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Disclaimer:   
This report was prepared by the staff of the Region 2000 Local Government Council in cooperation with the United States 
Department of Transportation (USDOT), Federal Highway Administration (FHWA), and the Virginia Department of 
Transportation (VDOT), as funded by the FY2012 Unified Planning Work Program (UPWP). 
 
The contents of this report reflect the views of the authors who are responsible for the facts and accuracy of the data 
presented herein.  The contents do not necessarily reflect the official views or the policy of either the Federal Highway 
Administration or the Virginia Department of Transportation.  This report does not constitute a standard, specification or 
regulation. 
 
Federal Highway Administration and Virginia Department of Transportation acceptance of this report as evidence of 
fulfillment of the objectives of this planning study does not constitute endorsement/approval of the need for any 
recommended improvements, nor does it constitute approval of their location and design, nor commitment to fund any 
such improvements.  Additional project level environmental impact assessments and/or studies of alternatives may be 
necessary. 
 
Title VI Statement: 
The Region 2000 Local Government Council (LGC) ensures nondiscrimination and equal employment in all programs and 
activities in accordance with Title VI and Title VII of the Civil Rights Act of 1964.  If you have questions or concerns about 
your civil rights in regards to this document or special assistance for persons with disabilities or limited English proficiency, 
please contact the LGC. 

 

Inquiries should be submitted to: 
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PROJECT GOAL  
This document has been developed to provide the Town of Altavista with some guidance in developing bicycle 
accommodations along the existing roadway network within the Town.   This document endeavors to present near-
term, low-costs bicycle facility accommodations and encouragement activities that can be implemented within the 
current roadway configuration.  The recommendation  reflect priority accommodation corridors as presented in the 
Town of Altavista 2035 Transportation Plan and the Region 2000 Bicycle Plan, and lastly, complement the 
infrastructure, community development, recreation and multi-modal investment by the community.    
 

PLANNING PROCESS  
The planning process for reviewing bicycle accommodation opportunities within Altavista included review of existing 
planning documents, evaluation of road configuration, review of pedestrian movement trends, and consideration of 
existing and future roadway projects.    Documents used in development of the bicycle accommodations presented 
include: 
 

• The Town of Altavista 2035 Transportation Plan (2008);  

• Town of Altavista Comprehensive Plan (2009); 

• The Region 2000 Bicycle Plan (2010); and the 

• Town of Altavista Strategic Work Plan (2012). 
 
The development of this document did not include a public outreach component.  However, this document is meant 
to assist the Town’s Public Works Committee, VDOT, and community stakeholder partners such as Altavista on Track, 
Atavista Area Chamber of Commerce in finding creative avenues to facilitate bicycle accommodations within the 
Town.   It should also be noted that this document does not include detailed engineering or design evaluations but 
rather facility recommendations based on evaluations methods as presented in American Association of State 
Highway Transportation Officials, AASHTO’s  Guide for the Development of Bicycle Facilities, 4th Edition (2012) and 
as approved by the Manual on Uniform Traffic Control Devices, MUTCD. 
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PEDESTRIANS AND CYCLISTS AS TRANSPORTATION USERS – AN ALTAVISTA OPPORTUNITY 
The purpose of the transportation system is to provide the public safe, reliable and efficient access to community 
resources.   Therefore an effective transportation system is designed and developed with multiple transportation 
options, or modes, to meet the needs of all user types - motorists, pedestrians, public transit and bicyclists.    
 
The method an individual chooses to travel from one destination to another depends on many factors including 
proximity to destination, quality of existing infrastructure, ease of use, and physical limitations.  These factors 
become primary decision-making factors for pedestrian, transit, and bicycle commuters.  A well-designed and 
executed pedestrian and bicycle network is comprised of many elements that combine to ensure a safe, efficient, 
and most importantly pleasant experience by the user to be regularly utilized.  Walkers and bicyclists should feel 
they are anticipated, experience few physical barriers, and be provided fairly consistent routes.   
 
Pedestrian and bicycle facilities must be designed and constructed to meet different physical and site characteristics 
and must consider multiple user types and comfort levels.  There is considerable information on design specifications 
for facility types – walkways, bike lanes, crosswalks, transit stops and other components of an alternative 
transportation network.  The design standards are determined by Federal, State and local standards most of which 
are set by the American Association of State Highway and Transportation Officials, AASHTO, and the Manual of 
Uniform Traffic Control Devices, MUTCD.   
 
Details associated with bicycle facility design are beyond the focus of this document.  However, it is important to 
understand the primary components of a bicycle network, the different user types, primary obstacles, and the facility 
types to recognize development opportunities presented.   Appendix A – Cyclists as Transportation Users, provides 
a general overview of user and facility types referred to in this document.   

 

Existing Conditions 
This section examines the current physical features, policies and plans that support expanding the alternative 
transportation network in the Town. 
 
Walking in Altavista 
Walking is the most basic travel mode for a community and a 
fundamental component of an effective transportation network.  The 
Town of Altavista has recognized the value of a thriving pedestrian 
network and dedicated considerable effort to developing a connected 
pedestrian network that offers safe pedestrian access through the 
majority of Town.   The downtown streetscape and pedestrian bridge to 
access recreation and the Staunton River are prime examples of the 
pedestrian and community development commitment of the community. 
 
On the whole, the Town is served by a user-friendly pedestrian network 
that provides safe separation from vehicles along the most traveled 
corridors and utilized commercial districts.   On any given day, residents 
and workers can be seen utilizing the sidewalks to access resources, 
connect with transit, or simply walking for exercise or pleasure.  Each of the facility users, regardless of the reason 
for use, is reaping the physical and mental health benefits associated with walking.    
 
 
 

 
The Town’s commercial district is designed to 
provide easy access for all transportation types 
and encourages walking. 
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As a result of the pedestrian environment within the Town, especially 
within the central business district area, Altavista is able to hold special 
activities to invite the community to walk along the sidewalks to 
experience Halloween decorations.  These types of activities are vital to the 
businesses and merchants that benefit financially when residents take 
comfortable strolls close to commerce. 
 
Bedford Avenue is a primary Altavista gateway.  Bedford Avenue in 
Altavista is the starting point for the Virginia Route 43 (Bedford Highway) 
that is classified as a “State By-Way” by VDOT as a result of its scenic 
landscape.  To preserve the value of the roadway, the Town and VDOT have 
taken special measures to maintain the visual integrity of this corridor.  The road is a primary community connector 
and includes the location of the combined Altavista Middle and High School, numerous churches, and many 
neighborhoods that feed into this road.  The highway also serves as a connector to the Blue Ridge Parkway and a 
primary connector route to Smith Mountain and Leesville Lakes. 
  

 
There remain some areas 
that are not served by 
sidewalk and where traffic 
volume, especially during 
the morning commute 
times, make walking along 
these roads uninviting.   
Ogden and Frazier roads 
are prime examples where 
the lack of sidewalk in these 
areas limits comfortable 

walking, especially for families that might want to access the Elementary 
School or business area.  Given the current road configuration, lack of sidewalk, traffic volume, and site distances, 
students cannot safely, and therefore not permitted, to walk to the Altavista Elementary School.  
 
 
  
 
 
 
 
 
 
 
 
 
 
 
 

 
The combination of sidewalks, scenery and 
connection to resources provides a nice walking 
corridor. 

 
 

 

 
Fall decorations invite walkers throughout the 
business district. 

 

 
Bedford Avenue has sidewalks on both 
sides providing access along the entire 
corridor within Town limits. 

 

 
The crosswalk in front of the Altavista High 
School is visible and provides access to 
residents living in the Town. 

 
Lynch Mill Road by the Elementary School is not a 
safe pedestrian environment. 

 
Intersections provide no visual expectation to 
expect pedestrians. 
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The Altavista Community Transit System, ACTS, is another example of the community 
commitment of ensuring all residents regardless of age, physical, and financial 
constraints, have access to community resources.  Services began in December 2012 
as a result of an awarded FTA 5311 Rural Access Grant, combination $153,000 State 
and Federal funds and $35,000 in local contribution.  In the first year, the system 
averaged forty-one riders per day (41 riders/day) and approximately 11,112 riders in 
the first year.  These numbers exceeded anticipated and program ridership of six-teen 
riders per day (16 riders/day) and 4000 riders in the first year, resulting in a 156% 
more riders than expected in the initial year.   
 
The success of the ACTS exemplifies the value and need for transportation options by 
the Altavista community and highlights the opportunity to develop additional 
alternative transportation options.    The combination of sidewalks, public transit, and 
increased bicycle facilities collectively will provide a matrix of multi-modal options for 
multiple user-groups living in and visiting the Town. 
      

Map 1  
Town of Altavista Current Sidewalk Map 

 
  

 
The ACTS route provides access 
throughout Town.  
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Bicycling in Altavista 
Bicycling is a legal and appropriate mode of transportation that should be expected along the roadways.  In recent 
years, support and interest in cycling has increased dramatically in the greater Region 2000 area.  This interest and 
facility implementation momentum has been sparked by an increase in local cyclists and corresponds with the 
completion of The Region 2000 Bicycle Plan in 2010. 
 
A number of roadways within and just outside the Town are regularly utilized by experienced, or Group A (see 
Appendix A), cyclists that value the beautiful scenery and gentle terrain of the area.  However, less experienced 
cyclists, those that have never before considered bicycling on the roadway network for transportation or 
recreational purposes, and many motorists might not recognize the local roadway network for its potential low cost 
transportation value. 
 
Bicycling offers an inexpensive, healthy, and efficient means to access community resources.  Currently there are no 
bicycle facilities - designated features to provide additional safety, make both cyclists and motorist alert, or to guide 
cyclists – in the Town.  However, through a combination of existing roadway widths, the grid nature or the road 
network, traffic volumes, and development density, the Town of Altavista has a sound foundation with which to 
implement bicycle accommodations and expand bicycle usage for transportation purposes.      
 
The following provides an overview of recognized, low-cost bicycle accommodation opportunities within and just 
outside the Town. 
 
Bedford Avenue is a primary Altavista gateway.  It guides residents and 
visitors along a roadway that depicts the development history and 
nature of the thriving Campbell County community.   The road 
connects multiple neighborhoods to the school complex, parks, 
churches that align the road and to the central business district, park 
and Staunton River at its terminus.  Bedford Avenue is an example of a 
street that invites use by all transportation users given its scenic 
beauty, collection of residential neighborhoods and community 
resources, geography, and low traffic speeds.   The road, with an 
average width of 36 feet and average daily traffic (ADT) volume of 
5,200 vehicles per day, is a prime candidate for installation of an 
accommodation method that would provide visual cue to motorists and cyclists.  
 

7th Street is a roadway that can provide comfortable bicycle route options 
with incorporation of signage and simple accommodation methods.  The 
approximate 1.4 mile roadway runs from Bedford Avenue to Town and 
Country Shopping Center and runs adjacent to primary shopping and 
community destinations.  With a road width of 30 feet, an ADT of 
approximately 3,500 vehicles, and no parking on the portion between 
Franklin to  eastern portion of Main Street, it provides the opportunity for 
installation of bike lanes in this area.  This road can be especially valuable 
to cyclists and pedestrians as it takes them off Main Street (between 
12,000 and 16,000 ADT) but provides easy access to the many commercial 
and business destinations along Main Street via the multiple roads that 
connect 7th to Main.   

 
The less-traveled neighborhood streets within the Town also offer connection routes that remove cyclists from the 
busier, collector roads.  The most important factor in utilizing less-traveled neighborhood roads is to provide clear 
route directions and an alternative that does not require too much additional travel time. 
  

 
Bedford Avenue has adequate width with 
which to expand bicyclists and motorist 
comfort along this primary community 
gateway. 

 

 
7th Street offers access to community resources 
and a direct route along a moderately-traveled 
roadway for cyclists and pedestrians.  
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Local and Regional Plans  
There are a number of local policy and planning initiatives that demonstrate support and commitment for alternative 
transportation facility development in the community.    A brief summary of key local documents is presented below.   
 
Town of Altavista 2035 Transportation Plan 
Completed in 2008 this long-term planning document evaluates the existing 
transportation network and future demand to outline necessary network improvements 
to meet future transportation needs.  The document provides recommendations on all 
forms of transportation, presents detailed corridor improvement recommendations, 
prioritization of recommendations, and costs estimates.  VDOT and Altavista utilize this 
document in evaluating project requests has served as the guiding document to projects 
listed in the VDOT Six-Year Improvement Program.  The pedestrian and bicycle 
recommendations presented within this document were the basis for corridor 
recommendations identified within the Region 2000 Bicycle Plan. 
 
Town of Altavista Comprehensive Plan 
Updated in 2009 the Comprehensive Plan presents the long-term vision for the 
community and outlines the guide for landuse decisions in the Town.  Within this vision 
and community planning guiding document are the following elements that support 
expanding alternative transportation.            
 
“In 2030 Altavista is a community dedicated to the principles of sustainability.”  
“Construct and maintain pedestrian walkways and bikeways as alternative transportation 
corridors that go beyond recreational use.” 
“Provide pedestrian and bicycle access in areas where access is appropriate.” 
 
Town of Altavista Strategic Work Plan 
Adopted in 2012 this document was developed to guide decision-making and resource 
management within a short-term (2 to 5 years) timeframe.  The Plan presents goals, 
strategies and measureable tasks with which to gauge success.  The following are activities 
that correlate to expanding transportation options from this recognized community 
visioning and decision-making guiding document. 
 
“Review the transportation needs of residents and see if there is a more viable way of 
meeting those needs.” 
   
Region 2000 Bicycle Plan

  
Completed and adopted by the LGC and the CVMPO in October, 2010, the Region 2000 Bicycle Plan is the regional 
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planning document to facilitate the development of a comprehensive bicycle network, that include both on and off-
road facilities, that encourages and supports bicycling as a safe and effective alternative transportation mode to 
access resources located within the Region 2000 area.  The Plan includes a summary of potential connection routes 
and implementation strategies, including such road improvements as striping bike lanes or adjusting lane travel 
widths, to develop a bicycle friendly travel environment.  The Plan presents specific road corridors identified to 
create a bicycle network and provides facility improvement options for the identified road segments.  Road 
recommendations are separated into two categories - priority and general network corridors.   
  

BICYCLE ACCOMMODATION RECOMMENDATIONS  
The Town of Altavista has a foundation with which to expand transportation options to residents and visitors by 
incorporating bicycle accommodations within the existing roadway network.  The following outline 
recommendations, actions, and strategies for implementing bicycle accommodations within the existing roadway 
geometries and right-a-way.    This section is divided into four recommendation sub-sections:  prioritizing system 
recommendations, general policy recommendations, physical system recommendations, and lastly a menu of 
implementation strategies.   
 

Prioritizing Bicycle Facility Accommodations 
Within the Town of Altavista, as none of the roads are limited access highways or expressways, bicycles as 
transportation devices are legally allowed and further, should be anticipated along the roadways.  However, while 
permitted and to be expected along all roadways, providing facility accommodations – facilities that serve to provide 
safety, promote awareness, and guide users – have installation costs and therefore roadways must be evaluated to 
determine where most appropriate to install facilities and determine which type of facility is necessary. 
 
The prioritization of bicycle facility improvements or development within, and just outside the Town, is suggested 
to be evaluated according to the following prioritization rating – presented in a highest to lower priority. 
 

1. 6pt Along a minor or major collector, with an average daily traffic count (ADT) of equal to or greater 
 than (≥) 3000 cars per day, that is adjacent to or provides access to resources – public or private – 
 frequently used by area citizens. 

2. 3pt Along a minor or major collector, with an average daily traffic county (ADT) fewer than 3000 cars  
 per day, that is adjacent to or provides access to resources – public or private –  frequently used 
 by area citizens. 

3. 2pt Not a collector, but a road that provides access from residential area to public spaces, 
 shopping areas, or local schools. 

4. 2pt Is associated with a scenic corridor or identified roadway used by cyclists identified within a local, 
 regional, or state plan. 

5. 1pt Is a roadway that provides a route option to keep an individual off a more busy roadway.   
 

It is important to note that a lower priority does not indicate having no value as a system recommendation or facility 
development option, but rather the facility development may not initially meet multiple goals or benefits with which 
to warrant near-term investment.   It is not, however, the intent of this document to identify one project over 
another but rather present a system by which the Town can evaluate opportunities.   
 
The Town should not hesitate to capitalize on any funding or partnership opportunity that may present itself to 
implement a system recommendation that does not necessarily present the highest prioritization goal.  There may 
be instances where facility development, such as timing of road resurfacing or unforeseen funding opportunity, will 
override the rating system.  Lastly, the Town and stakeholder partners, should capitalize on any opportunity to 
implement a facility, no matter how small and even if the accommodation does not connect with another resource.   
 

General Policy Recommendations  



June 1, 2013 [TOWN OF ALTAVISTA – BICYCLE ACCOMMODATION PLAN] 

 

Page | 10  
 

The following articulates standard actions that should, as a matter of course, be utilized to ensure all opportunities 
are maximized. Partnerships with multiple agencies, organizations, and civic groups will ultimately be required to 
facilitate implementation of program recommendations.   
 
In Virginia, VDOT is a primary leader within the Commonwealth in recognizing and promoting pedestrian and bicycle 
accommodations as vital elements of the transportation network.  As a result VDOT has initiated a number of policies 
within all departments and roadway development stages dedicated to supporting bicycle facility development.  
Virginia Department of Rail and Public Transit, VDRPT, has also developed a planning document, in partnership with 
VDOT for the purpose of promoting bicycle and facility development and in assisting localities in recognizing 
opportunities for bicycle and pedestrian facility development. 
 

• Utilize VDOT Statewide Policy Plan (2011), as the basis for ensuring bicycle accommodations are 
considered on all roadways.   
The 2004 VDOT Policy for Integrating Bicycle and Pedestrian Accommodations articulated the need to 
provide consideration for bicycle and pedestrians within roadway planning, design, funding, maintenance, 
and development.  However, the degree to which the Policy was utilized to guide program elements 
uniformly and clarification under which standards were used for evaluation matrix varied.   
 
To assist in expanding the value of the 2004 Policy and to assist in meeting two VDOT goals – 1) increase 
bicycle in Virginia and 2) improve safety and comfort of bicyclists and reduce crashes, the Virginia 
Department of Transportation State Bicycle Policy Plan was completed and approved in September, 2011.    
The State Bicycle Policy Plan expands the Accommodation Policy, revised the exceptions decision tree and 
accountability consideration matrix, presents lane width reference, and outlines a detailed matrix of 
program goals, priorities, and timeline to measure success.  More information on this policy planning 
document is available at www.vdot.org/programs. 
 

• Develop community program support 
All successful programs share the primary ingredient of broad community and political support.  Support is 
established and maintained by connecting program benefits and value to diverse groups and established 
community priorities.  This requires establishing connections to community issues not directly connected 
to transportation.  In Altavista this will include economic development, business interests, community 
health, education, community development, recreation and environmental elements.  

 

• Include bicycle facility accommodation as a standard review topic within Town and regional 
transportation and infrastructure discussion/meetings 
The Town’s Public Works/Utility Committee should include bicycle/pedestrian facility discussions as a 
regular element of the infrastructure review process.   
 
The Region 2000 Local Government Council, as the regional planning body and with the already organized 
Rural Transportation Technical Committee provides an available format to assist in review of secondary 
roadway work.  has the capability to serve as an oversight body.  In addition, the Lynchburg Area Greenway 
Alliance, as an advisory body to the TTC and MPO, and RIDE Solutions are dedicated to bicycle outreach and 
support and can serve as a source for programmatic activities.  

 

• Continually pursue grant sources and funding partners 
The Town should constantly strive to capitalize on state, federal, and local grant funding opportunities. 
Transportation funding is tighter each year; however, there remain a broad range of program options that 
fund bicycle facilities.  The Region 2000 Bicycle Plan and the VDOT website provide detailed information on 
some of the more utilized program options.   
 

http://www.vdot.org/programs
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While grant programs are extremely valuable and usually a necessity for larger implementation projects, 
many of the system recommendations can be implemented at smaller costs and thus, lend themselves to 
local partners and unique funding options.   

Physical Accommodation Recommendations 
This section of the Plan presents low-costs, near-term bicycle accommodations that can be implemented within the 
existing roadway right-a-way and lane configuration.   Map 2 presents system recommendations and Table 1 
summarizes the recommendations.  It should be noted that the recommendations presented in this Plan are based 
on existing data –roadway width, street parking, traffic volume and speed, and VDOT facility design parameters.  The 
recommendations are not based on detailed engineering studies.   Implementation costs are estimates based on 
average signage, pavement marking stencils, and striping costs projections as provided by VDOT and material costs 
as experienced by Lynchburg City.  
 

Bedford Avenue – City Boundary to Main Street 
At 36 feet wide and with residential areas on a portion of both sides along the roadway, there is not enough width 
to accommodate 7 foot parking, 5 foot bike lanes, and 11 feet of lane width on this roadway.    While there is 
limited parking need at the northern end of Bedford Avenue, the area quickly becomes residential.   

 
Recommendation: 
It is recommended that Sharrows, or pavement markings, be installed along the entire length of Bedford 
Avenue.  The markings should be installed at approximately 11 feet from the gutter, allowing for 7 feet of 
parking, to provide cyclists guidance on the best location to cycle to provide safe passage by motorist and to 
provide visual cue to motorist to be alert and expect to see cyclists.  The markings should be placed at 
approximately 250 to 350 foot intervals.   Share the Road signs should also be placed along the roadway.   
 
Sharrow placement ensures that parking on both sides of the roadway can be maintained and introduces a 
pavement marking system to residents and visitors.   

 
Accommodation Option: 
At 30 feet of roadway there is technically enough width on this roadway for 5 foot bicycle lanes.  However, this 
is only an option if parking is eliminated along one side of the roadway.   South bound Bedford Avenue, near the 
park, is already signed as a Snow Emergency route where parking may not be an option during certain times.   
In addition, parking is limited on this side of the street approaching and leaving the school complex.   If parking 
were removed along one side of the roadway the roadway could be striped providing 5-foot bicycle lanes, 7-
foot parking lane, and 12-foot travel lanes.   

 
7th Street – Bedford Avenue to Franklin Avenue 
This section of 7th Street is within the Central Business District and ends at the YMCA/War Memorial Park area.  
This portion of the roadway connects users to the many commercial and public facilities along this route and serves 
as a primary connector road, via the short perpendicular roadways, to Main Street and the commercial and 
recreational facilities accessible off of Main.  7th Street is approximately 40 feet wide within this section with 
parking on both sides.  The parking is necessary and regularly used by patrons.    
 

Recommendation: 
It is recommended that Sharrows, or pavement markings, be installed within this portion of 7th Street.  This 
system aligns with the similar recommendation along Bedford Ave., and accommodates for the necessary 
parking within this area.   The combination of speed limit, road width, traffic volume, and value of moving cyclists 
to this less-traveled road make 7th an ideal candidate road for Sharrows.  Share the Road signage should installed 
as a companion accommodation.  Sharrow placement location and installation intervals should continue to be 
at 11 feet from the curb and at approximate 250 to 350 spacing. 
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Map 2 
Town of Altavista Bicycle Facility Recommendations 
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7th Street – Franklin to Main Street 
7th Street from Franklin to the terminus at Main Street and Town and Country Shopping Center, continues to be 
straight, fairly wide road with moderate traffic volumes and fairly level elevation (limited hills).   However, in this 
section of 7th, while the street now narrows to between 28 and 30 feet, parking has been eliminated, except a 
short section just after Franklin to Lola on the south side, creating driving lanes in excess of 12 feet.   
 

Recommendation: 
Install a 5 foot bicycle lane along this section of 7th Street form Lola to Main Street.  This bicycle lane will provide 
a clear riding location for cyclists.  The installation of the bicycle lanes will also narrow the roadway width for 
cars which has been shown to have the added benefit of lowering car speed.   
 
Accommodation Option: 
Continue Sharrows and Share the Road signage along the entire length of 7th Street.   Sharrows are the only 
bicycle accommodation option for 7th from Main to Franklin, thus the accommodation will anticipated and 
provide the visual cue and rider location cue.    The option also requires less total paint on the roadway.   

 
Main Street – Staunton River to Riverbend Road & Dearing Ford Road 
Main Street, part of Business U. S. Route 29, is the primary roadway through Altavista.  Classified by VDOT as a 
Major Collector, this four lane roadway carries between 12,000 to 16,000 vehicles, many of which are trucks, a 
day.  The roadway connects commuters coming north from Franklin County and Hurt area, to the commercial 
resources along this roadway and also trucks to the industrial businesses along this corridor.   
 

Recommendation: 
Install Share the Road signs along the entire corridor of Main Street.    
 
As noted earlier, bicycles are permitted an all roadways unless specifically designated otherwise –limited access, 
high-speed roadway.   Further, the areas south and north of Town accessible by Main Street are regularly utilized 
by cyclists and areas north are identified in the Region 2000 Bicycle Plan.   In addition, Main becomes a two-lane 
road after Riverview Drive and at this point shoulders will be the preferred riding location for cyclists.  Within 
this section, there are approximate 2 foot shoulders for a good portion of the road, with exception to a short 
area with virtually no shoulder width.  In the near-term, providing the Share the Road signage is extremely 
valuable and necessary to provide continued visual cue to motorist along this busy roadway.  As noted in the 
Town of Altavista 2035 Transportation Plan and the Region 2000 Bicycle Plan, shoulders should be added at 
such time road work takes place along this portion of roadway. 
 

Installation of Share the Road Signs  
Signage, such as a Share the Road or Bike May Use Full Lane (see Appendix A), are important and necessary 
elements along roadways consistently utilized by cyclists.  They are an effective means to provide consistent visual 
cue to motorists and a required element for wide-outside lane, sharrow, and wide-shoulders accommodations 
treatments.  Signage, however, can also be installed along roadways known to be frequently utilized by cyclists 
that do not include approved accommodations, such as wide shoulders.  With installation in these instances, the 
signage has been shown however to promote awareness to motorist and subsequently more safety for the 
experienced cyclists.  In every instance, as presented in the 2035 Altavista Transportation Plan, extending shoulder 
width along the identified roads should be installed during a construction opportunity. 
 
As noted, bicycles are viable transportation devices along every roadway within and coming into Altavista.   Thus, 
cyclists can use every roadway.  That said, it is not financially feasible to provide special bicycle signage and 
roadway accommodation along every roadway.    Signage and accommodations should however be installed along 
roadways that are adjacent or connect to key destination points, are known to be regularly used by  
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Table 1 
Bicycle Accommodation or Road Signage Recommendations 

 

Road Location 
Recommendation 

Description 
Accommodation 

Result* 
Priority 
Rating 

Length 
(miles) 

 

Estimated Unit 
Cost* 

Total 
Estimated 

Cost  
Bedford Avenue - Town 
boundary to Main St. 
 

Install Sharrows and  
Share the Road signs 

Wide Outside Lane 
8 

(6,2) 
1.7 

$250/sign; 
$155/sharrow 

 
$9,250 

Bedford Avenue – Town 
boundary to Main St. 
(Accommodation Option) 

Allow parking on one side of 
Bedford Avenue only and 
install 5 foot bicycle lanes 

Bike Lane 
8 

(6,2) 
1.7 

$1.20/mile stripping; 
$350/lane marking 

$22,718 

7th Street – Bedford Avenue to 
Franklin Avenue 

Install Sharrows and  
Share the Road signs 

Share the Road 
9 

(6, 2,1) 
0.4 

$250/sign; 
$155/sharrow 

 
$1,240 

7th Street – Franklin Avenue to 
Main Street 

Install 5 foot bicycle lanes Bike Lane 
9 

(6, 2,1) 
1.0 

$1.20/mile stripping; 
$350/lane marking 

$15,522 

7th Street – Franklin Avenue to 
Main Street 
(Accommodation Option) 

Install Sharrows and  
Share the Road signs 

Wide Outside Lane 
9 

(6, 2,1) 
1.0 

$250/sign; 
$155/sharrow 

 
$5,370 

Main Street  - Staunton River 
boundary to Riverbend Road 

Install Share the Road signage 
(continually look to expand 

shoulder width in road in area 
past Riverview Drive) 

Share the Road 
8 

(6, 2) 
3.3 $250/sign $3,000 

Lola Avenue – Main Street to 
Avondale Drive 

Install Sharrows and Share the 
Road signs 

Wide Outside Lane 
9 

(6, 2, 1) 
0.6 

$250/sign; 
$155/sharrow 

$2,980 

Franklin Avenue – 14th Street to 
Main Street 

Share the Road signs Share the Road 
6 

(3,2,1) 
0.6 $250/sign $500 

Frazier Road – Lynch Mill Road 
to Avondale Drive 

Install Share the Road signs 
Share the Road 

 
6 

(3,2,1) 
0.7 $250/sign $500 

Clarion Road – Lynch Mill Road 
to Dearing Ford Road 

Install Share the Road signs 
(continually look to expand 

shoulder width in road) 

Share the Road 
(continually look to expand 

shoulder width in road) 

4 
(3, 1) 

1.2 $250/sign $500 

Lynch Road – Dearing Ford to 
Broad Street 

Install Share the Road signs 
Share the Road 

 
4 

(2, 2) 
2.2 $250/sign $1,500 

Dearing Ford Road – Main 
Street to Bedford Highway 
(Route 43) 

Install Share the Road signs 
Share the Road 

(continually look to expand 
shoulder width in road) 

2 
(2) 

4.3 $250/sign $2,500 

Avondale Drive – Lola Avenue 
to Ogden Road 

Install Share the Road signs Share the Road 
4 

(3,1) 
.8 $250/sign $500 

Ogden Road – Avondale Drive 
to Lynch Mill Road 

Install Share the Road signs 
 

Share the Road 
4 

(3, 1)  $250/sign $250 

Bedford Highway – Town 
boundary to Dearing Ford Road  

Install Share the Road Signs 
Share the Road 

(continually look to expand 
shoulder width in road) 

5 
(3,2)  $250/sign $1,000 

Riverbend Road – Main Street 
to Gladys Road 

Install Share the Road signs 
(continually look to expand 

shoulder width in road) 

Share the Road 
(continually look to expand 

shoulder width in road) 

2 
(2) 1.5 $250/sign $1,500 

 
* Costs estimate does not account for construction improvements, such as widening roadway to establish paved shoulder accommodation.   
Estimates for these types of improvements are available in the Town of Altavista Transportation Plan – 2035. 
 
*Sharrow cost range of $70 to $250 is between termplastic markings or the more expensive tape markings, which are applied properly, are 
determined to be more durable; using average costs of $155/sharrow. Estimates based on sharrow placement at approximately every 350 feet 
and share the road signage at road entrance and at ½ intervals on longer roadways. 
 
*Bicycle lane average estimate of $15,000/mile includes design and implementation; costs presented assume $1.20/foot thermoplastic line 
and $350/set of thermoplastic bike symbol with arrow. 
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cyclists, or represent a known conflict point or location, providing signage for warning and visual cue can greatly 
enhance the cyclists comfort and encourage more use along these roadways.   
 
Altavista, with the Staunton River, beautiful landscape, rolling hills, and low-volume rural roads, has numerous 
roads that provide an inviting cycling experience and are known to be frequented by cyclists.  Many of these same 
roadways, however, lack lane width or outside shoulders to provide for an accommodation designation.  These 
frequently traveled, narrow roadways, similar to the Share the Road signed roadways in other sections of Campbell 
and Bedford counties, however, lend themselves to installation of Share the Road signs.  In should be noted, 
however, full accommodation provision provided by  extending paved shoulder width, as recommended in the 
2035 Transportation Plan, should be installed during any future construction opportunity along the identified rural 
roadways. 
 

Recommendation: 
Install Share the Road signs along the following roads in and just outside the Town: 

• Avondale Drive – Lola Avenue to Ogden Road 

• Clarion Road – Lynch Mill Road to Dearing Ford Road 

• Dearing Ford Road – Main Street to Bedford Highway (Route 43) 

• Franklin Avenue – 14th Street to Main Street 

• Frazier Road – Lynch Mill Road to Avondale Drive 

• Lynch Road -  Dearing Ford Road to Broad Street 

• Lynch Mill Road – Ogden to Main Street  

• Lola Avenue – Main Street to Avondale Drive 

• Ogden Road – Lynch Mill Road to Avondale Drive 

• Riverbend Road – Main to Gladys Road  
 

Bicycle Racks 
An important, an often overlooked, element of encouraging bicycling as a transportation mode is providing safe 
bicycle parking.  Ideally there should be bicycle parking in both public spaces and private locations.    Small bicycle 
racks, those that hold one or two bikes, can be ideal for small businesses and many public spaces.  These small 
bike racks are generally simple in design but can be specialized to correspond to a Town’s theme or artistic in 
nature.   A bike rack that can hold four to five bikes is more appropriate for a park or busy public space location – 
such as Altavista’s War Memorial Park.   
 
Encouraging bicycle rack installation at any private location – church, restaurant, etc., - provides bicycle 
transportation support.  It is important to maintain a simple data base and map of bicycle rack locations as they 
are installed around Town.  
 
 
 
  
 
 
 
 
 

 
 
 
 

Program Recommendations 

 
The area around the War Memorial Park and 
the Farmer’s Market presents an ideal 
location for bicycle parking 

 
The Town’s Office is a public space for 
placing a bicycle rack to encourage bicycle 
use. 

 

 
Wabiburien, Oregon 
developed special bike racks; 
businesses include their logo. 
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To facilitate bicycle accommodations stakeholders’ will need to develop new or capitalize on existing programs to 
build support, promote use, and provide education and encouragement for utilizing biking as a transportation 
option.  Programs do not have to be complicated or costly, but rather the Town and community stakeholders should 
look for opportunities to partner with existing programs and maximize exiting organizational structures.   
 
The following section summarizes a series of objectives and presents a menu of strategy options to facilitate bicycle 
facility accommodations in the Town.   
 
Goal:  Implement bicycle accommodations along primary roadways in Town. 

 
Objective:     Incorporate bicycle and pedestrian accommodations in coordination with existing and planned 

infrastructure projects. 
 

Strategy: Utilize the Region 2000 Rural Transportation Technical Committee structure and VDOT partners to 
ensure the Town is aware of road maintenance and opportunities for wide shoulder installation or 
signage installation along identified roadways. 

 
Strategy:    Include pedestrian and bicycle facility discussions as agenda and topic items within Town 

committees and partnership organizations. 
 
Goal:  Increase opportunities to fund bicycle and pedestrian facilities.   

 
Objective:   Continually apply for federal, state, and local grant funds. 

 
 
 

Objective:   Establish a mechanism to receive and utilize private contributions by partnering with an existing 
 organization. 

 
Strategy: Develop a process to host, or co-host, events where donated or participation fees can be used as a 
 source for resource planning, purchase and installation, or education programming. 
 
Strategy: Partner with an existing non-profit organization to ensure available funding from organizations and 

foundations offering to non-profit agencies exclusively.   
 

Goal:  Increase the number of residences that utilize an alternative transportation mode – via walking, biking, 
and public transit within the Town. 

 
Objective: Develop education and outreach opportunities that encourage community support for alternative 

transportation. 
 

Strategy: Utilize existing organizations, such as Altavista on Track and RIDE Solutions, and local media to 
highlight the health, economic, and social benefits of alternative transportation. 

 
Strategy:  Incorporate an element within the local media and websites on the ease and opportunities for 

accessing Altavista resources without needing a car. 
 
Strategy:    Highlight the value of pedestrian and bicycle facility development to Altavista economic, 

recreation, and community development goals. 
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Objective:   Highlight the value of pedestrian and bicycle facilities in promoting and encouraging public health 
and wellbeing. 

 
Strategy: Partner with regional agencies, such as RIDE Solutions, schools, civic organizations to promote the 

health benefits associated with active transportation. 
 
Strategy: Utilize local media, organizations and events to highlight the value and importance of pedestrian 

and bicycle facilities in facilitating low-cost, daily access to exercise. 
 

Funding  
The bicycle accommodations presented can be achieved without extensive infrastructure changes or extremely high 
costs.  Non-the-less funding will be required to implement and obtaining funding will require coordination and 
determination by the Altavista community.   
 
There are many documents dedicated to pedestrian and bicycle funding sources.  Organizations such as American 
Trails, Rails to Trails, Federal Highway Administration, and VDOT have dedicated documents and website information 
for funding opportunities and grants.  Finding funding sources is not difficult.  The challenge is creating programs, 
partnerships and development plans that compete with other localities and entities seeking similar funding.   
Altavista has been successful in acquiring community grants in the past understanding this concept and building 
strong partnerships and development plans.  This document does not provide detailed information on funding.  
However, the Region 2000 Greenways, Blueways, and Trails Plan – 2012 Connection Vision provides a summary of 
funding options and resource websites. 
 

IMPLEMENTING BICYCLE FACILITIES –INNOVATIVE PARTNERSHIP ENDEAVORS  
Dr. John Bell Bicycling Awareness Fund 
The Dr. John Bell Bicycling Awareness Fund began as an idea 
planted and nurtured by Mr. Richard Pumphrey, representing a 
group of Lynchburg-area cyclists, in December, 2011.  The result 
of a Christmas phone call prompted a dedicated group of local 
cyclists, VDOT, Lynchburg City, and Region 2000 Local 
Government Council staff to work together to implement the 
installation of “Share the Road” signs along frequently cycled 
roads within and just outside Lynchburg City.   
 
The Fund generated $5,782 in private donations from 33 
different businesses, organizations, or individual donors and 
Dominion Sign Group, produced and donated pro-bono a total 
of 32 signs to the memorial campaign.  The privately donated 
funds were used to purchase over 60 Share the Road signs.  
Project coordination and sign instillation was provided through 
in-kind contribution by Lynchburg and Salem District VDOT and 
Lynchburg City staff and financial management through Region 
2000 in-kind contribution.  Through this first public/private 
partnership for bicycle facility implementation, approximately 
131 miles of local roadways now have Share the Road signs and 
a portion of the funds purchased pavement markings that are 
included in the newly installed Bike Lane and pavement marking 
along Rivermont Avenue in Lynchburg.    
 
Town of Blacksburg 
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With a population of 41,716 (2010 Census) and the presence of Virginia Tech and a vibrant, approximate 28,000  
undergraduate and graduate school population, Blacksburg has created a very active bicycling program, with 
approximately 15 miles of a connected bicycle network.    The City, in 1992, initiated the “Round Up for Bikeways” 
program to assist in funding bicycle and pedestrian programs in Blacksburg.  The program provides Blacksburg 
citizens an option on their utility bills to contribute to a dedicated municipal bicycle fund by “rounding up” their 
water bill to the next whole dollar or five dollar increment.  Customers who participate in the town’s direct debit 
payment program can also contribute to the dedicated fund by agreeing to contribute a fixed sum every billing 
period as directed through an enrollment format.  This voluntary citizen program generates between $2,000 to 
$4,000 per year with funds being used to promote bicycle program activities such as the annual Bike-to-Work day 
and to produce educational material.  
 

CONCLUSION  
The Town of Altavista Bicycle Accommodation Plan has been developed to outline a series of near-term, defined as 
one to three years, actions and guidelines for installing bicycle accommodations within the Town.   This document 
is meant to serve as a supplement to the guiding transportation and planning documents in place that support 
expanding alternative transportation options within the Altavista community.   The Town of Altavista, with the 
extensive rehabilitation of the downtown streetscape and community buildings, existing sidewalk infrastructure, 
roadway configuration, and community size is poised to expand the benefit of these resources by creating an 
additional option for its residents and visitors to experience all its amenities.    Including bicycle accommodations 
along with the sidewalk and local transit service will represent the comprehensive and sustainable transportation 
system envisioned and articulated in the 2012 Town of Altavista Strategic Workplan.  
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APPENDIX A 
CYCLISTS AS TRANSPORTATION USERS 

 
A well designed and executed alternative transportation network is comprised of many elements that combine 
to ensure a safe, efficient, and pleasant bicycling experience for residents and visitors to reach desired 
destinations.  A bicyclist must feel safe in order to utilize a cycling network and they must have clear direction 
and system information.  A well-utilized bicycle facility must be free of too many physical barriers, provide as 
much separation from motorists as possible, present a clear understanding of bicycling options, and lastly, to 
the best extent possible, be comprised of fairly continuous and direct routes.    
 
Bicycle facilities must be designed and constructed to meet different physical and site characteristics and must 
consider multiple user types and comfort levels.  Much information on the design specifications for signage, 
bike lanes, wide shoulders, and other alternative transportation facilities are available.  Specific bicycle facility 
design is determined by State and local standards, most of which are based on design and construction 
standards set by the American Association of State Highway and Transportation Officials, AASHTO, and the 
Manual on Uniform Traffic Control Devices, MUTCD.  
 
An overview of the components necessary to create a safe and effective bicycle network are presented below.  
These components, along with the other transportation system elements which include transit and sidewalks, 
in combination with encouragement and enforcement programs combine to create a comprehensive 
alternative transportation network.   
 
User Types – Bicyclist Skill Level 
Individuals utilizing the bicycle network are represented by a diverse range of physical characteristics, age, 
riding comfort, and skill level.  In recognition of these differences in user characteristics, a rating system has 
been developed by AASHTO.  Within this system bicyclists are defined by a three-category rating system used 
to represent the cyclist overall comfort and ability level.  The rating system, or user types, is defined as: 
 

• Group A – Advanced bicyclists are those cyclists who are comfortable riding a bicycle under most 
traffic conditions.  These cyclists have a high comfort and expertise level.  They operate their bicycles 
as transportation vehicles, tend to ride for convenience and speed, desire convenient and direct 
routes to destinations, and are generally comfortable on most roads riding with courteous and alert 
vehicular traffic. 

 
• Group B –Basic bicyclists who are casual riders, or young adults with limited experience, or teenage 

riders that do not have the same level of confidence or comfort to operate in all traffic conditions as 
Group A cyclist might.  These cyclists tend to look for lower vehicular traffic volume and speed routes 
and specialized bicycle facilities.   

 
• Group C – Children and young teen riders whose roadway and facility use is generally monitored by 

an adult comprise this group.  This group often moves more slowly and less directly than other 
groups, requires attentive traffic conditions, and where possible, should use off-road, specialized 
facilities to ensure safety. 

 
Bicycle Facility Types 
The following presents a description of the primary on-road bicycle accommodations.  The following 
information is based on facility descriptions and visual examples presented in the AASTO Guide for the 
Development of Bicycle Facilities, VDOT Virginia Bicycle Facility Resource Guide, and the FHWA Manual of 
Uniform Traffic Control Devices for Streets and Highways – 2009 Edition (MUTCD).   
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Each of the following accommodations requires specific design and road conditions to facilitate safe use.  
Facility installation and design adjustments are often necessary and should be evaluated on a case-by-case 
basis under the direction of a qualified engineer and consultation with local planners.   
 
Bicycle Lane  
A bicycle lane is a portion of the roadway that is designated through striping, 
signing, and pavement markings for the preferential or exclusive use of 
bicycles.  Bicycle lanes are located on both sides of the road (except along 
one way streets) and carry cyclists in the same direction as car travel.  Bike 
lanes are established along roads where there is anticipated significant 
bicycle demand and generally where the average daily traffic (ADT) is 3000 
or more.  The minimum width for a bicycle lane is 4 feet, however 5- and 6-
foot lanes are suggested for collector and arterial roads.  The Virginia Bicycle 
Facility Resource Guide recommends the following bike lane minimum 
widths to meet specific road conditions: 
 

• 4 foot minimum on roadways with gutter pan and curb; 
• 5 foot minimum where adjacent to barrier curb or other solid side obstruction; 
• 5 foot minimum when adjacent to on-street parking; and 
• 6 foot where substantial truck traffic is present or where motor speeds exceed 50 mph. 

 
 
Shared Lane Markings or “Sharrows” 
Shared lane markings or “Sharrows” provide an accommodation option 
along roadways where designated bicycle lanes are not an option due to 
physical width constraints.  The use of Sharrows was approved for use in 
Virginia in 2011 with the approval of the Virginia supplement to the MUTCD.  
Sharrows provide increased visibility and awareness for motorists to be 
aware of the likelihood of cyclists along the route.   
 
Design considerations: 

•  Generally for roads at 35 MPH or less; 
• Should be marked approximately every 200’ to 250’  
•  Along roads too narrow for bike lanes 
•  Used in conjunction with bike lanes that end due to limited right of 

way. 
 
 
Wide Outside Lanes 
Wide outside lanes refers to a share the road conditions along the 
through lane closest to the curb and gutter of a roadway that is a 
minimum of 14-feet wide thus providing width for motorist and 
bicyclists.  This facility accommodation also provides motorist increased 
width and comfort to pass more safely.  Some considerations, this 
accommodation does not provide motorist visual cue and the wider lane 
may encourage increased motorist speed.  As with most share the road 
instances, signage is a key element in visual cue for motorists and 
cyclists. 
 
 
 
Paved Shoulders 

 

 

 
Source:  Seattle.gov 

 

http://www.tfhrc.gov/safety/pedbike/pubs/05085/images/fig131.jpg
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Improvement, through additional width, along the shoulder portion of the road can provide an effective share 
the road bicycle accommodation.   In order to serve as a safe accommodation for cyclists however, they need to 
be smooth, well-maintained, and consist of a uniform surface.  A shoulder width of 4 feet is recommended in 
most cases to provide cyclist comfort.  There are however, certain instances where additional width may be 
advised: 

 
• steep climbing slope – cyclists may need more width to move their 

bikes when traveling up hill; 
• high bike usage is expected (along a primary route); 
• motor vehicle speeds expected above 50 mph; 
• there is an anticipated high volume of trucks, buses, or other 

commercial vehicles. 

 
 
 
It should be noted that while a 4 foot paved shoulder is recommended, a two foot minimum width paved 
shoulder is required in order for VDOT to consider the road as meeting minimum design paved shoulder bicycle 
accommodation criteria.  Therefore, any additional width that can be provided will benefit a cyclist.  
Information provided through the Bicycle and Pedestrian Information Center notes 
that additional shoulder width has been shown to also benefit motorists on two-lane 
roads by reducing the incidence running off the paved surface and causing over-
correcting and cross-over accidents.  Further, increased width has also been shown 
to provide maintenance benefits due to increased road structure durability.  Paved 
shoulders can often be accommodated through restriping of existing pavement or 
through addition during road maintenance schedules.   
 
The paved shoulder bicycle accommodation is also a share the road accommodation 
type and should therefore include signage to alert motorists and guide bicyclists.  
Wide outside lanes, paved shoulders and other on-road accommodations should also 
include signage to alert motorist and guide bicyclists.   
 
 
Multi-use Paths / Greenways 
Multi-use paths, generally speaking, are off-road corridors separated by 
an open space or barrier.  They are generally designed for multiple users 
which include pedestrians, cyclists, skaters, wheelchair users, joggers, 
and other non-motorist users.  Multi-use paths should be designed for a 
minimum of 10 feet of width and constructed of a uniform and 
compactable surface that meets the needs of multiple users.  A Greenway 
refers to those multi-use trails that combine to create a longer distance 
continuous system, such as the James River Heritage Trail System. 
 

 
 
Ancillary Facilities 
In addition to specific on-road and off-road facilities such as sidewalks, there must be additional resources that 
expand the comfort and safety necessary to support the use of a bicycle as a transportation mode.  Three of the 
most basic of these ancillary resources include signage, bicycle storage, and water availability.   
 
Signage  
Signage is a vital component of a well-designed and safe alternative transportation system.  A comprehensive 
signage system ensures accurate information is provided to cyclist, pedestrians, and motorists regarding 
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proper use of facilities, expectations, and directional information.  As with all bicycle system components there 
are specific uses and design standards, provided through MUTCD, that dictate signage use.  There are many 
bicycle sign options and usage is determined by intent of the system and design considerations at a local level.  
More information on signage can be obtained through MUTCD. 

 
Examples of bicycle signage:  

 
 

 
 

 

 
 

 

 
 

 

 
 

 

Source:  www.trafficsign.us/bikesign.html; a component of the FHWA’s MUTCD webstite 

 
Bicycle racks 
In order to promote the use of bicycles as a viable transportation mode, bicyclists must be provided 
opportunities to store bicycles at community destination points, transit stops, and trail head locations.  There 
are an almost limitless number of bicycle rack designs available; simple designs that limit the possibility of 
bending of bicycle wheels and ease of use are preferred.  Also, it is important to locate racks so they have space 
so as not hamper pedestrian flow, are located close to destination and/or building entrances, and are 
appropriately lighted and located with a clear view to ensure safety for the user.  Below are examples of some 
commonly used bike rack systems. 
 
 

  

 

 

 

 

 

 

 
Source:  Bicycle Parking Guidelines, Association of Pedestrian and Bicycle Professionals, 2002, www.apbp.org. 

 
Public water facilities 
At primary system nodes, such as trail heads and primary recreation facilities, and common public facilities 
such as libraries and governmental offices, there should be clearly available and marked drinking fountains.   
 
Other ancillary facilities that should be included within the overall system and should be expanded and built 
upon as the use and demand within a community increases include such items as bicycle lockers and air 
pumping facilities at key trail heads and transit stations. 

 

Obstacles for Cyclist 
Bicycle use on roads is an appropriate, expected, and legal transportation mode. The only exception is in 
specific locations where bicycle use is stated as illegal, these locations are generally along high-speed, limited-
access highways.  While almost any road may be used by cyclists for transportation purposes, there are a 

 
 

 

 

    

http://www.trafficsign.us/bikesign.html
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number of key obstacles that limit comfortable transportation use by most cyclists.  Most of these obstacles are 
related to safety and cyclist vulnerability when traveling on the roadway network with high traffic volumes and 
high speeds.   
 
Below is an overview of the more common obstacles faced by cyclists along the road system.  Addressing 
solutions to elevate these conditions through design and education is crucial in creating an atmosphere that 
supports a safe and efficient bicycle transportation network.  The most common obstacles faced by bicyclists 
include: 
 

• Not enough separation from motorized vehicles/effective width available for bicyclists; 
• Speed of traffic along road; 
• Volume of vehicles along the road; 
• Surface conditions of the pavement along the road; 
• Existence of parking along the road; and 
• Amount of large vehicles/trucks that travel along the road. 
• Lack of motorist education on cyclist rights and practices 

 
The difference in the physical characteristics and bicycle knowledge of potential cyclist, variation in facility 
condition, and cyclist obstacles highlight the need to implement the physical and programmatic solutions 
necessary to create a safe bicycle network.   

 
Strategies to Create Bicycle Facilities  
There are a number of strategies that can be employed to create on-road accommodations.  This section 
provides an overview of some of the more common road adjustments that can be made to create on-road 
facilities.  It should be noted that with all accommodation methods, corresponding signage is required. 
 
Road Restriping 
Road restriping describes the process of adjusting 
current road travel width by restriping, or 
narrowing lane markings, without adjusting current 
road width to create a bicycle accommodation.  
Road restriping can be used to narrow the widths of 
travel lanes to create space for either a bicycle lane 
or wide outside lanes.  AASHTO supports that travel 
lanes between 10 and 12 feet is adequate design 
standards for most urban collectors and urban 
arterials where there is good operating flow and 
low speed (45 MPH or less)(1).  It should be noted 
that lane narrowing and reduction of lane width 
does require detailed design analysis by an 
engineer and is beyond this planning level.  Further, along roads with higher traffic volumes and limited sight 
distance, wider lane width is warranted.  
 
Road restriping example - an existing five lane road with 12’ lanes (total 60’ of road width) could be adjusted 
to five 10’ lanes and 5’ bike lanes (total 60’ of road width). 
 
 
Road Diet/Reduce Travel Lanes 
A road diet refers to the process of reducing the number of travel lanes to create additional space for creation 
of road accommodation.  The most common example is a reduction of a four-lane undivided to a one travel lane 
in each direction, with a center turn lane and two bike lanes.  Road diets are good choices where the goal is to 
also create traffic calming along a roadway.  

Source:  FHWA 

 
Reduced travel-lane width  
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A road diet, or lane conversation, is a potential application for those 
four-lane roadways carrying between 12,000 and 18,000 
(numerous localities are comfortable with 20,000 ADT) auto trips 
per day.  Many localities have found road diets to not only increase 
pedestrian and bicycle usage, but increase value of properties along 
the corridors and most importantly reduced rear end and left turn 
crashes.   Thus, best first model projects are often roadways that: 
 

• Traffic volumes 10,000 – 15,000 ADT 
• Have noted collision occurrences 
• Popular or essential bicycle routes/links 
• Residential/commercial reinvestment areas 
• Scenic, gateway, historic streets 
• Economic enterprise zones 

 
 
 
Road Striping 
Road striping refers to those roads that require only striping to create on-road accommodations.   These 
accommodations may be either creation of a preferred bicycle lane or at a minimum, creation of additional 
shoulder space.  No other adjustments are required along roads only requiring striping only.   
 
Pavement Markings 
Pavement marking with bicycle symbols placed within the roadway lane provides visual cues to both 
motorists and cyclists.  Pavement markings indicate a share the lane condition and unlike bicycle lanes do not 
separate cyclists from motorists.  Create an option where road condition does not allow for restriping or 
stripping accommodation strategies. 
 
New Construction 
This method for creating on-road accommodations refers to adding additional pavement width to a roadway 
to accommodate inclusion of a bicycle facility.  Coordination during roadway design or reconstruction 
schedules provides accommodation options.  Where space is available along primary roads, opportunities for 
sidepaths can also be considered within the new construction. 
 
 
 

 
 

Source:  FHWA 

 
Travel lanes reduced from four to two, with 
center turn lane 

 


