walking were equivalent
to 7.6 and 28.1 billion motor vehicle miles, saving 370 to 1,340 million gallons of gasoline and 4.4

% SANDAG, “1998 Regional Transportation Plan”.
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to 16.3 million metric tons of exhaust emission air pollution.”™' Additional estimates of the air

pollution cost savings resulting from ncreased walking or bicycling rather than driving a car, are
estimated at $0.40 per 2.5-mile urban commute trip and $0.24 for all other urban trips.”

Quantifying these benefits by monitoring changes in air quality is difficult because inadequate data
exists and it is difficult to recognize the benefit of just one program when there are many other
reasons or programs 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 10 to 23 percent with
commensurate air quality benefits. Incorporating non-motorized transporiation and mass transit
programs can effectively result in increased air quality.

*! Foderal Highway Administration, “The National Bicycling and Walking Swdy,” pp 18.

w Georgia Institute of Tedmology Conter for Planning and Devetopment, Netson, Arthur C. “Private Provision of Public Pedestrian and Bicycle
Agccess Ways: Public Policy Rationsie and the Nature of Public and Privetc Benefits™, 1995, pp13
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4.0 TImplementation

Upon adoption of the Project Study Report and approval of the environmental documeni, 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:

o How will design and construction of the project be funded?

e What agreements need to be negotiated to permit public access within the railroad
right-of-way?

¢ Who will manage the trail?

» How will the project be operated and maintained?

4.1 Funding

Funding to plan the trail, conduct environmental review, complete the permits, design, and
construct the Coastal Rail Trail has come from a variety of local, state, and federal funding

“sources. To date, the following grant funds have been awarded:

Congestion Management and Air Quality (Federal) $ 5,824,000
TransNet (State) 1,461,500
Transportation Enhancement Activities (Federal-TEA21) 4,513,500*
Transponation Enhancement (Federal) 600,000
Air Pollution Control District (State) 184 000
Total $12,583,000

*Includes both 1996/97 & 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 1991 Intermodal Surface Transportation Efficiency Act (ISTEA). This
act made the most comprehensive revision of federal surface transportation funding in 35 years,
The legislation shified 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 bicycle and pedestrian facilities programs. TEA-
21, the reauthorization of ISTEA, approved in spring of 1998 allocated additional funds for
pedestrian and bicycle enhancement projects, including education, over the next six years.

Within the ISTEA umbrelia, a program called Congestion Management and Air Quality (CMAQ)
encourages transit-related, alternate mode projects. CMAQ fiinds are intended for use in non-
attainment air quality areas for the purpose of improving air quality by reducing traffic congestion,
road maintenance, petroleum consumption 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 facilities for bicycles, bicycle route maps, and programs for
bicycle safety, education, and promotion.
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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 Program (STP): “the other ISTEA program” operates as a block
grant program and may be used by states and local governments 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 projects. Local agencies must fund an 11.5% 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
regional bikeway projects will create both north-south and connecting east-west trails throughout
the county.

The Environmental Enhancement and Mitigation Program:. 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 nide 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 education, 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 junisdictions for bicycle and pedestrian projects in California. These funds originate from
state sales tax and are distributed through the Regional Transportaton Planning Agency (RTPA)
to local junisdictions 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 Transportation Account (BTA): coordinates an annual program that is available
for funding bicycle projects. Available as grants to local jurisdictions, 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 Railroad-Highway Crossing Program: provides funds for site improvements and installation
of safety and protection systems, such as warning devices, illumination and signals on existing
rallroad-highway grade crossings. To qualify for this federal program, 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 Improved Crossing Protection with Federal Funding”, and be
ncluded in the appropriate Transportation Improvement Program (TIP) developed by a
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Metropolitan Planning Organization (MPQO). 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 of the crossing improvement.)

Grade Separation Program: provides funds for railroad grade separation projects by establishing
a prority list of those most urgently in need of separation, including the elimination of existing or
proposed grade crossings, the elimination of grade crossings by removal or relocation of streets or
railroad tracks, and existing grade separations most urgently in need of reconstruction. The list,
based on critena established by the PUC, includes projects on city streets, county roads, and state
highways, which are not freeways.

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

4.2 Agreements

NCTD (within Oceanside, Carlsbad, Encinitas, Solana Beach, and Del Mar) and MTDB (within
the City of San Diego) own the railroad right-of-way. Currently, the right-of-way does not permit
public access, except for the segments in Solana Beach and Cardiff where there are agreements
with NCTD and Solana Beach to permit public access. At the beginning of this planning process,
for the Coastal Rail Trail, it was determined 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.

Memorandum of Understanding

In an effort to ensure continued coordination and cooperation, the Coastal Rail Trail Committee
prepared a Memorandum of Understanding (MOU). 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 Rail Trail (see Appendix E). The
signatory agencies are the cities of Carlsbad, Del Mar, Encinitas, Oceanside, San Diego, Solana
Beach, and NCTD and MTDB.

- City of Carlsbad as Lead Agency for CEQA Compliance

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
comphance for the Coastal Rail Trail project. The City of San Diego elected to process their own
environmental document independently from the five northern coastal cities. City of Carlsbad
anticipates release of the environmental document for public review in late 2000.
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Public Access Agreements

The rail right-of-way acquired by NCTD or MTDB ranges from ‘in fee’, easement, and “filing
lands” under the general Railroad Right-of-Way Act of 1875. Historic easements granted to the
ratlroad are based on the comdor 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 hcense would specifically identify the location of the
trail, setbacks, and areas for required construction. At a munmmum, a twenty (20) foot easement
would be required to accommodate the trail, required setbacks and grading. The easement
boundaries would need to be surveyed 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 insurance, and require
retmbursement for the upgrade or relocation of facilities (i.e. encasing pipes below the trail).

Most of the existing utility easements run paralle! aloug 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 rall. Minimum clearance for facilities above the rail lines is twenty-six (26) feet,
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 Virginia, 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 recetved from these annual license fees.
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4.3  Trail Management

Project management includes design, construction, maintenance and monitoring. The project wall
traverse across the boundaries of six cities and each may choose to manage the trail within their
jurisdictions. However, there are other options to consider related to the management of the
Coastal Rail Trail.

L. Each agency 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 ts familiar with the needs of their city; will 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 than one city may include reduced
insurance costs, less duplication in manpower and equipment, and greater ability to lobby for
grant funds.

Since the trail will be constructed in phases, agreements with NCTD or MTDB will occur during
the design phase of each segment. Upon completion of the entire 44 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 design, construction, maintenance and operations. Under this scenano,
individual cities and SDNR would participate in the final design of the trail, assuming it met
minimum standards prescribed. A joint liability insurance policy 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 Trail allows for coordination of
operations, maintenance, and security in conjunction with the operations of the railroad and
managing the lability aspects of the trail system. The costs to conduct trail management may be
assessed to each agency based on the mileage of trail within their jurisdiction. The disadvantage to
NCTD operating the trail is that NCTD is not in the business of maintaining or constructing trails
or parks and their primary focus will be on operating a railroad and bus service.
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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 fiabilities, amendment
procedures, and meeting times and places. Procedures for operating the trail would be adopted by
the JPA as g 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 from the three counties,
grants, adopt-a-trail programs, 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 effort. The disadvantages found in the Regional Trail Corporation are lack of
uniform financial commitment by the participating agencies, limited commitment, and
contradictory goals. '

4.4  Operation and Maintenance

Suceess.f.ul operation and maintenance of the Coastal Rail Trail is of utmost importance for the
productive use of the facility, and the financial and liability resources of the local jurisdictions. As
discussed in the previous section, each individual agency, a single agency, a Joint Powers
Authority, or a nonprofit agency may undertake operation and maintenance. This chapter
tdentifies the issues related to the tasks associated with the actual operation and maintenance.

Operation activities on the rail trail will consist pnmanly of monitoning and security. Monitoring
accidents, which includes identifying the primary cause of the accident and rectifying any physical
deficiencies, must be accomplished by each jurisdiction. The local police department typically has
the responsibility for collecting accident information 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 accident.
Additionally, the railroad operator, such as NCTD/ MTDB and the Federal Railroad
Administration (FRA) maintain accident records for occurrences on the tracks. Typically, the
public works department also has the responsibility for making the determination to warn trail
users of conditions, and to close the trail when warranted.

Security and Safety

Most multi-use trails in the United States do not have a dedicated police patrol for the facility. It
is more common for local police to patrol sections of paved trails not visible from 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 1 man-hour per day
for every 5 miles of bike path. This translates into roughly 8 man-hours per day for the entire
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Coastal Rail Trail based on the current alignment. This figure would also vary by time of week
and year. Off-peak weekdays may require only 3 man-hours per day, while peak weekends may
require as much as 20 man-hours per day.

While each local 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. However, police
or volugteer patrols are not required elements of a success.f.ul multi-use trail.

A summary of key security recommendations is presented below:

e Make all segments of the Coastal Rail Trail accessible, to within 500 feet, for

emergency vehicles.

Locate mileposts every mile or one half mile and identify markers on maps.

Iluminate all grade crossings and under crossings using photosensitive triggers.

Locate all vegetation at least 10 feet from the Coastal Rail Trail where possible.

Design bridges and under crossings so that visibility is maximized; under crossings

should be visible for entire length; use graffiti resistant materials.

« Prowide bicycle racks (that allow for both frame and wheels to be locked) and lockers
at transit stations and other key destinations.

e Prowide fire and police departments with a map of the entire trail system, along with
access points and keys/combinations to gates/bollards.

» Enforce speed limits and other rules of the road.

Studies conducted by the RTC of trails along active rail lines have shown that safety is not a
significant 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 case, 2 woman ignored the lowered gates, flashing lights, and ringing 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 concern.” 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 element, the beach.

By way of comparison, bicyclists and pedestnans in the cormridor must now 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 exposure 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 fact is that people already walk along and cross the railway tracks which, without tremendous
tnvestment in fencing, maintenance, and enforcement, will continue. Providing a trail away from
the railway tracks and barriers, where required, hetween the railway tracks and the trail, heips

¥ Rails-With-Trails Conservancy, “Rails-With-Trails, September 1997 Update”, Patrick Kraich, 1997
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organize and separate an activity that already exists. The railroad tracks are Jocated adjacent to
streets, sidewalks, train stations, parking lots, and other areas where they are completely
unprotected. The safety concerns of a trail along the railroad tracks, set back to the far edge of
the raitroad 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 manner:

» Adhere to the established design, operation, and maintenance standards presented in
this document.

» Supplement these standards with the sound judgement of professional engineers and
park maimenance personnel.

s Maintain adequate recording and response mechanisms for reported safety and
maintenance problems.

s Thoroughly research and document the canses of each reported accident on the
Coastal Rail Trail. Respond to accident investigations by appropriate design or
operation improvements.

» Provide mile posts on the trail 50 that emergency response can be directed.

o Design the trail its structures, and access points to be aceessible by emergency
vehicles. Bollards at the entrance to each trail segment should be removable by the
appropnate fire, ambulance, and police agencies. Constrained segments of the trail
that cannot accommodate emergency vehicles should not be longer than 500 feet.

» 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, pamc buttons, and closed-circuit television. However, no conclusive proof
exists that these devices are effective at reducing crime or tmproving response time. Instatlation 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
effective and not represent a liability to the trail manager,

Solar phones, similar to those being installed by CalTrans along highways, offer a more cost
effective approach that may be appropriate to certain sections of the Coastal Rail Trail. They are
not intended, however, to be a primary response 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. Emergency calls are immediately trans.f erred
to the appropriate Police/Fire service.

A typical concern 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.

54




Monitoring

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

s ensuring appropriate design and construction standards.

» acting as clearinghouse for all reported maintenance and safety problems,

» collecting information from and dispersing information to the appropriate departments

s working with local public advocacy and advisory bodies in the design and operation of the

trail,

¢ preparing funding applications to implement and maintain the trail,

o administering grant programs,

+ maintaining maintenance log,
conducting fundraising events to fund additional amenities for the trail
managing volunteer programs for maintenance and/or monitoring safety practices, and

» developing fundraising products for distribution,

*  managing trail events, and

+ conducting "adopt a trail" programs.
Maintenance

Regular maintenance and maintenance logs are essential to ensuring that the facility remains an
asset to the commumnity and, most importantly, reduces Lability. 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 each jurisdiction along the Rail Trail to ensure, at a minimum, that the facility is
safe for trail users. Each jurisdiction should have a mechanism to identify, record, and respond to
maintenance problems, and to keep written records of such actions.

Special maintenance equipment such as a sweeper 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 trucks, sweepers, 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 section should reflect the anticipated weight and frequency of vehicles. Agreements
with the railroad on access to the trail and methods of warning trail users when track repair is in
progress should be developed as part of the easement process.
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Teble 4 shows the regular maintenance activities required for the Coastal Rail Trail.

Table 4
Maintenance Schedule

ltem Frequency
| Sign replacenent and repair 1-3 years
Pavement marking replacement 1-3 years
Tree. shrub, & grass timming/fertilization 5 months - 1 year
Pavement sealing/potholes 5-15 vears
Clean drainage system 1 year
Pavement sweeping Monthly - annmally as needed
Shoulder & grass mowing as needed
Trash disposat as needed
Lighting replacement/repair 1 vear
Graffiti removal weekly - monthly as needed
Maintain furnifure 1 year
Fountain/restroom cleaning/repair weekly - monthly as needed
Pruning 1 -4 years
Bridge/tunnel inspecticn ) 1 vear
Remove fallen trees as peeded
Weed control - manthly - as needed
Maintain emergency phones, CCTV 1 year
Maintain irrigation lines/ replace sprinklers 1 year
[rrigate/water plants ] werkly - monthly 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 annually. In areas where there is landscaping, irrigation, parklike amenities, the costs
for maintenance would be much greater.

The Coastal Rail Trail will be located paralle]l or adjacent to private properties along most of its
proposed alignment. Most of the corridor is currently used for access, however increased use may
resuft in a perceived sense of loss of privacy and security. Neighbor concerns typically include a
loss of visual privacy, increased crime, vandalism, 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 of the 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 barner for their
property.

Studies conducted by Sonoma State University”, City of Escondido®, and the Rails-to-Trails
Conservancy™ have shown that new multi-use trails do not result in increased crime to adjacent

* Brush Creek Trail Study, Sonoma State University, 1992.

» City of Escondide, Report on Sefety for Escondido Creek Channel Bike Path, November 1998
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property owners. Criminal activity is not likely to occur along a trail that is well planned,
designed, operated, maintained, and monitored. Both the City of Escondido and the Rails-to-
Trails Conservancy reports indicated that trails actually tend to reduce crime by cleaning 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 of the trail will be closed or unavailable to trail users. Trail users must be warned of
impending trail closures, and given adequate detour information to bypass the closed or unfinished
section of trail. This can be accomplished through the use of standard signage at the entrance 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 signed as closed to public use. Trail users should be directed to
alternate routes on nearby surface streets.

4.5  Project Costs

Project costs include clearing, demolition, grading, and construction of the 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, benches, drinking fountains, solar
emergency call boxes, and lighting are listed as optional items. The cost estimates are preliminary
only. More detailed estimates will be prepared during the final design phases for each
construction project.

The cost estimates were prepared based the following assumptions:

1. Grading width is 20". Paved trail is 12' wide with 2' shoulders.
Fencing is included in specific areas where noted. Fencing costs may vary based the
type of fencing selected by each city and the specific use, i.e., constraining or
delineation, 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. Optional items are not included in the final construction costs estimates.

-1 Street grade crossings costs include signing, striping, loop detectors, and median
modification improvements.

6. Cost for improvements for unsignalized roadway crossings for low volume streets are
included in overall striping and signing costs.

-4 Specific costs are identified for unsignalized arterial crossings, which will require
flashing warning lights.

8. Landscaping and irrigation under optional items is assumed for a $' wide  landscaped

and irrigaied section on both sides of the trail.
9. At-grade crossings are "typical” at-grade pedestrian costs. Costs may vary depending on
distance to connect to nearest railroad crossing.

**Rail trails and Safe Communities, the Experience on 372 Trails, Rails to Trails Conservancy in cooperation with National
Park Service, January 1998,
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5.0  Trail Alignment

The entire 44-mile railway corridor was evaluated to determine whether it was economically
viable and environmentally sound to construct a multi-use path along the right-of-way for the
entire distance from Oceanside to San Diego. Preliminary analysis of the corridor was conducted
and potential alternatives were explored by walking along the right-of-way, reviewing available
mapping, and scrutinizing aerial photographs. The alignment was divided into 11 distinct project
segments within each city for closer evaluation. The methodology used to identify various
alternatives and recommend the preferred alignment, included the following considerations:

Available width of the railroad right-of-way;
Physical obstructions of the railroad right-of-way;
Access to transit stations;

Utilization of existing informal trails;
Environmental constraints; and

s (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 areas. The preliminary study completed in 1989
by Morrison-Knudsen considered trail bridges across the five lagoons that separate each of the
northern coastal cities. However, upon further review in conjunction with this PSR, construction
of the pathway across the lagoons is not being considered at this time, except 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 extension along existing railway trestles
would be cost prohibitive and environmentally constrained. Avoidance of the lagoons does not
reduce the overall continuity and benefits of the 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 reconstruction of existing bridges or construction of new bridges to
accommodate increased rail services. At that time, local agencies may ‘encourage the construction
of a separate Class I trail in conjunction with the SDNR project(s).  Additionally, NCTD is
conducting a Capital Study Master Plan for the eatire railroad right-of-way, which could impact
the alignment of the Coastal Rail Trail.

At each lagoon, the trail will utilize existing Class II bicycle lanes along Highway 101 (Coast
Highway). In downtown San Diego, the Coastal Rail Trail will divert to Pacific Coast Highway
bicycle lanes due to a constrained right-of-way and high traffic 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 identify four tracks to accommodate light rail trolley service and AMTRAK/Coaster
service.

In order to ensure accessibility from residential developments to the beach there are numerous at-

grade bicycle/pedestrian crossings identified. Although these are viable options for safe railroad
crossings, each of these at-grade crossings will be addressed separately, either by each individual
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jurisdiction or jointly by more than one agency. The City of Solana Beach has proposed and will
develop two overcrossings as part of their Linear Park Project.

This chapter describes each of the 11 segments of the Coastal Rail Trail as the alignment proceeds
north 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 northern end of the City of Oceanside, at the San Luis Rey
River Bicycle Path (a separate City of Oceanside project) on the eastern side of the tracks. The
Class T 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 utilizing adjacent streets. Standardized Coastal Rail Trail signs consistent with the Project
Study Report would be erected to identify the Class I bicycle route along these streets.

To avoid diverting in and out of the rail nght-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, Civic Center Drive, Pier View Way, Mission Avenue, and Seagaze Way. Al
Seagaze Way, the trail would go easterly to Tremont Street where 1t would proceed south past
the Oceanside Transit Center. The trail would proceed past the transit station to Missoun Avenue.
At Missouni 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 the east side of the tracks to Oceanside Blvd. The trail would proceed as a Class T
bikeway west two blocks to Pacific Street where it would utilize a Class III bicycle route to
Buccaneer Beach Park.

At Buccaneer Beach Park, bicyclists would connect to an existing pedestrian path, which
traverses along the north side of the Park and proceeds easterly 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 8’ above top of footing. Approximately 280 s.f. of retaining wall
would be constructed in this location to accommodate the width of the bicycle path. The
pedestrian path would be widened to a 12' wide multi-use Class I trail and would connect to the
eastern edge of the railroad night-of-way. The trail would then proceed south along the right-of-
way to Vista Way, just north of the Buena Vista Lagoon, where it would utilize Class III route to
Coast Highway Class II bicycle lanes.

60




Table 6
Segment 1: San Luis Rey River Path to Buena Vista Lagoon
City of Oceanside
Class I - 2.05 miles (3.30 km)
Total Length | Class II - .96 miles (1.55 km) 3.36 miles
Class III - .35 miles (.56 km) (5.41 km)
ROW width 65'-200'
Artenal Grade Crossings (Mission Ave., Oceanside Blvd., 3
Cassidy Ave.)
Undercrossings (Buccaneer Park) 1
Bridges/Overcrossings 0
Coltector/Local Grade Crossings (Oceanside Blvd., Wisconsin, 6
Surfrider Way, Pierview Way, Seagaze Way, Michigan
Avenue)
At-grade Pedestrian R/R Crossings 0
Major 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 Oceanside City Hall, Library, and
{proposed) Art Center
San Luis Rey River Bicycle Path
Library and Art Center
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5.2 Segment 2: City of Carlsbad, Buena Vista Lagoon to Agua Hedionda Lagoon

Southbound users would proceed south along Coast Highway on Class I 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’ — 8’ 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 northern edge of the parking lot to State Street. The
trail would utilize a Class III bicycle route 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 -Agua Hedionda Lagoon
City of Carlsbad
Total Length Class I - 1.80 (2.90 km) 3.2 miles
Class I - .1.04 (.1.67 km) (5.15 km)
| Class 1 - 36 (.58 km)
ROW width | 100-200'

Arterial Grade Crossings (Carlsbad Village Drive) 1
Undercrossings (South side of Buena Vista Lagoon) 1
Bridges/overcrossings 0
Collector/Local Grade Crossings (Grand Avenue, Qak 3
Avenue, & Tamarack)
At-grade Pedestrian R/R Crossing (Chestnut Ave.) 1
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Major Destinations

Recreattonal Commuter
Hotels/Motels Carlsbad Village Retail and
Business district
Encina Public Fishing Area Carlsbad Village Coaster Station
Carlsbad State Beach Army/Navy Academy
Carlsbad Village Kaiser Hospital Medical Offices

Legoland Amusement Center
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5.3  Segment 3: City of Carlsbad, Agua Hedionda Lagoon to Batiquitos Lagoon

The trail proceeds south crossing the Agua Hedionda Lagoon on a bridge spanning the channe!
for approximately 220’ in length. The bridge design would accommodate the future 48" to 54"
Vista/Carlsbad Interceptor Sewer Main. The bridge design would not place supporting columns
or falsework in the channel. The Class 1 bicycle path would continue south along the Agua
Hedionda Sewer Pump Station. A retaining wall would be necessary for approximately 600° in
iength with varying heights up to 10’.

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

Table 8
Segment 3: Agua Hedionda Lagoon - Batiquitos Lagoon
City of Carisbad

Total Length Class I - 3.68 mi. (5.79 km) 4.08 miles
Class IT - .40 mt. (.64 km) (6.43 km)
ROW width 100'-200'
Arterial Grade Crossings (Cannon Road, Avenida Encinas) 2
Undercrossings (Poinsettia) I
Bridges/Overcrossings (Agua Hedionda Lagoon, and north of 1
Palomar Airport Road)
Coliector/Local Grade Crossings 0
At-Grade Pedestrian R/R Crossing 0

Major Desiinations

Recreational Commuter
Hotels/Motels, Restaurants Hotels/Motels, Restaurants
South Carlsbad State Beach Poinsettia Station
Legoland Amusement Center Industrial Center (east from
Palomar Airport Road)
Palomar Airport
Kaiser Hospital Medical Offices
Businesses along Avenida Encinas
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5.4 Segment 4: City of Encinitas, Batiquitos Lagoon to the Encinitas Station

The trail would proceed south on Class II bicycle lanes along Coast Highway 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 of the rail road right-of-way.

The trail continues south along the western side of the right-of-way towards Encinitas Boulevard
replacing an existing 4' wide bike path currently located within the right-of-way. At Marcheta
Street/Orpheus Avenue, a bicycle/pedestrian at-grade crossing would be constructed to the 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
Segment 4: Batiquitos Lagoon - Encinitas Station
City of Encinitas
Total Length - Class I - 2.65 miles (4.26 km) 3.1 miles
Class II - .45 miles (.72 km) (4.98 km)
ROW width 100'
Arterial Grade Crossings (La Costa Avenue, Leucadia Blvd, 3
Encinitas Blvd)
Undercrossings
Bridges/Overcrossings
Collector/Local Grade Crossings
At-grade Pedestrian R/R Crossings (Grandview St./Hillcrest
Dr., between Jason/E. Jason St.’s and Glaucus/E. Glaucus
St.’s and Marcheta St./Orpheus Ave.)

Wwlo|lo|o

Major Destinations
Recreational Commuter
'| Ponto Beach State Park Paul Ecke Central Elementary
School
North Coast Highway 101 North Coast Highway 101
Commercial Corridor Commercial Corridor
City Beaches (Grandview, Beacons, | Encinitas Station
Stone Steps, and Moonlight)

City Parks (Leucadia Roadside, Encinitas City Hall, Library

Orpheus, and Encinitas Viewpoint)

Downtown Old Encinitas Downtown Old Encinitas
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55  SegmentS5: City of Encinitas, Encinitas Station to San Elijo Lagoon

The trail would divert to the eastside of the railroad right-of-way at E Street and proceed south to
Chesterfield Drive. The terrain 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 existing
unimproved parking along San Elijo Avenue since the Class I path drops below the road. Just
north of Chesterfield Drive, a bridge (adjacent to the existing pedestrian bridge) would be
constructed to accommodate bicycles and additional non-motonized traffic. This bridge would be
of similar construction as to the existing 5° wide pedestrian bridge and of similar length,
approximately 60°.

At Chesterfield Drive, the trail crosses the tracks at the intersection and joins the existing Class 11
bike lanes on South Coast Highway 101, 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 beach, 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 Street, E Street, and Chesterfield Drive. These
would be located at East I Street, Santa Fe Drive, Montgomery Avenue, and Birmingham Drive.

Table 10
Segment 5: Encinitas Station - San Elijo Lagoon
City of Encinitas

Total Length Class I - 1.58 miles (2.54 km) 3.12 miles

Class 11 - .45 miles (.72 km) (5.02 km)

Class III - .29 miles (.46 km)
ROW width 70-200'
Arterial Grade Crossings (Chesterfield Dr.) 1
Undercrossings
Bridges/Overcrossings
Collector/Local Grade Crossings (D St. and E St.)
At-Grade Pedestrian R/R Crossings (East [ St., Santa Fe
Drive, Montgomery Avenue, Birmingham Drive)

BRSO

Major Destinations

Recreational Commuter
Downtown Old Encinitas Encinitas Station
City Beaches (Moonlight, D Street, Downtown Old Encinitas
Swami’s),
City Parks (Mildred Macpherson, Encinitas City Hall, Library
George Berkich, and Glen) Cardiff Elementary School
State Beaches (Moonlight, San Eljjo, Downtown Cardiff
Cardiff)
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5.6  Segment 6: City of Solana Beach, San Elijo Lagoon to Via de la Valle

The trail would proceed south to CHfT Street crossing the street at an existing signalized
intersection to access the western edge of the railroad right-of-way. The Class I bicycle path
would proceed south through the City of Solana Beach, 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 Plan,
which provides design guidelines for the rail trail through their city. Ultimately, the City’s plans
include construction of landscaped nodes, a nature walk along San Elijo lagoon, parklike
amenities, and bridge overcrossings at Cliff Street and Rosa Street.

Jointty 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 intersection. The rail trail diverts from the tracks at the
south end of the city at the Via de la Valle intersection and proceeds south towards the City of
Del Mar on existing Class 1I bicycle lanes on Camino Del Mar.

Table 11
Segment 6: San Elijo Lagoon -~ Via de la Valle
City of Solana Beach

Total Length - Class I - 1.56 miles (2.51 km) 1.56 miles
ROW width 70-100°
Arterial Grade Crossings (LLomas Santa Fe, CIliff Street/ 2
Highway 101)

Underecrossings 0
Bridges/Overcrossings (Cliff Street, Rosa Street) 2
Collector/Local Grade Crossings 0
At-Grade pedestrian R/R Crossings Q0

Major Destinations

Recreational Commuter
Visitors Information Center City Hall
Tide Beach City Park Transit Station
Fletcher Cove Park South Cedros Design District
Seascape Surf Hwy 101 Commercial & Retail
Del Mar Shores Beach Park
De] Mar Racetrack and Fairgrounds
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57 Segment 7:  City of Del Mar, Via de la Valle ta Carmel Valley Road

The rail trail ends at the Via de la Valle intersection and proceeds south through the City of Del
Mar along Camino del Mar on Class II bike lanes. The trail continues south along Camino del
Mar through the retail district of Del Mar, using existing Class II 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 cliffs 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 right-of-way at Power House Park, using the
western side of the right-of-way. At the southern limits of Del Mar, the trail goes under the
rallroad connecting with an existing paved path at the Torrey Pines Preserve parking lot.

In order to provide safe public access to the beach, four at-pedestrian crossings are proposed by
the City of Del Mar for the following locations: Torrey Pines, 8" Street, and 11" Street and 29®
Street.

Table 12
Segment 7: Via de la Valle - Carmel Valley Road
City of Del Mar

Total Length - Class I - 2.7 miles (4.35 km) 2.7 miles

Pedestrian Path - 2.13 (3.42 km)
ROW width 100'-200'
Arterial Grade Crossings (Jimmy Durante Road, Del Mar 3
Heights Road, Via de la Valle)
Undercrossings
Bridges/ Overcrossings
Collector/Local Grade Crossings
At-grade pedestrian R/R crossings(Torrey Pines, 8" St, 11%
St, and 29" St

Ll IOS

Major Destinations
Recreational Commuter
Torrey Pines State Beach Del Mar City Hall and Library

Seagrove Park Downtown Del Mar retail and
commercial

San Dieguito River Park Coast to Del Mar Racetrack and

Crest Trail Fairgrounds

Del Mar Racetrack and Fairgrounds
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58 Segment8: City of San Diego, Carmel Valley Road to Genesee Avenue

At Carmel Valley Road, the trail would utilize the bicycle lanes currently 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.

At 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 Carmel 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 will
pass along the Sorrento Valley Station on Sorrento 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 service 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 section due to
the constraints. The rail proceeds up a steep hill with an access road along the eastern 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 1805 to Miramar Road. It is recommended that
the trail be developed in conjunction with the future realignment of the railway. The trail would
cross under Miramar 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 area, the trail will follow the exsting dirt access road located
approximately 25 feet from the railroad. The trail would remain on the east side of the right-of-
way though this corridor to 1-805. MCAS recommends a fence be installed at the edge of the
right-of-way to reduce encroachment on the military base.

At 1-805, 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 Park, a protected natural area that
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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Table 13

Segment 8: Carmel Valley Road to Genesee Avenue

City of San Diego

Total Length - Class I - 9.4 miles (15.13 km)
Class 11 - .7 miles (1.12 km})

10.6 miles
(17.05 km)

ROW width

70-200’

Arterial Grade Crossings (Sorrento Valley Road/Roselle
Street)

1

Undercrossings (Miramar road)

1

Bridges (North of Sorrento Valley Road., south of Sorrento
Valley Road)

2

Overcrossings (I 805)

Collector/Local Grade Crossings (Del Mar Scenic Parkway,
Via Aprilla, Via Grimaldi, Portofino Drive)

At-Grade Pedestrian R/R Crossings (MCAS spur lines)

Major Destiaations

Recreational Commuter

Torrey Pines City Beach and Park University of California, San

Diego

Torrey Pines State Reserve and Beach | Sorrento Valley Station

MCAS Miramar

University Town Center (UTC)
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5.9  Segment9: City of San Diego, Genesee Avenue to Balboa Avenue

The rail trail proceeds under Genesee Avenue, providing access to existing Class II bicycle lanes
on Genesee Avenue . The rail trail will connect to the proposed Nobel Drive Coaster Station, thus
increasing the potential commuter use of this particular trail segment.

The rail trail proceeds westerly and connects to an existing paved rail trail at Gilman Dnive. The
existing trail will be widened to 12' with striping and signing. 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 traffic volumes of over
51,000 ADT, grade difference, poor visibility, and road configuration which makes it very
dangerous for a bicyclists to navigate this road segment.

Table 14
Segment 9: Genesee Avenue - Balboa Avenue
City of San Diego

Total Length - Class I - 3.57 miles (5.74 km) 3.7 miles
Class ITI - .45 miles (.73 km) (5.95 km)

ROW width 100'-200'
Arterial Grade Crossings 0
Undercrossing : 0
1

1

0

Bridges/Overcrossings (Balboa Avenue) -
| Collector/Local Grade Crossings (Santa Fe Street)
| At-Grade pedestrian R/R Crossings

Major Destinations

Recreational Commuter

Marian Bear Park/San Clemente University of California, San

Canyon Diego, Torrey Pines High School

Rose Canyon Park Multi-family residential
communities

Soledad Natural Park University Town Center and
surrounding offices and
commercial uses
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510 Segment 10: City of San Diego, Balboa Avenue to the Old Town Transit Center

This segment would begin at a new bridge over Balboa Avenue. Until the bridge is constructed,
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, NCTD proposes an additional track for Coaster services, known as the
False Bay Siding Project. Coordination with MIDB and NCTD during final design will be
essential to determine available right-of-way. The rail trail may utilize Class II 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 10 : Balboa Avenue to Old Town Transit Center
City of San Diego

Total Length - Class I - 3.13 miles (5.08 km) 3.66 miles

Class IT - .53 miles (.85 km) (5.9 km)
ROW width 70'-100'
Arterial Grade Crossings (Taylor Street, Clairmont Drive) 2
Undercrossings (Pacific Highway) 1
Bridges/Overcrossings 0
Collector/Local Grade Crossings 0
At-Grade Pedestrian R/R Crossings 0

Major Destinations

Recreational Commuter
Mission Bay Park University of San Diego
Tecolote Canyon Natural Park Old Town Transit Center
Mission Beach Boardwalk Mission Valley Retail and
Commercial areas
Old Town State Historical Park
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5.11 Segment 11: City of San Diego, Old Town Transit Center to the Santa Fe Depot

Due to the limited available right-of-way and high volume east-west traffic, the Coastal Rail Trail
will continue along Pacific Highway utilizing the existing Class I 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
communities and Qualcomm Stadium. The Santa Fe Depot offers connections to the San Diego
Civic Center, historic Gaslamp Quarter, the Children’s Museum, and Tijuana, Mexico.

Table 16
Segment 11: Old Town Transit Center to the Santa Fe Depot
City of San Diego

Total Length: Class II - 3.65 miles (5 87 km) 3.65 miles
ROW width 70'-100'
Arterial Grade Crossings (Broadway, Grape, Ash, Laurel) 4
Undercrossings 0
Bridges/Overcrossings 0
Coliector/Local Grade Crossings (Barnett Ave., Washington 5
St., Palm St., Juniper St., Cedar St. )
At-Grade Pedestrian R/R Crossings 0
Major Destinations

Recreational Commuter
Maritime Museum/Waterfront Downtown San Diego
Convention & Performing Arts Center | San Diego International Airport
Balboa Park and Zoo U.S. Naval Supply Center
Horton Plaza/Downtown Shopping County Administrative Center
Distriet, Gaslamp Quarter and theaters
Old Town State Historical Park
Sports Arena
Bayshore Bikeway
Ferry Service to Coronado
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5.12 Trail Alignment Summary

The advantages of the preferred route are the relative ease of implementation, lower traffic
volumes along the Class | segments, limited impact on environmental resources, reasonable costs,
and directness of route. The disadvantages include a lack of appeal for recreational users in areas
where the trail utilizes the roadway.

Table 17 7
Trail Alignment Summary
| Oceanside Carlsbad Encinitas Solana Beach Del Mar San Dicgo
Segment 1 IR 4 5 6 7 8 9 10 1] Total
Length .
Class | 2.05 180 | 368 | 2.65 1.58 1.56 2.7 94 3.57 3.13 0 32,12
Length
Class 11 96 0 40 45 | 1.25 0 0 5 0 .53 3.65 7.94
Length
Class 11 .35 36 1 0 0 29 0 2.13 0 45 0 0 3.58
Arterial Grade
Crossings 7 I 2 3 1 2 3 1 0 2 4 20
Road :
Undercrossing 1 1 1 0 0 0 1] i o 1 0 o
5
Bridges/
Overcrossings 0 1 1 0 0 g 0 2 ! 0 0 13
Collector/
local 6 3 ] 0 2 0 3 4 1 0 5 26
Grade
Crossings
At-grade ped
R/R § 0 1 0 3 4 0 4 2 0 0 0 13
CTOSSINZS i
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6.0  Trail Design

6.1  Planning and Design Standards

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

CalTrans: “Highway Design Manual” (Chapter 1000: Bikeway Planning and Design)
American Association of State Highway and Transportation Officials (AASHTO): “Policy
on Geometric Design of Highways and Streets”
State of Florida: Florida Bicycle Facilities Planning and Design Manual (1996)
CalTrans: Manual of Uniform Traffic Control Devices (MUTCD)
USDOT, FHWA. “Selecting Roadway Design Treatments to Accommodate Bicycles”
Bicycle Federation of America (BFA): “Selecting and Designing Bicycle Routes”
USDOT/FHWA: Conflicts on Multiple-Use Trails
Institute of Traffic Engineers (ITE): “Design and Safety of Pedestrian Facilities”
Ratls to Trails Conservancy (RTC): Rails-with-Trails, Sharing Corndors
for Transportation and Recreation

It is useful to note that while there are a constderable number of trails on active railroads around
the United States, there are few design guidelines that have been developed specifically for this
type of facility. The sources listed above provide details on many aspects of a rail trail, but a) may
contain recommendations that conflict with each other, b) are not, in most cascs, officially
recognized ‘requirements,’ and ¢) do not cover all of the conditions on most rail trails. Except for
the CalTrans guidelines, all design guidelines must be considered as simply design resources for
the Coastal Rail Trail, to be supplemented by the reasonable judgement of the trail designer 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 characteristics of the Coastal Rail Trail cormridor
in terms of grade crossings, fencing, setbacks, speed of trains, train frequency and draw of users
to the beach. Cwrrently a committee has been formed at the Federal Railroad Administration to
review and establish a set of standards for rail trails nationwide.

Until CalTrans or the Federal Highways Administration adopts specific standards for rail trails,
the CalTrans basic design parameters 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
‘shauld.” Permussive standards are identified by the words ‘should’ or ‘may’, and can be applied
at the discretion of the project engineer. Controlling Criteria, as defined by the FHWA, consists
of 13 specific criteria to be used in the selection of design standards. They are: (1) design speed,
(2) lane width, (3) shoulder width, (4) bridge width, (5) horizontal alignment, (6) vertical
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alignment, (7) grade, (8) stopping sight distance, (9) cross slope, (10) super elevation, (11)
horizontal clearance, (12) vertical clearance, and (13) bridge structural capacity.

Designs which deviate from the mandatory CalTrans design standards shall be approved by the
Chief Office of Project Planning and Design, or by delegated Project Managers. These standards
represent the basic guidelines set fourth by CalTrans. There are many conditions, which are not
explicitly covered in the CalTrans or AASHTO pguidelines. These may be site specific, user
specific, or policy specific.

6.2  Trail Design - Class I

Recommended Width

The recommended minimum width for paved multi-use trails in California is 8-feet, with 2-
feet of lateral clearance and 8-feet of vertical clearance. The minimum standards for a Class I
rail trail are reflected in Figure 6.1. The rail trail is projected to have higher volumes of bicyclists
and other users, and may accommodate maintenance vehicles on a regular basis for both the
railroad and the trail. The following are the recommended design dimensions: 1) 12-feet width
with the same lateral and vertical clearances, (2) 2' wide unpaved shoulders, with a compacted
surface, on each side of the paved surface to accommodate joggers and others who prefer a softer
surface, and (3) a 2% cross slope for drainage. The recommended Class I rail trail is shown in
Figure 6.2.

Signing amd Striping

A yellow centerline stripe may be desirable, but is not required on sections of the trail that have
heavy usage, curves with restricted sight lines, at approaches to intersections, and/or where
nighttime nding 1s expected. Signing of the trail 1s 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 separations, such as bridges or undercrossings, are recommended if traffic
volumes are heavy. If grade separation is not feasible, traffic signals may suffice. Stop or yield
signs for bicyclists are acceptable where traffic volumes are not heavy,

Trail crossings should occur at established pedestrian crossings wherever possible. Mid-block
crossings should address right-of-way for the motorist and trail user through use of yield, stop, or
traffic signals that can be activated by trail users. Trail approaches at intersections should always
have stop or yield signs to minimize conflicts with autos. Ramps should be placed on sidewalk
curbs for bicyclists.
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Separation of Pathways

The CPUC has specific minimum setbacks from any sidewalk or trail that parallels active railroad
tracks. These standards are typically applied to the minimum distance that crossing guard
equipment is located from tracks. Minimum distances from the centerline 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 of the tracks, or at least 15 feet when there is a vertical separation of more than 10
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 4%, and longer than 500-feet). Speed bumps or other
surface irregularities should never be used to slow bicycles.

Horizontal Aligmment

Recommended radius for a curve and elevation are reflected in CalTrans Standards Specifications
in Appendix I. A 2% cross slope is recommended for drainage.

Stopping Sight Distances and Crest Vertical Curves

Recommended stopping sight distances reflected in the CalTrans Standards Specifications (see
Appendix 1) should be applied to the downgrade portion of any two-way trail. The recommended
length of crest of vertical curves is also shown.

Lateral Clearcmice 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.

Structural Section
Bike path construction should be conducted in a similar manner as roadway construction, with

sub-base thickness to be determined by soils condition and expansive soil types requiring special
structural sections. Minimum asphalt thickness should be 2" of Type A or Type B, with %"
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maximum aggregate and medium grading as described in CalTrans Standard Specifications in
Appendix 1.

Drainage

The 2% cross slope will resolve most drainage issues on a bike path, except along cut sections
where uphill water must be collected in a ditch and directed to a catch basin.

Barrier 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 & way that they are
moveable by emergency vehicles.

Street Lights

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 width, high volumes of users, and/or no physical barrier present.
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Bikeways and Railroads

Bikeway crossings 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 California Public Utilities Commission (CPUC) regulates railroad crossings. All new at-grade
crossings must be approved by the CPUC. Necessary railroad protection will be determined based
on a joint field review tnvolving the applicant, the railroad company, and the CPUC.

Signing, Markings, end Traffic Control Devices

Uniform signs, markings, and traffic control devices shall be used per section 2376 of the
Streets and Highways Code. An optional 4" yellow centerline stripe may be used to separate
users on a Class I bike path. Bike lane signs (R81) shall be placed a¢ the beginning of all bike
lanes, on the far side of every arterial street intersection, =t all major changes in direction,
and 2t maximum half-mile intervals. Bike lane pavement markings shall be placed on the
far side of each intersection.

Bike path, bike lane, and bike route signing and markings should follow the guidelines as
developed by CalTrans and presented in the Manual on Uniform Traffic Control Devices. This
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 from 100 to 200 feet, although
the effective or available width may be considerably less. For example, through wetlands or areas
of rugged topography, the railway tracks are often on narrow fill or cut sections, or on bndges
leaving little space for a maintenance road or the rail trail.

Excess right-of-way for the trail is constrained in many locations by terrain, 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 these
constraints, 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 section has been developed, where it may be preferable to keep the rail trail
within the railroad right-of-way, rather than re-route the trail onto adjacent roads. The conditions
under which a constrained cross-section should be used are described below:
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s Alternate routes have been studied and are not acceptable because of functional or
safety reasons; : _

The constrained section is for a relatively short distance, generally Jess than 500 feet;
Trail volumes are not projected to be above average,

Hazards are clearly marked,

Trail speed limits are 10 miles per hour, and

Bicyclists are required to dismount when appropniate.

The mumimum width for a constrained section is six (6) feet, with at Jeast one (1) foot of lateral
clearance and eight (8) feet 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 alignment 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 uhlizes 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
preferred alignment. These structures are listed below in Table 17.

Table 18
Proposed Coastal Rail Trail Bridges
Location Type
Agua Hedionda Lagoon Trail bridge constructed on top of existing sewer
main. (see Section 5.2)
[-805 Overcrossing from south side to north side
(see Section 5.8)
Balboa Avenue Trail bridge over Balboa Avenue
(see Section 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. Lateral access points along the rail
trail may be either on bridges, undercrossings, 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 Carisbad, Del Mar, Encinitas, Solana Beach, and San Diego. The
exact location, type, and number of these crossings will be the subject of evaluation during design
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
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and presence of adjacent wetlands makes locating the Coastal Rail Trail problematic in these
areas, hence the relocation of the rail trail to nearby roadways.

All new bridges should provide a clear 8-foot wide trail, with CalTrans approved railings. The
structural Joad bearing capacity of bridges should meet or exceed CalTrans standards, and be able
to support emergency vehicles.

Bridges may have to meet special requirements such as staging, material types, and specifications
when 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
raitway 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 feet 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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6.5  Fencing and Other Barriers for Class I

Where the trail 18 located in close proximity to the railroad tracks (15 or less from the outside
edge of the 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 separate a rail trail from
adjacent active railroads on one side and/or from adjacent land uses on the other side. MCAS
Miramar has requested that a fence be installed on both sides of the right-of-way to ensure
protection of environmental resources and restrict base access.

Barriers between the trail and railway tracks have been the subject of a study conducted by the
Rails-to-Trails Conservancy (RTC). Of the 37 trails-with-rails in the United States surveyed by
RTC in 1996, 11 (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 the centerline of the nearest railroad track
was 535 feet, although 36% 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 barders being vegetation (32%), vertical separation (27%), and fencing
(21%). Although the trails surveyed do not reflect the speed or frequency rates of the SDNR
corridor, the survey i1s valuable when identifying the success of rail trail projects, design standards,
and usage patterns.

FHWA 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 releesed in late 2001. The purpose of the study is to determine if standards
should be developed which meet the needs of the railroad operators, the Public Utilities
Commission, Federal Railroad Administration, and others. Some of the major issues include:

a Existing Conditions: Railroads are seldom fenced through urban or suburban areas in
California. Vegetation, fencing, or other barriers are typiwcally not provided where a
raifroad is directly adjacent to a roadway with sidewalks.

b. Parallel Movement: Typically pedestrians, bicyclists, and others are not permitted on the
railroad right-of-way, although there has been historic public use of railroad right-of-ways.
Most people walking or riding on railroad nght-of-ways are usually not on the railroad
tracks themselves unless there is no other viable place to walk.

c. Lateral movement: There is considerable {ateral movement across railroad tracks in most
communities, and even more 30 along the Coastal Rail Tral 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.

d. Right of Access: Related to lateral movement is the fact that any attempt to prevent
informal crossings of railroad railway tracks using fencing or other materials may result in
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protests from local groups such as the Surfriders Association, California Coastal
Commission and other public and private organizations.

Environmental Impact: Extensive fencing or other structural barrier would inhibit wildlife
that currently migrates across the corridor, especially in the Rose Canyon Open 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
down, or jumping over fencing.

Cost: Fencing and other structural barriers, depending on the type of materials used,
height, and length, 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 barrier, 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 barrier 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 1s 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
movement across the railway tracks.

Security: 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.

Barrier height: The height and design of the vegetation or fence influences whether lateral
movement will be inhibited. Barriers that cannot be climbed will typically be cut or
otherwise vandalized. Heavy-duty fencing such as wrought iron or other styles of fencing
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 direction, the desire to climb over the
fence or barrier is reduced.

Nvise and wind: Due to high speeds of the Coaster and other trains, noise, wind, dust,
vibration, and the sheer surprise of an 90-mph train to a trail user located in close
proximity to the raiway tracks may be overwhelming. A vegetated or solid barrier will
reduce the effects of noise and wind.
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Based on these issues and available research, 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.

6.6

Vegetation and/or other physical barriers shall be installed where the rail trail is located
closer than 25 feet from the edge of the trail to the centerline of the closest track; where
the vertical separation is 10 feet or less; and where there are no existing physical barriers
such as drainage ditches.

Vegetation and/ar other physical barriers shall 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.

Vegetation and/or other physical barriers shall provide breaks or openings at least 5 feet
wide every 500 feet.

Vegetation and/or other physical barrier height may range between 36 inches and 72
inches although the recommended height is between 36 inches and 48 inches. Where the
edge of the trail is located closer than 15 feet from the centerline of the nearest track, and
the vertical separation is less than 10 feet, the barrier shall be at least 60 inches high with
appropriate baffling material. Baffling material includes vegetation such as ivy or other
vines, or a solid material, such as wood.

Other barrier types such as vegetation, ditches, or berms may be used where the edge of
the trail is focated further than 25 feet from the centerline of the closest track, or where
the vertical separation is greater than 10 feet. Recommended vegetation types should be
low water, low-maintenance, such as pyracanthea (3ee Chapter 8.0). Ditch or berm
gradients should not exceed 2:1 slopes or be greater than 10 feet in depth or height.

Trail Design - Class IT Bike Lanes and Class I Bike Routes

Portions of the proposed Coastal Rail Trail will be located on local surface streets and classified
as either bike lanes or bike routes, Standards for Class II 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 1.

8.
b.

Bike lanes shall be one-way facilities, and located on both sides of two-way streets.
Bike lanes shall be S-feet wide when adjacent to on street parking or a minimum of
4-feet wide if there is no on street parking. One (1) feet of the gutter pan may be
included in the 4-feet. Combination parking/bike lanes may be used that have one
outside stripe and are 11 or 12-feet wide, depending on the type of curb.

All striping should be continuous 6" solid white, except for the line between the lane
and parking, which may be 4" solid white.




d. Bike lanes shall not be placed between the parking area and curb.

e Bike Ianes shall be striped next to curbs where parking is prohibited during certain
hours only in conjunction with special signing.

f. Typical vehicle lanes next to a bike lane are 12-feet wide, with 11-feet acceptable where

favorable conditions exist.

g Raised barriers such as curbs shall not be used to delineate bike lanes.

h. Intersection design should be accomplished according to the designs presented in Figure
6.4.

i Class III bike routes are unstriped shared facilities with motornists or pedestrians that
should provide continuity to the bikeway system, and provide the bicyclist with a higher
degree of service than alternative routes. A higher degree of service includes directness,
adjusted traffic control devices giving priority to bicyclists, removal of on street parking
when possible, surface imperfections corrected, and/or a higher standard of maintenance
than other comparable routes.

1 Sidewalks should generally not be used as a bike route, except under special
circumstances.
K. Bikeways or trails parallel to roadways should be located no closer than 5-feet from

the edge of the roadway, 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 itself, assuming there is adequate width on the street.

Bridge and Grate Standards

Bicycles on bridges are best accommodated by bike fanes. 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 adjacent to travel lanes on a bridge (see Figure 6.11). Separate highway

overcrossing structures for bicycles should conform to CalTrans’ standard design loading
of 85 pounds per square foot, with the minimum clear width the same as the approach
bikeway. Drainage inlet grates on bikeways shall have openings narrow enough and short
enough to assure bicycle tires will not drop into the grates.
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6.7  Roadway Grade Crossings

One of the major critenia used to select the preferred alignment was the reduction or elimination
of rail or roadway crossings. Currently a bicyclist riding along the entire 44-mile Coastal 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 II 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 of the significant benefits of the 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 of which 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
irnportant to remember two items: (1) 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 of safety.

The final design of a trail will consider vehicle traffic patterns, traffic speeds, street width, traffic
volumes (average daily traffic, and peak hour), line of sight, and trail user profile (age distribution,
destinations) to determine appropriate design measures. When the Coastal Rail Trail accesses
adjacent roadways, it will generally utilize existing Class Il bike lanes along Coast Highway

(Highway 101).

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:

Unproftected Roadway Crossings (Type 1)

An unprotected roadway crossing consists of a crosswalk, signing, and often no other devices to
slow or stop traffic (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 traffic, use
patterns, road type and width, and other safety issues such as the location of nearby schools. The
table below identifies the general thresholds below which unprotected roadway crossings may be
acceptable.
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Table 19
Unprotected Roadway Crossings
Install Crosswalks Al locations
Maximum Traffic Volumes: 10,000-15,000 (ADT), 1,000-1,500
peak hour

Maximum 85th Percentile Speeds: | 35-45 mph

Maximum Trail User Volumes: 50-75 per hour. 300-400 per day
Maxdimum Street Width 60 feet (no median)

Minimum Line of Sight 25mph zone: 100 fect

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 streets. In addition to the features described for residential streets, signing locations
may need to be moved towards oncoming traffic 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 continuocusly flashing. The East Bay Regional
Park District in Northern California s 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 motonsts alert.

Higher volume artenals (over 15,000 ADT) may be unprotected in some circumstances, for
exarnple if they are located near a signalized intersection and there are substantial ‘gaps’ in the
traffic, and/or there is &8 median island. This would not be appropriate if there were a significant
number of children using the trail.

Roadway Crossings (Type 2)

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

%" Some traffic design guidelimes suggea that crosswalks arc not sequired with ADT vohumes betow 7,000,
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Table 20
Roadway Crossings at Existing Intersections
Maximunm Distance from Coastal  { Street width 40 feet or less:
Rail Trail to Intersection: 200-250 feet
Strect width over 40 feet:
250 feet :
Length of barrier to prevent Street width 40 feet or less: 50 feet
informal crossing M Street width over 40 feet: 100 feel
Intersection lmprovements Wamming Sigus for Motorists
Right turn on red prohibitions
Elimination of high speed and free
night turns
Adequate crossing time
Pedestrian activated signals

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 of these concerns,

Signalized Roadway Crossings (Type 3)

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

. to protect the trail users (see Figure 6.8). Signals require the input of local traffic engineers, who

review potential impacts on traffic progression, capacity, and safety. On corridors with timed
signals, a new trail crossing may need to be coordinated with adjacent signals to maximize
efficiency. Trail signals are normally activated by push buttons, but also may be triggered by
motion detectors. The maximum delay for activation of the signal should be two minutes, with
minimum crossing times determined by the width of the street and trail volumes. The signals may
rest on flashing yeliow or green for motorists when not activated, and should be supplemented by
standard advance warming signs.

Grade-Separated Roadway and Railroad Crossings (Type 4)

Artenials, expressways, and freeways carrying over 25,000 ADT will probably require some type
of grade separation, either an undercrossing or overcrossing (Figures 6.9 and 6.10). Overcrossing
alternatives are typically 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 maximum 5% gradient as specified
by ADA. Overcrossings also have a higher visual impact and meet with resistance from some trail
users who may attempt to cross at-grade rather than climb the approach ramps.

Safety concerns are a major issue 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 common with the
general crime rate of the community and the overall usage of the trail than to any specific design
feature. There are design and operation measures which can address trail user concerns. For
example, an undercrossing can be designed to be spacious, well lit, with emergency call phones at
each end, and completely visible 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 these issues will reduce potential
problems including providing adequate access for maintenance vehicles.

Table 21
Grade Separated Roadway Crossings
Traffic volume thresholds: 25,000 - 45,000 ADT
Recommended minimum trail width: 8 feet (under crossings should provide tapered

sides with wider clearances at top)
Recommended minimum overhead clearance: | 10 feet (14 feet if equestrian use)

Estimated structure costs per linear feet: $600 -$800
Maximum gradient per ADA: 5%
Ancillary features: lighting, call phones, landscaping

6.8  At-Grade Railroad Crossings

The Coastal Rail Trail will cross at numerous established roadway crossings. Generally the trail
crossing configuration will be where the Coastal Rail Trail crosses a roadway directly adjacent to
the railway tracks at an uncontrolled or controlled intersection (Type 1 & 2).

Lateral access points to the Coastal Rail Trail will be provided by a combination of existing
roadways, sidewalks, and pathways. In some cases, new trails or connectors into adjacent
neighborhoods may be provided. Where lateral movement is heavy, new at-grade crossings will be
requured approximately every 500 feet. The City of Carlsbad proposes one at-grade lateral
crossing, seven are proposed by the City of Encinitas, 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 1-805, within the City of San Diego. Grade
separated crossings to accommodate all lateral movement will be prohibitively expensive and, in
some cases, not warranted by the volumes of pedestrians or bicyclists.  Pedestrian grade
crossings of active mainlines currently exist in San Mateo County, and the California cities of San
Clemente, San Juan Capistrano, and Dixon, 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 the requesting public agency agrees to provide fencing on
both sides of the railway and fund the installation of a grade separated pedestrian crossing at the
end of the lease period. The California 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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6.9  Coaster/Trolley Stations

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 through 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 10
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 concerns 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:

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

» The trail officially ‘terminates’ where it interfaces with the platform, and it is designed
to stop or slow bicyclists through the use of bollards or gates.

¢ Bicyclists be required to dismount when trains are stopped at the station.

e  Maximum speed lmit of S mph on the platform.

» Striping on the platform to designate the location of bicycle and pedestrian flow.

6.10  Utilities and Lighting

Surface and sub-surface utilities 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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7.0 Sipning and Marking

Crossing features for all roadways include waming signs for both vehicles and trail users. The
type, location, and other criteria are identified in the Manual for Uniform Traffic Control Devices
(MUTCD) and the CalTrans Highway Design Manual. Consideration must be given for adequate
warning distance based on vehicle speeds and line of sight, with clear wisibility of signing
absolutely critical. ‘Catching the attention’ of motorists jaded to roadway signs may require
additional alerting devices such as a flashing light, roadway striping, or changes in pavement
texture. Signing for trail users must include a standard ‘STOP’ sign and pavement marking,
sometimes combined with other features such as bollards or a zigzag approach to slow bicychsts.
Care must be taken not to place too many signs at crossings lest they begin to lose their impact
and rnay 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
of potential trail users nearby.

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

Orient tral users along the route;

Wamn trail users of potential hazards;

Provide for the interpretation of natural and cultural features along the trail; and
Announce the trail to motorists and train passengers;

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

Stripes of reflective tape in Coastal Rail Trail colors, and
Pavement markings.

¢ Standard CalTrans and MUTCD sign panels,
e Coastal Rail Trail Logo sign panel,

o Trail information sign panels,

¢ Kiosk,

e Trail map,

L

L

7.1 Standard CalTrans 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 of vehicular signs, but their size should be
smaller, in scale with the needs of pedestrian and bicycle traffic. Table 20 summarizes the
recommended signing and striping program for the Coastal Rail Trail. Figures 7.1 and 7.2, bike
lane signing and striping, illustrate the recommended signing program for Class T portions of the
rail trail at signalized and unsignalized intersections. Class III bike routes will use standard
CalTrans signs in conjunction with a Coastal Rail Trail logo sign (Figure 7.3).

Recommended pavement markings should be consistent with CalTrans Standard Specifications
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 designs (though not the size) of signs and markings should be the
same as used for motor vehicles.
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Table 22
Recommended Signing and Markitlg
[tem Location MUTCD Designation

No Motor Vehicles Entrances to trail RS-3
Use Ped Signal/Yield to Peds | At crosswalks; where using sidewalks R9-5.6
Bike Lane Ahead: Right Lape | At beginning of bike lanes R3-16
Bikes Only R3-17
STOP, YIELD Al trail intersections with roads Rl1-1,2
Bicyele Crossing For motorists at trail crossings WIii-1
Bike Lane At the far side of all arterial intersections Dl1-1
Hazardous Condifion Slippery or rough paverent Ww3g-10
Turns and Curves At tums and curves which exceed 20 mph Wi-1,2

design specifications Wi-4.56
Trail Intersections At trail intersections where no STOP or W2-1, W2-2 W2-3,

YTELD required, or sight lines limited W24, W2-5
STOP Ahead Where STOP sign is obscured Wi-1
Signal Ahead Where signal is obscured W3-3
Bikeway Narrows Where bikeway width narrows or is below §' W54
Downgrade Where sustained bikeway gradient is above 5% W7-5
| Pedestrian Crossing Where pedestmian walkway crosses trail WI1lA-2
Restricted Verticel Clearance | Where vertical clearance is less than 8'6” WI1lA-2
Railroad Crossing Where trail crosses rail tracks at grade Wwi0-1
Directional Signs (i.e. At intersections where aceess 10 major DI-1k{rA)
Beaches, Downtown, Coaster | deslinabions is available DL-1©
Station, eic.)
Right Lane Must Turn Right; | Where bike lanes end before intersection R3-7
Begin Right Turn Here, Yield R4~4
to Bikes
Coastal Rail Trail Logo At all trail entrances, major intersections/ n/a

access points
Trail Regulations All trail entrances n/a
Muliti-purpose Trail: Bikes Al trail epirances n/a
Yield to Pedestrians
Bikes Reduce Speed & Call Every 2,000 feet n/a
Out Before Passing
Please Stay On Trail In environmentally-sensitive areas n/a
Caution: Storm Damaged Storm damaged locations n/a
Trail
Trail Closed: No Entry Until | Where trail or access peints closed due to n/a
Made Accessible & Safe for | hazardous conditions
Public Use
Speed Limit Signs Near trail entrances: where speed limits should n/a

be reduced from 20 raph :
Trail Curfew 10PM - 5SAM Based on local ordinances n/a
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7.2 Coasastal Rail Trail Signs
Coastal Rail Trail Logo

The Coastal Rail Trail will be identified by a consistent, unique logo that helps guide people to
and along the trail. This logo is represented on the cover and in Figure 7.3. The colors and form
of the logo (yellow and dark blue banding) graphically represents the vanous communities and
environments along the Coastal Rail Trail. The fundamental concept for the trail’s logo and
signage system is the striped pattern of railroad ties. In the logo, the stripes disappear around the
bend (see Figure 7.3), indicating the continuity of the route.

A Coastal Rail Trail logo sign panel and a sign stating the trail regulations should 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
sign panel and an MUTCD standard bike lane sign {code R81) 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 three stripes of dark blue) of reflective tape (see Figure 7.4).

In addition to the placement of the Coastal Rail Trail Jogo sign panels along the trail, stripes of
reflective tape should be employed to quickly identify the trail as it passes through a range of
environments. Three inch wide tape (3M or approved equal) should be wrapped in parallel stripes
(twa 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 4 inch O.D. (outside diameter) steel pipe set in a 5
inch [.D. (inside diameter) steel sleeve in a concrete footing. It should be placed on the centerline
of the 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. Any
proceeds generated from the use of the logo should be directed to the trail manager and used for
further enhancement and/or maintenance of the trail.

Trail Information Sign Panels

A vanety 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 of potential safety
hazards. A Coastal Rail Trail logo sign panel and a sign stating the trail regulations should be
located at each trailhead (see Figure 7.5). Directional information is typically site specific, such as
indicating the intersection of another trail. Signs warning the trail user of potential safety hazards
and regulations for the use of the trail should be printed in both English and Spanish (see Figure
7.6). Trail information should be printed on a series of long rectangular sign panels (see Figure
7.7).
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Kiosk

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 intersections 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 stand, common 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
such as large type and/ or panels in Braille for the visually impaired (see Figure 7.8). Kiosks may
be designed to include the acknowledgment of sponsorships by local agencies, organizations,
and/or corporations.

Trail Map

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 design 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 property of the trail manager.

Pavement Markings
Bold stripes on the pavement alert bicyclists 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 passengers (see Figure 7.11). Trail users traveling south read the kilometers
from Oceanside, while those traveling north read the kilometers from the Santa Fe Depot.

121




Pavement Striping

| BIKE LANE |

Existing street light poie

Goastal Rail Trail identification
colors marked in reflective tape

|

(1.22M)

o' 2'
|

FIGURE 7.4

BIKE LANE SIGN

E_COASTAL RAIL TRAIL

122




2l_0ll

(.6096M)

Removable post with
Coastal Rail Trail identification
colors marked in reflective tape

(1.5M)

(6096M) 7]
a'-0" Soft Shoulder
/] (1.288M)
Paved Trail 30" L
(.9144M)
distance to sign
o a'
FIGURE 7.5 TRAIL HEAD SIGN ECOASTAL RAIL TRAIL




l

20" |,

7’ (,BOQGM)/l

REDUCE SPEED
REDUZLA LA

VELOCIDAD
CALL OUT

BEFORE PASSING g
AVISE ANTES =
[a¥]

DE PASAR e

20" l/
| (6096M) 7!
60"
/] (1.288M)
3-0" l/
(ot4am) |
o' 2'
|
| BILINGUAL =
FIGURE 7.6 SAFETY SIGN POST mmmmn. COASTAL RAIL TRAIL

124




(1.22M)

3 Q.HO,. ettt
(.6096M) 7!
6'-Q"
1 (1.288M)
3'-0" l/
(.9144M) d
o 2
]
FIGURE 7.7 TRAIL INTERSECTION SIGN POST ECOASTAL RAILTRAIL

—

125




or Inlerpretive

Community
information

=
L
=
o
=]

Elevation B

P €
Trail Rules _:;.% 5
EES
' 85 +<—1
Elevation A
Elevation A Elevation B Plan Vie
The kiosk is designed
after the railroad's .
manual switch stand. L 1.5
Kiosks may be located at
trail heads or at trail 7‘ (.4M)
stations.
= 5
One direction of panels will e
discuss interpretive E . ==
infarmation and/or note .. (N
special communify or trail Tl Reguichiors |
avents. (see plan view) b ly—
*+ ——:
Panels facing the other “ i~ e E‘E“'
direction will provide trall TP | -] P - —
regulations and directional g o .
maps. v ctaemn | 0 Gl
Py *'
Panels are to be bolted 1o V7 el
a square post, (see plan 1 i
view) * i Vo
~|&
One side of each pang! =
should be writtan in English B Gnes N
and the cther in Spanish. N
Braille text should be
adhered to both panels, = B |
- | =
l/ 3,
/1
(.9144N)
OI 2I
]
FIGURE 7.8 KIOSK = COASTAL RAIL TRAIL
126




A Lurs oy s P

SOLANA A=
BEACH ' o

Solana Beach Station
Coast Transit Station

Sy Gl Wiwwr Pk
=

DEL MAR

Rouatw &4 Trad

Sumrwr oty
vt

4

San Dieguito River Park

Trail
t St Ewrayon trall
i .h
B savoico
Detail of Trail Map Trall Map
o 3 0 9
]
FIGURE 7.9 TRAIL MAP E__COASTAL RAIL TRAIL
—— _

127




Distance Marker

Bicycle Lane Marker

Removable Post

240"
(7.315M
—

’

Stop Sign for bicyclists entering
the intersection and Coastal Rail
Trail identification sign facing the

- 2

interseciion.
o' 20
]
PAVEMENT MARKINGS E
FIGURE 7.10 AT INTERSECTION- . OASTAL RAIL TRAIL

128




Kilometers are rmarked with
a line painted across the trail
and tha numaearais stanciled
of the distances measured
from the north and south ends
of the trail.

(0.9144M

For example, trail users
traveling to the south read the
distance measured from the
northern trail head yet have
the distance to the southsen
trail head for reference.

Half kilometer marker is a
stenciled symbaol of the trail
segment,

(0.9144M

(0.4572M

| L 12'-0" L

Sy il (.6096M) o 4
——

DISTANCE MARKINGS IE ‘
FIGURE 7.11 ON PAVEMENT .  OASTAL RAIL TRAIL




8.0 Landscaping Along the Trail

8.1 Trail Amenities

In areas where there is adequate right-of-way, the Coastal Rail Trail provides an opportunity to
create a parklike corndor.

Additional facilities along the trail may include the following:

o Trailheads;

¢ Trail stations; and

o Site furmshings (benches, picnic tables, trash containers, drinking faucets, bicycle
racks, solar phones and lighting).

Traitheads

Trailheads are the primary public entrance points to the trail. A trailhead may contain regulatory
signs, waste receptacles, dnnking 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, coffee shops, bicycle shops, etc., will be available along
the trail.

Trail Stations

An urban node or trail station, is & 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:

¢ Health and fitness;

The associated geology, native plant community, animal habitat, and climate;
Local cultural feature or event, either historical or current;

Visual experience;

The local railroad history and technology;

Regional trail connection; and/or

Improvements in progress such as the San Elijo Lagoon Botanical/Nature Walk, or the
San Dieguito River Park;

e Biological resources such as the Andubon Center in Oceanside, Torrey Pines Reserve, etc.

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

wide open areas;
bicycle racks;
benches;

waste receptacles;
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kiosks;

interpretive signage;

shade provided by a canopy tree or a structure;
drinking fountains; and/ or

air pumps.

An urban node may be 2 type of improvement that may be constructed and/or maintained by a
private donor, or organization, such as the Boys and Girls Club, Woman’s Club, Bicycle Club,
ete.

All urban nodes should also address train passengers. In subtle ways, such as the view of a 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 Furnishings

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

seating,

waste receptacles;
drinking fountains;
bicycle racks.

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

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

8.2 Landscaping

The landscaping along the rail trail 1s designed to express the natural and cultural elements of our
local environment. The trail follows a route through the heart of many distinctly different regions
of San Diego County. Traveling through the urban-industnal and backyard-residential areas of our
cities and communities, to the native terrain associated with the coastal bluffs and inland canyons
the trail user will experience the 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. Functionally, the landscape
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should not impede the efficient link between destinations nor constrict the operation of the rail
service.  Aesthetically, the landscape should provide a positive expenence for the traveler.
Landscape improvements include the following:

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

» Imigation to establish vegetation (temporary) or to provide ongoing, supplemental
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 passing passenger trains. There is an
increasingly large population of transit users who will benefit from the view of users on the path,
but also the improved landscape of the cormdor. Along much of the rail comdor, the rail trail will
be within view of train passengers. The objective is to engage them in the spirit and activity of the
trat]. The train passenger will be able to read the kilometer/mile markers on the trail pavement,
enjoy the added vegetation tn each community, identify 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 function and aesthetics, the characteristics of each species; and the plant's particular growth
requirements (see Tables 23 and 24 Plant Matrix on pages 143-146).

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

The Coastal Rai! Trad generally lies within a single marine influenced zone. Winter and summer
temperatures are heavily regulated by the ocean, resulting in tncreased summertime fog and cooler
temperatures year round when compared to inland locations. All vegetation specified for the
planting along the trail should be suited for these climate conditions. Further attention should be
given during the construction design phase to matching specific species with the microclimates
found along the trail cormidor. For instance, the trail will remain virtually unprotected along
segments in Cardiff while 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 suitable to a given Jocation than others based upon their requirements and
performance. Plants are recommended for their versatility in a variety of environmental
conditions. This will ultimately increase the survival and growth rates. In many cases, a single
plant may be suitable for a range of uses. For example, an accent plant at an entry very near the
ocean could also be suited for use as a physical barrier in another coastal location. Figures 8.1
through 8.6 are typical cross sections of the rail trail lustrating 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 categones listed below. Many species fall into more than one category.

Physical Barrier. 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 5-10 feet adjacent to
the trail.

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

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

Accent Planting. For areas of high visibility or high use, some plants will provide special
character. This comes in the way of seasonal color, striking form, shade, or other unigueness.
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 rainfall 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.

Coastal Planting. In areas of close proximity to the ocean, 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.

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

Urban 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 relaxed, 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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Design and Implementarion

Because the Coastal Rail Trail is a large public recreational facility, the health and character of the
vegetation will rely on the natural climate, public investment in plant material, and supplemental

rrigation.

The character of the trail will differ, 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, irrigation,
and maintenance. The Landscape Zones are illustrated in Figure 8 7. The intent is to prioritize
planting investment where it can ingpire future funding. Planting prionties include highly visible
urban areas in need of shade trees, lengths of the trail along an active community, and where slope
erosion is & problem.

Plant Container Size and 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 sections 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 Maintencaice

Plant species as hsted 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 collective
maintenance should be relatively minimal. However, a regular maintenance schedule should be
developed to ensure long term landscaping success.

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. '

Irrigation

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

¢ Trail heads and urban nodes located in prominent civic settings;
» Where the trall parallels a city street that has an irrigated landscape theme.
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An automatic irrigation system 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 irrigation is success.ful in delivering controlled quantities of water
to individual plant roots making it difficult for weeds to establish and reducing the potential for
soil erosion.

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

o Urban Nodes:
e  Commmity Landscape Zone, or
e (Cualifornia Native Landscape.

» 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, motorists,
transit riders and bicyclists, 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 the presence of the Coastal Rail Trail within the heart of
each community.

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

»  Community Landscape Zone. The longest portions of the trail pass through areas that are
partially developed or are generally industrial. In these settings the individual identity of the
community should be reflected in the vegetation. The trail then acts as a link to these
dependent, yet individual bodies. Cities and communities bring local influence to their
respective trail sections. The trail i3 often too far from a water source to provide affordable
irrigation. Certain sites may be selected to be furnished with an automatic irrigation system.
Local civic groups 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 minimal or no supplemental
uTigation.

Trees must be carefully located to not negatively impact views established on adjacent private
property nor 10 impact rail service. Trees should serve to shade points along the trail, mark its
path across a landscape and contribute to the character of the community that the trail passes
through. 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 such as
additonal planting, imgation, kiosks, trail stations, or site furnishings. Adopt-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.

California Nafive Landscape 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 of the
rainy season. Planting within native habitat areas may require other species, in addition to the
natives identified 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
urigation in these areas may also be valuable to assist in plant establishment. Drip irrigation
may prove to be the most efficient 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, installation method and plant care.
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Low maintenance, drought
folerant vegetation is planted to
screen barrier fencing.

48" - 80" high barrier adjacent
to the railroad tracks.
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Railroad tracks are placed below
adjacent grade per NCTD plans.

48" - 80" high barrier with
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Barrier vegetation will assist in
reducing pedestrian traffic
across the ROW seperation.
Plant species should be drought
tolerant with low mainienance
requirements,
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Surface street with sidewalk
and possible class Il bike lane
or class Il bika routa

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

48" high barrier within the
ROW separation.

B Vegetation provides a visual

screen along the barrier, reduces
pedestrian traffic across the
separation, and anhances the
trail's aesthetics. Vegetation
species should be drought
tolerant with low maintenance
requirements.
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for planting, irrigation, &

maintenance within each
Low Intensity Transition High Intensity  vegetation zone.

The urban zone should include
a permenant irrigation system;
shade frees with seasonal color;
shrubs and groundcover.

Urban Node

Low Intensity Transition High Intensity

The community zone may
include a temporary irrigation
systam 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

.yﬁﬁ 2 The natural vegetation zone
¢ 5 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.

Calif. Native Vegetation
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]
FIGURE 8.7 LANDSCAPE ZONES ECOASTAL RAIL TRAIL
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Table 23.

Trees & Shrubs

SCIENTIFIC NAME
Coramon Name
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Table 23, pg2 Plant Uses * Characteristics Needs

|Inland Planling__ e

Trees & Shrubs

SCIENTIFIC NAME

Common Name
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Table 23, pg. 3

Trees & Shrubs

SCIENTIFIC NAME
Cormamon Name
MALOSMA LAURINS
Laurel Surmnac

OENOTHERA CHERIANTHEFOLLY

Beach Evening Primrose

Fuchsia-flowering Gooseberry
RIBES VIBURNIFOLIUW

PHORMTUM TENAX 'RUBRUWV
Catalina Current

New Zealand Flax
PRUNUS LYONI

Catalina Cherri
RHAMNUS CALIFORNIC/
California Coffeeberry
RHUS INTBGRIFQLL#
Lemonade Berry
XYLOCOCCUS BICOLOF

STRELITZ1A REGINAF
Bird of Paradise
Mission Manomita

ROMNEYA COULTER)
Matllija Poppy

SALVIA MELLIFERs

Black Sage

RIBES SPECIOSUM

ROSA BANKSIAE
Lady Banks’ Rose




Table 24 Plant Uses Characteristics Needs
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Groundcovers & Vines

SCIENTIFIC NAME

Common Name
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9.0 Liability of Rails with Trails

The tssue of liability has been an extremely important topic during the development of
this report. In an effort to address all of the issues 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 attorney for the Rails to Trails Conservancy and presented 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 presemted 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 facihities such as schools, parks, trails, and roads. The increased
incidence of lawsuits coming from injuries or death sustained on public property has
caused concern among many local agencies; most of which are self-insured. Of
particular concern have been the large dollar amounts that have been sought from public
agencies for both actual medical costs and punitive damages. It 1s apparent by the
number of successful lawsuils against government agencies that traditional
governmental immunity 1s 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 of this chapter is to assist the six local jurisdictions who are responsible for
managing and developing the Coastal Rail Trail by identifying (a) what the typical
liabilities are of any public facility, (b) how other bikeway and greenways, around the
country, have dealt with liability, and (¢) California law and how it relates to liability
exposure for the trail manager, railroad, and adjacent property owners. The intent of the
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
active "rails-with-trails" in the United States. These facilities represent an important
resource in evaluating 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:

s Average length is 8.1 miles.

A majority (75%) is in urban or suburban terrain.

A railroad nght-of-way no more than 100 feet wide (73%).
A trail width between 8 and 10 feet (68%).
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Minimum distance from trail to tracks 12 feet or less (17%).
Minimum distance from trail to tracks 20 feet or less (38%).
Barrier between tracks and trail (70%).

Vegetation is the most popular barrier type (32%).

Trails cross active tracks (49%%).

Adjacent railroad is a Class I (mainline) facility (65%).
Railroad did not oppose new trail (91%).

At least 12 trains per day (28%).

Trail is self-insured against liability (65%).

Trail agency does not indemnify railroad against liability (84%).
Number of trails with accidents as direct result of adjacent railroad (3%).
Trails where claims have been filed against railroad (0%).
Railroad maintenance does not infringe on trail cornidor (78%).
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 survey, 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 users, the resultant accident rate is less than significant. The
proposed design of the Coastal Rail Trail falls within the broad range of existing rail trail
designs currently in use today.

Of the 37 rails-with-trails surveyed by the RTC, four are in California (Fillmore Trail,
Rose Canyon, Irvine/Santa Fe, and Garden Grove Boulevard). Of these, the Irvine/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 Irvine/Santa Fe
Rail trail runs from Sand Canyon Avenue to Peter’s Canyon Trail (a total of 3.34 miles),
and provides direct access to the regional trail system and major destinations such as the
El Toro U.S. Marine Corps Air Station, Tustin U.S. Marine Corps Air Station, and the
Irvine MetroLink Station.

The Irvine/Santa Fe Rail trail is a 10-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 trail and tracks, for most of the trail, and has at-grade crossings at major
roads.

As of September 1996, at least four additional rails-with-trails were being planned in
Califorma including several comparable facilities. For example, a 27-mile rail trail is
being planned alongside the CalTrain commuter rail corridor in San Mateo County,
which experiences in excess of 50 trains per day. The planned rail trail will be located as
close as 12 feet from the active railroad tracks. There is an attempt to coordinate planning
and design of these facilities to a consistent set of standards that meet the approval of
CalTrans, the Public Utilities Commission, and other relevant agencies. The City of San
Clemente has completed preliminary design and environmental assessment for a rail trail
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bordenng the beach.

The Coastal Rail Trail will be designed to handle multiple non-motonzed users, including
pedestrians, in-line skaters, and bicyclists. Trail design (width, shoulders drainage,
gradients, horizontal and vertical alignment, etc.) will be in accordance with CalTrans
guidance for bicycle facilities, and will be supplemented 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
treatments (sign, bartier, signal, or grade-separation) depending on the average daily
traffic at the intersection (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 such as a Joint Powers Agreement, their liability will depend on the extent
to which their liability is shielded or limited by the Governmental Tort Claims Act, Cal.
Govt, Code § 810 to 996.6, which establishes both governmental liability and immunity
for tortuous acts. In general, this Act provides that a public entity may be liable for
injuries caused by a dangerous condition of its property (Gov. Code § 835).%

However, there are exceptions, 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 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 of that hazardous recreational activity." Cal. Gov. Code,
§ 831.7(a).

The following scenarios are likely to expose the cities to potential hability unless some
sort of statutory immunity applies:

s injuries caused by defects or conditions on the trail;
s injuries caused by conditions on adjacent property, including the active
railroad;
¢ Injunies resulting from conflicts among users or at trail/street crossings.
9.2 Immunities Available Based on Recreational Use

Immunity for Defects on Trail

To the extent the rail trail is used by recreationists, the California Tort Claims Act

2 For the purposes of these statutes, a “public entity” includes the state, the Regents of the University of California, a
county, ¢ity, district, public autharity, public agency, and any other political subdivision or public corporation in the
state. Cal. Gov. Code § 811.2 (Dearmg 1986). “Public preperty” is correspondingly defined to include any real or
personal property owned or controlied by a public entity, but does not include easements, encroachments and other
types of property tex that are located in public property bul are not owned or controlled by the public entity in question.
Cal. Bovt. Code § 8308 (Deering 1936).
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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 purposes, including
"fishing, hunting, camping, riding, water sports, and recreational or scenic areas if such
road is not considered a street or highway under the supervision of a 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
easement provides access to any unimproved property.” Id. § 831.4%

Because the rail trail will be paved, subdivision (b) of Section 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 (¢), 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 conflict between users, since this would not be considered a “condition of the
trail."

The courts have held that the immunity granted under subdivision (b) relating to paved
trails applies to trails being used for the recreation purposes enumerated in the previous
section, regardless of whether they provide access to anything or not. See Giannuzzi v.
California, 21 CalRptr.2d 335 (Cal. App. 1 Dist. 1993); Armenio v. County of San
Mateo, 33 Cal.Rptr.2d 631, 634 (Cal. App. | Dist. 1994). In addition, the courts have
held that the term "any trail" used within the statute makes the nature of the trail's surface
irrelevant to the question of whether immunity is applicable to the public entity that owns
the tratl. Armenio v. County of San Mateo, 33 Cal. Rptr.2d at 634

One issue that 1s not resolved on the face of the statute or by case law is whether the
statutory immunity will be available to persons who are not using the trail for recreation
purposes, such as commuters. While the answer is not entirely clear, the thrust of the
statute 15 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, the statute includes
riding among the recreational uses, but does not expressly state that such riding must be
recreational in nature. Thus, the intention would be to protect trails that are used
primarily for recreational purposes, as distinct from trails that might pnmarily be used for
a utilitarian purpose, such as an unpaved service or utility access road, or a street or
highway.

To date, California courts have not asserted the 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 Joaguin County, 33 Cal.3d 699, 709 (Cal. 1983) the Court
distinguished § 831.4 from California’s Recreational Use Statute (§ 846), noting that;

® In addition, the legislatize recently amended the Civil Code to provide that a public entity thet permits the public 1o
usc its property “for purposes of recreational trail use” is entitled to recover the attorneys fees (up to $25,000) if the
public entity prevails or the suit is dismissed without any payment fror the public entity. Cal. Govt. code § 846.1(b).
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“(T)he fact that the injured party was uvsing the trail for a recreational purpose is
irnmaterizl and that where liability attaches in favor of a non-recreational user it will also
attach in favor of the hunter, hiker, swimmer, camper, and so on.”

In prohibiting the application of the Recreational Use Statute 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 applies, regardless of whether individual users {such
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 issue, but it becomes a question of law if only one conclusion is possible. See
Giannuzzi v. State of Califormia, 17 Cal. App.4th 462, 467 (App. 4 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.*®

Immunity for Hazardous Activities

As noted above, California law provides that public entities shall not be liable "to any
person who participates tn 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 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 cross-country skiing. Id. § 831.7(b)(1).
It also includes any "recreational activity conducted on property of a public entity which
creates a substantial (as distinguished from a minor, trivial, or insignificant) risk of injury
to a participant or a spectator.” Id. § 831.7(b).

However, the trail manager may still be liable in the case where (1) the public entity
failed "to guard or wamn 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 recreational activity out of which the
damage or injury arose,” (2) the injury was proximately caused by the "negligent failure
of the trail manager to properly construct or maintain in good repaic any structure,
recreational equipment or machinery, or substantial work of improvement utilized in the
hazardous recreational activity out of which the damage or injury arose," (3) where it
“recklessly or with gross negligence promoted the participation in or observance of a
hazardous recreational activity,” or (4) otherwise engaged in "an act of gross negligence.”
Id. § 831.7(c).

* Absolute liability is alee accorded to public entities in the case of injuries “caused by a natural condition of any
unimproved public property, including but not limited to apy nawural condition of any lake, stream, bay, river, or
beach.” Cal. Govt. Code. § 831.2. Since the coastal Rail Tras1 is not Likely to be considered “unimproved property,” this
section is unlikely to provide any significant immunities to the trail managers for injuries occarring as a result of a
condition oz or adjacent 1o the trai] itse)f. While the Section may provide some protections in the event persons who
sued the gml to gain access to the beach or injured while ! the beach, that question is beyond the scope of this
memorandum.

152




It should be noted that roller blading is one of the expected activities that is likely to
occur on the trail. The statute does not specifically define "roller 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
distinguished from a minor, trivial, or insignificant) risk of injury to a participant or a
spectator.® Id. § 831.7(b). Otherwise, the general liability provisions, discussed above,
will govern.

9.3  Liability for the Trail as a Highway

As noted above, absolute immunity for defects in the condition of the trail will only be
available if the trail is used primarily for recreational purpose, and 1t "is not considered a
street or highway under the supervision of a governmental entity." 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 treated
as a street or highway for liability purposes.

If the trail is considered as a highway for lhability 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: (2) had knowledge
or notice of the defective or dangerous 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 protect the public against the condition (Cal. Govt. Code § 835).
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 Unofficial Roads

“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 of any road which has not been officially been accepted as
a part of the road system under the jurisdiction of the public entity.” (Cal. Govt. Code §
831.3). Although this provision does provide some immunity from liability, it only
addresses specific conditions of the road and does not preclude liability resulting from
natural conditions.

Design Immunity

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 the same chapter
(Sections 830 to 840.6), thus leaving the public entity subject to liability under other
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enactments, (see Law Revision Commission Comments), In addition, 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 Cal. Rptr. 358, 362 (App. 3 Dist. 1972) this case granted immunity for design of
lagoon that resulted 1n 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 of the public entity, or by
another body or employee with discretionary authority to provide such approval (Cal.
Govt. Code § 830.6). In the alternative, the agency can attempt to show that the plan or
design was prepared in conformity with previously approved standards (Id. § 830.6). The
courts have shown substantial deference to local governments in establishing legitimate
approval. Bane v. State, 256 Cal.Rptr. 468 (App. 5 Dist. 1989), held that a traffic
engineer’s testimony that he approved the plan was sufficient, despite his failure to sign
the plan in accordance with other regulations.

Second, the agency must 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 (1d. § 830.6). 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 details of the plan. See Mozzetti v. City of Brisbane 136 Cal. Rptr.
751, 753 (App. 1 Dist. 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 construction, precluded application of design immunity. Evidence that the design
may in fact be defective will not eliminate immunity if the approval was still reasonable.
See Compton v. City of Santee, 15 Cal Rptr.2d 660, 662 (App. 4 Dist. 1993), which held
that bridge design exceeding state and county standards in effect at the time was
-reasonable basis for approval despite claim of sight restriction that later caused 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 between the
design or plan and the injury sustained. See Levin v. State, 194 Cal. Rptr. 223, 226 (App.
1 Dist. 1983}, 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 the public property is no longer in conformity with the approved design or
plan, the immunity continues for a reasonable period of time sufficient to allow the entity
to obtain funds and carry out remedial work necessary to return the property to
conformity, (Bane v. State, 256 Cal. Rptr. at 475). Notice of the non-conformity does not
immediately eliminate this extension of immunity.

If the public entity 1s 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 warnings of the condition, (Cal. Govt. Code § 830.6). However,
where a person fails to respond to such a warning, the use of the property does not in
itself constitute an assumption of the risk of the particular danger, (Id. § 830.6).

Effect of Traffic Control Signals

The failure to provide régulatory traffic control signals, stop signs, yield night-of-way
signs, speed restrictions signs, or distinctive roadway markings does not, itself, create a
dangerous condition for purposes of Cal. Govt. Code § 835 and Cal. Govt. Code § 830.4
(Deering 1986). However, if a public entity elects to install traffic signals and thereby
invites reliance on such 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 Cal.
Rptr. 541 (4th Dist. 1970)).

Moreover, nothing exonerates a public entity from liability for an injury that was
proximately caused by the failure to install a non-regulatory traffic control signal, sign or
marking, if such a wamning 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 of trail 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 21st Century, pp. 158-99.)

9.4  Liability For Dangerous Conditions on Adjacent Property

If a trail user is injured by a dangerous condition on adjacent property (such as the
railroad), hability 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 of its property if the dangerous condition "created a reasonable foreseeable risk
of the kind of injury which was incurred." (Cal. Govt. 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 substantial, 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 “Dangerous Condition"
One obvious issue will be whether locating a trail next to an active railroad is a
“"dangerous condition" that creates a foreseeable risk of injury 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. 110, 112 (1978), determined
that the State 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. City of Long Beach, 17
Cal. App.3d 878, 95 Cal. Rptr. 246 (1971)).

Whether the railroad is a "dangerous condition" that should be warned against depends
upon the specific facts and the nature of the area in guestion. In Durham v. City 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 because the City
maintained a crosswalk and street adjacent to the railroad track, with no wamning 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 street in a reasonably safe condition. Neither must the City provide
supervision at that location, (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
traffic control signals warning of the 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 train to pass, the lack of regulatory traffic control signals does not
produce a dangerous condition (Gov. Code § 830.4, 91 Cal. App. at 576, 154 Cal.
Rptr. at 248).

Accordingly, there is no real duty to erect barners or signs to warn trail users of the
potential danger of leaving the trail and straying onto the adjacent railroad tracks. This
conclusion 18 based on the court ruling described above.

The Liability of the Cities for Infury from other Trail Users or Af-Grade Crossings

The Cities may be exposed to liability in the event that trail users are injured by other
trail users or by vehicles at grade crossings unless adequate warnings or protections are
utilized. Injuries resulting from the failure to manage user conflict or protect users 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 cases where the trail crosses the railroad tracks, the railroad could be considered a
"dangerous condition,” and the Cities should provide appropnate wamings and barriers to
warn trail users of the hazard. 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 street, near a school area, and subsequently run over by a passing
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train, (67 Cal. Rptr. 197, 203 (App. 1 Dist 1968))."'

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 raitroad
cars and be injured in precisely the manner that the plaintiff was injured.

Likewise, a street containing vehicular traffic could, under some -circumstances,
constitute a dangerous condition, such as where the intersection is obstructed or the street
is not wvisible due to poor site distance. The Project Study Report indicates that
appropriate crossing treatment (sign, barrier, signal, and/or grade-separation) will be
installed depending on the average daily traffic at the intersection. This is consistent with
the best practices of other 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 versus 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
manage multiple uses. See State v. Superior Court, 39 Cal. Rptr.2d I, 32 Cal. App.4th
325 (1995) which held that the State was not liable when an equestrian was thrown from
a horse when "spooked" by mountain bicyclist since the state was not liable for a
dangerous condition based on acts of third parties; Pekarek v. City of San Diego, 80 Cal.
App. 9th 909, 36 Cal. Rptr. 22 (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 even though
the City could have acted to reduce the risk by regulating ice-cream trucks; City’s
obligation extended on to the street, not to the pedestrians or vehicles using the street.)

9.5  Liability 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 of the trail, if 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 permut public access within the right-of-way and to limit their potential
exposure to financial risk.

The liability of the railroad operators 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 are not fenced by the
railroad operator, and are accessible by adjacent property owners and at formal grade
crossings. While crossing or walking along tracks is trespassing, enforcement has

*' In Holmes, the railroad right-of-way was not owned by the City but was an casement granted to the railway
company. Although the court found that the City retained sullicient control over the easement to make it liable, it
emphasized the liability would still exist in that the railrosd made the City owned adjacent property subject to a
dangerous condition under the terms of the law.
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traditionally been lax, in part, because of the difficulty in supervising thousands of miles
of trackage.

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 thoroughfares.

Joslin v. Southemn Pacific Co., 189 Cal. App.2d 382, 388, 11 Ca. Rptr. 267, 270 (1961)
held that the railroad was not liable when a child was injured while attempting to board a
moving tram.

Nor will the "attractive nuisance” doctrine likely be applied to hold railroads liable for
failing to erect fences or take other precautions to protect trail users from injury from
moving trains. The "attractive nuisance" doctrine provides for liability of a landowner
where a child trespasser is injured by a condition that the owner knows or should know
wouid harm children, who may not realize the risk involved. As the Court explained in
Joslin, (11 Cal. Rptr. at 268-69), "To hold that railways must install child-proof fences or
to police the right-of-way in order to prevent children from being attracted to moving
trains would place an unreasonable if not an intolerable burden upon the possessor
maintaining the condition.” (Id. at 270); see 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
[iable under “attractive nuisance" theory when a boy was run over while playing on the
railroad right-of-way.?

Therefore, the train operator will not be liable if the injury occurred under these
circurstances. Thus, the question 18 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 governmental entities,
their Liability for other defects on the railroad property will be identical to the hability of
the cities for dangerous conditions on adjacent property, (i.e., the government may be
fiable if the plaintiff i3 injured by a "dangerous condition" which “created a reasonable
foreseeable risk of the kind of injury which was incurred." Cal. Govt. Code, § 835).

9.6  Liability of Adjacent Private Landowners for Injury Sustained by Trail User
Californta's Recreational Use Statute (RUS) provides that:
An owner of any estate or any other interest in real property, whether possessory

or non-possessory, owes no duty of care to keep the premises safe for entry or use
by others for any recreational purposes or to give any warning of hazardous

*2 It should be noted that railroads are statutorily exempt from lisbility where a person is injured while getting on, or
attempting to gel on ¢ moving locomotive or railrosd car, withowl authority from the owner or the operator of the
raitroed. Cal. Civ. Code. §1714.7, It is unclear whether this starutory immunity applies 1o publicly owned railroads.
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conditions, uses of, structures, or activities on such premises to persons entering
for such purpose, except as provided in this section, (Cal. Civ. Code, § 846).

The RUS does not provide immunity in cases where (1) a fee or other consideration, 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 "wiliful or malicious failure to
guard or warn 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"” (Phillips v. United States, 590 F.2d 297, 299 (%th
Cir. 1979)). Thus, the landowner's duty to the nonpaying, uninvited recreational user is,
in essence that owed to a trespasser under the common law, (see Omelas v. Randolph,
847 P.2d 560, 562 (Cal. 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 Deita Farms Reclamation Dist. No.
2028 v. Superior Court of San Joaquin County, 660 P.2d 1168 (Cal. 1983), cert. denied
464 U.S. 915 (1983)). However, with respect to adjacent landowners who are not public
entities, the scope of the 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
ieasehold interest in the land, (see Hubbard v. Brown, 785 P.2d 1183 (Cal. 1990) (Owner
of permit to graze cattle on federal land entitled to protection by RUS)).

Nor is it relevant that the adjacent land itself i3 not inherently "snitable" 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 plaintiff, (see Omelas, 847
P.2d at 567 (RUS protected farmer from suit by children who were injured while playing
on farm equipment)).” The immunity applies without 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
jnjured on private property.

9.7  Guidance for Minimizing Liability Exposure

Based on experiences of other jurisdictions, as well as the case law in California, trail
managers arc unlikely to be exposed to substantial liability from trail users. Nonctheless,
liability can become a problem under several conditions. A competent risk management
program for the Coastal Rail Trail will help assure that the local government is doing ail
that it can to protect the public from injury or harm while using the Rail Trail.

1 Use of design standards. The designers, builders, and inspectors of a facility

** In Omelas, the Supreme Court of California overruled a series of cases in which the courts have held that the RUS
did not protect lands thii are “umsuitable for recreational use,” such as construction sites (Polts ¥ Halsted Financial
Corp. 142 Cal. App. 3d B6Q, 191 Cal. Rptr. 209 (1983) and an unpaved road in a development project (Winneinger v.
Bear Branch Ranch, 204 Cal. App. 3d 1003, 251 Cal. Rptr. 681 (1938).
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should adbere to widely accepted standards governing the design and construction of the
trail. A standard of conduct includes adherence to published documents such as safety
codes, standards, or guidelines, which are sponsored or issued by government agencies or
voluntary associations, even 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. Applicable California 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
Guidelines; Isiand Press's Greenways: = Guide to Planning, Design, and Development;
and the Rail-to-Trails Conservancy’s Trails for the 21st Century: A Pianning, Design, and
Management Manual for Multi-Use Trails. Careful compliance with applicable laws,
regulations, route selection cniteria, and destgn 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. Traffic signals and warning devices. CalTrans has adopted a Traffic Design
Manual, which defines the circumstances under which traffic signals and warning devices
are required, While California law limits the liability of public entities for failure to
install regulatory traffic signals, signage and markings, non-regulatory warning signs
must be installed where necessary to wam 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
unregistered or unticensed professionals may increase liability exposure.

4 Adhere 10 maintenance standards. Maintenance practices should be consistent
along the entire Coastal Rasl 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.

s. Monitor conditions. The responsible agency(ies) should have an internal
mechanism to monitor and respond to actual operating conditions on the trail. This is
typically done through the maintenance procedures, a record of field observations and
public comments, and an aonnual accident analysis. Accidents should be reviewed to
determine if physical conditions on the bikeway were a contributing cause,

8. Keep written records. Written records of all maintenance activities and
procedures, responses to reports of safety hazards, and other regular activities must be
recorded in order to be of use. Where a rail trail travels through numerous jurisdictions,
it may make sense to have one contact person/ department responsible for the entire
facility, rather than risk confusion by incidents being reported to the wrong jurisdiction.
Mileposts on the route may also help maintenance and enforcement personnel respond to




problems.

4 Correct hazards. Trail managers should correct all hazards known by public
officials in a timely fashion.

8. Warn of known hazards. Trail users should be warned that the trail is adjacent to
an active railroad corridor and to use caution when crossing the tracks or at intersections
with roadways.

9. Insurance, Proper insurance coverage or budgeting for self-insurance to cover
potential liability will do much to alleviate concerns.

16.  Don't call it safe. 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.

11.  Don't rush to settle. Fear that juries will award a plaintiff large sums for damages
has made many attorneys eager to seftle 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 locel
government had inferred some guarantee of safety by showing the route on an official
map. The map itself made no explicit guarantee of safety, but did include recommended
routes for bicyclists. The defender settled the case and forced the jurisdiction to remove
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  Liability Conclusions

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 short, 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 of press than do
automobile accidents, much as airplane accidents do. The perception of safety is related
to the drama of these incidents. It has also been difficult to determine the extent that
deaths on railroad tracks have actually been suicides rather than accidents.
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A new multi-use trail located 2long 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 organize 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 1o walk or play on
the tracks themselves? 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 of the tracks and discourage people
from engaging in illegal or unsafe activities.
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10.0 Environmental Constraints Analysis

10.1 Purpose

The purpose of this 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 the Environmental
Assessment/ Mitigated Negative Declaration as determined by FHWA (See Section
10.13).

This section consists of:

1. The environmental documents considered for evaluation of available data
on the resources affected by project implementation;

v Collection of information from the Natural Diversity Database Records
Search;

3. Discussion of the CEQA /NEPA process; and
4, Identification of data gaps and necessary field studies.

The environmental constraints analysis included a review of existing biological and
cultural resource information for projects that encompass the proposed Coastal Rail Trail
comidor. 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 location, 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 ETR analysis provides focused assessments at four locations, which include
the areas for new station construction or railroad tmprovements. The biological and
cultural field surveys were based on the likelihood of potential impacts occurring from
improvements at these locations. The four areas included 1) Carlsbad Poinsettia Station,
2) the Solana Beach Station, 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 evaluvated
based on the level of detail associated with the resource maps, the relative amount of
biological and archaeological resources identified, and the length of time that had elapsed
since the environmental studies were conducted. In addition to reviewing reports,
biological data from the Muitiple Habitat Conservation Program (MHCP) 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 1 inch =
2,000 feet.

10.2  Gap Analysis

A gap analysis is a process of reviewing existing relevant documents to determine where
there are gaps in the existing cultural and biological information. The result of this gap
analysis is mncluded in this chapter. These gaps were identified based on the lack of data
along the various alignment segments and also where the existing data was insufficient
for the purposes of this project. The documents that were determined to be useful for this
project are listed in Tables 25 and 26 related to biological and cultural resources.

10.3 Califorvia National Diversity Data Base 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 daturn has relevant information attached to it, such as the
date of the sighting, the population, and the location (sometimes precise, but usually
general). The CDFG has established the CNDDB as part of the California Natural
Heritage Program, in an attempt to catalog and preserve the natural resources of the state.
The CNDDB search was conducted for the entire alignment.

10.4  Critical 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 project corridor. These critical field surveys would only be
required if the trail alignment extends through or adjacent to areas suspected to contain
sensitive species.

The entical 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 October. Although not all of the
potential sensitive species will be resident or in bloom during this period, it encompasses
the ideal survey period for all of the federal and state-listed endangered and threatened

species, which have the potential to occur onsite. These survey windows are summarized
as part of Table 27.
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10.5 Area of Potential Effect (APE)

The alignment maps, which accompany this PSR, will identify the biclogical and cultural
areas that may be disturbed by project implementation. APE maps are subject to FHWA
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 FHW A approves the document.

10.6 CEQA/NEPA Review
Mitigated Negative Declaration (CEQA)

The CEQA Guidelines, Section 15382 define “significant effect on the environment” as a
“substantial, or potentially substantial, adverse change in any of the physical conditions
within the area affected by the project including land, water, flora, fauna, etc.” The
findings of significance are based on criteria outlined in the CEQA Guidelines,
evaluation of technical data, and professional judgment and experience.

To determine the level of documentation required for state and local projects, 2
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 from a proposed project are
less than significant or can be mitigated to below levels of significance, a negative
declaration or mitigated negative declaration is then prepared as part of the 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 bicycle,
pedestrian lanes, paths and facilities are often exempted from the CEQA process. In this
case, a lead agency makes the determination that its proposed project will not result in
any significant environmental impacts, and then prepares a Categorical Exemption. This
determination can be supported by existing studies.

CEQA provides for the use of a Mitigated Negative Declaration (MND) when the
potential environmental effects identified during the Initial Study Process are reduced
through project modifications which eliminate significant environmental impacts or
reduce them to a level of insignificance (Pub. Resources Code, § 21080, subd. (¢ );
CEQA Guidelines, § 1500, subd. (h), 15070, subd. (b))

Under CEQA guidelines, the contents of a Negative Declaration shall include the
following components:

e A bnief description of the proposed project, including any commonly used
name for the project;

e The location of the project and the name of the project proponent;
¢ A finding that the project, as proposed, will not have a significant effect on the
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environment,

& An attached copy of the Initial Study with reasons supporting the findings;,
and '

s For a MND, mitigation measures to be included in the project to avoid
potentially significant effects, which must be fully enforceable through permit
conditions, agreements, or other measures.

Following completion of a MND, the drafi MND undergoes a thirty (30) day public
review period. At the end of this 30 day period, the lead agency may elect to approve or
disapprove the project.

Environmental Assessment/Finding of No Significant Impaci (NEPA)

Similar to CEQA, NEPA, 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 Assessment/Finding of No Significance (EA/FONSI). When a lead
agency identifies significant, unmitigable impacts for a federal project, it is then required
to prepare an Environmental Impact Statement (EIS).

Prior to issuance of a categorical exemption, appropriate environmental studies are
sometimes required to determine: (1) level of significance, (2) if significant impacts
could occur on properties protected by Section 4(f) for public parks, or Section 106 of the
National Historic Preservation Act for cultural resources, or (3) if substantial controversy
exists based on environmental issues.

NEPA review is required for projects receiving federal funding. The Coastal Rail Trail
has received federal funds through ISTEA and is subject to NEPA. The project review is
conducted by the Federal Highway Administration (FHWA) and administered by the
California Department of Transportation, (CalTrans) District 12. The requirements of
36CFR800 must be met prior to public circulation of the EA/FONSI. The EA provides
the basis for a finding by CalTrans that etther: 1) the project is categorically excluded
from NEPA, 2} the project has no significant impacts or Finding of No Significant Impact
(FONSI) as identified during the Preliminary Environmental Study (PES), or 3) the
project has significant impacts and requires preparation of an Environmental Impact
Statement (EIS).

For purposes of the Coastal Rail Trail project, the lead agency (The City of Carlsbad) will
be responsible for carrying forth the required environmental documentation process. It is
the intent of the 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, categoncal exemptions may be issued to those jurisdictions with minimal
environmental constraints,




Prior to 1ssuance of a categorical exemption, the lead agency needs to demonstrate
compliance with the State Historic Preservation Officer (SHPO) requirements and
evidence of necessary resource permits, if required 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 IIT 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 than utilize an existing dirt path, 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, Califormia red-legged frog, and tidewater goby. A
complete list of federal and state-listed 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 Oceanside 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 California 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 occur in the vicinity of the
Oceanside alignment. These six species are the least Bell’s vireo, light-footed clapper
rail, California red-legged frog, California gnatcatcher, Belding’s savannah sparrow, and
tidewater goby. Several other species with lower sensitivity status occur in the area,
including the southwestern pond turtle, northern harrier, and white-tailed kite. One plant
species designated as rare at the federal level, sticky 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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Table 27.

Critical survey windows for sensitive wildlife and plant species that may potentially
oceur 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 the optimal time to
detect the presence of the federal and state threatened or endangered species.

Wetland impacts are 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 through field investigations or project re-design, that wetlands or waters would be
affected, then 2 404 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 of Fish &
Game (CDFG) prior to any impacts to the wetlands.

Issuance of a categorical exemption may be obtained for the Oceanside segment since the
potential areas of effect are limited to two small areas. Since these areas have been
avoided through trail realignment or through site design measures, the impacts are
minimal,

Cultural Resources

No disturbance to cultural resources is expected to occur where the trail extends along the
existing Class 11 bike route from Pacific Street to Buccaneer Beach Park. However,
potential areas of concern that may constrain trail development include the area where the
proposed trall would extend along the existing SDNR nght-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 itg study at the
proposed station locations. The limited field surveys that were conducted for the entire
length of the Coaster EIR were undertaken only in undeveloped areas. Areas where the
commuter rail project area had already been graded, or were covered by existing
development, were not examined for cultural resources. All survey areas covered on foot
were indicated to have been inspected by walking parallel transects no farther than five
meters apart. lnformation in the EIR and technical documents did not indicate specific
archival research, locations of the field survey, or other data collection 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
through unsurveyed areas, specifically 23 it extends along the SDNR. These areas may
contain cultural resources that would need to be addressed prior to selection of a final
trail alignment.

Surveys for historic resources have been conducted in the City of Oceanside in the
vicinity of the SDNR tracks to identify historic structures and buildings. While a number
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of residences and small businesses dating from the 1910 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 Sanborn Fire Insurance
Company maps indicates that prior to the 1940s, a number of structures associated with
the railroad and its activities (j.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 the alignment was
not evaluated for prehistoric or paleontological resources in the Coaster EIR.
Disturbance to these resources may occur during construction of the 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 resources. Should resources be identified, potential impacts may be avoided
through trail realignment.

10.8 Carlsbad Alignment (See 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 Coast
Highway, crossing under Carlsbad Boulevard and comnnecting 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 southerly along east side of existing tracks, it then crosses over
Avenida Encinas on a Class II 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 the proposed rail trail extends adjacent to areas with mostly disturbed
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 1s mainly used for passive recreational and
educational activities.

Biological Resources

Three documents were reviewed for existing biological resources within the Carlsbad
alignment. These include: 1) Coaster EIR (and technical document), 2) Batiguitos
Lagoon Dredge Project EIR, and 3) Poinsettia Properties EIR. The Coaster EIR and the
associated biological technical report documents the presence of sensitive biological
resources, within the SDNR right-of-way, in the vicinity of the Poinsettia Station.
Although the biological data presented in these documents provide background
information, 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 ETR 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 predomunantly 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. This
includes the area along the SDNR right-of-way, where the trail extends from Palomar
Airport Road approximately 5,000 feet to the south. From aerial photographs taken
during 1995, this narrow corridor appears to be vegetated with disturbed coastal sage
scrub. Based on the preliminary trail alignment, the trail would extend within the
extsting right-of-way, outside of the adjacent habitat. Measures to avoid disturbance of
coastal sage scrub habitat should be considered during construction. Use of fencing to
marntain trail users along the trail should also be considered to avoid human
encroachment onto the coastal sage scrub habitat.

The second location that may be environmentally constrained mcludes the 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 species, San Diego

button celery, as well as wetland habitat. It is currently unknown whether these sensitive
plant species remain in the project vicinity since construction of Poingettia Station began.
However, based on the Poinsettia Properties EIR and supporting biolegical study, vernal
pools have been documented along the eastern side of the railroad right-of-way and may
extend within the nght-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 shrimp, San Diego
fairy shrimp, and vernal pool fairy shrimp. The trail has been designed to avoid vernal
pool areas by diverting to adjacent roadways.

Species that are known to occur in the vicinity of the Carlsbad alignment, according to
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the CNDDB, include Belding’s savannah sparrow and California gnatcatcher. The
coastal cactus wren, a California “species of special 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 survey windows for sensitive wildlife and plant species that may potentially
occur 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 optimal time to
detect the presence of the federal and state threatened or endangered species.

Issuance of a categorical 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 issues
related to the project at Batiquitos Lagoon. The project area included a segment of the
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 collection techniques, or testing
results. The EIR/EIS identified 14 cultural resource 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, however, no maps were available in the EIR/EIS
to show the location of these sites. The trail alignment avoids these sites, therefore, there
are no potential of impacts identified.

The proposed rail trail extends along the right-of-way or along existing roadways. Based
on a review of current aerial photographs, there are no historic resources located along
the existing roadway, the railroad right-of-way, or within the lagoon area. No buildings
or structures appear within the SDNR right-of-way or within the existing roadways where
the rail trail would be located.

Due to the limited amount of data found in the existing documentation, it is unknown
whether prehistonc or paleontological resources have been identified within the railroad
right-of-way. Disturbance to these resources may accur during construction of the bike
trail. These constraints are largely associated where the trail extends adjacent to the
railroad right-of-way, along potentially unsurveyed areas. The proposed trail 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 site form information on all previously recorded cultural resource sites within the
trail alignment
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10.9 Encinitas Alignment (See 5.4 & 5.5)

The Encinitas alignment starts just south of Batiquitos Lagoon, at La Costa Avenue
connecting to the west side of the railroad. The trail follows the rail right-of-way through
the majority of Encinitas, 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 (street trees, lawns, and eucalyptus trees).

The San Elijo Lagoon is within the City of Encinitas’ jurisdiction and is 530 acres in size.
The lagoon 1s primanly a shallow-water brackish wetland that rarely experiences tidal
flows. The western portion of the lagoon is bordered by South Coast Highway 101 and
the SDNR night-of-way.

Biological Resources

The Coaster EIR and the biological technical appendix were reviewed for existing
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 1575 and 1995 aerial photograph interpretation, one potentially
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 Highway
01 to avoid any disturbance of this area. The remainder of the alignment is located
within the SDNR right-of-way through predominantly developed areas.

Although no federal or state-listed sensitive species have been documented along the
Encinitag trail alignment, based on MHCP data, the state-listed Belding’s.savannah
sparrow has been identified within coastal sage scrub habitat in the vicinity of the
alignment. A complete list of state and federally endangered, threateped, and candidate
species that have the potential to occur in the vicinity of the a2hgnment, 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 California gnatcatcher. The coastal
cactus wren is also of concern along this portion of the project. One state endangered
plant species, Encinitas baccharis, is known to oceur along this segment of the project.
Table 27 summarizes the sensitive plants that are either known or have the potential to
occur within the Encinitas alignment.

Critical survey windows for sensitive wildlife and plant species that may potentially
occur in native habrats along the alignment generally runs from March through July.
This time frame will allow surveys to be performed at the optimal time to detect the
presence of the federal and state threatened 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 Encinitas/North 101  Corridor _Specific  Plans  Supplemental
Environmental Impact Report was reviewed for information regarding the Encinitas
alignment. This EIR addressed cultural resources within the City 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 occeur,

Prehistoric resources were 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 identify potential areas of concern. A background records and literature
search are also recommended to provide location data and site form information on all
previously recorded 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 of the Lomas Santa Fe Grade Separation
project. Environmental clearance for the railroad grade separation and linear park has
already been completed.

Biological Resources

The environmental 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 separstion. 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 right-of-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 Study was available for review. Two
historic sites were discovered during the field survey which were determined to not be
historically significant. Both sites were determined to not be eligible for nomination to
the National Register. One site, CA-SDI-1307H, 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 resources assessment was based on an archaeological record and literature
search and a “visual” field survey of the Lomas Santa Fe Grade Separation project area.
The archival search and field surveys did not reveal any previously recorded or new
prehistoric sites within the project area.

10.11 Del Mar Alignment (See 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 Corridor EIR and the Coaster EIR. The Coaster EIR and Mid-Coast
Cormidor Alternatives Analysis documents provide only intermittent coverage of
biological resources along this portion of the project, generally in the vicinity of Via de la
Valle. As previously stated, the data provided in the Coaster EIR document is limited to
the station areas. The San_Dicguito 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 Dieguito 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
ts 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 coastal sage scrub, coastal bluff scrub, maritime succulent scrub, southemn
coastal salt marsh, or beach/saltpan habitats are known to occur along the alignment,
there are no expected impacts since the trail will not be constructed within the railroad
right-of-way. No federal or state-listed sensitive species are known 1o occur directly
along the Del Mar alignment, however, important sensitive species that have been
documnented in the vicinity of the Del Mar alignment include, Belding’s savannah
sparrow and California gnatcatcher. A complete list of federal and state-listed
endangered, threatened, and candidate species that have the potential to occur in the
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vicinity of the alignment is presented in Table 28.

The Mid-Coast Cormidor EIR and the Coaster EIR included coverage of the area outside
of the proposed trail alignment. Therefore, data from these 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 Lagoon,
however, at this location, 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 results of the CNDDB search for the Del Mar alignment indicated that there are four
wildlife species that are considered threatened or cndangered at the state or federal level
that have been known to occur in the vicinity. These include the following species:
California least tern, California gnatcatcher, Belding’s savannah sparrow, 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 occurring along the alignment is presented in Table 27. There
are several other sensitive wildlife species associated with the area, including the orange-
throated whiptail, and the coast barrel cactus, presented in Table 28.

The Mid-Coast Comidor EIR and the Oceanside-San Diego Commuter Rail ETR were not
site specific to determine the availability of existing data for the proposed trail. The data
provided in the Dieguito Ri k 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 Court, should be surveyed if any new trails are
constructed.

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 of the 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 biclogical 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
right-of-way.

Issuance of a categorical exemption may be obtained for the Del Mar segment since no
new trails are proposed.




Cultural Resources

The cultural resources section of the San Dieguito River Park Concept Plan FIR was
prepared in 1993 by Gallegos & Associates. The section consisted of a literature review
only of the 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 of the bike
trail, which is within the park boundaries, will be located on the road, this study does not
provide any relevant data.

Review of current aerial photographs indicates that no historic resources are located
within the current 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 of the prehistoric sites, therefore, the study cannot be
used to determine 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 right-of-way. Should any new trails be
developed, a survey consisting of a walkover would help determine 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
cuttural resource sites within the trail alignment.

10.12 San Diego Alignment (See 5. 8—5.11)

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 Torrey Pines Road, the
pedestnan trai] alignment follows the railroad right-of-way southeast for approximately
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 freeway, which is currently under construction, will provide east-west
access from IS5 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 altgonment shifts directly south until it reunites with the SDNR and continues
along the railroad crossing under the I-5 freeway first and further southedst under the I-
805 freeway. After crossing under the [-805 freeway, the alignment coatinues eastward
along the SDNR right-of-way, through Soledad Canyon until it reaches Miramar Road
within the Miramar Marine Corps Air Station.

After crossing under Miramar Road and entering MCAS Miramar, the trail alignment
continues southwest along the east side of the railroad right-of-way, utilizing an existing
dirt road, and crosses to the north side of the 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 Mission 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 the 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 Qceanside to San Diego Rail
Commuter Rail Project (Coaster Rail Project), North City Water Reclamation Plant, Rose
Canyon Trunk Sewer, Mid-Coast Cormndor 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
the southern underpass of I1-805, 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 the Coaster EIR, are relatively recent, and provide a
great deal of adequate information.

The majority of the San Diego alignment goes through developed areas; however, the
proposed trail alignment extends through three areas considered to be environmentally
constrained. The first area where the trail extends through highly sensitive habitat occurs
when the alignment crosses one of the tributaries of Los Pefiasquitos Creek in the
Sorrento Valley area. Potential bridge crossings along the creek would involve minor
disturbance to wetland habitats in Sorrento Valley.

The second area where the trail 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 Miramar 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 Lagoon, and Torrey Pines
State Reserve. Shouid barriers be required along the entire length of the trail through the
air station, 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 California gnatcatcher and one’ state
endangered bird species, Belding’s savannah sparrow, are documented in the CNDDB as
occurting in the vicinity of MCAS Miramar. Two plant species listed as endangered at
the state and federal level are also associated with this segment of the 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 Sorento
Valley alignment 1s 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-term, an at-grade crossing may be considered. The trail proceeds along the
north side of the railroad avoiding the Open Space Park.

The CNDDB indicates that the following federal and state-listed 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 shnmp. Othber 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 Extension, 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 1-8035, until it reaches the south side of Miramar
Road at the edge of MCAS Miramar. The Mid-Coast Commidor EIR and the Oceanside-
San Diego Commuter Rail EIR did not provide adequate biological coverage of the San
Diego alignment.

Cntical 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 March
through July. This time frame will allow surveys to be performed at the optimal time to
detect the presence of the federal and state threatened or endangered species.

The San Diego trail alignment has been modified to avoid traversing through three key
areas, which may pose greater environmental constraints. Based on the potential number
of impacts and potential issuance of resources permits, the proposed project may require
preparation of an Initial Study/Environmental Assessment. Through trail realignment or
site design measures, impact may be avoided or minimized.
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Cultural Resources

Portions of the 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
continues on to Mission Valley and dowmtown San Diego. No cultural resources were
located within the Sorrento Valley area of the alignment.

Eight studies were available for review for the University portion of the alignment and
three of the EIR studies and the associated cultural resources technical reports are
considered to be adequate to address potential cultural resources that may occur along the
trail alignment. The Mid-Coast Comdor EIR and Cultural Resources Technical Report;
the Nobel Drive EIR and Cultural Resources Technical Report; and the Rose Canyon
Trunk Sewer EIR and Cultural Resources Technical report address cultural resources in
these areas. The Mid-Coast Cormridor study included a record search, field study, and
significance determinations for 17 prehistoric sites, and 8 historic sites. Three of the
prehistoric sites had previously been determined to meet the criteria for significance
under both Section 106 and CEQA in the Rose Canyon Trunk Sewer EIR document. The
Mid-Coast Corndor study concurred with these findings.

The Phase 1 Historic Properties Inventory of the Nobel Drive Station conducted by
Ogden Environmental in 1993 covers a small section of the alignment that extends 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 research, which concluded that no cultural
resources were present along the north portion of the track up to Nobel Drive. The
southern portion below the track was not surveyed. The report is considered to have
adequately addressed cultural resources north of the track for purposes of the Rail Trail
PSR but the area south of the track for the bike path was not addressed. This area of
study would need to be addressed for this portion of the track.

The Nobel Drive Extension EIR/FIS 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 by the study. The study included archival research, a field survey and
testing of 35 prehistoric 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 CEQA 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 Comdor 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 paraliels Interstate 5 then continues on to
Interstate 8. The study lists cultural resources along the railroad track in the section of
the alignmment 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 surveyed and cultural resources
were tested for significance, with the exception of a corridor that included the railroad
and the immediately surrounding territory. Therefore, the base realignment document
contains no information relative to cultural resources that would directly relate to the
construction of the rail trail.

The Mid-Coast Comdor Environmental Impact Statement and Cultural Regources
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 were made for cultural resources within the project area.
The Mid-Coast Corridor study is considered 10 have adequately addressed the cultural
resources within the survey area. The Area of Potential Effect addressed in that report
included a 200-foot corridor along the railroad (100 feet on each side of the 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 cormdor study.

The Rose Canyon Trunk Sewer EIR (1992), the Rose Canyon Trunk Sewer Cultural
Resources Technical 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 Anatysis Report consisted of archival
research and a “windshield™ level field survey. A total of 19 sites were revealed during
the archival research. No testing of the sites or significance determinations were made as
part of the study. The Rose Canvon 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 sigmficance 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 significaat. The three studies taken together are considered to have
adequately addressed the cultural resources issues along the Rose Canyon section and the
portion of the raiiroad assuming the proposed trail stays within ithe 200 foot corridor
covered by these studies.

The Phase I Historic Properties Inventory of the Nobel Drive report provides adequate
cover for the northemn 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 15 considered to have adequately addressed
cultural resources within the project 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 Miramar. Archaeological surveys should be conducted to avoid or
minimize potential cultural resources along these areas.

Unsurveyed 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 resources technical studies provided for review -
the Rose Canyon Trunk Sewer EIR and associated reports, the Nobel Drive EIR and
associated reports, the Mid-Coast Corridor EIR and associated studies for the Rose
Canyon/ University City area are considered adequate to address the potential 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 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.

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, 1997, the FHWA representative determined that:
1) a NEPA EA/FONSI document is required and 2) The studies required are biological,
noise and cultural resource focused studies. 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 affect to water quality.

Biological survey and wetland delineation have not been completed for areas identified in
this chapter. Further analysis of the impact on sensitive biological resources would be
conducted as part of the NEPA/CEQA process. Permits from the appropriate regulatory
agencies will be determined. It is anticipated that the trail may be adjusted to avoid areas
of encroachment into sensitive habitats, Any biological studies, which are 2 years old 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 determine the presence (or absence) of prehistoric cultural
resources sites. The only exceptions are cases where a site has been previously tested and
a report of the results is available. For sites where no site testing has been conducted and,
for purposes of this document, cultural resources can only be preliminarily assessed for
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significance/tmportance using National Repister 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 known,
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, depth, integnty,
and potential to address important research questions. This information can then be used
as a means of accurately assessing impacts 1o these important resources, and to guide
development of the project to avoid the sites or implement appropriate and feasible
mit(gatton measures.
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Table 28 l
COASTAL RAIL TRAIL ]
SENSITIVE WILDLIFE SPECIES KNOWN FROM I
THE PROJECT VICINITY
e P e l
Speciea Status Affected Jurisdictiona
Common Neme FederabiSrate| Jan | Feb | Mar | Apr | May | Jun | Jul | Auwg | Scp | Ot | Nov | Dex O C E SH DM | SD
] ] L
Mummals I I | { I
Pacific linde pockel mouse FF:** | | 1 ] ¥ . . : a l
I ) |
Blrds I ! R | |
L.east Hell's viren FE-SE | | e .= X . b
Caliomis gnateatcher FT.CSC 4 X X . X X
Cacius wien 4050 —— X .
Catiforna least ter FERE I { | | X
Light looted clappet il FESE I | | | | X
Belding's savannah sparow ISR X X X X X
California brown pelican FE/SE » ¥
American peregrine faloon FE-SE
Golden eagle BEASP b— ' : i . 0
Black-crowned nighs heron 4 CEC L - : X X
Greal blue heron PHCEC e, s b = l
Doubic-crested cormorant SR a il L X . }
Northern harrier . SCRC X b4 X .
Burrowing owl I CRC X X
Sharp-chinmed hawk LS | ! I .[ ! |I ! ]I 1 I B . - . X
Codper's hawk 42 CSC o P X X X X X l
White-tailed krte ISP X X - X .
Yellow warbler PNCSC = X
Yellow-broasicd cha CSC == | | X
Weslern snowy plover | FT.CSC | . . . .
cr) I | ] T '
Reptiles | | = I
Southwestern pond tunle 1 Ry iy | X X X
Crange-lhroaied whipia. RS | X X
|
Amphibisns [ [ } | l
Cahiorma red-legged frog FI=s 1 X
= [ | [
Fizh 1 f
[Tidewale goby [ '\i: X l
Invertebrates
Riverside fuiry shrimp FE/™* o -fsti o Faw=i . - .
San Dicgo fairy shrimp PE/** TS o PR T ; F X
Vemal pool fairy chrimp FTie" = b -2 . B '
| l l It
| [ T
1 = =rriod of tme when surveys can be conducied.
== the breeding seasan, usunlly the optimal fime tor turveys to he conducied l
FL |« federally endangercd 0= Occanyide
SE|= gate mdanpcrcrll C|= Carlsbad
FT}= {edevally threatened E|* Encinitas
PPE| = currenuy pentioned Far faderal cndangered sistus 51 = Salans Beach
B REA|= federally protected under the Bald Eagle Azt D= Del Mar
& SPl=maceproected [ | | | KD|= San Diego
CSC|= Califarnia species of congem X|= species is known from the vicinity of the alignmen
Mlrmasaus [ T T T +|= species may occur in the vicinity of the alignment l
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APPENDIX A
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Public Participation Process

Throughout the development of this project, numerous public meetings and workshops
were conducted. The purpose of these meetings was to inform the public about the
project, encourage public interest, and to solicit public respomse and comments.
Generally, the format of the meetings included a slide presentation, scope of the project,
funding, the process, and project scheduie followed by questions and answers. The
workshops were conducted by a team consisting of the project manager, Steve Jantz from
the City of Carlsbad and the Transtech Engineers, Inc. staff. 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 1st 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 frequently asked questions or
comments included:

Question: How many people do you expect to use the trail?

Answer: - Based on population projections, peak season usage, and corresponding
data from other similar rails, it is estimated that over 7 million bicyclists,
Jjoggers, walkers, and roller bladers will use the trail annually.

Question: This trail might be fine for some people but I won’t use it.

Response: The intent of the trail is to provide a trail facility for those persons who
are not comfortable biking on a busy roadway, adjacent 1o traffic. The
trail will provide a walking corridor for pedestrians as well.

Question: Will the bicycle lanes on Highway 101 be removed when the Coastal Rail
Trail is completed?
Answer: No, the San Diego Bicycle Use and Attitude Survey conducted in May
1994 concluded that 41% of persons did not bicycle because there was a
“lack of desired bike facilities”. The Coastal Rail Trail will provide a
Jacility for those users who do not currently bike on the road

Question: When the project is complete will there no longer be the packs of
bicyclists on Highway 1017

Answer: Bicyclists who currently ride in the street will probably continue to ride in
the street.

Question: What are the economic benefits of the trail?

Answer: Trail users spend approximately §14/per capita. It is estimated that the

trail will have approximately 2.1 million annual non-local users which
will generate an estimated $29 million annually to the San Diego region.

Question: Who will pay to build the trail?
Answer: The trail is currently being funded through various grants. I1 is the intent
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Question:

Answer:

Question:

Answer:

Question:

Answer:

Question:

Answer:

Question:

Answer:

Question:

Answer:

Question;

Answer:

of the six cities to contimue fo pursue grant funding 1o design and
construct the trail.

Who will maintain the trail?

It is assumed maintenance will be performed by the jurisdiction in which
the trail is located. However, the six cities may consider forming a
regional trail authority (a JPA) or assigning the maintenance
responsibilities to an existing regional agency for coordination and cost
savings benefits.

Does the trail have to be paved?

The trail is being designed to CalTrans standards for a Class I Bikeway
and Americans with Disabilities Act. A Class I Bikeway is defined as a
“minimum paved width for two-way bike path shall be 8 feet”. A paved
surface may be asphall, concrete, or a hard surface sturry seal that blends
with the environmeni. Each jurisdiction may select a paving surface that is
more conducive to their particular location.

Will there be a fence? How high will the fence be? What is the purpose
of the fence?

A barrier, either vegetation or fencing, is recommended when the trail is
located closer than 25 feet from the edge of the trail to the centerline of
the closest track and where the vertical separation is less than 10 feet.
Height of a fence or vegetation barrier will be determined in the design
phase based on the specific circumstance.

Will there be landscaping between the trail and the railroad?
Landscaping is recommended to provide a physical barrier between the
trail and the railroad, as well as provide visual quality.

Does the railroad owner want the trail?

The Board of Directors of the San Diego Northern Railway has formally
supported the construction of the Coastal Rail Trail and Is a signatory of
the MOU..

How close will the trail be to the railroad?

The rrail will be located a minimum of 15’ from the centerline of the
railroad. In areas where the right-of-way permits, the trail will be located
Sfarther.

How soon will it be completed?

The mrail will be constructed in phases, as funding is achieved, over a
period of ten years. The first phase is scheduled to begin construction in
1999.
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Question: Will there be more than one trail -- one for bicyclists and one for
pedestnans?
Answer: Where the right-of-way is wide, it is recommended that a separate trail for I:
pedestrians be construcied, '
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Public Meetings

Meetings were held at the following locations and dates:
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Date Organization Location
09/20/95 Parks and Recreation Commission  City of Solana Beach
01/10/96 City Council City of Oceanside
02/13/96 City Council City of Carlsbad
02/14/96 Optimist Club Del Mar Hilton, Del Mar
02/21/96 Planning Group NAS Miramar
03/18/96 City Council Solana Beach .
05/29/96 Bicycle Advisory Committee SANDAG, San Diego
— 06/03/96 ROSE Extension Committee Scripps Miramar Ranch Library
06/06/96 Rose Canyon Recreation Council ~ Doyle Recreation Center, San Diego
06/11/96 American Public Works Assoc. City of Carlsbad, Engineering Office
San Diego/Imperial Valley Chapter
06/12/96 Miriam Bear Recreation Council ~ Clairmont Recreation Center
06/19/96 Solana Beach Parks & Recreation  City Council Chambers, Solana
Commission Beach
06/20/96 NCTD Board of Directors NCTD, Tremont Street, Oceanside
08/01/96 Rose Canyon Recreation Council ~ Doyle Recreation Center
08/05/96 Rose Citizens’ Advisory Committee Scripps Miramar Ranch Library
Center
—08/08/96 Torrey Pines Planning Group Del Mar Heights School, Del Mar
08/29/96 Highway 101 Merchants Assn. Solana Beach, CA
09/10/96 Solana Beach Chamber of Highway 101, Solana Beach
Commerce
09/10/96 City Council City of San Marcos
09/19/96 Solana Beach South Sierra Solana Beach, CA
Homeowners Assoc.
09/19/96 Solana Beach Tennis Club Solana Beach, CA
09/23/96 Solana Beach Historical Society Fletcher Cove Recreation, Solana
Beach
09/24/96 San Diego County City Engineers  City of Carlsbad
09/24/96 City Council City of San Marcos
09/30/96 South Cedros Merchants Assoc. Belly Up Tavern, Solana Beach
10/01/96 City Council Solana Beach, CA
10/04/96 San Dieguito River Park Rancho Bernardo Heights Rec.
Citizen Advisory Commirnee Center
10/05/96 San Diego Trails Council Descanso, CA
1st Annual Conference
10/07/96 City Council City of Del Mar
10/15/96 City Council Solana Beach
10/25/96 Liability Workshop City of Carlsbad, Safety Center
11/05/96 City Council City of Carlsbad
11/13/96 City Council City of Encinitas




12/02/96
12/05/96
12/05/96
12/18/96
01/08/97
03/19/97

04/29/97
04/16/97
05/17/97
06/03/97
06/11/97
06/13/97
06/23/97
07/03/97
07/19/97

12/02/97
02/06/97

12/18/97
01/15/98
01/29/98
03/02/98
03/24/98
05/04/98

05/07/98
05/22/98

9/22/98

City Council

Bicycle Coalition

Encinitas Workshop

SANDAG

City Council

City of San Diego City Council
Natural Resource Committee
Operation Lifesaver

Frederick R. Harris, Inc.

Agua Hedionda Lagoon Committee
Mission Bay Park Committee
Old Town Planning Group
Solana Beach Civic Association

Pacific Beach Community Planning
Committee
Pacific Beach Planning Group

Transportation Committee

San Dieguito River Valley

Ad Hoc Coastal Rail Trail
Committes

NCTD / MTDB

MTDB

15t International Rails-to-Trails
Conservancy Conference

City of Carlsbad Traffic Safety
Commission

Carisbad Village Business
Association

Northwest Quadrant Association
Rotary Club -Carlsbad

MCAS, Miramar

Community Land Use and
Management Planning Committee
Oceanside Chamber of Commerce
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City of Del Mar

Tierra Santa Recreation Center
City Hall, Encinitas

San Diego, CA

City of Oceanside

San Diego, CA

Los Angeles, CA

City Hall, Solana Beach
Carlsbad, CA

Mission Bay Park

Old Town, San Diego
Pacific Coast Gnll
Solana Beach

San Diego, CA

Pacific Beach Library
Pacific Beach
Administration Building
San Diego

City of Del Mar

San Diego, CA
San Diego, CA
San Diego, CA

City of Carlsbad, City Council
Chambers
Carlsbad Inn

Private Residence, Carlsbad

Raintree Inn
MCAS, Miramar

El Camino Inn, Oceanside
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Coastal Rail Trail Committee Meefings

At the onset of the project, the Bicycle Advisory Committee of San Diego Association of
Governments created a staff advisory committee to oversee the project. This Coastal Rail
Trail Committee met on a monthly basis and was composed of representatives from each
of the six agencies. The meetings were regularly attended by staff representatives from
the Cities of Oceanside, Carlsbad, Encinitas, Solana Beach, 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 Metropolitan Transit Development Board,
NAS Miramar, and MCAS El Toro.

Except for two occasions, the Coastal Rail Trail Committee meetings were held at the
City of Carlsbad, Engineering Offices, 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
September 25, 1997
November 20, 1997
March 12, 1998
April 20, 1998
June 25, 1998
August 27,1998
November 15, 1598
May 25, 2000

July 27, 2000
October 26, 2000

March 21, 1996
May 16, 1996
July 11, 1996
August 29, 1996
October 24, 1996
January 23, 1997
March 24, 1997
June 26, 1997
August 28, 1997
October 23, 1997
January 22, 1998
March 26, 1998
May 28, 1998
July 23, 1998
October 22, 1998
April 21, 2000
June 22, 2000
August 24, 2000
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Appendix D
Response to Questions from
“Addressing Liability of Rails with Trails”
Workshop
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Response to Questions from
“Addressing Liability of Rails with Trails”
Workshop

Question: Are the RTC case studies relevam 1o the Coastal Rail Trail corridor,
specifically in regards to high speed rail operations?

Response:  Twenty-three (23) of the thirty-seven (37) case studies in the Rails-to-
Trails Conservancy's “Trails-with-Rails Study” are located along mainline railroads,
which typically involve higher train speeds. One of those, the Irvine Rail trail, is actually
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 service 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
California, Illinots, and the Northeast United States, 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 answer this question. Cities
throughout San Diego County, California, and the United 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 vehicles. Sidewalks and
crosswalks are accepted 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, such 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 and
bicyclists. From the perspective of placing pedestrians and bicyclists close to vehicles
which can cause injury or death, 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 speed
arterial.

It may be argued that railroads are not similar to roadways in that they may attract
people, especially children, to walk or play on the tracks. Other than ‘No Trespassing
Signs,” there is little to deter anyone from crossing or walking along the railroad. It
could be argued that the presence of an active trail in the cormdor would increase
vistbihity and dissuade loitering or playing on the tracks. More importantly, people who
currently walk along the tracks would be able to discontinue walking on the tracks and
walk on a trail.
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Question: How many of the RTC case studies are actually located within (as opposed
1o adjacent) the railroad right-of-way?

Response: The RTC Report states that relatively few (22%) of the rail trails are
Jocated within the active railroad corridor. The study does identify that 55% of the trails
were located within 20 feet or less of the tracks, which would put them very close to
active railroads. Research performed by NCTD indicates that about 26% of the trails
were located within active railroad comdors.

One purpose of the RTC study, and the reason it was included in this report, was to
identify 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 of the corridor. Safety is not directly related to land ownership. There are,
however, numerous examples of trails being located on easements within active railroad
right-of-ways. For example, the Alton Trail in Santa Ana is located on an easement
within an active Union Pacific Railroad corridor.

The liability exposure of a railroad is typically no greater 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 i1s common for a Rail trail to indemnify the railroad as part of an casement
agreement. Second, there is no documented correlation between rail trails along active
railroads and safety problems. Finally, regardless of the rail frail location the railroad
itself will remain private property and be fenced, patrolled, and/or signed as needed.

Question. It appears to be the general rule that fencing is provided between the rail
frail and fracks when the trail is located within the railroad right-of-way. What is the
plan for the Coastal Rail Trail?

Response: According to the RTC study, fencing is provided on approximately 20% of
the 37 facilities surveyed. The final draft Coastal Rail Trail Project Study Report (PSR)
recommends that barriers be provided wherever the trail is located closer than 25 feet to
the centerline of the nearest track, and where there are existing informal crossings that
need to be channelized. The Coaster Rail Trail will be located as far away from the tracks
as possible. Barriers would likely be provided in all constrained parts of the corridor.

Where the Coastal Rail Trail is located closer than 25’ to the tracks, a 48"-60" barrier is
recommended of a solid type to help baffle noise and wind. Breaks in the barriers are
recommended every 500 feet, unless a suitable grade separated crossing is provided.

Question: Are there any existing rail trails located within railroad corridors that
have high speed rail service, and also have the same fencing specifications as the Coastal
Rail Trail?

Response: There are at least two rail trails that meet this criteria in California. 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 train,
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and 1s fenced. Second, there is a section of rail trail located next to the Southern Pacific
Railroad mainline in Sacramento that is located within the railroad nght-of-way, also
with a fence. Specifics on these and other comparable facilities are being researched at
this time.

Question. Is it a general rule that trails located next to active railroads indemnify
and provide insurance protection to the ratiroad?

Response: According to the RTC study, the vast majority (84%) of trail easements do
not indemnify or provide insurance protection to the adjacent railroad for incidents that
oceur outside the trail easement. All rail trails 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 of the implementation process.

Question: If the trail is classified as a recreational facility (as suggested in this
report), would that conflict with the fact that the trail is being financed as a commuter
transportation facility?

Response: Multi-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 muiti-use trails such as the Coastal Rail Trail that are funded by
transportation funding sources have the poal of reducing vehicle trips to help relieve
congestion. This does not conflict with the fact that many trail users will probably be
recreational users, and therefore the trail could be defined by that primary use as a
recreational facility. In summary, recreational use of the trail does not inhibit the use of
the trail by commuters.
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Memorandum of Understanding
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MTDE Doc. No. L0348.0-98
OPS 940.8 (PC 415)

MEMORANDUM OF UNDERSTANDING

BETWEEN THE CITIES OF OCEANSIDE, CARLSBAD, ENCINITAS,

SOLANA BEACH, DEL MAR AND SAN DIEGO AND THE NORTH SAN DIEGO COUNTY
TRANSIT DEVELOPMENT BOARD AND SAN DIEGO METROPOLITAN TRANSIT
DEVELOPMENT BOARD FOR COORDINATED PLANNING AND DESIGN OF A MULTI-
MODAL, NON-MOTORIZED TRANSPORTATION FACILITY WITHIN THE SAN DIEGO
NORTHERN RAILWAY FROM SAN LUIS REY RIVER, OCEANSIDE TO THE
SANTA FE DEPOT, SAN DIEGO.

WHEREAS, the Cities of Oceanside, Carlsbad, Encinitas, Solana Beach, Del Mar, and San
Diego, are hereinafier 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 SDNR, 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 altermnative 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 transportation 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
Carisbad as the lead agency in coordinating the planning and design effort for the “Coastal Rail Trail”
project and have formalized this action by designating the Coastal Rail Trail within the Regional
Transportation Improvement Plan adopted by the SANDAG Board of Directors; and

WHEREAS, the North San Diego County Transit Development Board (NSDCTDB) and the San
Diego Metropolitan Transit Development Board (MTDB) own the SDNR right-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 importance of designing a trail that is safe and
is separated from the railway; and,
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WHEREAS, the Public Agencies desire to develop the Coastal Rail Trail within the SDNR right-
of-way, if feasible due to 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 10 explore alternative alignments
utilizing city, state, or federal highway, utility right-of-ways, and private property; and

WHEREAS, the Public Agencies intend to work closely in a cooperative effort with NCTD,
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 property owners and to pursue grant funding for
construction, 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:

1. That the above recitations are true and correct.

2. That the City Manager of the cities of Oceanside, Carlsbad. Encinitas, Solana Beach, Del
Mar, and San Diego, and the General Manager of NSDCTDB and MTDB are hereby
authorized 1o 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 of which is attached as Exhibit “A” and incorporated by this reference.
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CITY OF OCEANSIDE

Dic n, Mayor

.‘..aﬂl!u

MY N eI

CITY OF ENCINITAS
M’ hju'd‘_—\__

Lauren Wasserman. City Manager

CITY OF SOLANA BEACH

}{\J/‘{;‘C/Lh% W*-—-

Robert Semple, City Manager

OF DEL MAR

\

Lauraine Brekke-Esparca, City Manag

CIT SAN DIEGO

Jack&icGrory, City Manager

NORTH COUNTY TRANSIT DISTRI

Martin Minkeoff, Execuyle Director

l ﬁTROPOLIT IT DEV. BOARD

Thomas Larwin, General Manager
' |

Dal;; l“%"ﬂ

A HRO."J AS Tu rn w ‘I

Date: /- ¢3- ¥4

Date;. (0-25-76

Date: \C\\‘\‘i‘g \“\ \a

Lfe BT 7

Date:

Date:l. //"'-2/-?7
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Exbhibit A
CONCEPTUAL AGREEMENT FOR
COORDINATED PLANNING AND DESIGN
OF THE COASTAL RAIL TRAIL

Page 4 of MOU

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 oppormunity to create a 42 mile
muiti-modal, non-motorized transportation facility known as the Coastal Rail Trail. In order to develop
the 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, Carisbad, Encinitas, Solana Beach, Del Mar. and San Diego
border or lie within the boundaries of the San Diego Northern Railway right-of-way; and

WHEREAS, the Public Agencies agree that it is their 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 Understanding to
coordinate planning and design of the affecting the “Coastal Rail Trail’ project in conjunction with
NSDCTDB and MTDB.

NOW THEREFORE, the Public Agencies hereby agree to study, research, coordinate, plan, and
design the *Coastal Rail Trail” through coordinated funding, planning, environmental, and design effort
to achieve a continuous 42-mile multi-modal, non-motorized transportation facility. This coordinated
effort shall include the following:

COORDINATION: The design and planning effort shall be coordinated between the Public
Agencies, NSDCTDB, MTDB, and other affected property owners, as well as related agencies including,
but not limited to, NAS Miramar, California Public Utilities Commission, California Transportation
Cormmission, California Coastal Commission, U.S. Army Corps of Engineers, California Department of
Fish and Game, and the U. S. Department of Fish and Wildlife.

PLANNING: The planning effort shall consider issues refated 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 shall consider altemative alignments or temporary altemative
alignments that might be necessary due to railway use, legal, liability, physical or funding constraints.

DESIGN: The design effort shall result in a 30% preliminary engineering design to assist the

Public Agencies in developing consistent design standards, and analyzing costs to construct and maintain
the Coastal Rail Trail and related facilities.

CRTMOU082996
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Appendix F
Sample Agreement For the Use of Portions
Railroad Right-of-Way for a Public Trail
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FORM OF AGREEMENT

AGREEMENT FOR THE USE OF PORTIONS OF
RAILROAD RIGHT-OF-WAY IN THE CITY OF

This License Agreement (the “Agreement”) is made this day of , 199

between the NORTH SAN DIEGO COUNTY TRANSIT DEVELOPMENT BOARD, owner
and operator of the SAN DIEGO NORTHERN RAILWAY (“Railroad™), hereinafter referred to

as “NCTD,” and the , bereinafter referred to as “CITY.”

RECITAL

A CITY desires to use the portion of the Railroad right-of-way (the “Right-of-Way™)
owned by NCTD and more particularly described in Exhibit 1 attached hereto and made a part
hereof (the "Property”) for public recreational activities, inchuding, but not limited to, cycling,
jogging, and walking.

B. CITY has designed a trail/park (the "Trail") to be developed 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 Trail to be a part of the “Coastal Rail Trail” being
developed by 2 number of local cities and agencies in cooperation with NCTD (the “Rail Trail”).

NOW THEREFORE, in consideration of the mutual covenants and conditions contained
herein, the parties hereto agree as follows:
I Grant of Use Rights. NCTD hereby agrees to allow the CITY to use the Property for the

purposes described in Section 3, below, subject to (1) all preexisting rights, interests and
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easements affecting use of the Property and (2) all rights, interests and easements affecting use of
the Property granted or conveyed by NCTD during the term of this Agreement that do not more

than minimally interfere with CITY’s use of the Property, and upon the terms and conditions set

forth in this Agreement, for a term of fifty (50) years beginning on ;

199  (the “Commencement Date™) and ending on Ly , 204 or at an earlier

date as is hereinafter provided (the "Term").

2. Payment of Use Fee. CITY shall pay a use fee to NCTD in the sum of one dollar ($1.00)

ag partial consideration for the use of the Property, payable in advance, on the first day of the
Term. |
3. Permitt

3.1  During the Term, the Property shall be used for the exclusive purpose of the
construction, maintenance and operation of the Trail, and for uses normally incident to that
purpose. CITY shall not 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 commisgion by others of
any damage, nuisance or waste on the Property. CITY shall not place or permit to be placed
upon the Property any gasoline or any hazardous or explosive material, waste or substance.
CITY's use of the Property shall not interfere with any railroad operations on the Right-of-Way.

3.2  IfCITY, its successors or assigns, shall use the Property for any purpose other
than as stated in this Section 3, or fails to act in strict accordance with the provisions of this
Agreement, then NCTD shall provide CITY with a timely written notice of any claim of default,
meet and confer with CITY regarding said claim of default, and allow CITY an opportunity to

cure said default so long as CITY proceeds expeditiously to cure said default. If CITY fails to
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cure said default in a timely manner, NCTD may exercise its remedies at law or equity against
CITY.

3.3 No vehicular or pedestrian crossing over NCTD’s tracks shall be installed or used
by CITY without the prior written pémﬂssion of NCTD.

3.4  CITY shall cooperate with NCTD and other local agencies in the development and
operation of the Rail Trail and shall permit the use of the Trail as a part of the Rail Trail under
such terms and conditions as are approved by CITY, which approval shall not be unreasonably
withheld.

3.5  Itis expressly understood and agreedvby CITY that CITY shall use the Property
without interference or damage to the pipe lines, electric transmission lines, telephone lines, other
communications facilities and other facilities of like character, existing or constructed during the
Term of this Agreement over, under, along and across the Property or the adjacent NCTD Right-
of-Way. CITY hereby agrees that it will indemnify and save harmless NCTD and its licensees and
invitees from and against @y and all liability for any such interference or damage.

4, Development Standards. The use of the Property for the Trail shall be subject to the

following development standards:
4.1  The landscaping of the Property shall be subject to the following
conditions and restrictions:
(a)  No sprinklers or irrigation waters are permitted within the Right-of-Way
outside of the Property,
(b)  Adequate drainage must be provided for the Property so that at all times all

water shall flow away from the rails and ties and other railroad facilities; and,

208




(¢)  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 feet from the
center line of the railroad tracks. However, no tree limbs shall encroach into that
area which is 12 %2 feet from the center line of the railroad tracks and no tree shall
be placed or allowed to grow so as to create a nsk of a tree or tree limb falling
onto the railroad tracks.

4.2  Portions of the Trail, including the pedestrian path, may be lighted and in no
instance shall any vertical object be closer than 25 feet from the center line of the railroad tracks.

43  CITY, at its own discretion and expense, shall install signage in connection with
the Trail, subject to the prior approval of NCTD concerning the size and location of any signage.
In no instance shall any signage be closer than 25 feet from center line of the railroad tracks.

44  CITY shall construct some form of barrier, the design of which shall be approved
by NCTD, between the Trail and the railroad track and facilities to prevent users of the Trail from
entering onto the portion of the Right-of-Way that is not the Property.

& Construction Matters.

3.1  CITY agrees that all work to be done hereunder by CITY and/or its contractors in
the construction and/or maintenance of improvements on the Property shall be performed in a
good and workmanlike manner and in accordance with plans and specifications approved by
NCTD, which approval shall concern only those matters occurring on, within or under the
Property and are related to railroad operations, improvements or equipment. Only those changes
or modifications during construction that affect the Property and/or are related to rail related

operations, improvements or equipment shall be subject to approval by NCTD, which approval
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shall not be unreasonahly withheld or delayed. All work performed on, over, or under the
Property shall be done to the satisfaction of NCTD.

S22 Inthe construction of the Trail CITY shall require its contractor, at the
contractor’s expense, to:

(2)  obtain a Right-of Entry Permit from NCTD, a copy of which i attached
hereto as Exhibit “3,™ and

(b)  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 a 7.2% administrative fee) in connection with the planning, design
and construction of the Trail including, but without limitation, consultants 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 shall be required when construction of the Trail and/or CITY's '
operations on or adjacent to the Right-of-Way present a danger to NCTD’s rail facilities. NCTD
shall determine the need for Flag Protection in its sole discretion. CITY agrees to execute 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 Noe!l Peck at (619) 967-2868 (810 Mission
Ave,, Oceanside, CA 92054) or Chip Willett at (619) 966-6504 (810 Mission Ave., Oceanside,
CA 92054) at least 7 days prior to the start of any work on the Right-of-Way.

(b)  MCI Contact. Contact Lowell Hardy of MCI Telecommunications
Corporation at 905 East Discovery Lane, Anaheim, CA 92801 (310) 608-1939 prior to any
excavation in the Right-of-Way.

(cy MES Contact. Contact Thorﬁas Stames of Price Technical Services at
7121 Engineer Rd., San Diego, CA 92111 ((619) 277-3222) prior to any excavation in the Right-
of-Way.

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 materials firrnished to the
Property at CITY's ingistence or request. If any such lien is filed against the Property, CITY shall
cause the same to be discharged of record, either by payment of the claim or by posting and
recording the bond contemplated by California Civil Code 3143, within twenty (20) days after
demand by NCTD. CITY shall indemnity, hold harmiess and defend NCTD from and against any
such lien.

5.7  The requirements stated in this Agreu‘m:nt related to the construction of the Trall

shall be specifically identified in any project specifications and bidding documents prepared by
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CITY for the construction of all or any part of the Trail, and shall be subject to approval by

NCTD.

5.8  Any contractor or subcontractor performing work on, or in connection with the
CITY s use of or entry onto the Property pursuant to this Agreement, 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 subject to the provisions of this
Agreement.

5.9  Any and all construction work performed or caused to be performed by CITY on
the Property shall be performed in accordance with xﬁty and all applicable laws, rules and
regulations including, but not limited to, the AMERICAN RAILWAY ENGINEERING
ASSIOCIATION‘S MANUAL FOR RAILWAY ENGINEERING, current edition, and such rules
and regulations as are established by NCTD. CITY shall submit work plans to NCTD for review
and written approval. Any such Work must be carried out pursuant to work plans approved in
writing by NCTD. In addition, flag protection shall be required and paid for by the CITY when
CITY's use of the Property presents, in the opinion of NCTD, a potential danger to rail operations
on the right-of-way. NCTD shall determine the need for Flag Protection in its sole discretion.

6. intenan

6.1  CITY acknowiedges and agrees that NCTD shall have no obligation whatsoever to
maintain of repair the Property. CITY shall be solely responsible for maintenance and repair of all
improvements constructed on the Property and a]] costs in connection therewith, including, but
not limited to, the repair, resurfacing and resealing of the pedestrian path and the watering and

maintenance of landscaping, as necessary. CITY shall perform all maintenance and clean-up of
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the Property and the improvements thereon as necessary to keep both in good order and 2 safe
condition and in accordance with all applicable Federal and state laws and regulations.

6.2. CITY acknowledges that the use of Property (including the pedestrian path) by
NCTD and others entities having rights to use the Right-of-Way is necessary for the maintenance
and repair of the improvements, facilities and equipment on or within the Right-of-Way.
Accordingly, NCTD, and its agents, invitees, licensees and employees, shall have the right at any
time to barricade any portion of the Property and prevent public use thereof on a temporary basis
as NCTD deems necessary for the duration of repair work. In the event such barricading is
installed, NCTD shall provide prompt notice to CITY by phone or telefax and in accordance with
Section 17, below. In the exercise of rights under this Section 6.2, NCTD shall ensure that
adequate precautions are provided for tht;.‘ protection of authorized Trail users.
i Duty of Care of NCTD As To Improvements. NCTD shall exercise all reasonable care
and precaution in the normal course of its business to avoid damaging the Trail improvements
constructed on the Property by CITY.
8. Indemnity.

8.1  In addition to and without limitation on any other provision of this Agreement,
CITY hereby agrees to investigate, defend, with counsel approved by NCTD (should special
counsel be deemed necessary by CITY), indemnify and hold NCTD, and its members, officers,
agents and employees, harmless from and against any and all loss, damage, liability, claims,
demands, detriments, costs, charges and expenses (including attorneys' fees) and causes of action
of whatsoever character which NCTD may incur, sustain or be subject 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 persons (including, but not limited 1o property, employees, subcontractors, agents, servants
and invitees of NCTD, or any other person 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
Property by the CITY, including, but not limited to, the authorized or unauthorized use of the
Trail by any person, or (iii) the use of the Property by the general public for cycling, jogging,
walking, or other activities, whether or not such loss, damage, destruction, loss of use, injury or
death was jointly caused by or contributed to by, and irrespective of any negligence or alleged
negligence, active passive or otherwise, by NCTD, its officers, agents, servants or employees.
8.2. CITY further agrees to indemnity and hold NCTD, and its members, officers, agents
and employees harmless from and against any and &ll 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 action by any governmental entity or other party arising out
of or alleged to have arisen out of railroad operations, including, but not limited to, any release or
discharge of any toxic, flammable noxious or other hazardous material, including fumes, onto,
under, over, or within the air gpace of the Property or any part thereof, or any pond, lanascaping
or other elements of the Trail.
8.3. This indemnity shall not apply in cases of willful, gross, wanton or criminal
negligence on the part of NCTD or its members, officers, agents, servants or employees.
9. ition of th
9.1  CITY warrants that it has inspected the Property and accepts the Property in an
"AS IS, WHERE IS CONDITION, WITHOUT WARRANTY AS TO QUALITY,

CHARACTER, PERFORMANCE OR CONDITION" with all fault and with full knowledge of
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(i) the physical condition of the Property, (i) all zoning and other land use laws and regulations
affecting the Property, (iii) all matters of record relating to the Property and (iv) all other
conditions, restrictions, encumbrances relating to the Property.

9.2  CITY hereby recognizes and acknowledges that railroad tracks are located on or
adjacent to the Property. CITY recognizes that the current and potential expanded 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 the employees, agents, residents or

 invitees of the CITY. With knowledge and understanding of these facts CITY hereby accepts the

Property as provided in this Article 9 and agrees that no legal action or complaint of any kind
whatsoever shall be instituted against NCTD or other authorized users of the Right-of-Way by
CITY or on CITY's behalf as result of such vibrations, fumes, visual impacts and noise levels or as
a result of the operation of the Right-of-Way.

10.  Utilities. CITY shall arrange and pay before delinquency all charges for utilities, including
without limitation, water, power, heat, garbage, corumunications and sewer services reasonably
necessary to conduct CITY's permitted use of the Property under this Agreement.

11.  Relocation of Facilities. If at any time NCTD in its judgment decides that, due to the
construction or relocation of a railroad facility or equipment, any part of the improvements and
appurtenances constructed pursuant to the terms of this Agreement needs to be relocated it shall
provide a written sixty (60) day notice to CITY or its assignee(s). Thereafter, CITY and NCTD
will informally meet and confer to discuss the allocation of the cost of relocating the affected

public improvements and appurtenances. In the event that the parties cannot agree on the
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allocation of the cost of relocating the affected public improvements and appurtenances the
parties shall submit the matter to mediation with a mediator agreed to by the parties.
12.  Insurance.

12.1 In addition to the insurance required in Paragraph 5.2, above, at all times while this
Agreement is in effect, CITY shall, at its sole expense, maintain comprehensive general liability
insurance written through an insurance company having a Best's rating of B+ 13 or better and
licensed to do business in the State of California, meeting the requirements stated in this Article
12 in a form satisfactory to NCTD for not less than & policy amount of Two Million Dollars
($2,000,000) (stated on & per occurrence bases). |

12.2 The policy of comprehensive general liability insurance required by Paragraph 12.1
shall include the following provisions:

(a)  The surance shall be primary, without right of contribution from other
insurence which may be in effect;

(b) The insurance ghall not be invalidated by the acts or omissions of other
insureds,

(©) The insurance shall not be modifiable or cancelable or non-renewable
without 30 days' prior written notice to NCTD (except in the case of
cancellation for nonpaymém of premium in which case cancellation shall
not take effect until at least 10 days notice has been given to NCTD). This
provision is hereinafter referred to as "Notice of Modification or

Cancellation”;
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(d)  NCTD and its members, employees and agents shall be named as an
additional insured as its interests may appear,

(e)  The insurance shall cover contractual liabilities of CITY and NCTD,
including, but not limited to this Agreement,

(H The insurance shall include comprehensive property and personal injury
endorsements; and

(8) The insurance shall include a severability of interest clause.

12.3 Any umbrella or excess liability insurance will provide that if the underlying
aggregate is exhausted, the excess coverage will drop down as primary insurance and will provide
for Notice of Modification or Cancellation.

12.4 All policy or endorsement limitations relating specifically to operations on or near
railroad property or track(s) shall be eliminated.

12.5 A properly completed certificate of insurance executed by an authorized
representative of the insurer or insurers and a certified copy of the policy or policing shall be
furnished to NCTD prior to the Commencement Date and no later than thirty (30) days prior to
expiration of any insurance policy. In the event CITY fails to comply with this requirement,
NCTD may, but shall not be obligated to, obtain such insurance a.nc; keep the same in effect and,
upon demand, CITY shall pay to NCTD the premium cost thereof.

12.6 The requirernents as to the types and limits of insurance coverage to be maintained
by CITY as required by this Article 12, and any approval of said insurance by NCTD and/or its

agents, are not intended to and shall not in any manner limit or qualify the liabilities and
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obligations otherwise assumed by CITY pursuant to this Agreement, including but not imited to,
the provisions concerning indemnification contained in Article 8 of this Agreement.

12.7 CITY shall notify NCTD within twenty-four (24) hours after the occurrence of any
accident or incident on the Property or adjacent property which could give rise to a claim under
any of the insurance policies required bereunder.

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 manner and to the extent that the CITY self-insures
for similar nisks with respect to its operations, equipment and property. The manner in which
such self-insurance 1s provided and the extent of such self-insurance shall be set forth in a
Certificate of Self Insurance, delivered to NCTD and signed by an authorized representative of
CITY, which fully describes the self-insurance program and how the program covers the risks set
forth in this Article 12. NCTD shall have the right to consent to CITY's self-insurance program
and any change made by CITY in its self-insurance program when any such change would affect
the coverage required by this Article 12, which consent shall be given in the event that such
change will not matenally, adversely affect NCTD. If at any time during the term of this
Agreement the CITY elects to not self-insure, the CITY will comply with all applicable provisions
of this Article 12 to the extent it does not so self-insure. I
13.  Termination This Agreement may be terminated: (1) at any time upon the mutual
agreemeat of NCTD and the CITY or (2) as provided in paragraph 3.2, above. Upon termination

of this Agreement, CITY shall leave the Property in a neat and safe condition and all repairs,
alterations, additions and irprovement, made by CITY on the Property pursuant to this

Agreement shall be the property of NCTD and remain on the Property. However, NCTD may, at
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NCTD's option, by thirty (30) day written notice of its intent to terminate, require CITY to
remove any such alterations and improvements from the Property and to restore the Property to
its original condition (normal wear and tear excepted) prior to termination of this Agreement at
CITY's sole cost and expense. If CITY fails to do so, NCTD may perform such removal and
restoration in which case CITY shall pay NCTD within thirty (30) days after demand therefor the
cost of removal of such improvements. NCTD will use reasonable diligence in the removal of
such improvements if it elects to do so. Termination of this Agreement shall not release either
party from any liability or obligation hereunder resulting from an event which occurred before
termination.

14. Reserved Freight Easement and Other Railroad Uses. CITY acknowledges that the

Property (and the rights granted to CITY by this Agreement) is subject to a reserved freight
easement in favor of The Burlington Northern and Santa Fe Railway Company as successor by
merger to the Santa Fe and the terms and conditions of the San Diego County Shared Use
Agreement by and between MTDB, NCTD and the Santa Fe dated October 30, 1992 as well as
other rights and agreements that NCTD has entered into, or may enter into in the future
concerning the use of the Right-of-Way for railroad purposes.

15.  Attorney's Fees. If any party to this Agreement brings any action against the other to
enforce any provisions of this Agreement, collect any sum due under this Agreement, or if NCTD
brings an action for unlawful detainer of the Property, the losing party shall pay reasonable
attorney's fees of the prevailing party in addition to the judgement and court costs.

16.  Nonwaiver. The failure of any party to this Agreement to enforce or exercise its rights

with respect to any term, covenant or condition of this Agreement shall not be construed as a
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waiver of that term, covenant or condition for any subsequent breach of the same or any other
term, covenant or condition contained in this Agreement.
17.  Notices. All notices shall be in writing and shall be deemed to have been given when
delivered personally or deposited in the United States Mail, registered or certified, postage
prepaid, and addressed to the party to whom the notice is directed at the address set forth below.
To NCTD at: North County Transit District

810 Mission 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

Agreement.

To CITY at;

or to such other address as CITY may designate by written notice to the other parties to this
Agreement.

18.  Entire Agreement. This Agreement sets forth the entire agreement between the pﬁes
with respect to the License of the Property and supersedes all prior agreements, communications,
and representations, oral or written, express or implied, since the parties intend that this be an -
integrated agreement. This agreement shall not be modified except by written agreement of the
parties.

19.  Invalidity of Particular Provisions. If any term, covenant or condition of this Agreement
or the application thereof to any person or circumstance shall to any extent be invalid or

unenforceable, the remainder of this Agreement or the application of such term, covenant or
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condition to persons or circumstances other than those as to which it is held invalid or
unenforceable, shall not be affected thereby, and each term, covenant and condition of this
Agreement shall be valid and be enforced to the fullest extent permitted by law.
20. Successors.  This Agreement shall bind and inure to the benefit of both NCTD and
CITY and their respective successors, heirs and legal reprezentatives.

IN WITNESS WHEREOF, the parties hereto have executed this Agreement as of the date
first above written.

CITY OF

Approved as to form:

City Attorney

NORTH SAN DIEGO COUNTY TRANSIT
DEVELOPMENT BOARD

By

Approved as to form:

General Counsel
North San Diego County Transit Development Board
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Acronym Reference Guide

AASHTO American Association of State Highway & Transportation
Officials

Army Corps of Engineers

Amenicans with Disabilities Act

Average Daily Traffic

Air Pollution Control Board

Accident Protection Zone

Atchison Topeka & Santa Fe Railroad
Biological Assessment

Bicycle Federation of America

Base Close & Realignment Act

Clean Air Act

California Department of Transportation
California Air Resources Board

California Department of Fish and Game
California Endangered Species Act
California Environmental Quality Act
Congestion Management Air Quality
California Natural Diversity Database Search
California Public Utilities Commission
Environmental Impact Report
Environmental Impact Statement
Endangered Species Act

Federal Highway Administration

Federal Railway Administration

Intermodal Surface Transportation Efficiency Act
International Transportation Engineers

Local Coastal Program

Multiple Habitat Conservation Program
Metropolitan Planning Organization
Metropolitan Statistical Area

Multiple Species Conservation Program
Metropolitan Transit Development Board
Manual for Uniform Traffic Control Devices
National Ambient Air Quality Standards
NAGPRA  Native American Graves Protection & Repatriation Act
National American Religious Freedom Act
Natural Communities Conservation Plan
North County Transit District

National Historic Preservation Act
NSDCTDB North San Diego County Transit Development Board
National Environmental Protection Act
National Register of Historic Places




PSR
RTC
RTIP
RTP
RWCQB
RUS
SANDAG
SDNR
SHPO
SRP
TSM
USDOT
US.FWS

Project Study Report

Rails to Trails Conservancy

Regional Transportation Improvement Plan
Regional Transportation Plan

Regional Water Quality Control Board -
Recreational Use Statute

San Diego Association of Governments
San Diego Northern Railway

State Historic Preservation Office
Scientific Review Panel

Transportation System Management
United States Depariment of Transportation
United States Fish and Wildlife Service
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Funding Program:
Funding Type:
Summary Description:

Lligible Applicants:

Typical Funding Amounts:

Required Maiching 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:

Name of Funding Program:

Funding Type:
Summary Description:

Eligible Applicants:

Typical Funding Amounts:
Required Matching Funds:

Name of Funding Program:

Funding Type:
Summary Description:

Funding Summary

Transportation Equity Act for the 21st Century (TEA- 21)
Federal

TEA-2| provides funding for roads, transit, safety and environmental
enhancements. (General state and local improvements for highways and
bridges thal accommodate additional modes of transit. Including,
capital costs, publicly owned intercity facilities, and bicycle and
pedestrian facilities.

Cities, counties, transit operators. Special districts may apply with
sponsorship from an eligible applicant.

Estimated at approximately $215 billion over the next § years, an
increase of approximately $60 billion over ISTEA legislation,

A 11.5% match 15 required.

Surface Transportation Program Fund (STP)

(Section 1108)

Federal

The Surface Transportation Program is a block grant fund. Funds are
used for roads, bridges, transit capital and pedestrian and bicycle
projects.

Clities, counties, transit operators, Caltrans and Mewopolitan Planning
Organizations. Non-profit organizations and special districts may also
apply with spoensorship from an eligible agency.

Approximately 3535 million annually.

A local match of 20% (s required for bicycle and pedestrian projacts,
11.5% i required for all other types of projecis.

Transportation Enhancements Program

Federal

The TE Program is a 10% set aside of the Surface Transportation
Program. Projects must have a direct relationship to the intermodal
transportation system through function, proximity, or impact.

Local, regional and state public agencies, special districts, non-profit
and private organizations. Citics, counties and transit operators must
sponsor and administer the proposed projects.

Approximately $630 million annually.

A 11.5% local malceh is required.

Congestion Mitigation and Air Quality Improvement Program
{CMAQ) (Section 1110)

Federal

Funds are available for projects that will help attain National Ambient
Air Quality Standards (NAAQS) identified in the 1990 federal Clean
Air Act Amendments. Eligible projects include bicycle and pedestrian
transportation facilities.

Cities. counties, transit operators, Caltrans and MPQOs. Non-profit
organizations and Special districts may also apply with sponsarship
from an eligible agency.

Approximately $277 million annually.

A 20% local or state match is required.

National Highway 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
interregional 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 Program:

Funding Type:
Summary Description:

Eligible Applicanis:
Typical Funding Amounts:

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:

Name of Funding Program:

Funding Type:
Summary Description:

Eligible Applicants:

Typical Funding Amounts:
Required Matching Funds:

Name of Funding Program:

Funding Type:

pedestrians. Facilities must be located and designed pursuant to an
overall plan developed by each MPO and State, and incorporated 1nto
the RTIP.

State and local governments.

Approximately $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 pedestrian and bicycie facilities) that
are within, provide access to or are adjacent to public lands. Facilities
must be incorporated into the RTIP,

Local jurisdictions, Caltrans, Bureau of Land Management (BLM), and
the National Trait System Program.

Approximately $150 million per annum rising 10 $165 million in FY
2003.

No match required.

Scenic Byways Program Fund

Federal

This program provides funding for the planning, design, and
development of a State Scenic Byways Program. 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 20% local match is required.

Bridge Repair and Replacement Program

Federal

Funds are available for bridge rehabilitation and replacement. All
bridpes arc elipible. and on-system bridges are eligible for discretionary
funding. Bridge projects must be incorporated into the RTIP.

City end county agencies, park and recreation districts. All agencies
must have a city, county or transit Gperator as a Spansor.
Approximately $260 million annually.

No local match requirements specifically for bicycle accommodations.

National Recreational Trails Fund (Section 1112)

Federal
Funds are available for recreational trails for use by bicyclists,
pedestrians. and other non-motorized and motorized users. Projects
must be consistent with a Statewide Comprehensive Outdoor
Recreation Plan (SCORP). Annual funding begins at $30 million for
FY 1998, it rises to $40 million for FY 1999 and increases to $50
million per annum for the remaining years.
Private individuals or organizations, counties, cities, and other
government agencics.
Approximaiely $3 million annualiy.
The State is required to use a portion of its tax revenue from fuel for
off-highway recreation purposes.

National Highway Safety Act (Section 402)
Federal
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Summary Description:

Eligible Applicants:
Typical Funding Amounts:

Required Matching Funds:

Name of Funding Program:

Funding Type:
Summary Deseription:

Eligible Applicanis:

Typical Funding Amounis:

Required Matching Funds:

Name of Funding Program:

Funding Type:
Summary Description:

Eligible Applicants:

Typical Funding Amounis:

Name of Funding Program:

Funding Type:
Summary Description:

Eligible Applicants:
Typical Funding Amoumnis:

Required Matching Funds:

Name of Funding Program:

Funding Type:
Summary Description:

Eligible Applicams;

Typical Funding Amounis:
Required Matching Funds:

Procedure for Praject

Name of Funding Program:

Funding Type:

The Highway Safety Program 1s a non-capital safety project grant
program under which states may apply for funds for certain approved
safety programs and activites. Eligible projects include pedestrian and
bicycle safety programs, program implementation, and identification of
highway hazards.

State departments, cities, caunties, school and special districts.
Approximately $150 million per annum rising to $165 million in FY
2003.

No match required.

Transit Enbancerzent Activity (Section 3003)

Federal

This brand new program is created with 2 one percent set-aside of
Urban Area Formula transit grants (3007). The funding which could
amount to $30 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 2003)

Federal

Provides funding for research on all phases of highway safety and
traffic conditions. Uses, training and education of highway safety
personnel, research fellowships in highway safery, development of
improved accident investigatian procedures, emergency service plan,
and demonstration prajects. Projects include impraving 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 raads 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 1o the respective counties. Fifty percent of these funds are
used for roads.
No maich required.

Section 3 Mass Traasit Capital Grants

Federal

This discretionary funding program is used Lo finance mass transit
systems. especially rail systems in urbanized areas with populations
over 50,000 or more. Prajects include station access, including bicycle
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 10% 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 Program:

Funding Type:
Summary Description:

Elhgible Applicants:
T'ypical Funding Amounts:

Required Marching Funds:

Name of Funding Program:

Fonding Type:
Summary Description:

Eligible Applicants:
Typical Funding Amounts:
Required Maiching 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 prejects include construction, maintenance, improvement, and
acquisition of transit facilities and access projects for bicveles.

Urban areas with a population of 50,000 or more are cligible if a
comprehensive mass transportation planning process exists. State, and
local governments, and transit operaiors 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 match of 10% is required for bicycle projects.

Local Transportation Fund (LTF), TDA Article 3

State
TDA funds transportation improvements. One guarter 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 1o implement bicycle satety
education programs. 2% TDA funds are lumped together with
TransNet (Proposition A) funds in the San Diego Area.
Local jurisdictions.
Approximately $2.5 mitlion annually. of which 1 million comes from
TransNet (Proposition A).
No mactching funds are required.

Californis Bicycle Transportation Act; Bicycle Transportation
Account (BTA)
State
The purpose of Lthe Bicycle Transportation Account is to improve the
safety and convenience of bicycling for utilitarian reasons. BTA funds
are available for jurisdiclions with approved bicycle transportation
plans. No agency may receive more than 25% of the total funds
appropriated. Priority projects serve bicycle commuters, 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.

Ciues and counties with approved bicycle plans.
$12million for a 3 year period 2001-2006..
A local match of 10% is required.

Environmental Enhancement and Mitigation Program

State
Funds are allocated to prajects that offset environmentat impacts of
madified or new public transportation facilities and the acquisition or
development of roadside recreational facilities. such as trails.
Non-profit, local, state, and federal agencies.
The program ts funded at $10 million for 10 years, a $500,000 cap on
individual projects is set.
No match required.

Flexible Congestian Relief (FCR) Program

State

This program is designed to reduce congestion on major transportation
corridors by adding ¢apacity to either roadways or urban rail transit
systems. Projecis must be consisient with the Regional Transportation
Plan and must be included in the RTIP, particularly. the county’s
Congestion Management Program (CMP).

Cittes. 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:
Summary Description:

Eligible Applicants:
Required Matching Funds:

Name of Funding Program:

Funding Type:
Summary Description:

Eligible Applicants:

Required Matching Funds:

Name of Funding Program:

Funding Type:
Summary Description:

Eligible Applicants:
Typical Funding Amounts:
Required Maiching Funds:

Name of Funding Program:

Funding Type:
Summary Description:

Eligible Applicants:
Typical Funding Amounts:
Required Matching Funds:

Habitat Conservalion Fund Grant Program

State :

This program originates from the California Wildlife Protection Act of
1990 (Prop 117). Eligible projects include the acquisition of various
types of wildlife habitats, enhancement and restoration of various
Projects must be incorporated into the RTIP if they are regionally
significant.

Cities, coumties, and special distriets.

A local match of 50% is required. The local maich can not be a state
source.

Land and Water Cogservation Fund

State
This program provides grants to plan, acquire, and develop recreational
parks and facilities, especially 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.:
50% is reimbursed 1o eligible agencies.

TransNet Local Sales Tax Program (Proposilion A)

Local

Proposition A is a local sales tax to fund transportation improvements.
The tax generates $1 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.

1 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 hased an the projects cost effectiveness.

Cities, County, Transpartatian Authority, and Transportation Agencies.
Approximately $3 million region-wide for FY 2000-01.

No matching funds required.
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CHAPTER 1000
BIKEWAY PLANNING AND
DESIGN

Topic 1001 - General
Information

Index 1001.1 - Definitions

“Bikeway” means all facilities that provide
primarily for bicycle travel.

(1) Class 1 Bikeway (Bike Path). Provides a
completely separated right of way for the
exclusive use of bicycles and pedestrians
with crossflow minimized.

(2) Class 1I Bikeway (Bike Lane). Provides a
striped larne for one-way bike travel on a
strect or highway.

(3) Class I1I Bikeway (Bike Route). Provides
for shared use with pedestrian or motor
vehicle traffic.

1001.2 Streets and Highways Code
References - Chapter 8 - Nonmotorized
Transportation

(a) Section  R87 =
nonmotorized facility.

Definition of

(b) Section 887.6 -- Agreements with local
agencies 1o construct and rnaintain
nonmotonzed facilites,

(c) Section B887.8 -- Payment for
construction and  mamtenance  of
nonmotorized facilities approximalely
paralleling state highways.

(d) Section 888 -- Severance of existing
major nonmotorized route by freeway
construction.

(e) Section 888.2 -- Incorporation of non-
motonzed faciliies in the design of
freeways.

() Section 888.4 -- Requires Calirans to
budget not less than $360,000 annually
for nonmotorized facilities used in
conjunction with the state highway
System.

g) Section 8904 -- Class I, II, and III
bike-way definitions.
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(h) Section 890.6 - 890.8 -- Calrans and
local agencies to develop design criteria
and symbols for signs, markers, and
traffic control devices for bikeways and
roadways where bicycle travel s
permitted.

(i) Section 891 -- Local agencies must
comply with design criteria and uniform
symbols.

(j) Section 892 -- Use of abandoned right-
of-way as 4 nonmotorized facility.

1001.3 Vehicle Code References -
Bicycle Operation

(a) Section 21200 -- Bicyclist's rights and
responsibilities  for  traveling on
highways.

(b) Section 21202 -- Bicyclist's position on
roadways when traveling slower than
the normal traffic speed.

(c) Section 21206 -- Allows local agencies
to regulate operation of bicycles on
pedestrian or bicycle facilities.

(d) Section 21207 -- Allows local agencies
to establish bike lanes on non-state
highways.

(e) Secuon 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 -- Prohibits bicycle
parking on sidewalks unless pedestrians
have an adequate path.

(1) Section 21210 -- Prohibits impeding or
obstruction of bicyclists on bike paths.

()) Section 21212 -- Requires a bicyclist
under 18 years of age (o wear an
approved helmet.

(k) Section 21717 -- Requires a motorist to
drive in a bike lane prior to making a
turn.

(1) Section 21960 -- Use of freeway
shoulders by bicyclists.
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Topic 1002 - General Planning
Criteria

1002.1 Introduction

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 atiention to the right-
hand portion of roadways where bicyclists are
expected to ride. On new construction, and
major reconstruction projecls, 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, 4 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 traffic 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
adequately met by roads.

Off-street bikeways in exclusive corridors can
be effective in providing new recreational
opportunities, or in some instances, desirable
commuter routes. Theyv can also be used tw
close gaps where barriers exist to bicycle travel
{(c.g.. river crossing). On-street bikeways can
serve to enhance safety and convenience, espe-
cially if other commitments are made in con-
junction with establishment of bikeways, such
as: elimination of parking or increasing roadway
width, elimination of surface irregularities 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
intersections.

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-
1or. Conversely, poorly conceived bikeways
can be counterproductive 10 education and en-
forcement programs.

1002.4 Selection of the Type of
Facility

The type of facility to select in meeting the
bicycle need ts dependent on many factors, but
the following applications are the most common
for each type.

(1) Shared Roadway (No Bikeway Designa-
tion). Most bicycle travel in the State now
occurs on streets and highways without
bikeway designations. This probably will
be ue in the furure as well. In some
instances, entire street systems may be fully
adequate for safe and efficient bicycle travel,
and signing and striping 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 travel 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 residendal 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 Path). Generally,

bike paths should be used to serve corridors
not served by streets and highways or where
wide right of way exists, permitting such
facilities to be constructed away from the
influence of parallel streets. Bike paths
should offer opportunities not provided by
the road system. They can either provide a
recreational opportunity, or in some
instances, can serve as direct high-speed
commute routes if cross flow by motor
vehicles can be minimized. The most
common applications are along rivers, ocean
fronts, canals, utility 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 barmiers (fivers, mountains, etc.).

(3) Class Il Bikeway (Bike Lane). Bike lanes

are established along streets 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 bicyelists in the
corridors.  Bike lanes are intended to
delineate the right of way assigned to
bicyclists and motorists and to provide for
more predictable movements by each. Buta
more important reason for constructing bike
lanes is to better accommodate bicyclists
through corridors where insufficient room
exists for safe bicycling on existing streets.
This can be accomplished by reducing the
number of lanes, or prohibiting parking on
given streets in order to delineate bike lanes.
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.g., improvements to the surface,
augmented sweeping programs, special
signal facilities, etc.). Generally, stripes
alone will not measurably enhance
bicycling.

234

& July 1, 1993

If bicycle travel is to be controlled by
delineation, special efforts should be made
to assure that high levels of service are
provided with these lanes.

In selecting appropriate streets for bike
lanes, location criteria discussed in the next
section should be considered.

(4) Class 1l Bikeway (Bike Route). Bike

routes are shared facilities which serve either
1o:

(a) Provide continuity to other bicycle facili-
ties (usually Class IT bikeways); or

(b) Designate preferred routes through high
demand corridors.

As with bike lanes, designation of bike
routes should indicate to bicyclists that there
are particular advantages 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
mainiained in 4 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, Il and III should not be
construed as a hierarchy of bikeways; that
one is better than the other. Each class of
bikeway has its appropriate application.

In selecting the proper facility, an overnding
concern is to assure 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 importiant consideration in selecting the
type of facility is continuity. Aliemating
segments of Class [ and Class 11 {or Class
III) bikeways along a route are generally
incornpatible, as street crossings by
bicychsts are required when the route
changes character. Also, wrong-way
bicycle ravel will occur on the street beyand
the ends of bike paths because of the
inconvenience of having to cross the street.
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Topic 1003 - Design Criteria

1003.1 Class I Bikeways

Class I bikeways (bike paths) are facilities with
exclusive night of way, with cross flows by
motorists minimized. Section 890.4 of the
Streets and Highways Code describes Class |
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 pedestnans are
necessary to minimize conflicts. Dual use by
pedesmians and bicycles 1s undesirable, and the
two should be separated wherever possible.

Sidewalk facilities are not considered Class |
facilities because they are primarily intended to
serve pedestrians, generally cannot meet the
design standards for Class | bikeways, and do
nol minimize motorist cross flows. See Index
1003.3 for discussion relative to sidewatk bike-
ways.

By Siate law, motorized bicycles (“mopeds™)
are prohibited on bike paths unless authorized
by ordinance or approval of the agency having
jurisdiction over the path. Likewise, all motor
vehicles are prohibited from bike paths. These
prohibilions can be strengthened by signing,.

(1} 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 1003.1A). A
1.0 m graded area is recommended to
provide clearance from poles. trees, walls,
fences, guardrails, or other lateral
obstructions. A wider graded area can also
serve as 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 desirable
fearure regardless of the paved width,
Development of a one-way bike path shauld
be undertaken only after careful considera-
tion due to the problems of enforcing one-
way operation and the difficulties in
maintaining a path of restricted 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 nde 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 resull 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
1003.1A). A 1.0 m clearance 1is
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
siipe, 0.3 m from the fixed object, is
recommended to minimize the likelihood of
a bicyclist hitting it. The clear width on
structures between railings shall be
not tess than 2.4 m. [tis desirable that
the clear width of structures be equal to the
minimum clear width of the path (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
1s desirable.

(3) Striping and Signing. A yellow centerline
stripe may be used to separate opposing
directions of travel. A centerline stripe is
particularly beneficial in the following cir-
cumstances:

(a) Where there is heavy use;

(b) On curves with restricted sight distance;
and,
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Figure 1003.1A

Right of Way

Two-way Bike Path on Separate }j

3.4 m Min Width

, == 0.6m (Mn)
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Figure 1003.1B

Typical Cross Section of Bike
Path Along Highway
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Two - Way: 2.4 m Minimum Width
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{¢) Where the path is unlighted and night-
time riding 1s 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 Jocations for a bike path
are available. the one with the most
favorable intersection conditions should be
selected.

Where motor vehicle cross traffic 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 relaively 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 stop, or at a location completely out of the
influence of any intersection to permit
adequate opportunity for bicyclists to see
turning  vehicles. When crossing at
midblock locations, right of way should be
assigned by devices such as yield signs,
stop signs, or traffic signals which can be
activated by bicyclists. Even when crossing
within or adjacent to the pedestrian crossing,
stop or yield signs for bicyclists should be
placed to minimize potental for conflict
resulting from turning autos, Where bike
path stop or yield signs are visible to
approaching motor vehicle traffic, they
shauld be shielded 1o aveid confusion. In
some cases, Bike Xing signs may be placed
in advance of the crossing ta alert motorists.
Ramps should be installed in the curbs, to
preserve the utility of the bike path. Ramps
should be the same width as the bicycle
paths. Curb cuts and ramps should provide
a smooth wansition between the bicycle
paths and the roadway.

{5) Separarion Berween Bike Paths and

ighways. A wide separation is
recommended between bike paths and
adjacent highways (see Figure 1003.1B).
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 traffic
bars) next to a highway are not recom-
mended because bicyclists could fall over
them and into oncoming automobile traffic.
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 streets
and highways are not recommended. They
should not be considered a substitute for the
street, because many bicyclists will find it
less convenient to ride on these types of
facilities as compared with the streets,
particularly for utility trips.

(6) Bike Paths in the Median of Highways. As
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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) Left-urning motonsts 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 eXpresswavs,

{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

July 1. 1995

minimurm 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 tricycle
traffic.

The coefficient of friction depends upon
speed; surface type. roughness, and
condition; tire type and condition; and
whether the surface is wet or dry. Friction
factors used for design should be selected
based upon the point at which centnfugal
force causes the bicyclist to recognize a
feeling of discomfort and instinctively act to
avoid higher speed.  Extrapolating 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

Type of Facility Design Speed 0.21 at 50 km/h. Although there is no data

(km/h) available for unpaved surfaces, it is

. . — suggested that friction factors be reduced by

Bike Paths with Mopeds Prohibited 40 50 percent to allow a sufficient margin of
Bike Paths with Mopeds Permitted 50 safety.

Bike Paths on Long Downgrades 50 The minimum radius of curvature can be

(steeper than 4%, and longer than selected from Figure 1003.1C. When curve
150 m) radii smaller than those shown in Figure

Installation of "speed bumps" or
other similar surface obstructiions,
intended to cause bicyclists to slow
down in advance of intersections or
other geometric constraints, shalil
not be mnsed. These devices cannot
compensate for improper design.

(8} Horizomal Alignment and Superelevation.

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

For most bicycle path applications the
superelevation rate will vary from a
minimum of 2 percent (the minimum
necessary 1o encourage adequate drainage)
to a maximum of approximately 5 percent
(beyond which maneuvering difficulties by
slow bicyclists and adult tricyclists might be
expected). A straight 2% cross slope is
recommended on tangent sections. The

()

(9) Stopping Sight Distance.

1003.1C must be used on bicycle paths
because of right of way, topographical or
other considerations, standard curve
warning signs and supplemental pavement
markings should be installed. The negative
effects of nonstandard curves can also be
partially offset by widening the pavement
through the curves.

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 bicycle.

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™ 15 negative, will control the
design.
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{10)Length of Crest Vertical Curves. Figure
1003.1E indicates the minimum lengths of
crest vertical curves for varying design
speeds.

{11 )Lateral Clearance on Horizontal Curves.
Figure 1003.1F indicates the minimum
clearances to line of sight obstructions for
horizontal curves. The required lateral
clearance is obtained by entering Figure
1003.1F with the stopping sight distance
from Figure 1003.1D 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, consideration should be given to
widening the path through the curve,
inslalling a yellow center stripe, installing a
curve ahead warning sign, or some
combination of these alternatives.

(12)Grades. Bike paths generally attract less
skilled bicyclists, so it is important to avoid
steep grades in their design. Bicyclists not
physically conditioned will be unable to
negatiate long, steep uphill grades. Since
novice bicyclists often ride poorly
maintained bicycles, long downgrades can
canse problems. For these reasons, bike
paths with long, steep grades will generally
receive very little use. The maximum grade
rale recommended for bike paths is 5%. It
is desirable that sustained grades be limited
to 2% if a wide range of riders is to be
accommodated.  Steeper grades can be
tolerated for short segments (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.

(13)Structural Section. The structural section of
a bike path should be designed in the

same 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 construct
and maintain a smooth riding surface with
skid resistant qualities. Principal loads will
normally be from maintenance and
emergency vehicles, Expansive soil should
be given special consideradon and will
probably require a special structural section.
A minimum pavement thickness of 50 mm
of asphalt concrete is recommended. Type
“A" or "B" asphalt concrete (as described in
Department 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 sterilizadon 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 paved a minimum of 3 m on each
side of the crossing to reduce the amount of
gravel being scatiered along the path by
motor vehicles. The pavement structure at
the crossing should be adequate to sustain
the expected loading at that location.

(14)Drainage. For proper drainage, the surface
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of a bike path should have a cross slope of
2%. 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 draing should be provided
to carry intercepted water across the path.
Such ditches should be designed in such a
way that no undue obstacle 1s 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

127(100 i f)

where,

R

Minimum radius of curvature (m),

V = Design Speed (km/h),

¢ = Rate of bikeway superelevation, percent

f = Coefficient of friction

Design Speed-V Friction Factor-f Superelevation-e Mintmum Radius-R
(km/h) (%) (m)

20 0.31 2 10
30 0.28 2 24
40 0.25 2 47
50 0.2] 2 86
20 0.31] 3 9
30 0.28 3 23
40 0.25 3 45
50 0.21 3 82
20 0.31 4 9
30 0.28 4 22
40 0.25 4 43
30 0.21 4 19
20 0.31 5 9
30 0.28 5 2]
40 0.25 5 42
50 0.21 5 76
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Figure 1003.1D

Stopping Sight Distance
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¥V = velocity, km/ .
[ =ceefficient of friction (use 0.25)
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241

8
.~
i
|
\
L
|
L1
A
A
\
//‘
T N A I R . O ' 2 e N O - I B 2 I - e



HIGHWAY DESIGN MANUAL 1000-11

Feb. 9. 1998

Figure 1003.1E

Stopping Sight Distances for Crest
Vertical Curves

L= 25-450 whenS>L Double line represents S=L
A L. = Min. length of vertical curve - meters
L =3AS* when S <L A = Algebraic grade difference-%
450 = Stopping sight distance - meters
Height of cyclist eye - 1400 mm V = Design speed km/h (Refer to Figure

1003.1D 1o determine “V™, after “S™ ts

Height of object -
eight of object - 100 mm determined.)

GIVEN "A" AND "L"; FIND "'§”

L=50 m L=100m L=150m L=200 m L=250 m L=300 m
A S (m) S (m) S (m) S (m) S (m) § (m)
(%)
4.5 75
5 70 95
5.5 66 90
6 63 87
6.5 60 83
7 57 80 08
7.5 55 77 95
8 53 75 92
8.5 51 73 89 103
9 50 71 87 100
9.5 ( 49 ‘ 69 84 97
10 47 67 82 95
10.5 46 65 80 93
11 45 64 78 90
11.5 44 63 77 88 99
12 43 61 75 87 97
12.5 42 60 73 85 93
13 42 59 72 83 93
13.5 4] 58 71 82 91
14 40 57 69 80 90 98
14.5 39 56 68 79 88 96
15 -39 55 67 77 87 95
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Figure 1003.1E

Stopping Sight Distances for Crest
Vertical Curves
(continued)

GIVEN "A" AND "8’'; FIND "L"

$=10m S=15m S=20m S=25m S=30m S$=35m S=40m S=45m S=50 m
A L{m) L {m) L (m) L (m) L (m) L (m) L (m) L{(m) L (m)
(%)
5 10.0
6 5.0 15.0 25.0
7 5.7 15.7 25.7 35.7
8 3.8 13.8 23.8 33.8 43.8
9 10.0 20.0 30.0 40.0 50.0
10 15.0 25.0 35.0 450 [ 3386
11 15.) 29.1 39.1 305 61.
12 22.5 32.5 2. 54.0 66.7
13 25.4 354 46.2 58.5 722
14 279 38.1 49.8 63.0 77.8
15 30.0 40.8 53.3 67.5 83.3
16 1.9 320 436 56.9 72.0 88.9
17 3.5 34.0 46.3 60.4 76.5 044
18 5.0 36.0 49.0 64.0 81.0 100.0
19 6.3 38.0 51,7 67.6 855  105.6
20 7.5 40.0 54.4 71.1 90.0 111.1
21 8.6 42.0 57.2 74.7 94.5 116.7
22 9.5 44 0 59.9 78.2 99.0 122.2
23 10.4 46.0 62.6 81.8 103.5 127.8
24 11.3 48.0 65.3 85.3 108.0 133.3
253 12.0 50.0 68.1 88.9 112.5 138.9
26 12.7 52.0 70.8 92 .4 117.0 144.4
27 13.3 54.0 73.5 96.0 121.5 150.0
28 4 13.9 56.0 76.2 99.6 126.0 155.6
29 4 14.5 58.0 78.9 103.1 130.5 161.1
30 5 15.0 60.0 81.7 1067 135.0 166.7
243



HIGHWAY DESIGN MANUAL 1000-13
July 1, 1995

Figure 1003.1F

Lateral Clearances on Horlzontal
Curves

Sight distonce (S) measured oleng Lhis lae

§ = Sight distance In meters.

R = Rodlus of & of iane in meters.

M = Distonce from € of lone in meters.

Vv = Design spead for S in km/n.
(Refer io Figure 1003.1D to determine
“V, efter °S" is detarminad.)

Angle is espreased in degrees

e a ]

S = saasE °°"1(%):|

Formulo applies anly whan
S is equal ta ar less thon
langth of curve.

Line of sight is 600 mm abava & inside

lone ot point of obatruetion.

GIVEN "R" AND "S§'"; FIND "m"

S=10m S=20m S=30m S$=40m S=50 S=60m S=70m S=80m S=%0 m S=100 n 5=110m
m m m m m m m m m m m
R (m) | meters meters meters meters meters meters meters mefers meters meters meders
'ZS! 0.50 197 4.37 71.58 1149 1504 2075 25.13 30.68 3541 39.72
50 0.25 100  2.23 395 6.12 873 11.76 15.%7 1892 2299 2732
75 0.17 0.67 1.50 265 4.3 592 802 1042 13.10 16.06 19.28
100 0.12 050 1.12 199 311 447 606 780 096 1224 14.75
125 0.10 040 090 1.60 249 358 4.87 635 801 987 1101
150 0.08 033 0.75 1.33 208 299 407 530 670 826 9.97
175 007 029 0.64 1.14 1.78 257 349 455 575 7.0 8.57
200 0.06 025 0.56 100 156 225 306 399 504 6.22 7.52
225 606 022 050 08 139 200 272 355 449 5.53 6.69
250 005 020 045 08B0 1.25 L.80 245 3,19 404 4,98 6.03
278§ 0.05 018 041 0.73 1.14 1.63 222 290 3.67 4.53 5.48
300 004 017 037 067 1.04 1.50 204 266 337 4.16 5.03
350 004 014 032 0.57 0.89 1.29 1.75 228 289 3.57 4.31
400 003 013 028 050 0.78 1.12 1.53 200 253 312 3.78
500 003 010 023 040 062 090 1.22 1.60 202 250 3.02
600 002 008 019 033 052 075 1.02 1.33 1.69 2.08 2.52
700 002 007 016 029 045 064 087 .14 145 1.79 2.16
800 002 006 014 025 039 056 077 1.00 127 1.56 1.89
900 0.01 606 013 022 035 050 068 089 1.12 139 1.68
1000 | 0.01 005 0.11 020 031 045 0.61 0.80 1.01 1.25 1.5]
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Figure 1003.1F

Lateral Clearances on Horizontal Curves
(continued)

GIVEN "R” AND "m"; FIND "S"

m=1 m=2 m=3 m=4 m=5 m=6 m=7T m=8 m=9 m=10m=11
meter meters meters meters meters meters meters meters meters meters meters

(my |S(m) S(m) S(m) S(m) S(m) S(m) §(m) S(m) S(m) §(m) §(m)

25 | 14.19 20.13 24.74 28.67 32.17 3537 38.35 4115 438 4636 48.82
S0 | 2003 2838 3481 4027 4510 4949 5355 5735 6093 6435 67.61
75 | 2452 3472 4257 4921 5508 6040 6532 6991 7423 7834 82.26
100 | 2831 4006 4911 5675 6351 6963 7527 8054 8550 9020 94.68
125 | 3164 4478 5488 6341 70.94 7777 8406 8992 0544 100.67 105.66
150 | 3466 49.04 60.10 6943 77.67 B85.13 92.00 9841 104.44 110.15 115.60
175 | 3743 5296 6490 7497 8386 9151 9932 10623 112.73 118.88 124.75
200 | 4001 5661 6936 80.13 89.62 9822 (06.13 11351 12045 127.01 133.27
225 | 4244 6004 7356 8497 0504 104.15 112.53 12035 127.70 134.66 141.28
250 | 4473 6328 7753 89.56 100.16 10976 118.50 126.82 13456 141.89 148.86
275 | 4691 6637 81.31 9392 10503 115.09 12435 13298 141.09 148.77 156.08
300 | 4900 6932 8492 98.08 109.69 120.19 [29.86 138.86 147.33 15534 162.97
350 | 5292 7486 91.71 10592 11845 12979 14022 149.94 159.08 167.72 175.95
400 | 5658 80.03 98.03 11322 12661 13873 149.87 16026 170.01 179.25 188.04
500 | 6325 89.47 109.59 12657 141.53 15506 167.52 179.11 190.01 200.32 210.13
600 | 69.29 9800 120.04 13863 15502 169.83 18347 196.16 208.09 219.38 230.12
700 | 74.84 10585 120.65 149.73 167.42 18342 198.14 211.85 22472 23651 248.50
800 | 80.00 113.15 13860 160.05 17897 196.07 211.80 226.45 24021 25323 265.62
900 | %485 12001 147.00 169.76 189.81 20795 224.63 240.16 254.75 268.56 281.69
1000| 89.44 12650 154.95 178.93 200.07 219.18 236.76 253.13 26851 283.06 296.90
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(15)Barrier Posts. 1t may be necessary to install
barrier posts at entrances to bike paths 1o
prevent motor vehicles from entering.
When locating 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 (se¢c Figure 1003.1G). If
sight distance is limited, special advance
warning 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
tnstallations should be designed so they are
removable 1o permit entrance by emergency
and service vehicles.

Generally, barrier configurations that pre-
clude entry by motorcycles present safety
and convenience problems for bicyclists.
Such devices should be used only where
extreme probiems are encountered.

Figure 1003.1G

Barrier Post Striping

a.3m L‘_ S

N I Yo Post
L \- .

k,

100 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 paths serving college
students or commuters, and at highway
itersections.  Lighting should also be
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considered through 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 Jux should be considered. Where
special security problems exist, higher
illumination levels may be considered.
Light standards (poles) should meet the
recommended horizontal and vertical clear-
ances. Luminaires and standards should be
at a scale appropriate for a pedestrian or
bicycle path.

1003.2 Class II Bikeways

Class 1T bikeways (bike lanes) for preferential
use by bicycles are established within the paved
area of highways. Bike lane stripes are intended
to promote an orderly flow of wmaffic, by
establishing specific lines 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 stray
into their path of wravel if they remain within the
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.

(1) Widths. Typical Class II bikeway con-
figurations are illustrated in Figure 1003.2A
and are described below:

(a) Figure 1003.2A-(1) depicts bike lanes
on an urban type curbed street where
parking stalls (or continuous parking
sinpes) are marked. Bike lanes are
located hetween the parking area and the
traffic 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.
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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 visibility 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 permited, but without
parking stripe or siall marking. Bike
lanes are established in conjunction with
the parking areas. Asindicated, 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 1s not
extensive and where turnover of parked
cars is infrequent. However, if parking
is substantial, tumover of parked cars is
high, truck traffic is substantial, or if
vehicle speeds exceed 55 km/h,
additional width is recommended.

{¢) 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
canfiguration for bike tanes, 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
ntent is to provide a minimum 1.2 m
wide bike lane, but with at least 0.9 m
between the iraffic lane and the longi-
tudinal joint at the concrete gutter, since
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
travel, Where gutters are wide (say,
1.2 m), an additional 0.9 m must be
provided because bicyclists should not
be expected to nde in the gutter.
Wherever possible, the width of bike
lanes should be increased to 1.8 m
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to 2.4 m 1o provide forgreater safery.
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

_ honrs bike lanes are to be

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 of the parking prohibition. This
type of bike lane should be considered
only if the vast majority of bicycle trave]
would occur during the hours of the
parking prohibition, and only if there is
a firm commitment to enforce the
parking prohibition. Because of the
obvious complications, this type of bike
lane is not encouraged for general
application.

Figure 1003.2A(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, particularly
where motor vehicle speeds exceed
55 lanh.

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
raffic lanes, consideration should be
given to factors such as motor vehicle
speeds, truck volumes, alignment, and
sight distance. Where favorable condi-
tions exist, raffic 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 of riding near the edge of the
roadway. In such situations, bicycle
speeds can approach those of motor
vehicles, and experienced bicyclists will
generally move into the motor vehicle
tanes 10 increase sight distance and
mancuverability. 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 street. Bike lanes on
the left side would cause bicyclists and
motorisls  to  undertake  crossing
maneuvers in making left turns onto a
Iwo-way sireet.

(2) Striping and Signing. Details for striping

and signing of bike lanes are included under
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
barriers prevent motorists from merging into
bike lanes before making right tuoms, as
required by the Vehicle Code, and restrict
the movement of bicyclists desiring to enter
or exit bike lanes. They also impede routine
maintenance. Raised pavement markers
increase the difficulty for bicyclists when
entering or exiting bike lanes, and dis-
courage motorists from merging into bike
lanes before making right turns.

Bike lane stripes should be placed a constant
distance from the outside motor vehicle lane.
Bike lanes with parking permitted (3.3 m 10
3.9 m between the bike lane line and the
curb) should not be directed toward the curb
at intersections or localized areas where
parking is prohibited. Such a practice
prevents bicyclists from following a straight
course. Where transitions from one type of
bike lane to another are necessary, smooth
tapers should be provided.
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(3) Intersecrion Design. Most auto/bicycle

accidents occur at intersections. For this
reason, bikeway design at inlersections
should be accomplished in a manner that
will minimize confusion by motorists and
bicyclists, and will permit both to operate in
accordance with the normal rules of the
road.

Figure 1003.2B illustrates a typical inter-
section of multilane streets. with bike lanes
on all approaches. Some common move-
ments of motor vehicles and bicycles are
shown. A prevalent type of accident
involves straight-through bicycle raffic and
right-turning motorists. Left-turning bicy-
clists also have problems, as the bike lane 1s
on the right side of the street, and bicyclists
have to cross the path of cars travehng In
both directions. Some bicyclists are profi-
cient enough to merge across one or maore
lanes of waffic, to use the inside lane or left-
turn lane provided for motor vehicles.
However, there are many who do not feel
comfortable making this maneuver. They
have the option of making a two-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 detectors within the bike
lane is desirable. Push button detectors are
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
are sensitive enough to detect bicycles.

Figure 1003.2C illustrates recommended
striping patterns for bike lanes crossing a
motorist right-tum-only lane. When
confronted with such intersections, bicy-
clists will have to merge with right-turning
motorists, Since bicyclists are typically
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Figure 1003.2A

Typical Bike Lane Cross Sections
(On 2-lane or Multilane Highways)

Parking Stalls or Optional 100 mm Solid Stripe
// 150 mm Solid White Stripe

»

N

-_————ca
I I Min. |

Parking Bike

Lane

Motar Vehicle Lanes

ISm
Min.

Bike
Lane

# The optional solld white stripe may be advisable where stalls are
unnecessary {because parking is Hght) but there iz concern that
maotorists may misconstrue the bike lane to be a traffic lane.

(1) STRIPED PARKING

/ Vertical Curb /1_50 mm Solld White Stripe .\\ Rolied Curb

Parking

# 16 m Min.

# 3.9 m s recommended where there 15 substantlal parking or

Mator Vehlcle Lanes

turnover of parked cars is high {(e.g. commercial areas)
{2) PARKING PERMITTED WITHOUT

PARKING STRIPE OR STALL

150 mun Solid White Stripe

S

' — e
1.5m
Min. L_ Mator Vehicle Lanes __l 1 Mi: l
Bike ’ Blke
Lane Lane
(With {3 PARKING PROHIBITED (Without
Guiier) Twthar)
/ 150 mm Solld White Stripe\
P — ey
__l 1.2m I__ Motor Vehicle Lanes __| i .ﬁ: |__
Min.
Blke Blke
Lane Lane

(4) TYPICAL ROADWAY
IN OUTLYING AREAS
PARKING RESTRICTED
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Figure 1003.2B

Typical Bleycle/Auto Movements at
Intersections of Multilane Streets

axin LANE
bl al BIKC

|
|
/ | —=—— Psad. Crossing
f ~-— — — =L | T

Inie
v g

kL

]

Ped. Crossing

— —-= Bike Travel

— Motor Vehicle Traveal

N
1N
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Ped. Crossing

t

Figure 1003.2C

Right-turn-only Lanes

* If spoce is available.

should be dropped at
this point.

RIGHT—TURN—-ONLY LANE

/

Ped. Crossing

t

t

tr #
\

Typicol path of

\ a—"" through bicyclist.

\
\

}

LANE
BIKE

t

OPTIONAL DOUBLE
RIGHT—-TURN—ONLY LANE
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Otherwise o)l delinegtion

Bike Lanes Approaching Motorist

/',_

Ped. Crossing

f

t

1)

t

%

I

t

LANE * If spoce is
BIKE avoiloble

Typical poth

R gl P through
el bicyclist.

LANE
BIKE

PARKING AREA BECOMES
RIGHT-TURN—ONLY LANE

—

Ped. Crossing

(

t

1

*

}

LANE
BIKE

12 m
min,

\

\

?

—

\

t

W

LANE
BIKE

Typical poth of
/through bicyclist.

* |f spoce is
available.

Drop bike lone
stripe where
right turn only

designoted.

RIGHT LANE BECOMES
RIGHT—TURN—-ONLY LANE
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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 paralle] lines (delineating a bike lane
crossing) to channel the bike merge is not
recommended, as bicychists will be en-
couraged lo crass at a predetermined
location, rather than when there is a safe gap
in right-turning  traffic. Also, some
bicyclists are apt to assume they have the
right of way, and may not check for right-
turning motor vehicle traffic.

A dashed line across the right-turn-only lane
1s not recommended on extremely long
lanes. or where there are double right-iurn-
only lanes. For these types of intersections,
all striping should be dropped to permit
judgment by the bicyclists to prevail. A
Bike Xing sign may be used to wam
motorisits of the potential for bicyclists
crossing their path.

1003.3 Class 111 Bikeways

Class I1I 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 I 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 lII
facilities are established by placing Bike Route
signs along roadways.

Minimum widths for Class ITI bikeways are not
presented, as the acceptable width is dependent
on many factors, including the volume and
character of vehicular traffic on the road. typical
speeds, vertical and horizontal alignment, sight
distance, and parking conditions.

Since bicyclists are permitted on all highways
{except prohibited freeways), the decision 1o
sign the route should be based on the advis-
ability of encouraging bicycle travel on the roule
and other factors listed below.

(1) On-street Bike Rouwte Criteria. To be of
benefit to bicyclists, bike routes should offer
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4 higher degree of service than altemative
streets.  Routes should be signed only if
sorne of the following apply:

(a) They provide for through and direct
travel in bicycle-demand corridors.

(b) Connect discontinuous segments of bike
lanes.

{¢) An effort has been made to adjust traffic
control devices (stop signs, signals) to
give greater priority to bicyclists, as
compared with alternative streets. This
could include placement of bicycle-
sensitive detectors on the right-hand
portion of the road, where bicyclists are
expected to ride.

(d) Street parking has been removed or re-
stricted in areas of critical width to pro-
vide improved safety.

{e) Surface umperfections or irregulanties
have been corrected (e.g., utility covers
adjusted to grade, potholes filled, etc.).

(f) Maintenance of the route wiltl 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 unsansfactory.

[t 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 uninterrupted by driveways and
intersections for long distances.

(b) 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-way.
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Whenever stdewalk bikeways 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 10 problems associated with
crossing a vertical lip at a flac 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 tcycles 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 1s inappropriate 1o
sign these facilities as bikeways. Bicvelists
should not be encouraged (thraugh signing)
to ride facilities that are not designed to
accommodate bicycle travel.

(3) Destinarion Signing of Bike Routes. For
Bike Route signs to bc more functional,
supplementat plates may be placed beneath
them when located along routes leading to
high demand destinalions (e.g., "To Down-
town"; “To State College™: etc.-- see Figure
1004.4 for typical signing).

There are instances where it is necessary 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 where
bicyclists are directed off a highway to by-
pass a section of freeway. Special signs
waould 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 alternate 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 1o
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 travel 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:

* Number of intersections
s Shoulder widths

o Traffic volumes

s Vehicle speeds

s Bus, truck and recreational vehicle
volumes

» Grades

s Travel time

When a suitable alternate 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;

¢ Shoulder widths

o Bicycle hazards on shoulders (drainage
grates, expansion joints, etc.)

¢« Number and locadon of entrance/exit
ramps

= Traffic 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 Traffic Manual).
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Where no reasonable alternate route exists
within a freeway corridor, the Deparmment
should coordinate with local agencies to develop
or improve existing routes or provide parallel
bikeways within or adjacent to the freeway right
of 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, equestrians, 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 signed as
bikeways. Rather, they should be designated as
multipurpose trails {(or similar designation),
along with regulatory signing to restrict motor
vehicles, as appropriate.

If multipurpose trails are primarily to serve
bicycle travel, they should be developed in
accordance with standards for Class I bikeways.
In general, multipurpose trails are not
recommended as high speed ransportation
facilities for bicyclists because of conflicts
between bicyclists and pedestrians. Wherever
possible, separate 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 aliowed on multipurpose trails because of
conflicts with slower moving bicyclists and
pedestrians. In some cases where an alternate
route for mopeds does not exist. additional
width, signing, and striping should be used 10
minimize conflicts. Increased patrolling by law
enforcement personnel is also recommended to
enforce speed hmits and other rules of the road.

It 15 usually not desirable to mix horses and
bicycle traffic on the same multipurpose trail.
Bicyclists are often not aware of the need for
slower speeds and additional operating space
near horses. Horses can be startled easily and
may be unpredictable if they perceive
approaching bicyclists as a4 danger. In addition,
pavement requiremnents for safe bicycle travel
are not suitable for horses, For these reasons, a
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bridle traii separate from the multipurpose trail 1s
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, Il and IIl 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 1o 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 of bicycle
wraffic would be required to cross the
highway at grade twice to get to and from
the bridge bike path. Because of the in-
convenience, many bicyclists will be
encouraged to ride on the wrong side of the
highway beyond the bridge termini.

The following criteria apply to a two-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 separation should
be designed to minimize fixed end
hazards to motor vehicles and if the
bridge is an interchange structure, to
minimize sight distance restrictions at
ramp intersections.

It is recommended that bikeway bndge
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 14 m can be
retrofitted with lightweight upper railings or
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chain link fence suitable to restrain strips are not suitable as a riding surface for
bicyclists. bicycles. See Traffic Manual Section 6-03.2
Separate  highway  overcrossing for additional information regarding rumble

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. If
pedestrians  are to  use the structure,
additional width is recommended.

(2) Surface Qualiry. 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 bikeways should not vary
more than 6 mm from the lower edge of a
2.4 m long straight edge when laid on the
surface in any direction.

Table 1003.6

BIKEWAY SURFACE

TOLERANCES
D”.enc_:‘?ct} of Grooves' 1/ Stcps(z)
Parallel to travel No more than  No more

12 mm wide than 10 mm

high
Perpendicular to No more
ravel than 20 mm
high

(1

(2)

Groove--A narrow 510l in the surface that could
catch a bicycle wheel, such as a gap between two
concrete slabs.

Step--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
belween two pavement blankels when the top fevel
does not extend 1o the edge of the roadway.

Table 1003.6 indicates the recommended
bikeway surface tolerances for Class II and
III bikeways developed on existing streets 1o
minimize the potential for causing bicyclists
to lose contro) of their bicycle (Note: Stricter
tolerances should be achieved on  new
bikeway construction.) Shoulder rumble

strip design constderations 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 bicycelists.
They should be maintained flush with the
surface when resurfacing.

Drainage inlet grates on bikeways
shall have openings narrow enough
and short enough to assure 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.

Corrective actions described above are
recommended on all highways where
bicycle travel is permitted, whether or not
bikeways are designated.

Future driveway construction should avoid
construction 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 of the roadway at a flat angle. If a
lip is deemed necessary, the height should
be limited to 15 mm.

(4) At-grade Railroad Crossings and Catlle
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Guards. Whenever it is necessary Lo cross
railroad tracks with a bikeway, special care
must be taken to assure that the safety 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 at
right angles (see Figure 1003.6A). If this is
not possible, special construction and
matertals should be considered to keep the
flangeway depth and width to 2 minimum.
Pavement should be maintained so ridge
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Figure 1003.6A

Rallroad Crossings

* o oh

Minimum angle. If less, o atop
sign should be placed.

CLASS | BIKEWAY

@df’
«

Large radii

/ 0

Direction of bika troval

Widen to pearmit right ongla
crossing

CLASS Il BIKEWAY
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Figure 1003.6B

Obstruction Markings

/ Pier, abutment or other cbatruction
>

100 mm - 180 mm ]
Solid White Strpa

_ LEGEND
/ . N L=2/3VW
o where; L = Length of approach morking (m)
Direction of V = Averoge speed of bicyclists (km/h)
Bike Trovel l W = Width of obstruction (m)

LANE
BIKE
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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.

All railroad crossings are regulated by the
California Public Uulities 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 wused only where
unavoidable, and is by no means a substitute
for good bikeway design. An example of an
obstruction marking is shown in Figure
1003.6B. Signs, reflectors, diagonal black
and yellow markings, or other treatments
will be appropriate in other instances to alert
bicyclists to potential obstructions.

Topic 1004 - Uniform Signs,
Markings and Traffic Control
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
rmandatory, except where permissive language is
used. See the Traffic Manual for detaled
specifications.

1004.2 Bike Path (Class I)

An optional 100 mm yellow stripe may be
placed to separate opposing directions of travel.
(See  Index 1003.1¢(3) for additional
information.) A 0.9 m long stripe with a 2.7 m
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space is the recommended striping patiern, 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 meet specific needs.

White painted word (or symbol) waming
markings on the pavement may be used as an
effective means of alerting bicyelisis to
approaching hazards, such as sharp curves.
barrier posts, elc.

1004.3 Bike Lanes (Class II)

Bike Ilanes require standard signing 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 stripe should extend to the edge of the
intersection, and begin again on the far side.
Where right turns are permitted, 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 stripe is
typically close 10 30 m. Where blocks are
longer or motor vehicle speeds are high
(greater than 60 km/h), the length of dashed
stripe should be increased to 60 m.

The R81 bike lane sign shall be placed
at the beginning of all bike lanes, on
the far side of every arterial street
intersection, at all major changes in
direction, and at maximum 1 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 signing and destination
signing where necessary. A proliferation of
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Bike Roure signs along signed and striped bike
lanes serves no useful purpose.

Many signs on the roadway also will apply to
bicyclists 1n bike lanes. Standerd regulatory,
warning, and guide signs used specifically in
conjunction with bike lanes are shown in
Chapter 4 of the Traffic Manual,

1004.4 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 wraffic
lanes from the shoulder can be helpful in
providing for safer shared use. This practice is
particularly applicable on rura) highways, and
on major arterials in urban areas where there is
no vehicle parking.

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 an 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 high
demand destination (e.g., downtown, college,
ew.).

Many signs on the roadway alse will apply to
bicychsts. Standard warning and guide signs
used specifically in conjunction with bike routes
are shown in Chapter 4 of the Traffic Manual.
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Figure 1004.3
Bike Lane Signs and Markings
WHERE VEHICLE PARKING IS PROHIBITED
Optionol Dosheds
Stripe
Centerline or Lane Line (See Nate 4
=} ———] ; [—————] _
150 mm 12 m Minimum W M- 60m
g~ White Stripe (Sge Figure 1003.24) ;
I [—] = = ==
; E .- _\\“" ; % a—l——
m m WY
( - \Curb or edge of pavenend K \ |
R26. RB) Optional Markings
{No Porking) {See Note 1D
(Bike Lanel
(See Note &)
WHERE VEHICLE PARKING IS PERMITTED
Optional Dashed
Stripe
{See Note 4)
[— ——— -] | ———] ] [ ———] [— 3
’ Mandatory Morkings il
33 mn or 36 m Mnimum 30 m - &0 m cs“ Note 13 15 m Hinimu

(See Figure 1003.2A)

/\_g?:_..

150 mm White Stripe UOptional Harklngﬂ
(See Note 1)

NO STALLS

JNY

NOTES:

1. The Bike Lone povemcnl markings shall be ploced
on the for side of eoch intersection, and may be
placed ot other locoliona aa desired.

2. The use &f the bicycle symbal pavement morking
to suppiement the word message is oplionol.

3. The G833 Bike Route sign may be ploced intermii—
tently along the bike lone if deeired.

4, Whara motorist right turms ors permitted, tha solid
bike lone line sholl either be droppsd entirely, or
doshed acs shown, beginning ot o point between
30 m ond 60 m in cdvonca of the interasction,
Refer to Detoil 39A in the Troffic Monuol for
striping pattern dimanaiana,

! F‘N* o
i j‘
PARKING /"' 5TALL§ §gg Note 5

b 100 mm White
R Bl

(See Note &)
STALLS

5. In areas where porking stalls ore not necessory
(because porking is ilgnt), it is parmiasible to palat
a 100 mm solid white stripa to fully dalineste tha bike
jone. This moy be odvisoble where there is concem
thet motorists may miscanetrue tha bike lane to be
a traffic lone.

6. The RB1 bike lone sign sholl be placed ot the be-—
ginning of cli bike lones, on the for side of evary
orteriol street intersection, ot sll mojer changes in
direction, ond et moximum 0.8 km intervois.
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Figure 1004.4

Bike Route Signing

NOTES: The 693 Bike Route signs shall be placed at all points where
the route changes direction and pericdically as necessary.
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STANDARD No. 4
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Figura 2
STANDARD NO. 1-D

PEDESTRIAN AND BICYCLE
RAILROAD GRADE CROSSING SIGN

—
RAILROAD | =
5D
R R |
T
= Al
CROSSING i
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AND BICYCLES :'i: .
ONLY = S
e Y, )
BLACK LETTERING ON WHITE —

REFLECTORIZED BACKGROUND

W

The wording “and bicycles” is optional and may be omitted where
_ appropriate.
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Figure 10
STANDARD NQ. 10
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SEE NOTES 1, 2 AND 3, SECTION &.
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