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11ntrodudion and 'B~ 
Lincoln City is a special place, a combination of villages that grew up along a seven-mile stretch 

of the scenic coastal highway, US 101 that serves as the city’s main street. Continuous public 

access beaches connect the city to the Pacific Ocean 

on the west. Devils Lake borders much of north 
Vision for Walking and Biking 

Lincoln City on the east. The city’s average width is 
in Lincoln City 

one mile from east to west, in which topography 

ranges from sea level to 500 feet. The vision for the Lincoln City 

bicycle and pedestrian system is 
Residents who travel daily in the city change their 

to provide a safe, convenient, and 
routines to accommodate the tens of thousands of 

accessible network of routes that 
tourists who arrive on summer days and holidays, 

encourage bicycling and walking 
either passing through or staying to visit destinations 

in Lincoln City and provide viable 
and leaving when their vacations are over. The 

alternatives to motor vehicle use. 
highway serves as a freight route and semi-trailers 

piled high with logs, cardboard, other commodities, 

and merchandise are common sights. The highway is the only arterial street that extends from 

the city’s north end to south end, and in some places where the city narrows, it is the only 

north-south street. Traffic exceeds the highway’s capacity at several intersections and too often 

is bumper to bumper. 

Local streets, narrow, steep, and winding, are part of the city’s charm, but the topography 

obstructs connections and the condition of facilities discourages walking and biking. 

Widening streets is not only a very expensive option, but in many cases is impossible or 

unacceptable because it would destroy businesses and residences and drastically change the 

city’s character. The city must look for better ways to move travelers in and through the city – 

sustainable ways that are accessible to everyone and that fit with the character of this special 

place.  

Increasing walking and biking benefits the city in many ways. These active forms of 

transportation improve community health through exercise and recreation. They empower 

non-drivers with accessible, low-cost travel options. The presence of pedestrians and bicyclists 

make the streets of Lincoln City more interesting and vibrant. Walking, if just from a parked car 

to a front door, connects travelers to Lincoln City businesses and other destinations. An 

increase in the percentage of tourists and residents who even occasionally walk or bike reduces 

traffic congestion, wear on city streets, gas consumption and CO2 emissions. 

The Lincoln City Walking and Biking Plan is both a guiding vision and a strategic action plan for 

improving walking and biking conditions within Lincoln City and its urban growth boundary. 

Many places within the city have either substandard biking and walking facilities or lack them 

completely. US 101, the city’s main street, is a major barrier to east-west connectivity within 

Lincoln City Walking and Biking Plan 9 
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1.1 Cottwtt /or 'Walking and 'Bikiru¾ in 'lincoln ~ 

'f uJJUlmmt of Stat£, 'Reqwnat, and 'local 'PlanniruJ, goau 

ubJ, 'Demographiu 

the city. Despite these challenges, the city’s residents and tourists have enthusiasm for walking 

and biking. In fact, eighty percent of the respondents to the plan’s first questionnaire indicated 

that they walk or bike at least on a weekly basis. 

The city, guided by the Project Advisory Committee (PAC) has developed this plan through a 

year-long public engagement process (in 2011 and 2012) designed to gather input on existing 

conditions for biking and walking within the city as well as community desires for the future. 

Members of the public have indicated resounding support for improvements to walking and 

biking facilities and have provided guidance on priorities for improvements, as well as feasible 

funding sources for the city to pursue. 

This chapter discusses the context for preparing the Walking and Biking Plan and the PAC’s 

vision, goals, and objectives for biking and walking in Lincoln City. Chapter 2 summarizes 

existing conditions for walking and biking in the planning area. Chapter 3 discusses the 

proposed network of bicycle and pedestrian facilities. Chapter 4 concludes the plan by 

providing specific steps for implementation of the plan in two phases. 

Improving bicycle and pedestrian facilities will meet critical needs for people within Lincoln City 

for whom bicycling and walking are primary forms of transportation, while also improving 

access to local destinations for other residents and visitors. Better walking and biking 

infrastructure will contribute to a vibrant, livable community, stimulate the economy, reduce 

congestion, and improve public health, safety, and community affordability. Through 

implementation, the Walking and Biking Plan will fulfill state, regional, and local planning goals. 

The Lincoln City Walking and Biking Plan fulfills state, county, and city goals for improvements 

to the transportation system, as stated in the Oregon Transportation Plan, the Oregon Bicycle 

and Pedestrian Plan, the Oregon Highway Plan, the Lincoln County Transportation System Plan 

(TSP), the Lincoln City Comprehensive Plan, and several neighborhood plans prepared for 

smaller areas within Lincoln City. Memo #1: Project Vision, Goals, and Objectives (in Appendix 

A) provides more information on the ways that this plan meets the goals of each document. 

Walking and biking are wonderful recreational activities, and many living or vacationing in 

Lincoln City enjoy them. Others rely on walking, biking, and transit to meet their daily 

transportation needs. They include children and youth 17 years of age and under, the elderly, 

those who cannot afford to have and operate a car, and persons who cannot drive because of 

disabilities. 

Lincoln City Walking and Biking Plan 10 
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1mproving, 11cceM to-'local 1>e4tinatioM 

1.2 (JoaLi and 'Obj,ectivu 

The official resident population of Lincoln City was 7,949 in 2009,1 of which 18 percent (1,430) 

was under 18 years and 18 percent was 65 years and older. Sixteen percent of the households 

(578) in Lincoln City did not have access to a car, truck, or van for private use, and 26 percent of 

Lincoln City residents were classified as living in poverty. According to Oregon School District 

data, approximately 116 students enrolled in schools in Lincoln City had either mental or 

physical disabilities in the 2010-11 school year. All of these statistics point to a population 

within Lincoln City for whom provision of bicycle and pedestrian facilities is critical. 

Destinations typically attractive to pedestrians and bicyclists include schools, parks, beach 

access points, major employers, places that meet daily needs, and restaurants. Lincoln City’s 

economy relies heavily on tourists patronizing local destinations. Improving bicycle and 

pedestrian facilities will allow residents and visitors to reach these local destinations without 

always having to drive. A full description and list of key destinations for pedestrians and 

bicyclists is provided in Memo #2: Existing Conditions, Deficiencies, and Needs (in Appendix A of 

this plan). 

Following are the goals and objectives for the Lincoln City Walking and Biking Plan. 

GOAL 1: Make walking and bicycling safe, convenient, comfortable, enjoyable, and attractive. 

Objective 1A: Develop a network of routes that provide options for pedestrians and 

bicyclists on and off US 101. 

Objective 1B: Provide a continuous system of appropriate walkways and bikeways on US 

101 within Lincoln City. 

Objective 1C: Work to improve accessibility for people with disabilities and meet the 

requirements of the American Disabilities Act (ADA). 

Objective 1D: Identify key problem areas for pedestrian and bicycle safety. Prioritize 

improvements to those areas. 

Objective 1E: Create a complete and convenient network of pedestrian and bicycle facilities 

that can be used for many types of trips, including commuting, shopping, or recreational 

trips. 

1 US Census Bureau, 2005-2009 American Community Survey 

Lincoln City Walking and Biking Plan 11 
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Objective 1F: Design and make pedestrian and bicycle improvements in conjunction with 

street maintenance and repair projects and capital improvement projects in the public 

right-of-way or on city property. 

Objective 1G: Review and revise policies and ordinances, as necessary. Maximize 

investment and opportunity by making sure that implementation policies link the Walking 

and Biking Plan to the Transportation System Plan currently under revision, and other 

related plans and projects. 

GOAL 2: Design a network of walking and bicycling facilities that enhances livability for 

residents and visitors, encourages recreation, helps incorporate exercise as a part of daily 

routine, supports the city’s stated sustainability objectives, and supports economic 

development in Lincoln City. 

Objective 2A: Create design standards for bicycle and pedestrian facilities in Lincoln City 

that serve the needs of residents and tourists, and conform with ODOT and County 

standards where possible, but also provide flexibility for facility design in constrained 

settings. 

Objective 2B: Incorporate existing and planned multi-use trails into the identified network 

of bicycle and pedestrian facilities, as envisioned in the Lincoln City Parks Master Plan. 

Design trails to maximize safety and transportation value, as well as recreation potential. 

GOAL 3: Promote walking, bicycling, transit, and sharing the road through public information 

and participation. This includes, but is not limited to, way-finding signage for people bicycling 

and walking, that directs them to the Head to Bay Trail, bus stops, and destinations. 

Objective 3A: Develop signage standards and design recognizable striping and graphics for 

pedestrian and bicycle routes in Lincoln City. Work with ODOT to identify appropriate and 

acceptable striping, signage, and related markings on US 101 within Lincoln City. 

Objective 3B: Implement programs that encourage walking and bicycling, and educate 

regarding good traffic behavior and consideration for all users. 

Objective 3C: Develop a map and online resources to provide accessible information on 

walking and cycling routes and destinations in Lincoln City. 

Lincoln City Walking and Biking Plan 12 
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1.3 SwnnwrJ of 'Public 1rwolvernmt cflctiviliu 

1.ll 'How thu 'Plan 'Will 'Be 'U4ed 

The city engaged the public throughout the planning project 

through: 

 Project Advisory Committee Meetings. The PAC met five 

times at key milestones to set goals and guide the plan. 

 Public events. The city held public events on January 29, 

2012, July 15, 2012, and August 4, 2012. All events were 

held in conjunction with other community activities in 

order to reach as many people as possible. 

 Project website and Facebook page. The project 

website, www.lincolncitypedbike.org, was active 

beginning in September of 2011 and routinely updated 

with meeting notices, news articles and technical 

materials. The project’s Facebook page posted 

announcements of upcoming meetings and events. An 

email list compiled through the website and event sign-

up sheets augmented the group of Facebook friends. 

 Questionnaires. The project team conducted two 

questionnaires to seek specific feedback. Questionnaires were available online and in 

hard copy in English and Spanish. 

City staff promoted the plan and public involvement through emails, distribution of flyers, radio 

interviews, and public access channel spots. Summaries of all public involvement activities and 

feedback are in Appendix B of this plan. 

Public Event #1: January 28, 2012 

Public Event #2: July 15, 2012 

The information in this plan will: 

 Guide the city’s immediate, short-term actions for improving biking and walking 

facilities. 

 Form the bicycle and pedestrian sections of the city’s Transportation System Plan for 

long-term guidance, 

 Guide the city’s pursuit of additional funding for biking and walking infrastructure, and 

 Establish bicycle and pedestrian facility design standards for new development that will 

be added through amendment to the Lincoln City Municipal Code. 

Chapter 4 discusses implementation of this plan in more detail. 

Lincoln City Walking and Biking Plan 13 
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1.5 Conclwion 
This planning process has reached out to the public for identification of deficiencies and 

opportunities for improvements, and a vision for a future transportation system in the Lincoln 

City area. Many citizens and tourists expressed fear and aversion to walking and biking in the 

community, because of lack of facilities and pedestrian and bike-friendly destinations. The 

public wants infrastructure, signage, and programs that make walking and biking an attractive, 

viable transportation option. 

Challenges to improving walking and biking conditions in Lincoln City are numerous. As 

separate villages rather than a single, incorporated city, Lincoln City developed without a 

consistent code that would have created a connected network of neighborhood streets with 

adequate biking and walking facilities. As a result, a majority of the streets are without bicycle 

and pedestrian facilities, and many parts of the city are not well connected to each other, 

especially across US 101. Another unique feature of Lincoln City is its length. It is geographically 

larger than many cities of its population and has a long, narrow pattern of development, which 

makes north-south connectivity particularly important for travelers to reach critical 

destinations. 

The presence of US 101 as the city’s main street, though, is not unique. Many cities throughout 

Oregon have developed along a state highway that needs to function well for freight traffic, 

local and regional motor vehicle traffic, and bicycle and pedestrian traffic. Although the 

topography and narrow, winding streets in Lincoln City can pose challenges to biking and 

walking, similar challenges exist in other parts of the state, including within the coastal city of 

Astoria and neighborhoods on the west side of Portland. Cities throughout Oregon have found 

ways to reconcile these competing interests and challenges, and Lincoln City can too. 

Lincoln City Walking and Biking Plan 14 
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2.2 ~ 'BiqJcle and 'Pede4trian 'Facililie4, 'DefLciencie4, 
and 1mprovernmt 'Opportunilia 

This chapter describes what encourages walking and biking in the Lincoln City area and what 

deters it. Prior to this planning process, city officials knew that less than 50 percent of the city’s 

streets had sidewalks, that only two local streets had designated bike lanes, and only a few 

places along US 101 had shoulders wide enough to accommodate bikes. The city recognized US 

101 was a huge obstacle with 20,000 plus cars per day dividing the east side from the west side, 

and that a number of its intersections were at or over capacity for motor vehicles. The city 

knew that those who walked and bicycled for transportation likely had no other choice and that 

the city’s streets discriminated against them. Through this planning process, area residents and 

tourists identified specific problem areas for walking and biking, and consultants compared 

Lincoln City facilities to state and local standards to pinpoint deficiencies and opportunities for 

improvement. 

Within this chapter is a discussion of existing conditions and deficiencies of walking and biking 

facilities in Lincoln City. Memo #2: Existing Conditions, Deficiencies, and Needs in Appendix A 

contains detailed information. 

This plan encompasses the area within the Lincoln City Urban Growth Boundary (UGB), as 

shown on Figure 2.1. The public expressed need for improved connections to and beyond Otis 

to the north and to Gleneden Beach to the south. The plan recognizes the importance of these 

connections, but does not deal with them directly. Suggestions for highway improvements 

within the UGB could extend out to these neighboring communities. 

This section describes existing bicycle and pedestrian facilities in Lincoln City. The plan divides 

the city’s seven mile length into three sections (northern, central, and southern) to facilitate 

legible mapping of details. It identifies improvements in each area needed to comply with 

technical standards, to provide connectivity, and to address issues that make pedestrians and 

bicyclists feel unsafe. 

Lincoln City Walking and Biking Plan 15 
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'Ped£4lrumStandar& 

~iaJde Standar& 

The Oregon Bicycle and Pedestrian Design Guide specifies design standards applicable to 

pedestrian facilities on statewide highways such as US 101. The plan specifies that the 

appropriate minimum width for a sidewalk is six feet, sidewalks on bridges should be seven 
2 

feet, and sidewalks in high use areas should be eight feet. Sidewalks along US 101 in Lincoln 

City vary in width between zero feet and eight feet. Sidewalks are inconsistent throughout the 

City and typically do not meet the standards in the Oregon Bicycle and Pedestrian Plan. 

The Oregon Bicycle and Pedestrian Plan recommends a minimum of six feet for sidewalks on 

local roads. Very few local roads in Lincoln City meet this recommended standard. 

The Oregon Bicycle and Pedestrian Design Guide specifies design standards applicable to bicycle 

facilities on statewide highways, such as US 101. The plan specifies that the appropriate width 

for a bike lane or shoulder is six feet, but allows for widths of four feet in constrained situations. 

Few shoulders along US 101 meet these standards. 

3 
ADA is a federal law that “ensures equal opportunity and access for persons with disabilities.” 

Few locations in Lincoln City fully comply with ADA standards. 

The standards that apply to transportation facilities in Lincoln City are listed below.4 

 “Accessible Routes” to private and public sites including parking spaces, public streets, 

sidewalks, and public transportation stops are necessary. Access to a building can use 

the same space that is provided to vehicles (e.g., a driveway can serve as an access 

point). Bus stops need to be located on accessible routes. 

 An “Accessible Route” consists of walking surfaces with a slope (in the direction of the 

movement) not steeper than 1:20 or 5 percent increase. Ramps and curb ramps can 

have steeper slopes. 

2 Oregon Bicycle and Pedestrian Design Guide 2011, Chapter 4: Walkways. 

3 Federal Transit Authority (FTA), Civil Rights page http://www.fta.dot.gov/civilrights/civil_rights_2360.html 

4 US Department of Justice, Americans with Disabilities Act 

http://www.ada.gov/regs2010/2010ADAStandards/2010ADAStandards_prt.pdf 
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2 ~ConditioM 

'Northern, 'lincoln CibJ, 

 The cross slope of walking surfaces shall not be steeper than 1:48. A sidewalk should not 

be lower on the street side than the building side, since this can cause travelers to tip 

over in mobility devices or to fall. 

 ADA routes need at least three feet (36 inches) of clear space for travel. 

Northern Lincoln City extends from the northern city 

boundary to N 21st Street, and is composed of the 

Road’s End neighborhood, the Wecoma Beach 

neighborhood, NE Voyage and NE West Devils Lake 

Boulevard, the area on the east side of Devils Lake, 

and NE Neotsu Drive. Figure 2.2 depicts the area’s 

existing bicycle and pedestrian facilities. 

US 101 is the main barrier for bicyclists and 

pedestrians in this area because of the long (e.g., 80-

foot) crossing length, high traffic volumes and high 

speeds, and the lack of continuous sidewalks and 

bicycle lanes. From the northern UGB up to the intersection with NW Logan Road, US 101 

consists primarily of two travel lanes with no center turn lane. The southbound side of this 

portion of US 101 has little or no shoulder beyond the fog line on, and the shoulder on the 

northbound side is of varying width. The intersections at NE East Devils Lake Road and NE 

Neotsu Drive lack signals, making left turns onto the highway challenging for cyclists. From NW 

Logan Road south to N 39th Street, US 101 has two 12-foot lanes in each direction with a center 

turn lane. It narrows to one lane in each direction with a center turn lane until N 25th Street, 

where it widens again to two lanes in each direction. The lack of sidewalks and sufficient 

shoulder width are impediments to pedestrian and bicycling activity in this area. 

The challenges are compounded by the relative lack of alternate north-south connector streets. 

NW Jetty Avenue, a high use local street, together with NW Harbor Avenue provide a 

continuous connection between NW 39th and NW 15th streets. On the east side of the highway, 

NE Devils Lake Boulevard and NE West Devils Lake Road connects NE 47th Street south to NE 

14th Street. A portion of the paved Head to Bay Trail adjoins NE West Devils Lake Boulevard and 

NE West Devils Lake Road, and except for a couple of short gaps, runs from north of the 

Department of Motor Vehicles (DMV) to the Community Center on N 22nd Avenue, serving the 

hospital and the Wildwoods Trail. South of N 22nd, NE West Devils Lake Road has no sidewalk, 

small shoulders, and posted car speeds of up to 35 MPH. 

Northern Lincoln City neighborhoods have unique characters and challenges. The following 

sections briefly describe conditions within each: 

Existing sidewalk along US 101. 
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Road’s End 

NE Logan Road is the main north-south street in Road’s End, with all of the area’s residential 

streets connecting to it, and is the only street connecting Road’s End with the rest of the city. 

South of Road’s End State Park, NE Logan Road is a two-lane roadway with no sidewalk and 

narrow to non-existent shoulders. Motor vehicle speed on this section is relatively high, making 

pedestrian and bicycle travel is relatively unsafe. North of Road’s End State Park, NE Logan Road 

is a narrow two-lane roadway with no shoulders or sidewalks. Although motor traffic speeds are 

frequently unsafe, traffic volumes are generally low enough that it can operate sufficiently as a 

shared roadway. No streets have sidewalks in this area; the only three marked crosswalks across 

Logan Road are at NE 59th, 66th, and 72nd streets. 

The neighborhood has no safe, direct bicycle or pedestrian connection to the Casino and retail 

complex to the south. Both residents and visitors who stay in Road’s End should be able to walk 

or bike to the grocery stores and retail in Wecoma. Casino employees should be able to walk 

safely to and from work. 

Wecoma Beach 

The Wecoma Beach neighborhood has poor 

sidewalk continuity. The existing sections of 

sidewalk along US 101 are interrupted by gaps 

that force pedestrians into the road or onto an 

inadequate shoulder. A mid-block crossing of US 

101 connects transit stops just south of N 34th 

Street. Three signalized intersections on US 101 

at N 22nd Street, NE Logan Road, and NE West 

Devils Lake Road have pedestrian activated 

34thcrossing lights. Leading up to NE Street, 

between mileposts 115.54 and 115.63, is a two-block segment of a northbound US 101 bike lane 

that is striped where a right turn lane appears in addition to the through travel lanes. 

Key gaps in the bicycle and pedestrian network in Road’s End and Wecoma Beach include: 

 Connection to the Chinook Winds Casino and the retail complex at US 101 and NE 

Logan Road. The only safe direct bicycle or pedestrian connection from the Road’s End / 

Wecoma neighborhood to this area is NW Jetty Avenue. Residents in the NE Voyage 

neighborhood must access the casino and retail complex using US 101 or taking an 

indirect route via NW Port Avenue. Residents and visitors need to be able to walk to the 

grocery stores and retail complex at this location as well as destinations further south. 

NW 26th Street, a local street that leads 

directly to coast access from US 101 

Lincoln City Walking and Biking Plan 20 
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Central 'linroln, CibJ, 

Avenue, this area is not well-connected to the rest of Lincoln City. Residents who live in the 

vicinity of NE 47th Street must either walk along US 101 to reach the services at Lighthouse 

Square or walk out-of-direction to NE Port Lane. The only crossing of US 101 that serves this area 

is located at NE West Devils Lake Boulevard. 

Central Lincoln City extends from N 21st Street to S 14th Street and is composed of the Oceanlake 

and the Delake neighborhoods (which are divided by N 12th Street). Figure 2.3 depicts existing 

bicycle and pedestrian facilities in Central Lincoln City. 

Oceanlake 

Oceanlake is the most pedestrian-friendly area of Lincoln City. US 101 in Oceanlake has 

sidewalks on both sides in most places and many pedestrian crossings. Through Oceanlake, US 

101 is two lanes in each direction with a center turning lane south to N 19th Street, where the 

center turning lane is dropped until it picks up again at N 13th Street. US 101 lacks bike lanes in 

Oceanlake. In some areas a shoulder allows cyclists to ride to the right, but in areas with on-

street parking cyclists must merge into the travel lane. Along US 101 between N 21st and N 12th 

streets are pedestrian-scale street lamps. The local streets in Oceanlake have challenges of 

connectivity and topography, but some partial north-south connector streets are alternatives to 

US 101, such as NW Jetty Avenue and NE Oar Street, as well as NE West Devils Lake Road. 

A section of the Head to Bay Trail extends west from NE West Devils Lake Road to NE Surf 

Avenue along NE 22nd Street. Another section runs parallel to NE Port Avenue between 14th and 

19th streets, adjacent to Spring Lake Park. Both sections are paved. 

A few east-west streets (i.e., NW 21st, NW 17th, and NW 15th) have sidewalk segments on one or 

both sides of the streets. No street has a side with continuous sidewalk. The main connection 

east, NE 14th Street, has steep topography, as well as shoulders of intermittent width. On-street 

parking compounds the problems for pedestrians and bicyclists. NW 21st Street from NW Harbor 

Avenue to US 101 has striped bike lanes on both sides of the roadway. 

Regatta Park, on Devils Lake, is a neighborhood gathering place with playground facilities for 

children and a dock on the lake. It has no direct bicycle or pedestrian connection to the 

residential area of Oceanlake to the west. 
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Delake 

With many public facilities, commercial 

establishments, and the popular D River Wayside 

and Canyon Park beach accesses, Delake is an 

attractive area for pedestrians. US 101 in Delake 

contains two lanes in each direction with a center 

turning lane south to S 14th Street. Most of US 101 

in Delake has sidewalks on both sides, though fewer 

pedestrian crossings compared to Oceanlake. Street 

lamps in this area are tall to light the street, rather 

than scaled lower for pedestrians. Utility poles in 

the middle of the sidewalks are obstacles to 

walking. 

The local streets lack connectivity, except for partial north-south connector streets, such as SW 

Fleet Street and SE Neptune to SE Oar. Most of the residential streets to the west of US 101 and 

a few blocks east are in a grid pattern, though the size of the grid is not standard and many 

streets are end abruptly. 

Between mileposts 113.26 and 113.17A, adjacent to the Tanger Outlet Mall, northbound US 101 

has a short bike lane segment that wraps onto SE East 

Devils Lake Road to the mall entrance and Oar Street. SE 

3rd Street, which is one-way, has a contra flow bike lane 

striped to facilitate bicycle movement towards the 

highway from just before SE Inlet Avenue to US 101. 

East-west streets SE 1st, SE 9th, SE East Devils Lake Road, 

and SE 14th have sidewalk segments on one or both 

sides of the streets; however, no street has a side with a 

continuous sidewalk. Key gaps in the bicycle and 

pedestrian network in Central Lincoln City include: 

 Connection across the D River at US 101. The D 

River connects Devils Lake to the Pacific Ocean. Crossing the D River Bridge at US 101 just 

north of SE 1st Street is difficult for bicyclists and pedestrians due to narrow width of 

sidewalk and obstructions, and no lanes or shoulders for bicyclists. 

 Connection to the Tanger Outlet Mall at US 101 and SE East Devils Lake Road. Sidewalks 

and bike lanes are in place to serve the outlet mall, a major employer in Delake. The 

intersection should be improved to make crossing the six lanes of traffic on bike or foot 

safer and less intimidating. 

Walking east along the shoulder of NE 14th 

Street 

The Head to Bay Trail near NE 14th and 

Port Streets 
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Southern, 'lincoln CibJ, 

 Canyon Park beach access. The steep winding roads that connect the Delake 

neighborhood to the popular Canyon Park beach access require travelers of all modes to 

share the narrow streets. The streets need safety improvements. 

Southern Lincoln City extends from S 14th Street to the southern city boundary and is composed 

of the Nelscott, Taft, and Cutler City neighborhoods. Figure 2.4 depicts existing facilities in 

Southern Lincoln City. 

Nelscott 

Nelscott has several options for north-south travel on local streets, including SW Coast Avenue 

and SE Fleet Street/SE High School Drive from 32nd Street to 48th Street. Both, however, present 

topographical challenges for pedestrians and bicyclists. None of the residential streets have 

continuous sidewalk. A few segments of north-south streets north of 32nd Street have sidewalks 

on one side, and S 19th and 32nd streets have sidewalk segments on one or both sides. 

South of SW Bard Street, US 101 narrows to one lane in each direction with a center turning lane 

extending only to 23rd Street. From 23rd Street to 31st Street, the highway is two lanes. This area 

has no sidewalks along US 101, except for a few small segments near SE 32nd Street and near SE 

High School Drive, and shoulders on US 101 are narrow. South of S 31st Street, US 101 widens to 

include a center turning lane. 

Lack of sidewalks along US 101 between SE 23rd Drive and SE 32nd Street make biking and 

walking from Nelscott to destinations north and south difficult and dangerous. A state 

transportation improvement project (STIP) is currently in the planning for construction in 2014. 

It will include continuous sidewalk and bike paths on both sides. 

Taft 

North of the intersection with SW Beach Avenue, US 101 in Taft includes one lane in each 

direction with a center turning lane. From SW Beach Avenue to S 51st Street, US 101 is two lanes 

in each direction with a center turning lane and no shoulders. South of S 51st Street, US 101 

narrows to one lane in each direction with no center turning lane. Taft has nearly continuous 

sidewalks on both sides of US 101 from 40th to 54th streets, but no bike lanes. 

The two signalized crosswalks on US 101, at S 48th Place and S 51st Street, have pedestrian 

activated crossing lights. The highway south of SE Fleet Street has planted medians that serve as 

informal pedestrian islands for unmarked crossings. This area has pedestrian-scale street 

lighting. 

The Schooner Creek Bridge is the only connection from Cutler City and further south to Taft’s 

commercial area, services, and schools. It does not provide safe bicycle or pedestrian access. 
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The Taft neighborhood has options of north-south travel on local streets. SW Beach Avenue 

extends from the 4200 block to the 4900 block and connects to SW 50th. SE High School Drive 

together with SW Fleet extends from SE 32nd Street to SE 48th Place. Connections to the three 

schools along SE High School Drive - Taft High, Taft Elementary, and Oregon Coast Community 

College – should be improved, as pedestrian facilities are intermittent. Topography is a challenge 

for bicyclists and pedestrians in this area. 

The southern section of Taft, including S 48th and S 51st streets, has the largest connected 

sidewalk network in all of Lincoln City. Several painted crosswalks connect the east and west 

sides of US 101. 

Cutler City 

Cutler City is physically isolated from the rest of Lincoln City by the narrow sidewalks on the 

Schooner Creek Bridge that discourage pedestrian and bicycle activity. Sight distance and higher 

speeds of drivers as they exit the city limits contribute to an unfriendly environment for 

pedestrians and bicycles. US 101 is one lane in each direction from the north side of Schooner 

Creek Bridge to about SW Jetty Avenue. It then widens to include a center turning lane through 

the southern boundary of the city. 

Cutler City has very few sidewalks on local streets. The sidewalk that extends along one side of 

SW 62nd Street/SW Jetty Avenue to SW Galley Avenue is not ADA compliant. Within Cutler City, 

the local street system works very well as a shared roadway, given the residential land use and 

low traffic volumes and speeds. 

Residents of Cutler City currently have no way to walk or bike safely to other areas of Lincoln 

City. This connection is a need. 

ODOT has identified two intersections within Lincoln City that pose potential concerns for 

bicycle and pedestrian safety. ODOT considers factors such as crash severity, crash rate, and 

crash frequency when evaluating potential concerns. The locations of potential concern are as 

follows:5 

 US 101 at NE East Devils Lake Road. US 101 has two lanes at this intersection, and no 

pedestrian or bicycle facilities. Approximately 18,300 vehicles pass through the 

intersection per day. A sample count of bicyclists and pedestrians at this intersection, 

5 Based on the 2011 ODOT Safety Priority Index System. More information is available here: 

http://cms.oregon.gov/ODOT/HWY/TRAFFIC-ROADWAY/Pages/spis.aspx 
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taken in September 2011, showed that 

29 bicyclists and no pedestrians passed 
Comments from the public through that day. 

Where do you want to see biking and 
 US 101 at SE 28th Street. US 101 has 

walking improvements in Lincoln City? two lanes at this intersection, no 

crosswalk marking and no pedestrian or “...there are many places I find unsafe, 
bicycle facilities. Approximately 20,900 between N 28th Street and Safeway 
vehicles pass through the intersection plaza.” 
per day. A September 2011 sample 

[Referring to Lighthouse Square] count of bicyclists and pedestrians near 
“...there is no way to safely enter the this intersection at SW 32nd Street 
complex from the intersection of Hwy revealed that two bicyclists and 39 
101 and NE Logan Road. There is a bike pedestrians passed through that day. 
lane but that is not suitable for people 

Memo #2: Existing Conditions, Deficiencies, and using wheelchairs or strollers.” 
Needs (in Appendix A) provides more 

“I would love to see a pedestrian bridge information on how these intersections were 
linking Cutler City and Taft.” identified along with maps identifying their 

locations. “Between Oregon Coast Community 

College and the center of town – better 

connections for walkers.” 

Challenges to those who wish to bike and walk “Connectivity from neighborhoods to 

in Lincoln City today include safety concerns key points like beach access, shopping, 

and problems with connectivity. Most streets etc. This should include continuous 

within the city do not meet established state sidewalks or at a minimum, wide 

standards. Topographical challenges and limits shoulders...” 

to the existing right-of-way make constructing 
“NE Holmes Road should have 

standard sidewalks and bike lanes on every 
sidewalks, period.” 

roadway difficult. 

“A lack of ped and bike facilities from 
The future network of bicycling and walking 

101 to Regatta Park and on to NE 
facilities, listed in Chapter 3, will address the 

22nd...makes it dangerous for non-
deficiencies and opportunities for improvement 

motorized travel.” 
identified in this section. Full construction of 

These comments are excerpts from those the future network will meet the goals and 
submitted online and through the project 

objectives of this plan. 
questionnaires. A full list of comments submitted 

is provided in Appendix B. 
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____ wand~edeMrian~etw~k 
This chapter describes a future network of bicycle and pedestrian facilities on existing streets 

throughout Lincoln City, and city-wide projects and programs that will improve conditions for 

biking and walking for residents and visitors. Implementing this network of facilities will meet 

the goals and objectives listed in Chapter 1 and will address the deficiencies and opportunities 

for improvement listed in Chapter 2. 

The League of American Bicyclists has identified five “Es” (listed below) that it deems necessary 

to create a bicycle-friendly network6. This chapter and Chapter 4 elaborate on how the city will 

improve conditions within each of those five categories to encourage and sustain bicycling and 

walking in Lincoln City. 

 Engineering. As documented in Chapter 2, Lincoln City is clearly in need of infrastructure 

improvements designed specifically for bicyclists and pedestrians. Each street has a 

unique set of constraints (e.g., width, slope, obstacles) and user characteristics that 

engineers must factor into selection and design of improvements. The scope of this plan 

is to categorize streets into roadway types and to provide a menu of recommended 

treatments to improve each street type. To implement the plan for a specific street, 

engineers must select appropriate treatments from the menu for the roadway type and 

tailor the treatments to suit conditions. 

 Education. Many residents have indicated that drivers in Lincoln City do not always 

operate in harmony with other users of the road. Educating drivers, pedestrians, and 

bicyclists on safe ways to interact while on the road is necessary to meet the goals and 

objectives of this plan. Additionally, because Lincoln City experiences heavy tourist 

volumes, being able to educate visitors quickly (e.g., through effective signage) on how 

to safely navigate through town is very important. 

 Encouragement. Creating a fun and friendly environment through activities and 

programs designed to encourage walking and biking is important to counteracting any 

negativity and uncertainty that exists today. 

 Enforcement. Educating users about sharing the road will be most effective if road laws 

are enforced consistently. Having a consistent traffic speed limit throughout the city will 

make enforcement easier. Designing street improvements to discourage speeding and 

help motorists recognize pedestrian and bicycle crossings will make enforcement less of 

a problem. 

6 http://www.bikeleague.org/programs/bicyclefriendlyamerica/communities/bfc_five-Es.php 
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 Evaluation and Planning. This plan is the first step towards improving biking and walking 

conditions in Lincoln City, but it is not enough. The city will carefully monitor its progress 

towards meeting the objectives in the plan. Chapter 4 discusses the implementation 

process in more detail. 

This plan categorizes streets by roadway types, described below, based on the connections they 

provide, their potential suitability for walking and biking, and existing traffic conditions. Figures 

3.1, 3.2, and 3.3 show the designations for each street. Accompanying tables list all streets, 

except those designated low-use local streets. 

 US 101. US 101 is the largest and most complex transportation facility within the city 

and, therefore, is in its own roadway category. The state regulates the highway, which 

serves over 20,000 vehicles per day. 

 High-use local streets are streets with high traffic volumes (e.g., between 2,000 and 

10,000 vehicles per day) that serve commercial land uses and key pedestrian and bicycle 

destinations. Examples of high-use local streets include NE Holmes Road, NE 14th Street, 

and SE High School Drive. On these streets, motorists tend to travel at higher than 

posted speeds. 

 Medium-use local streets are streets that have moderate traffic volumes (e.g. between 

500 and 2,000 cars per day) and less speeding. They serve mixed land uses, including 

both residential and commercial, and serve as secondary connections to key bicycle and 

pedestrian destinations. Examples of medium-use local streets include NW 34th Street, 

SE 3rd Street, and SW 50th Street. 

 Low-use local streets are streets with low traffic volumes (e.g. under 500 vehicles per 

day) that serve primarily residential land uses. Examples of low-use local streets include 

NW 33rd Street, SE Neptune Avenue, and SW Harbor Avenue. 

Each roadway type corresponds with a set of recommended bicycle and pedestrian facilities, 

described in the following and shown in Table 3.1. 

Facilities that can increase safety and comfort for pedestrians include those described below. Table 3.1 

indicates which of the recommended facilities are appropriate for each street type. 
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Pedestrian Facilities 

 Sidewalk: Sidewalks provide an ADA compliant area for pedestrian travel separated from 

vehicle traffic. 

 Pedestrian path: Pedestrian paths are ADA-compliant paths on the edge of roadways 

that typically are low-volume and without curb and gutter installations. They are less 

expensive and can be a temporary measure that later serves as a base for sidewalk. 

Bicycle Facilities 

 Bike lane: Bike lanes designate an exclusive space for bicyclists through pavement 

markings and signage 

 Shared roadway: Shared roadways exist by default where bike lanes or a shared-use 

shoulder do not exist. In these areas, cyclists must share the travel lane, which the law 

allows. Shared lane markings encourage bicycle travel, indicate proper positioning within 

the motor vehicle lanes, and alert drivers that bicyclists may be present. 

Shared Facilities 

 Shared-use path: An off-street shared-use path that is ADA compliant allows for two-way 

travel for bicyclists, pedestrians, skaters, wheelchair users, joggers, and other non-

motorized users. 

 Shared-use shoulder: A shared-use shoulder adjoins the travel lane of a roadway that 

does not include constructed curb and gutter and that lacks sidewalks. It is, and may be 

marked, for use by both pedestrians and bicyclists 

Traffic Calming 

 Traffic circle: A traffic circle is a circular feature built at a roadway intersection that is 

designed to slow traffic. 

 Chicane: A chicane is a constructed feature in a roadway designed to slow traffic by 

causing vehicles to go around it. Chicanes are different from traffic circles in that they 

can take several shapes. 

 Speed humps. Speed humps are raised features within a roadway designed to slow 

traffic. Unlike traffic circles or chicanes, traffic is supposed to drive over speed humps. 

 Couplets: Couplets are pairs of one-way streets offering travel in opposite directions. 

Implementation Considerations 

When designing improvements, the City of Lincoln City will evaluate each roadway individually, 

using the parameters in Table 3.1 to determine which facilities are appropriate. The table 
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identifies recommended facilities, selected to meet the standards, guidelines, and expectations 

of residents and visitors using them. It also includes alternative solutions that may be necessary 

due to constraints in previously built environments. In many places, private improvements or 

uses (parking, landscaping, mailboxes, etc.) occupy a portion of the city right-of-way. The city 

must reclaim the public right-of-way where necessary to make room for bikeways and 

walkways, working with the affected neighborhood(s) to assess alternatives and trade-offs. 

Memo #3: Design and Best Practices Toolkit (in Appendix A) includes design guidelines for 

walking and biking facilities and describes the roadway types within the city. Memo #4: Bicycle 

and Pedestrian Systems (in Appendix A) gives more information on the development and 

identification of the roadway types. 
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Table 3.1 Pedestrian and Bicycle Facility Improvements by Roadway Type 

Type Recommended Facility Alternative A Alternative B 

A. US 101 PEDESTRIANS 

Sidewalk Shared Use Path Shared Use Shoulder 

BICYCLISTS 

Bike Lane Shared Roadway 

Shared Use Path 

Shared Use Shoulder 

B. High-Use PEDESTRIANS 

local streets 

Shared Use Path Sidewalk 

BICYCLISTS 

Shared Use Path + Shared Roadway Bike lane 
Shared Roadway 

TRAFFIC CALMING 

Traffic Circle Chicanes Speed Humps 
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Type Recommended Facility Alternative A Alternative B 

C. Medium-

Use local 

streets 

PEDESTRIANS 

Sidewalk Pedestrian Path 
Shared Street (existing) 

BICYCLISTS 

Shared Roadway 

TRAFFIC CALMING 

Speed Humps Traffic Circle Chicanes 

D. Low-Use PEDESTRIANS 

local streets 

Pedestrian Path or Shared 

Street (existing) Sidewalk 

BICYCLISTS 

Shared Roadway on identified 
Existing neighborhood greenways 

TRAFFIC CALMING 

One-way couplets / Chicanes 
One-way couplets 
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Example Facilities from Other Communities 

The following photographs depict examples of some of the facilities listed in Table 3.1, as they 

have been implemented in other communities. 

Bike Lane 

Eugene, OR 

Sidewalk 

Rockaway, OR 
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Shared Use Shoulder Shared Use Path 

Sisters, OR 
Eugene, OR 

Pedestrian Path 

Sisters, OR 
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All roadways not listed are classified as low-use local roads. 

Table 3.2 Northern Lincoln City Roadway Types 

Roadway Type 

US 101 US 101 

NW 40th Street High-Use local street 
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'Roadw<UJ4, by, 'f IJPU in 'Northern, 'linroln, CibJ, 

NW 40th Place High-use local street 

NW 44th Street High-Use local street 

NW Logan Road High-Use local street 

NE 22nd Street High-Use local street 

NE 28th Street High-Use local street 

NE Holmes Road High-Use local street 

NE West Devils Lake Road High-Use local street 

NW 30th Street High-Use local street 

NW 39th Street High-Use local street 

NW Jetty Avenue High-Use local street 

NW 31st Place High-Use local street 

NE East Devils Lake Road High-Use local street 

NE Johns Avenue Medium-Use local street 

NE Neotsu Drive Medium-Use local street 

NW 28th Street Medium-Use local street 

NW 26th Street Medium-Use local street 

NW 25th Street Medium-Use local street 

NE West Devils Lake Boulevard Medium-Use local street 

NE Voyage Avenue Medium-Use local street 

NE Port Lane Medium-Use local street 

NE Surf Avenue Medium-Use local street 

NE Devil’s Point Drive Medium-Use local street 

Lincoln City Walking and Biking Plan 37 



  

     

Data from' Uncol 

------------

--------·-··1 

! 
! 
i 

3 'Bicqcl£ and 'Pede4trian 'Network, 

L_j 

i -··-··-

1 

I 

Legend 

Roadway Types 

- us101 

- High-use 

- Medium-use 

-- Low-use 

! School 

Parks & Open Space 

r_:-..:."J City Limits 

r.:-..:."J Urban Grow1h Boundary 

Figure 3.1 Roadways in Northern Lincoln City by Type 
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All roadways not listed are classified as low-use local roads. 

Table 3.3 Central Lincoln City Roadway Types 

Roadway Type 

US 101 US 101 

NE 14th Street High-Use local street 
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'RoadwCUJ4, blJ, 'f IJPU in, Central 'lincoln, CibJ, 

NE West Devils Lake Road High-Use local street 

NW 14th Street High-Use local street 

NW 15th Street High-Use local street 

NW 12th Street High-use local street 

NW Inlet Avenue High-use local street 

NW 2nd Drive High-use local street 

NW Harbor Avenue High-Use local street 

NW Jetty Avenue High-Use local street 

SE Devils Lake R0ad High-Use local street 

SE 3rd Street Medium-Use local street 

SW 11th Drive Medium-Use local street 

SW Coast Avenue Medium-Use local street 

SW Ebb Avenue Medium-Use local street 

SW 12th Street Medium-Use local street 

SW Fleet Drive Medium-Use local street 

NE Oar Place Medium-Use local street 

NE 1st Street Medium-Use local street 

NE 6th Drive Medium-Use local street 

SE Port Avenue Medium-Use local street 

SE Oar Avenue (south of SE 8th Medium-Use local street 

Street) 

SE 14th Street Medium-Use local street 
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All roadways not listed are classified as low-use local roads. 

Table 3.4 Southern Lincoln City Roadway Types 

Roadway Type 

US 101 US 101 

SE High School Drive High-Use local street 

SE 48th Place High-Use local street 
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SE 19th Street High-Use local street 

SW 51st Street High-Use local street 

SE 51st Street Medium-Use local street 

SW 24th Drive Medium-Use local street 

SW Coast Avenue Medium-Use local street 

SW Anchor Avenue Medium-Use local street 

SW 35th Street Medium-Use local street 

SW Coast Avenue Medium-Use local street 

SW Dune Avenue Medium-Use local street 

SW 50th Street Medium-Use local street 

SE 48th Place Medium-Use local street 

SE 32nd Street Medium-Use local street 

SE Fleet Avenue Medium-Use local street 

SE Spy Glass Ridge Drive Medium-Use local street 

SW 48th Street Medium-Use local street 

SW Ebb Avenue Medium-Use local street 

SW Jetty Avenue Medium-Use local street 

SW 62nd Street Medium-Use local street 

SW Fleet Avenue Medium-Use local street 

SW 69th Street Medium-Use local street 

SW Inlet Avenue Medium-Use local street 

SW 63rd Street Medium-Use local street 
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Because time and money are limited, the city must prioritize the types of improvements and 

the streets to be improved. Options range from applying less expensive improvements to more 

streets, or prioritizing expensive solutions in key segments of the network. As a group, the 

project advisory committee indicated that pedestrian facilities are the highest priority on every 

roadway type, including US 101. Members of the general public voiced a high priority for bicycle 

facilities on US 101. 

The consultant team recommends a two-phased approach. First, complete as many low-cost 

projects within the first year of adoption of this plan as possible for immediate impact and to 

demonstrate to the community the city’s commitment to implementing the plan. Low-cost 

projects include striping, shared lane markings, improving shoulders, and constructing 

pedestrian paths. Second, when prioritizing higher-cost improvements, the consultant team 

recommends focusing on pedestrian facilities first. Pedestrian facilities can, if necessary, 

provide bicyclists a safe place to avoid vehicle traffic, but bicycle facilities cannot shield and 

improve access for pedestrians. 

While this document identifies specific priorities, the city will implement improvements as 

funding and other opportunities dictate. The city will incorporate pedestrian and bicycle 

improvements into scheduled public works projects wherever possible. When applying for 

grant funding, the city will choose projects that best match the grant program’s criteria. 

Memo #3: Design and Best Practices Toolkit (provided in Appendix A) is a technical handbook to 

assist Lincoln City in the selection and design of pedestrian and bicycle facilities. The memo 

pulls together best practices by facility type from public agencies and municipalities nationwide. 

The design toolkit provides example photos, schematics (if applicable), and summarizes 

guidance from current or anticipated draft standards. Reference and guideline documents cited 

throughout this report should be the first source of additional information when implementing 

any of the treatments. 

Table 3.5 provides average costs per mile for the treatments listed in Table 3.1. These costs are 

averages; actual cost per mile for a given project can vary based on the characteristics of the 

site and the design of the improvement. 
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Table 3.5 Planning-Level Cost Estimate of Non-Motorized Facilities / Treatments 

Facility / Treatment Cost Estimate (per mile) 

Sidewalk (one-side) $300,000 

Pedestrian Path $100,000 
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Shared Use Path $500,000 

Bike Lane $120,000 

Shared Lane Markings $20,000 

Speed Humps $2,000 EA 

Neighborhood Traffic Circle $15,000 EA 

Chicane $8,000 EA 

This section discusses improvements within the city that would enhance the bicycle and 

pedestrian environment city-wide. 

 ADA compliance. The Americans with Disabilities Act (ADA) of 1990 requires that 
improvements to public infrastructure be made accessible to individuals with disabilities. 
This means not only ensuring that persons using mobility devices can safely use 
sidewalks, but also that persons with hearing or sight disabilities can cross the street 
safely. In 2012 and 2013, the City of Lincoln City will be conducting a comprehensive 
inventory of the ADA compliance of existing public facilities. The city will work with 
existing groups and form an accessibility advisory committee to identify high priorities 
for improving accessibility for residents and visitors with disabilities. 

 Improving signal timing for pedestrians. Many 
members of the public commented about difficulties 
in crossing US 101 at signalized crossings due to short 
pedestrian walk light cycles. The city and ODOT should 
work together on signal timing at all intersections of 
US 101 with the intent of setting an appropriate cycle 
length and frequency for pedestrians while 
maintaining smooth traffic flow on the highway. 
Installation of a countdown signal could reassure 
pedestrians that enough time remains to cross before 
the light changes. 

 Improvements to transit stops. Transit riders are also 
pedestrians. Lincoln County Transit and the City of 
Lincoln City could work together to improve the 

Example bicycle wayfinding sign 
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condition and quality of transit stops. Improvements to transit stops could include 
installing shelters, benches, and posted schedules where they are lacking, adequate 
street-level lighting and ADA-compliant waiting. Of the 27 total transit stops within 
Lincoln City, only 13 (fewer than half) have shelters. Only eight are located within a 
pedestrian-friendly environment of pedestrian-scale buildings oriented towards that 
street with continuous sidewalks. The city’s Transportation System Plan will address 
transit deficiencies and opportunities in more depth. 

 Way-finding signage. The city should develop a city-wide way-finding plan to indicate to 
bicyclists and pedestrians the direction and distances between major destinations. 
Similar to the example shown on this page, signs should indicate to travelers the 
neighborhoods of the city, and point out destinations including schools, parks, the post 
office, the community center, beach accesses, the Tanger Outlet Mall, and the Chinook 
Winds Casino. 

The city will consider the following types of improvements for intersections: 

 Pedestrian islands in the center of the intersections where pedestrians can wait, if 

necessary, to cross the remaining lanes. 

 “Bike boxes,” which typically are painted areas of pavement on the right lane of a 

roadway where bicyclists wait at stoplights. Bike boxes can eliminate the conflict 

between bicyclists and vehicles turning right at an intersection by requiring vehicles to 

remain behind the painted area of the lane – thus providing priority to bicyclists. 

 Audio countdown timers for pedestrians. 

 ADA-compliant corners at all intersections. 

 Curb extensions at major intersections to improve pedestrian sight distance and 

decrease the crossing distance. 

 Best practices for marked crossings for pedestrians. Attributes of pedestrian-friendly 

design include: 

o Visibility: Pedestrians at a crossing must have a good view of vehicle travel lanes; 
motorists in the travel lanes must see waiting pedestrians. 

o Legibility: Symbols, markings, and signs should indicate clearly what actions the 
pedestrian should take. 

o Accessibility: All features, such as curb ramps, landings, call buttons, signs, symbols, 
markings, and textures, should meet accessibility standards and follow universal 
design principles. 

o Clear Space: Crossings should be clear of obstructions and have enough room for 
curb ramps and for street conversations where pedestrians might congregate. 
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o Separation from Traffic: Design and construction should discourage turning/parking 
vehicles from driving over the pedestrian area and minimize crossing distances. 

o Lighting: Adequate lighting is an important aspect of visibility, legibility, and 
accessibility. 

 For midblock crossings, design considerations include: 

o Proximity to other crossing points (at least 100 feet from the nearest side street or 
driveway) 

o Vehicle speed, (recommended operating speed less than 40 MPH) 

o Crash records 

o Traffic volumes 

o Pedestrian volumes 

o Nearby pedestrian generators 

Improving infrastructure is critical to increasing the numbers who walk and bicycle; however, 

the city should not underestimate the importance of outreach, education, and evaluation 

efforts. These programs connect residents and tourists to information about new and improved 

facilities and the benefits of bicycling and walking, and provide positive reinforcement about 

integrating bicycling and walking into their everyday lives. In essence, these programs market 

bicycling and walking to the general public to provide the maximum “return on investment” in 

the form of increased use of these transportation modes and a higher degree of safety and 

awareness. Programs recommended for implementation in Lincoln City include the following: 

 Continuation and expansion of the Bicycle Safety program, conducted by the police 

department, in conjunction with the recreation department. 

 Social Rides. Social rides are designed to welcome inexperienced bicycle riders with a 

positive, low-stress bicycling experience by creating a sense of community around the 

activity, modeling of safe riding behavior, introducing riders to recommended on-road 

bicycling routes, and creating opportunities for questions and answers. Rides may be 

targeted for new or less-confident riders, or for specific groups such as women, families 

with young children, or seniors. The program has broader appeal if each ride has a 

different theme (e.g., public art tour, historic homes ride, Father’s Day family ride, park-

to-park tour, etc.) and/or each ride features an appealing incentive to participate, such 

as treats from local merchants or bike bells. Rides may be organized and led by either 

city staff, an advisory committee (e.g., Parks and Recreation Committee, Sustainability 

Committee) or an interested residents’ organization. 
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3.3 Conclu4ion 

 Annual Count Program. Determining this plan’s success at increasing bicycling and 

walking and safety requires establishing an annual data collection program. At a 

minimum, this program should tally annually the number of cyclists and pedestrians at 

key locations around the community, particularly at pinch points, in downtown, near 

schools, and on the Head to Bay Trail. User counts collected through this annual count 

can provide valuable information at baseline and post-construction for major bikeway or 

trail infrastructure projects. 

 “Share the Road” Campaign. Lincoln City residents who walk and bike often say 

motorists don’t understand how to interact with them. In order to alleviate these 

conflicts, a “Share the Road” outreach campaign is a priority for educating all roadway 

users about how to be courteous and safe. The city should develop a campaign to 

encourage bicyclists, pedestrians and motorists to follow the law and treat each other 

with respect. Elements of the program could include public service announcements, 

print media, program information, and messages on transit vehicles throughout the city. 

 “Bike and Walk to Health” Campaign. Many cities around the county are implementing 

marketing campaigns to encourage residents to live healthy and active lifestyles. Obesity 

and sedentary lifestyles are on the rise for both adults and children in America, and daily 

physical activity is a critical part of combating those trends. Walking and bicycling 

provide great opportunity to be active as a part of daily life. A “Bike and Walk to Health” 

campaign is consistent with both national and local public health goals. 

Vision is nothing without action. The city must overcome numerous challenges before the 

network of facilities and programs proposed in this chapter will become a reality. The next 

chapter lays out a tactical action plan for how the city will seek new funding sources, amend its 

planning documents, and work with ODOT to implement this vision. 
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Lincoln City has much to do to make walking and biking safer and more viable transportation 

options; consequently, plan implementation is going to take time and commitment. The plan 

proposes a two-phase approach, described in Sections 4.1 and 4.2. Phase 1 includes 

preparations and low-cost improvements that the city can begin immediately. Improvements 

that depend on grants or other funding sources are in Phase 2. Implementation of 

improvements will require coordination among city departments, residents and property 

owners, bike and pedestrian advocates, all street users, including emergency responders, and 

for highway projects, ODOT. The city will take advantage of funding and scheduling 

opportunities as they arise, but generally will use the priorities set forth in this plan to guide 

implementation efforts.  

Pedestrian and bicycle improvements to the highway are the highest priority, and the city and 

ODOT will work together to make sure they happen. ODOT regulates and maintains the 

highway, and is a source of funding and expertise. The city must communicate to ODOT its 

needs in a way that resonates with department officials and other jurisdictions in the region 

and state who determine ODOT’s work plan and the STIP. 

The city is entirely responsible for local streets. Through its ordinances and policies, the city 

exerts its control over facilities in the public right-of-way and ensures that new development 

pays its share. City engineers design or review street improvements. Street crews maintain the 

streets, including pavement markings and signage. The City Council sets priorities and budgets 

the necessary funds to keep the streets safe, functional, and attractive.  

The following plan is the city’s guide for achieving the vision and goals for walking and biking in 

Lincoln City. It sets priorities, timelines, strategies, and assigns responsibilities. By adopting the 

plan, the City Council sets the city on its course of action. The council may choose to charge an 

advisory body (e.g., Parks and Recreation Committee, Traffic Safety Committee, or 

Sustainability Committee) with overseeing the implementation timeline, advising city staff on 

priorities and designs, and as a liaison to residents. 

Phase 1 of implementation of the Lincoln City Walking and Biking Plan will focus on four main 

goals: 1) improving infrastructure to the extent allowed under existing budgets for both US 101 

and local streets, 2) developing new funding sources for both capital and maintenance 

expenses of walking and biking facilities, and 3) improving education and encouragement of 

walking and biking for residents and visitors of the city, and 4) constructing new infrastructure 

as funds are available. The following tasks are the city’s priorities for implementation of this 

phase. 
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I 

Improvements to US 101 are the highest priority for walking and biking within Lincoln City. The 

community’s preferred facilities for US 101 include either sidewalks and bicycle lanes or a 

shared-use path parallel to US 101. The city will work with ODOT in Phase 1 to complete the 

following tasks required to implement US 101 improvements: 

1. Forward road diet study to TSP for further examination. As part of this planning 

process, consultants conducted a high-level review of road diets and a potential 

application along US 101 in Lincoln City (Oceanlake Planning Area, Taft). PAC members 

and residents supported, and ODOT agreed to, an in-depth examination in the city’s TSP 

update. 

2. Conduct a survey of US 101 in coordination with ODOT. The city will work with ODOT 

Region 2 Roadway Design to complete a survey of US 101 in Lincoln City sufficient to 

support a design for implementation of walkways and bikeways within the city. ODOT 

needs a survey to determine the exact width of existing pavement and right-of-way, and 

of roadway elements including travel lanes, turn lanes, and sidewalks. 

3. Engage a Roadway Designer to use the survey results to determine where bike lanes 

can be provided within existing pavement, can be provided with design exceptions for 

the width of roadway elements, and cannot be provided without a reduction in the 

number of travel lanes. With these determinations, ODOT can coordinate with the city 

to determine whether and where to seek design exceptions for the width of roadway 

elements or to reduce the number of travel lanes to provide width for bike lanes. 

4. Submit any proposed changes in the number of travel lanes or changes in the width of 

roadway elements for review to the Freight Advisory Committee. US 101 in Lincoln City 

is an identified Freight Route. It is subject to the Reduction in Freight Capacity policy, 

which requires review and approval by the Freight Advisory Committee for any change 

that would reduce the capacity for freight trucks using the highway. 

5. Work with ODOT Roadway Design to develop a detailed plan for marking and signing 

bike lanes, shared roadway sections, and transition areas on US 101. 

6. Coordinate with ODOT to address signal timing on existing crossings of US 101. During 

Phase 1, the city will investigate issues with crossing time at intersections and will work 

with ODOT to address any problems. 

At the same time the city works with ODOT on improving the highway, it can make affordable 

improvements on local streets. The city can incorporate walking and biking improvements as 

part of scheduled public works projects. These initial improvements may or may not be the 
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ultimate desired result; however, they will have immediate impact on safety and comfort for 

pedestrians and bicyclists and to the extent possible make headway towards more expensive 

improvements to come later. 

7. Implement short-term, low-cost solutions on high-use local streets. During Phase 1, 

the city will get quick results with low-cost improvements to high-use local streets, 

including painting shared-lane markings, building speed humps, and building pedestrian 

paths. The city will start with the critical streets identified in Table 4.1, and implement 

short-term solutions to the extent allowed within existing budgets. The following streets 

were selected based on their connectivity to and from US 101, connections to important 

destinations, number of residents and visitors served, PAC members and resident input, 

and previous project identification in earlier planning efforts. 

Table 4.1 Recommended Short-Term Solutions on Selected High-Use Local Streets 

Roadway Extent 
Recommended short term 

improvements (major elements) 
Planning Cost 

Estimate (+/ 50%) 

NE Logan Road NW 50th Street to State 
Park 

Pedestrian path 

Shared roadway markings 

Speed humps (3) 

Total 

$60,000 

$12,000 

$6,000 

$80,000 

NE West Devils Wetlands Boardwalk for Head to Bay Trail $500,000 
Lake Road 

NW Jetty Avenue / 
NW Harbor Avenue 

NW 39th Street – NW 
th12 Street 

Shared roadway markings 

Sidewalk on one side 

$30,000 

$450,000 

Neighborhood traffic circle $15,000 

Speed humps (4) $8,000 

Total $510,000 

NE Holmes Road US 101 to NE West Shared use path $225,000 
Devils Lake Road 

Shared roadway markings $9000 

Total $240,000 

NE 14th Street US 101 to Regatta Park Shared roadway markings $11,600 

South side sidewalk $232,000 

Total $243,600 

SE High School US 101 to SE 48th Place Infill missing sidewalk $61,200 
Drive 

Shared roadway markings $13,600 

Total $75,000 

NE East Devils Lake US 101 to US 101 Signage $5,500 
Road 

Shared roadway markings $90,000 

Total $100,000 
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NE 22nd Street US 101 to NE West 
Devils Lake Road 

Striping parking, crosswalks, bike lanes, 
and/or shared use lanes 

Curb extensions (5) 

Chicane 

Total 

$60,000 

$125,000 

$3000 

$190,000 

The city will evaluate specific solutions for each of these high-use streets and will implement 

short-term solutions to the extent allowed within existing budgets. 

8. Implement short-term, low-cost solutions on medium- and low-use local streets. 

Following evaluation of the high-priority high-use streets, the city will evaluate short-

term, low-cost improvements to medium- and low-use local streets. The city will select 

streets based on safety concerns, ability to fill a connectivity gap, neighborhood input, 

and overall cost. The number of streets selected and the overall improvements made will 

depend greatly on available funding. 

9. Adopt changes to the Comprehensive Plan and Municipal Code, including design 

guidelines. During 2013, the city will adopt changes to the Comprehensive Plan and the 

Municipal Code to articulate the city’s priorities for improving bicycle and pedestrian 

facilities. Changes to the Municipal Code will allow for clearer, more easily enforced 

requirements of developers. These changes are listed in sections 4.3. 

10. Develop a bicycle and pedestrian facilities signage plan. Signs to assist in navigating the 

city on foot or on bike are important for residents and especially helpful for visitors. The 

city will develop a graphic template for signs and determine specific locations for them. 

Current funding for streets improvements and maintenance comes from the general fund, the 

hotel tax, system development charges and urban renewal areas. It is not sufficient to maintain 

existing streets, let alone create all of the desired walking and bicycling infrastructure 

recommended in this plan. Making Lincoln City a more attractive community and travel 

destination for pedestrians and bicyclists requires greater investment. 

The city will continue to incorporate walking and biking improvements in public works projects 

and compete for grant funds as opportunities arise. Memo #5: Funding Sources and Funding 

Strategies (in Appendix A) describes various grant programs and the types of improvements 

they fund, and under what conditions. Many grant programs require local match; few, if any, 

offer funds for on-going maintenance. Consequently, the city will consider raising funds locally 

to achieve its vision and goals for walking and biking. Sale of bonds is not a funding option in 

itself, because the city must pay back the funds raised; however, bonds do allow the city to 

make improvements up front and pay for them over time. In the past two years, residents of 
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the school district and the fire district have approved bond issues to raise capital for specific 

projects that residents deemed important. A decision to sell bonds to raise capital for 

transportation improvements would require a majority vote of all Lincoln City residents. 

Without using bonds, local fees and taxes would need to accumulate a sufficient amount prior 

to making desired improvements. 

11. Consider implementing a local option tax to fund capital improvements to bicycle and 

pedestrian facilities on local streets. A local option tax added to each property owner’s 

tax bill would distribute the cost equally among residents of Lincoln City, absentee 

owners, and owners of vacation rentals. The City Council would set the amount and 

duration (no more than five years) of a local option tax, and the voters would vote on 

whether to approve it. The maximum amount of a local option tax would be $0.10 per 

$1,000 valuation per year, yielding a total contribution of approximately $120,000 per 

year. 

12. Consider adopting a city-wide road user maintenance fee. The city could collect road 

user maintenance fees through a utility bill to offset the cost of maintaining 

transportation facilities, including routine sweeping of bicycle lanes and sidewalk 

maintenance. The City Council would set the amount of the fee, which could vary 

according to the number of trips generated by a particular type of land use. 

Implementing this fee would require approval from the City Council, but would not 

require voter approval.  

13. Consider implementing a gas tax. Although voters rejected a gas tax in 2010, it merits 

reconsideration. The tax on fuel in Oregon is comprised of the federal tax per gallon 

($0.184), the state tax per gallon ($0.30), and any applicable county or local taxes. 

Currently, two counties and 22 cities have some form of a local gas tax, with rates 

varying from $0.01-$0.05 per gallon. The City of Newport has two local gas tax rates -

$0.01 from November – May, and $0.03 from June – October. A one cent tax would 

generate approximately $100,000 in yearly revenue, paid by residents and tourists using 

Lincoln City streets. 

14. Coordinate with the Cascades West Area Commission on Transportation (ACT) to seek 

state funding through the STIP for improvements to US 101. The STIP is the State of 

Oregon’s adopted four-year investment program for major improvements to 

transportation systems. The STIP includes all transportation projects receiving federal or 

state funding, including projects on the state highway system and on local 

transportation systems. 

Funding for each project in the STIP is typically a collection of monies from many 

separate funding programs. The STIP is divided into two broad categories: Enhance and 

Fix-It. 
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 Enhance projects are activities that enhance, expand, or improve the 

transportation system. 

 Fix-It projects are capital investments that repair or preserve the transportation 

system.  

The majority of projects identified in the Lincoln City Walking and Biking Plan are eligible for 

funding from the “Enhance” side of the STIP. The Oregon Transportation Commission will select 

projects for this funding based on recommendations from local ACTs and Metropolitan Planning 

Organizations (MPO). To seek funding for pedestrian and bicycle projects, Lincoln City will need 

to identify funding priorities, and lobby the Cascades West ACT to recommend it for funding. 

Projects funded by the Fix-It side of the STIP may include improvements needed for pedestrians 

and cyclists in Lincoln City. The city should continue to coordinate with ODOT to identify 

opportunities to leverage these funds for further improvements to the system.  

The city can conduct and support, existing and new education and outreach programs 

concurrent with making physical improvements to increase walking and biking comfort and 

safety. Programs generally are not high cost compared to infrastructure development, but 

require staff time and commitment from community leaders and city advisory bodies. 

15. Expand Police Department programs to include educational curricula for children and 

adults related to walking and biking. Members of the public indicated a need to 

educate children and adults on the appropriate ways for pedestrians and bicyclists to 

interact with drivers. The Lincoln City Police Department provides bicycle safety classes 

and, through sting operations, educates drivers about the importance of stopping for 

pedestrians in crosswalks. The city will develop and implement a more extensive 

campaign to educate residents and tourists on safe ways to walk and bike around town. 

Key elements of a bicycle safety class include: where to ride a bicycle in relation to 

parked cars, how to signal properly, how to use the gears on your bike, knowing when 

to dismount and walk your bicycle, and proper bicycle equipment. 

16. Work with local organizations to celebrate short-term infrastructure improvements 

and host events to promote walking and biking. Members of the PAC indicated a need 

to foster awareness and enthusiasm about walking and biking among city residents and 

visitors. The city will celebrate early success in implementing the Walking and Biking 

Plan by hosting bicycle and pedestrian-themed events and/or Social Rides, such as 

Sunday Parkways in Portland or the Donut Ride in Bellingham. The city may consider 

annual events to boost enthusiasm about walking and biking. 

Lincoln City Walking and Biking Plan 53 



  

        

        

          

       

       

    

            

      

     

        

      

    

      

            

      

     

         

          

       

   

           

     

          

        

    

         

           

         

         

       

          

       

      

     

               

lJ 'Plan 1mplrowuatioo 

lJ .2 'Pha4e 2 
Phase 2 will rely on new funds from sources established in Phase 1 to allow the city to build 

higher-cost capital improvements to local streets. The following tasks will occur during Phase 2: 

1. Using funding from the STIP and/or other statewide grant programs, construct new 

bicycle and pedestrian facilities on US 101. Phase 2 will focus on making the 

improvements on US 101 based on strategies developed in Phase 1 and using funding 

through the STIP or other statewide grants. 

2. Using funding from the local option tax, build long-term improvements on high-use 

local streets. Long-term improvements for high-use local streets include sidewalks and 

bike lanes or shared-use paths. Sidewalks, bike lanes, and shared-use paths are 

considerably more expensive to build than pavement markings and pedestrian paths, so 

the city either will need to wait until funding accumulates from new fees or taxes, or 

issue bonds for these longer-term solutions. Priority streets for implementation of 

improvements in Phase 2 are the same as listed for Phase 1. 

3. Using funding from the local option tax, build long-term improvements on medium-

and low-use local streets. Long-term improvements to medium- and low-use local 

streets include sidewalks and traffic circles or chicanes. 

4. Using funding from the road user maintenance fee, ensure adequate maintenance of 

bicycle and pedestrian facilities. The city will work with its maintenance department to 

ensure that once new bicycle and pedestrian facilities are built, they are maintained 

adequately. Adequate maintenance involves routine removal of debris, trimming 

adjacent vegetation so that it does not encroach upon the space allocated to pedestrians 

and bicyclists, and re-painting roadway markings when necessary. 

5. Using funding from the local option tax, build way-finding signage. Once further 

infrastructure improvements are in place, the city will implement the way-finding and 

signage plan developed in Phase 1. 

6. Continue education and encouragement of walking and biking. The city will continue to 

work through the Police Department to reach out to children and adults in the 

community to educate them on safe ways to walk and bike, using the curriculum 

developed in Phase 1. The city may continue to host events focused on walking and 

biking similar to those in Phase 1 (depending on the success of initial events). 

7. Develop outreach materials to inform visitors of the improvements to walking and 

biking in Lincoln City. Once the city has implemented a substantial number of 

infrastructure improvements and signage is in place, the city will work with 

representatives of the tourism industry on materials such as a website or brochures that 

can inform visitors of the changes in Lincoln City and new ways to get around in town. 
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8. Monitor and evaluate the progress of this plan. The city will use this plan as its guiding 

vision for implementation of biking and walking facilities over the next five years, and will 

provide updates to the City Council on at least a yearly basis regarding the progress of its 

implementation. 

The city intends to build out the network of bicycle and pedestrian facilities, continually 

enhancing connectivity. The short-term, medium-term, and long-term visions for the network 

are depicted below in Figures 4.1, 4.2, and 4.3. 
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Figure 4.1 Short-Term Bicycle and Pedestrian Improved Network 
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Figure 4.2 Medium-Term Bicycle and Pedestrian Improved Network 
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Figure 4.3 Long-Term Bicycle and Pedestrian Improved Network 
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The Lincoln City Comprehensive Plan (page 33) lists policies specific to pedestrian and bicycle 

facilities. The following changes to the Comprehensive Plan will be adopted during Phase 1. 

 Change Pedestrian Facilities policy #2, “Develop criteria for further sidewalk 
development along the streets in the City, incorporating federal guidelines for the 
handicapped,” to “Implement pedestrian facility improvements along local roadways, as 
described in the Lincoln City Biking and Walking Plan. Give improvements to high-use 
roadway highest priority, followed by improvements to medium-use and low-use 
roadways.  Ensure that all facility improvements adhere to ADA standards. ” 

 Add Pedestrian Facilities policy #4, “Require all new development to build pedestrian 
facilities according to the standards adopted in the Lincoln City Municipal Code.” 

 Change Bicycle Facilities policy #1, “Identify and develop a system of off-Hwy 101 
bicycle routes through and around town that are safe, attractive and user-friendly. Sign 
the Oregon Coast Bike Route,” to “Implement bicycle facility improvements along local 
roadways, as described in the Lincoln City Biking and Walking Plan, Make improvements 
to high-use roadways highest priority, followed by improvements to medium-use and 
low-use roadways. 

 Change Bicycle Facilities policy #2, “Modify and update the 1987 City Bicycle Master 
Plan to reflect the latest information on traffic volumes, travel patterns, and new 
development locations in the City,” to “Develop a volunteer-based annual counting 
program to record changes in bicycle activity at key locations in Lincoln City.” 

 Add Bicycle Facilities policy #5, “Work with the Oregon Department of Transportation 
on a continuing basis to improve bicycling conditions along US 101.” 

 Add Bicycle Facilities policy #6, “Require all new development, except single-family 
residential development, to provide bicycle parking facilities.” 

 Add Bicycle Facilities policy #7, “Encourage and partner with local organizations to 
provide events and activities promoting walking and bicycling.” 

The following changes to the Lincoln City Municipal Code would implement the Lincoln City 

Walking and Biking Plan and demonstrate compliance with requirements in Oregon’s 

Transportation Planning Rule. These changes will be adopted during Phase 1 of the plan’s 

implementation. 

 Adopt bicycle parking requirements for all land uses except single-family residences. 
Section 3.3.400 in Appendix A of Memo #6: Facility Standards and Plan Policies 
(provided in Appendix A of this plan) provides sample text that can be used to 

Lincoln City Walking and Biking Plan 59 



  

         
     

      
       

      
         

       
          

         
       

      

         
          
           

      
    

 

  

lJ 'Plan 1mplrowuatioo 

incorporate into the Lincoln City Municipal Code. These requirements could be added to 
existing Title 17, Zoning, as either a new chapter entitled “Bicycle Parking Regulations,” 
as a new section of Chapter 17.56, Off-Street Parking and Loading Regulations, or 
incorporated into each chapter of the existing title except Chapter 17.16, Single-Family 
Residential Zone. Adopt design guidelines for bicycle and pedestrian facilities as listed 
in Section 3. Augment Chapter 16.12, Design Standards, with a new section entitled 
“Bicycle and Pedestrian Facilities” to include minimum widths. Include a statement 
within the code that the city should follow design standards, as dictated in the Lincoln 
City Walking and Biking Plan when developing all new facilities, unless deemed 
significantly impracticable by the City Engineer. Guidelines listed in Table 4.2 below 
could be added to existing Chapter 16.12, Design guidelines. 

 Adopt requirements for pedestrian circulation within all new development. Section 
3.3.300 in Appendix A of Memo #6: Facility Standards and Plan Policies (provided in 
Appendix A of this plan) provides sample text to incorporate into the Lincoln City 
Municipal Code, either in Chapter 16.12, Design Standards or as part of a new section 
entitled “Bicycle and Pedestrian Facilities.” 
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Design Criterion Guideline 

SIDEWALKS 

BIKE LANES AND SHARED-USE SHOULDERS 

SHARED ROADWAY 

SHARED-USE PATH 
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Sidewalk Width – minimum 6 feet 

Sidewalk Width – maximum 10 feet 

Maximum Grade 

6 inches 

5%* 

Cross-Slope – maximum 2% 

Curb height 

72 inches 

Same as roadway 

Ramp slope – maximum 8.3% 

Turning Space-minimum 4 foot x 4 foot 

Flared Side slope- maximum 10% 

Bike Lane Width – minimum 6 feet 

Maximum Grade 

Width of stripe 8 inches 

Height of full symbol 112 inches 

Height to top of bicycle symbol 

Width 40 inches 

20 MPH at grades less than 4%; 
Design Speed 

30 MPH at grades greater than or equal to 4% 

Maximum Grade 5% 

Cross-section Width 10 feet minimum 

Vertical Clearance 8 feet minimum 

TRAFFIC CIRCLE 

20 MPH at grades less than 4%; 
Design Speed 

30 MPH at grades greater than or equal to 4% 

Maximum Grade 5% 

SPEED HUMP 

Design Speed Below 35 MPH 

Spacing Between 300 and 600 feet 

Typical width 14 feet 

Maximum height 3 inches at midpoint 

Lincoln City Walking and Biking Plan 61 



  

            

   

        

        

         

 

lJ 'Plan 1mplrowuatioo 

LJ.5 Conc1wion 
This plan lays out a vision for a new Lincoln City – one in which bicycling and walking are 

convenient, comfortable, and safe. By providing attractive transportation options for all modes, 

Lincoln City shows it is a great place for everyone. Residents and visitors alike will benefit from 

the improvements listed in this plan. The City of Lincoln City will work carefully to implement 

the two phased approach with guidance from citizens along the way. 
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Memo 1: Project Vision, Goals, and Objectives 


The purpose of this memorandum is twofold: 1) to identify and summarize existing planning 
documents and policies that guide the development of the Lincoln City Walking and Biking Plan, 
including state, county, and local requirements for the project; and 2) to present a draft vision 
statement, goals, and objectives for the plan, based on input received from the first Project 
Advisory Committee meeting, in addition to the plan and policy context. Section 1 of this 
memorandum includes the draft vision statement, goals, and objectives for review and 
discussion by the Project Advisory Committee. Section 2 of this memorandum proposes guiding 
principles, based both on the relevant state, county, and city plans and policies analyzed in 
Section 3, and on the notes from the first Project Advisory Committee meeting, presented in 
Section 4. 


1. Vision, Goals, and Objectives for the Project 


Following are the proposed vision, goals, 
and objectives for the walking and biking 
plan, based on comments from the first 
meeting of the Project Advisory Committee 
and review of documents of the State of 
Oregon, Lincoln County, and Lincoln City. 


The vision for the Lincoln City bicycle and 
pedestrian system is to provide a safe, 
convenient, and accessible network of 
routes that encourage bicycling and walking 
in Lincoln City and provide viable 
alternatives to motor vehicle use.  


GOAL 1: Make walking and bicycling safe, 
convenient, comfortable, enjoyable and 
attractive. 


Objective 1A: Develop a network of 
routes that provide options for 
pedestrians and bicyclists on and off US 
101.  


Objective 1B: Identify key problem areas 
for pedestrian and bicycle safety. 
Prioritize improvements to those areas. 


Objective 1C: Create a complete and 
convenient network of pedestrian and 
bicycle facilities that can be used for 
many types of trips, including 


commuting, shopping, or recreational 
trips. 


Objective 1D: Review and revise policies 
and ordinances, as necessary. 


GOAL 2: Design a network of walking and 
bicycling facilities that enhances livability 
for residents and visitors, encourages 
recreation, helps incorporate exercise as a 
part of daily routine, supports the City’s 
stated sustainability objectives, and 
supports economic development in Lincoln 
City. 


Objective 2A: Create design standards 
for bicycle and pedestrian facilities in 
Lincoln City that serve the needs of 
residents and tourists, and conform 
with ODOT and County standards when 
possible, but also provide flexibility for 
facility design in constrained settings. 


Objective 2B: Incorporate existing and 
planned multi‐use trails into the 
identified network of bicycle and 
pedestrian facilities, as envisioned in 
the Lincoln City Parks Master Plan. 
Design trails to maximize safety and 
transportation value, as well as 
recreation potential.  
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GOAL 3: Promote walking, bicycling, 
transit, and sharing the road through public 
information and participation. This 
includes, but is not limited to, way finding 
signage for people bicycling and walking, 
directing them to the Head to Bay Trail and 
routes to bus stops and destinations in 
Lincoln City. 


Objective 3A: Develop signage standards 
and design recognizable striping and 
graphics for pedestrian and bicycle 
routes in Lincoln City. 


Objective 3B: Identify programs that 
encourage walking and bicycling, and 
educate regarding good traffic behavior 
and consideration for all users. 


Objective 3C: Develop a map and online 
resources to provide accessible 
information on walking and cycling 
routes and destinations in Lincoln City. 







   


Memo 1: Project Vision, Goals, and Objectives 


2. Guiding Principles 


Reduce vehicle use in Lincoln City by 
improving the safety and convenience of the 
pedestrian and bicycle system throughout 
the city, supporting multimodal uses of US 
101, and providing opportunities for walking 
and bicycling to work and school.  


 Promote mobility within and through 
the city of Lincoln City for all users of the 
transportation system  


 Support efficient management of US 101 
by balancing the needs of pedestrians 
and cyclists with the need for vehicular 
mobility  


 Minimize adverse effects to land uses 
within Lincoln City 


 Minimize impacts to the natural 
environment  


 Include strategies to support economic 
development in Lincoln City  


 Require context‐sensitive design 
techniques that conform with the 
requirements in the Americans with 
Disabilities Act (ADA) 


 Support the promotion of US 101 as a 
scenic byway and as the Oregon Coast 
Bike Route 


 Provide meaningful public involvement 
opportunities that reach out to 
stakeholders in Lincoln City of all races, 
cultures, incomes, and physical abilities.  


 Identify a network of bicycle and 
pedestrian facilities that link major land 
uses and support increased levels of 
bicycling and walking. The network 
should: 


 Promote multimodal connections 
throughout Lincoln City 


 Consider pedestrian and bicycle 
routes off of US 101 


 Identify improvements to pedestrian 
crossings along US 101 


 Consider concentrating 
recommended pedestrian 
improvements into limited areas, so 
as to promote creation of 
pedestrian‐friendly districts 


 Include improved public access to 
and trails along the waterfront 


 Review and refine existing and 
planned multi‐use trails, as specified 
in the Lincoln City Parks Master Plan 


 Consider improvements within the 
Taft, Oceanlake, Nelscott, and Cutler 
City neighborhoods that are 
consistent with their Redevelopment 
Plans 


 Preserve capacity along US 101, and 
balance the needs of accommodating 
local traffic and through travel 


 Support maintenance of a network of 
arterials and collectors throughout the 
city 


 Provide design standards for bicycle and 
pedestrian facilities  
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3. Project Advisory Committee Meeting 1 Input 


The Project Advisory Committee met on 
August 29, 2011. Following are comments 
that were recorded on flip chart paper, as 
members responded to the following 
questions. Not all members responded to all 
three questions. Members in attendance are 
listed at the end. 


1. What is your vision for walking and 
cycling in Lincoln City? 


2. What issues are important to you and the 
groups you represent? 


3. What must the Pedestrian and Bicycle 
Plan do to implement your vision for walking 
and cycling? 


3.1 Vision Brainstorming 


 Safe and Accessible bicycle and 
pedestrian options within the city. 
Pedestrian access in the Pearls. Bicycle 
and pedestrian access between the 
Pearls. Bicycle and pedestrian options 
off of US 101 (101 should prioritize 
vehicles). Developing alternate routes 
through the city. 


 Increased ease and safety for cyclists 
within and travelling through Lincoln 
City, OR. The OR Coast Bike Route on US 
101 is a favored route by cycling tourists 
around the world and is the main 
connection for the local cyclist as well. 
We see that for cycling to be prominent, 
cyclists need to feel safe on US 101 as 
most businesses are on US 101, it is the 
shortest distance between two points 
generally, and it is the flattest.  


 Lincoln City becomes a place where 
pedestrians can walk safely city limit to 


city limit via continuous sidewalks 
and/or connecting paths. A city where 
pedestrian law enforcement is 
embraced as a way of life. A City where 
pedestrian rights of way are fully 
protected as required by local and 
Oregon laws. 


 Community Health and Safety. Make it 
possible for residents to step outside 
and go for a walk or bike ride in a safe 
manner.  


 Work with partners to make Lincoln 
County a healthier place to 
live/work/play. To make the healthy 
choice the easy choice. 


 A safe, walkable, bikeable, community 


3.2 Issues Brainstorming 


 Providing alternate routes off US 101 for 
visitors/residents 


 Concerns re: trail safety 


 Direct improvements to US 101 to 
improve pedestrian and bicycling 
facilities  


 Striping/ wayfinding on a roadway 


 Full street width resurfacing, not limited 
grindouts that marginalize the shoulders 


 Connectivity to business districts for 
cyclists using alternate routes 


 Hazard reductions: grates, unsafe 
surfaces, and dangerous intersections 


 Creative solutions to provide for safe 
mixed uses of our public right of ways 
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 Marked crosswalks on US 101 (proper 
density?) 


 Education (of motorists, pedestrians, 
and bicyclists) 


 Continuous travel path from city limits 
to city limits with beach access 


 Specific intersections – US101/Logan Rd; 
101/Neotsu; 101/East Devils Lake Rd; 
101/Holmes Rd 


 Topography 


 Increase connectivity (creatively) 


 Overcoming health challenges 


 Safety 


 Family involvement emphasis; family‐
friendly solutions.  


 Focus on underserved, marginalized 
populations.  


 Accessibility (get people out of cars and 
into shops) 


 Need bike racks/bike parking in the 
Pearls 


 Connections to transit –
consistency/frequency 


 Adequate signage (wayfinding) 


 US 101 splits the neighborhood 


 Be multi‐modal (walking, skateboards, 
adult scooters) 


 Safety 


 Connections to transit 


 Pedestrian safety – consider removal of 
mid‐block crossings in Oceanlake 


 Bicyclist safety – “dooring”  


 Safety for parents and kids 


 SRTS [‘Safe Routes to School’ program] 


 A transportation system for those who 
cannot drive – getting safely from A to B 


 Identify/prioritize alternate 
transportation corridors 


 Reduce friction between users 


 Recognize that visitors are going to be 
using US 101 and improving that route 


3.3 What Must Plan Do to 
Implement Vision? 


 Inventory of existing sidewalks 


 Identify future improvements 


 Involve public to find problems 


 Know important connections 


 Help decide funding priorities 


 Alternatives for low‐income and young 
families 


 Education and user safety 


 Well‐marked for all non‐motorized 
modes 


 Warning lighting for pedestrian presence 


 Design for students 


 Walking school bus / bike train 


 Reduce traffic speeds 


 De‐emphasize motor vehicles 


 Change “safe speed” perceptions 


 Consider/Identify alternate routes to US 
101 


 Variable speed control signs on US 101 


 Identify locations for sharrows/paint 
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3.4 Project Advisory 
Committee members in 
attendance: 


 Joelle Archibald – Lincoln county Health 
and Human Services 


 Liz Bardon – Samaritan North Lincoln 
Hospital 


 Steven Bechard ‐  Lincoln City Police 
Department 


 Angela Calkins – Confederated Tribes of 
Siletz Indians 


 Wally Kohl – Nelscott Neighborhood 
Association 


 Robert Hunt – citizen 
participant/pedestrian advocate 


 Dave Malcolm – Taft Elementary School 


 Patty Morgan – Oceanlake Merchants 
Association 


 Patrick O’Conner – Oregon Coast 
Community College 


 Paul Robertson – Bike Advocacy 
Committee 


 Segundo Sam – liaison to the Hispanic 
community 


 Alex Ward – Bay Area Merchants 
Association 


Others present who offered comments: 


 Robert Scotton – Park Board member 


 Gretchen Ammerman – Bike Advocacy 
Committee member 
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4. Plan and Policy Context 


The project study area, which is defined by the Lincoln City Urban Growth Boundary (UGB), 
contains state highways, county‐owned roads, and city‐owned roads.   Consequently, planning 
documents adopted by the State of Oregon, Lincoln County, and the City of Lincoln City apply. 
This section reviews those plans and their policies, and analyzes the implications for the Lincoln 
City Walking and Biking Plan. 


4.1 State of Oregon Plans and Policies 


US 101 is the only state highway facility within the project study area. Three planning documents 
contain policies that regulate decision‐making on US 101: the Oregon Transportation Plan, the 
Oregon Highway Plan, and the Oregon Bicycle and Pedestrian Plan.  


4.1.1 Oregon Transportation Plan 
The Oregon Transportation Plan (OTP) was adopted by the Oregon Transportation Commission 
in 2006. It serves as the state’s long‐range multimodal transportation plan and provides a 25‐
year plan for the transportation system to improve economic efficiency, safety, and 
environmental quality. The OTP guides development and investment in the statewide 
transportation system. Several goals, policies, and strategies within the OTP are applicable to 
this project.  


GOAL 1: Mobility and Accessibility  
To enhance Oregon’s quality of life and economic vitality by providing a balanced, efficient, cost‐
effective and integrated multimodal transportation system that ensures appropriate access to all 
areas of the state, the nation and the world, with connectivity among modes and places (p. 45). 


Policy 1.1: Development of an Integrated Multimodal System. It is the policy of the State of 
Oregon to plan and develop a balanced, integrated transportation system with modal 
choices for the movement of people and goods (p. 47). 


Strategy 1.1.1: Plan and develop a multimodal transportation system that increases the 
efficient movement of people and goods for commerce and production of goods and 
services that is coordinated with regional and local plans. Require regional and local 
transportation plans to address existing and future centers of economic activity, routes 
and modes connecting passenger facilities and freight facilities, intermodal facilities and 
industrial land, and major intercity and intra‐city transportation corridors and supporting 
transportation networks. 


Strategy 1.1.4: In developing transportation plans to respond to transportation needs, 
use the most cost‐effective modes and solutions over the long term, considering 
changing conditions and based on the following: 


 Managing the existing transportation system effectively. 
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 Improving the efficiency and operational capacity of existing transportation 
infrastructure and facilities by making minor improvements to the existing system. 


 Adding capacity to the existing transportation system. 


 Adding new facilities to the transportation system. 


Policy 1.3: Relationship of Interurban and Urban Mobility. It is the policy of the State of 
Oregon to provide intercity mobility through and near urban areas in a manner which 
minimizes adverse effects on urban land use and travel patterns and provides for efficient 
long distance travel (p. 49).  


Strategy 1.3.1: Use a regional planning approach and inter‐regional coordination to 
address problems that extend across urban growth boundaries. 


Strategy 1.3.2: In coordination with affected jurisdictions, develop and manage the 
transportation network so that local trips can be conducted primarily on the local system 
and the interstate and statewide facilities can primarily serve intercity movement and 
interconnect the systems. Develop, maintain and improve parallel roadways, freight rail, 
transit, bus rapid transit, commuter rail and light rail to provide alternatives to using 
intercity highways for local trips where possible. 


Implications for this project  
The Lincoln City Walking and Biking Plan should find ways of sharing the existing transportation 
system, supporting multimodal uses of US 101, and promoting mobility within and through the 
city of Lincoln City. Projects advanced within the Lincoln City Walking and Biking Plan should 
enhance land uses and travel patterns within Lincoln City. The Lincoln City Walking and Biking 
Plan should plan for alternatives to using intercity highways for local trips, where possible. 


GOAL 2: Management of the System 
To improve the efficiency of the transportation system by optimizing the existing transportation 
infrastructure capacity with improved operations and management (p. 50). 


Policy 2.1: Capacity and Operational Efficiency. It is the policy of the State of Oregon to 
manage the transportation system to improve its capacity and operational efficiency for the 
long term benefit of people and goods movement (p. 50). 


Strategy 2.1.2: Protect the integrity of statewide transportation corridors and facilities 
from encroachment by such means as managing access to state highways, limiting 
interchanges, creating safe rail crossings and controlling incompatible land use around 
airports, ports, pipelines and other intermodal passenger and freight facilities. 


Implications for this project 
The Lincoln City Walking and Biking Plan should support efficient management of US 101 by 
balancing the needs of pedestrians and cyclists with needs for vehicular mobility. The Walking 
and Biking Plan should frame the assessment of “capacity” in terms of providing for movement 
of people using all modes, rather than as capacity for vehicles only.   


GOAL 3: Economic Vitality 
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To promote the expansion and diversification of Oregon’s economy through the efficient and 
effective movement of people, goods, services, and information in a safe, energy‐efficient, and 
environmentally sound manner (p. 53).  


Policy 3.2: Moving People to Support Economic Vitality. It is the policy of the State of Oregon 
to develop an integrated system of transportation facilities, services and information so that 
intrastate, interstate and international travelers can travel easily for business and recreation 
(p. 56).   


Strategy 3.2.2: In regional and local transportation system plans, support options for 
traveling to employment, services, and businesses. These include, but are not limited to, 
driving, walking, bicycling, ride‐sharing, public transportation and rail. 


Policy 3.3: Downtowns and Economic Development. It is the policy of the State of Oregon to 
provide transportation improvements to support downtowns and to coordinate 
transportation and economic development strategies (p. 57).  


Strategy 3.3.1: Coordinate private and public resources to provide transportation 
improvements and services to help stimulate active and vital downtowns, economic 
centers and main streets. 


Implications for this project 
The Lincoln City Walking and Biking Plan should include consideration of opportunities for 
walking and bicycling to school and to work. The Lincoln City Walking and Biking Plan should 
include strategies to support economic development in Lincoln City’s pearl districts, including 
along US 101, which functions as the city’s main street. The plan must recognize that as a tourist 
economy, Lincoln City’s transportation system must be fun, pleasant, safe, and attractive for 
visitors and residents. In particular, the plan must help the city’s portion of US 101 live up to its 
designation as a scenic coastal highway. 


GOAL 4: Sustainability 
To provide a transportation system that meets present needs without compromising the ability 
of future generations to meet their needs from the joint perspective of environmental, 
economic and community objectives. This system is consistent with, yet recognizes differences 
in, local and regional land use and economic development plans. It is efficient and offers choices 
among transportation modes. It distributes benefits and burdens fairly and is operated, 
maintained, and improved to be sensitive to both the natural and built environments (p. 58).  


Policy 4.1: Environmentally Responsible Transportation System. It is the policy of the State of 
Oregon to provide a transportation system that is environmentally responsible and 
encourages conservation and protection of natural resources (p. 59).  


Strategy 4.1.1: Practice stewardship of air, water, land, wildlife and botanical resources. 
Take into account the natural environments in the planning, design, construction, 
operation and maintenance of the transportation system. Create transportation systems 
compatible with native habitats and species and help restore ecological processes, 
considering such plans as the Oregon Conservation Strategy and the Oregon Plan for 
Salmon and Watersheds. Where adverse impacts cannot reasonably be avoided, 
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minimize or mitigate their effects on the environment. Work with state and federal 
agencies and other stakeholders to integrate environmental solutions and goals into 
planning for infrastructure development and provide for an ecosystem‐based mitigation 
process. 


Strategy 4.1.2: Encourage the development and use of technologies that reduce 
greenhouse gases. 


Strategy 4.1.3: Evaluate the impact of geological hazards and natural disasters including 
earthquakes, floods, landslides and rockfalls, on the efficiency and sustainability of the 
location and design of new or improved transportation facilities as appropriate. 


Policy 4.3: Creating Communities. It is the policy of the State of Oregon to increase access to 
goods and services and promote health by encouraging development of compact 
communities and neighborhoods that integrate residential, commercial and employment 
land uses to help make shorter trips, transit, walking and bicycling feasible. Integrate 
features that support the use of transportation choices (p. 61). 


Strategy 4.3.1: Support the sustainable development of land with a mix of uses and a 
range of densities, land use intensities and transportation options in order to increase 
the efficiency of the transportation system. Support travel options that allow individuals 
to reduce vehicle use. 


Strategy 4.3.2: Promote safe and convenient bicycling and walking networks in 
communities. Fill in missing gaps in sidewalk and bikeway networks, especially to 
important community destinations such as schools, shopping areas, parks, medical 
facilities and transit facilities. Enhance walking, bicycling and connections to public transit 
through appropriate community and main street design. Promote facility designs that 
encourage walking and biking. 


Strategy 4.3.4: Promote transportation facility design, including context sensitive design, 
which fits the physical setting, serves and responds to the scenic, aesthetic, historic and 
environmental resources, and maintains safety and mobility. 


Strategy 4.3.5: Reduce transportation barriers to daily activities for those who rely on 
walking, biking, rideshare, car‐sharing and public transportation by providing: Access to 
public transportation and the knowledge of how to use it. Facility designs that consider 
the needs of the mobility‐challenged including seniors, people with disabilities, children 
and non‐English speaking populations. 


Implications for this project 
The Lincoln City Walking and Biking Plan must protect and embrace the city’s extraordinary 
natural environment when analyzing potential improvements to the transportation system, 
must provide options to reduce vehicle use, must require context‐sensitive design, and must 
provide accessible options for all users, including the mobility‐challenged. OTP Goal 4 and Policy 
4.3 provide a strong policy context in support of providing pedestrian and cycling facilities on US 
101. 
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GOAL 5: Safety and Security 
To plan, build, operate, and maintain the transportation system so that it is safe and secure (p. 
63). 


Policy 5.1: Safety. It is the policy of the State of Oregon to continually improve the safety and 
security of all modes and transportation facilities for system users including operators, 
passengers, pedestrians, recipients of goods and services, and property owners (p. 64). 


Strategy 5.1.3: Ensure that safety and security issues are addressed in planning, design, 
construction, operation, and maintenance of new and existing transportation systems, 
facilities and assets. 


Implications for this project 
The Lincoln City Walking and Biking Plan must recommend improvements to the existing system 
that address bicycle and pedestrian safety. 


GOAL 7: Coordination, Communication and Cooperation 
To pursue coordination, communication and cooperation among transportation users, providers 
and those most affected by transportation activities to align interests, remove barriers and bring 
innovative solutions so the transportation system functions as one system (p. 72).  


Policy 7.3: Public Involvement and Consultation. It is the policy of the State of Oregon to 
involve Oregonians to the fullest practical extent in transportation planning and 
implementation in order to deliver a transportation system that meets the diverse needs of 
the state (p. 76). 


Strategy 7.3.1: In all phases of decision‐making, provide affected Oregonians early, open, 
continuous, and meaningful opportunity to influence decisions about proposed 
transportation activities. When preparing and adopting a multimodal transportation 
plan, modal/topic plan, facility plan or transportation improvement program, conduct 
and publicize a program for citizen, business, and tribal, local, state and federal 
government involvement. Clearly define the procedures by which these groups will be 
involved. 


Strategy 7.3.3: Seek out and facilitate the involvement of those potentially affected 
including traditionally underserved populations. 


Strategy 7.3.4: Coordinate public outreach activities among local, regional and state 
agencies as appropriate. 


Policy 7.4: Environmental Justice. It is the policy of the State of Oregon to provide all 
Oregonians, regardless of race, culture or income, equal access to transportation decision‐
making so all Oregonians may fairly share in benefits and burdens and enjoy the same 
degree of protection from disproportionate adverse impacts (p. 76). 


Strategy 7.4.1: Provide equal access to public information and decision‐making about 
transportation planning, financing, construction, operations and maintenance activities. 
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Implications for this project 
The Lincoln City Walking and Biking Plan must provide meaningful public involvement 
opportunities that reach out to stakeholders in Lincoln City of all races, cultures, incomes, and 
physical abilities.  


4.1.2 The Oregon Highway Plan 
The Oregon Highway Plan (OHP), adopted in 1999, provides strategic direction for improvements 
to the state highway system. Several goals and policies within the OHP apply to US 101 in Lincoln 
City.  


GOAL 1: System Definition  
To maintain and improve the safe and efficient movement of people and goods and contribute 
to the health of Oregon’s local, regional, and statewide economies and livability of its 
communities (p. 39). 


State Highway Classification System 


Policy 1A: State Highway Classification System: It is the policy of the State of Oregon to 
develop and apply the state highway classification system to guide ODOT priorities for 
system investment and management (p. 41). 


US 101 in Lincoln City is classified as a Statewide Highway. The definition of Statewide 
Highways is as follows: Statewide Highways (NHS) typically provide inter‐urban and inter‐
regional mobility and provide connections to larger urban areas, ports, and major recreation 
areas that are not directly served by Interstate Highways. A secondary function is to provide 
connections for intra‐urban and intra‐regional trips. The management objective is to provide 
safe and efficient, high‐speed, continuous‐flow operation. In constrained and urban areas, 
interruptions to flow should be minimal. Inside Special Transportation Areas (STAs), local 
access may also be a priority. (p. 41)  


Implications for this project 
The OHP emphasis on “high‐speed, continuous flow operation” on Statewide Highways may 
conflict with the need to provide for pedestrians and cyclists on US 101. Consequently, this 
project should rely on other OTP, OHP, and related policies that emphasize the need to provide 
for pedestrians and cyclists, to support livability, and to balance the needs of alternative modes 
with the need for vehicular mobility. The City may wish to adopt policies to seek a change in the 
highway classification for US 101 in Lincoln City or for changes to highway definitions in the OHP 
to better balance highway management for modes other than motorized vehicles. The OHP 
allows for designations of special transportation areas (STAs) and urban business areas (UBAs), 
as follows: 


Planning for and Managing Highway Segment Designations. Highway segment designations 
may generally be located within urban growth boundaries and urban unincorporated 
communities on District, Regional, or Statewide highways… 


Special Transportation Areas (STAs). A Special Transportation Area (STA) is a designated 
district of compact development on a state highway…in which the need for appropriate local 
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access outweighs the considerations of highway mobility… While traffic moves through an 
STA and automobiles may play an important role in accessing an STA, convenience of 
movement within an STA is focused upon pedestrian, bicycle and transit modes. …The 
primary objective of an STA is to provide access to and circulation amongst community 
activities, businesses and residences and to accommodate pedestrian, bicycle and transit 
movement along and across the highway. (p. 49) 


Urban Business Areas (UBAs). For highways posed greater than 35 miles per hour, the UBA 
designation is available as recognition that vehicular accessibility and circulation are often as 
important as pedestrian, bicycle and transit accessibility… Transit turnouts, sidewalks and 
bicycle lanes are accommodated. (p. 51) 


Implications for this project 
US 101 from MP 117.71 to 118.05 in Taft is classified as a Special Transportation Area. The plan 
may identify other places along US 101 where an STA or UBA designation could help support the 
City’s goals for walking and cycling. 


Policy 1B: Land Use and Transportation. This policy recognizes the role of both State and 
local governments related to the state highway system: 


 State and local government must work together to provide safe and efficient roads for 
livability and economic viability for all citizens. 


 State and local government must share responsibility for the road system. 


 State and local government must work collaboratively in planning and decision‐making 
relating to transportation system management. 


It is the policy of the State of Oregon to coordinate land use and transportation decisions to 
efficiently use public infrastructure investments to: 


 Maintain the mobility and safety of the highway system; 


 Foster compact development patterns in communities; 


 Encourage the availability and use of transportation alternatives; 


 Enhance livability and economic competitiveness; and 


 Support acknowledged regional, city and county transportation system plans that are 
consistent with this Highway Plan (p. 55).  


Implications for this project 
The Walking and Biking Plan should emphasize ways that proposed improvements support 
compact development, encourage transportation alternatives, enhance livability and economic 
competitiveness, and improve safety, while balancing the needs of pedestrians and cyclists with 
the need for motor vehicle mobility.  


Policy 1D: Scenic Byways. It is the policy of the State of Oregon to preserve and enhance 
designated Scenic Byways, and to consider aesthetic and design elements along with safety 
and performance considerations on designated Byways (p. 70). 
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Implications for this project 
US 101 in Lincoln City is a scenic byway; consequently, the plan must address aesthetics and 
design in its recommendations.  


Policy 1F: Highway Mobility Standards. It is the policy of the State of Oregon to use highway 
mobility standards to maintain acceptable and reliable levels of mobility on the state 
highway system. These standards shall be used for: 


 Identifying state highway mobility performance expectations for planning and plan 
implementation; 


 Evaluating the impacts on state highways of amendments to transportation plans, 
acknowledged comprehensive plans and land use regulations pursuant to the 
Transportation Planning Rule (OAR 660‐12‐060); and 


 Guiding operations decisions such as managing access and traffic control systems to 
maintain acceptable highway performance (p. 77). 


Action 1.F.3: Where it is infeasible to meet the standards in this policy, consider adopting 
alternate mobility standards for: 


 Metropolitan areas [applies to all cities] or portions thereof to support an integrated 
land use and transportation plan for promoting compact development, reducing the 
use of automobiles and increasing the use of other modes of transportation, 
promoting efficient use of infrastructure, and improving air quality;  


 Providing alternative modes of transportation; 


Implications for this project 
The applicable mobility standard for US 101 in the Project Study Area is a maximum volume to 
capacity ratio of 0.90 during the peak hour within the portion of US 101 designated as a Special 
Transportation Area, 0.85 where the posted speed is less than or equal to 35 MPH, 0.80 where 
the posted speed is greater than 35 MPH, and 0.75 where the posted speed is greater than 45 
MPH. The Walking and Biking Plan should coordinate with the City’s ongoing development of its 
Transportation System Plan to be informed about the existing and expected future level of 
mobility on US 101. The Walking and Biking Plan may identify areas where alternative mobility 
standards may be needed to balance the need for highway mobility with the needs of 
pedestrians and cyclists. 


Goal 2: System Management  
To work with local jurisdictions and federal agencies to create an increasingly seamless 
transportation system with respect to the development, operation, and maintenance of the 
highway and road system that safeguards the state highway system by maintaining 
functionality and integrity; ensures that local mobility and accessibility needs are met; and 
enhances system efficiency and safety (p. 101). 


Policy 2A: Partnerships. It is the policy of the State of Oregon to establish cooperative 
partnerships to make more efficient and effective use of limited resources to develop, 
operate, and maintain the highway and road system. These partnerships are 
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relationships among ODOT and state and federal agencies, regional governments, cities, 
counties, tribal governments, and the private sector (p. 103). 


Implications for this project 
ODOT will work with the City of Lincoln City, the Confederated Tribes of the Siletz, Lincoln 
County, and other project stakeholders to maximize the efficiency and effectiveness of the 
transportation system in Lincoln City. 


Policy 2B: Off‐System Improvements. It is the policy of the State of Oregon to provide 
state financial assistance to local jurisdictions to develop, enhance, and maintain 
improvements on local transportation systems when they are a cost‐effective way to 
improve the operation of the state highway system if the off‐system costs are less than 
or equal to on‐system costs, and/or the benefits to the state system are equal to or 
greater than those achieved by investing in on‐system improvements; local jurisdictions 
adopt land use, access management and other policies and ordinances to assure the 
continued benefit of the off‐system improvement to the state highway system; local 
jurisdictions agree to provide advance notice to ODOT of any land use decisions that may 
impact the off‐system improvement in such a way as to adversely impact the state 
highway system; and local jurisdictions agree to a minimum maintenance level for the 
off‐system improvement that will assure the continued benefit of the off‐system 
improvement to the state highway system (p. 104). 


Implications for this project 
ODOT may consider financial assistance for improvements on locally owned roads if they 
improve operations on US 101. Any land use decisions that may affect the improvements that 
could have a subsequent effect on US 101 must be reviewed by ODOT. If funding for local 
improvements were provided, Lincoln City or Lincoln County would be responsible for 
maintenance of the improvement. 


Policy 2D: Public Involvement. It is the policy of the State of Oregon to ensure that 
citizens, businesses, regional and local governments, state agencies, and tribal 
governments have opportunities to have input into decisions regarding proposed 
policies, plans, programs, and improvement projects that affect the state highway system 
(p. 108). 


Implications for this project 
The Lincoln City Walking and Biking Plan must include a robust public involvement program.  


Policy 2F: Traffic Safety. It is the policy of the State of Oregon to continually improve 
safety for all users of the highway system using solutions involving engineering, 
education, enforcement, and emergency medical services (p. 113). 


Implications for this project 
If evaluating potential safety improvements for US 101, the Lincoln City Walking and Biking Plan 
must consider improvements that would improve safety for all users.  


Goal 3: Access Management 
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To employ access management strategies to ensure safe and efficient highways consistent 
with their determined function, ensure the statewide movement of goods and services, 
enhance community livability and support planned development patterns, while 
accommodating motor vehicles, transit, pedestrians and bicyclists (p. 117). 


Policy 3A: Classification and Spacing Standards. It is the policy of the State of Oregon to 
manage the location, spacing and type of road and street intersections and approach 
roads on state highways to assure the safe and efficient operation of state highways 
consistent with the classification of the highways (p. 120). 


Implications for this project 
The access management spacing standard for Statewide Highways in urban areas with a speed 
limit of 30 or 35 miles per hour is 720 feet. Few locations in urban areas meet this standard. Any 
changes proposed in the Lincoln City Walking and Biking Plan that change the number or 
location of accesses on US 101 should move conditions in the direction of conformance to this 
standard.  


Goal 5: Environmental and Scenic Resources.  
To protect and enhance the natural and built environment throughout the process of 
constructing, operating, and maintaining the state highway system (p. 149). 


Policy 5A: Environmental Resources. It is the policy of the State of Oregon that the 
design, construction, operation, and maintenance of the state highway system should 
maintain or improve the natural and built environment including air quality, fish passage 
and habitat, wildlife habitat and migration routes, sensitive habitats (i.e. wetlands, 
designated critical habitat, etc.), vegetation, and water resources where affected by 
ODOT facilities (p. 151). 


Implications for this project 
Changes to US 101 proposed in the Lincoln City Walking and Biking Plan may be evaluated for 
potential environmental impacts prior to implementation. Proposed improvements for 
pedestrians and cyclists should be designed to minimize environmental impacts or improve 
environmental conditions where possible. 


Policy 5B: Scenic Resources. It is the policy of the State of Oregon that scenic resources 
management is an integral part of the process of creating and maintaining the state 
highway system. The State of Oregon will use best management practices to protect and 
enhance scenic resources in all phases of highway project planning, development, 
construction, and maintenance (p. 155). 


Implications for this project 
US 101 is a designated scenic byway. Any changes to signage on US 101 may consider 
incorporating the scenic byways logo or sign standards. Proposed improvements for pedestrians 
and cyclists should be designed to protect and enhance scenic resources in Lincoln City. 
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4.1.3 The Oregon Bicycle and Pedestrian Plan  
The Oregon Bicycle and Pedestrian Plan was adopted by the Oregon Transportation Commission 
in 1995. It provides guidance on implementing the bicycle and pedestrian policies listed in the 
Oregon Transportation Plan. The goal of the Oregon Bicycle and Pedestrian Plan is to provide 
safe, accessible and convenient bicycling and walking facilities and to support and encourage 
increased levels of bicycling and walking. The Oregon Bicycle and Pedestrian Plan lays out 
specific actions and strategies for implementing these actions to achieve the stated goal. An 
analysis of how each action implicates this project is provided below. 


Action 1: Provide bikeway and walkway systems that are integrated with other 
transportation systems (p. 21). 


Strategy 1A. Integrate bicycle and pedestrian facility needs into all planning, design, 
construction and maintenance activities of the Oregon Department of Transportation, 
local governments and other transportation providers. 


Strategy 1B. Retrofit existing roadways with paved shoulders or bike lanes to 
accommodate bicyclists, and with sidewalks and safe crossings to accommodate 
pedestrians. 


Strategy 1C. Provide financial and technical assistance to local governments for bikeway 
and walkway projects on local streets. 


Implications for this project 
The Oregon Bicycle and Pedestrian Plan identifies US 101 in Lincoln City as part of the Oregon 
Coast Bike Route, which traverses the length of the state. Recommendations for improvements 
to US 101 and signage should recognize and be consistent with that designation. the Lincoln City 
Walking and Biking Plan must show how bicycle and pedestrian facilities are to be integrated 
into all new and existing roadways.  


Action 2: Create a safe, convenient and attractive bicycling and walking environment (p. 21). 


Strategy 2A. Adopt design standards that create safe and convenient facilities to 
encourage bicycling and walking. 


Strategy 2B. Provide uniform signing and marking of all bikeways and walkways. 


Strategy 2C. Adopt maintenance practices to preserve bikeways and walkways in a 
smooth, clean and safe condition. 


Implications for this project 
The Lincoln City Walking and Biking Plan must consider improvements that improve the safety 
and convenience of the pedestrian and bicycle system. 


Action 3: Develop education programs that improve bicycle and pedestrian safety (p. 21). 
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Strategy 3A. Monitor and analyze bicyclist and pedestrian crash data to formulate ways 
to improve bicyclist and pedestrian safety. 


Strategy 3B. Publish bicycling and walking maps and guides that inform the public of 
bicycle and pedestrian facilities and services. 


Strategy 3C. Develop bicycling and walking safety education programs to improve skills 
and observance of traffic laws, and promote overall safety for bicyclists and pedestrians. 


Strategy 3D. Develop safety education programs aimed at motor vehicle drivers to 
improve awareness of the needs and rights of bicyclists and pedestrians. 


Strategy 3E. Develop a promotional program and materials to encourage increased usage 
of bicycling and walking. 


Implications for this project 
The Lincoln City Walking and Biking Plan may consider programs to enhance traveler awareness 
of bicycle and pedestrian facilities, to encourage safe behavior, and to encourage bicycling and 
walking.  


 


The Oregon Bicycle and Pedestrian Plan specifies the needed elements of a bicycle and 
pedestrian component of a local transportation system plan (p. 61). This project will provide 
many of the same elements as a TSP would, and therefore should conform to the same 
requirements.  


Implications for this project 
The Walking and Biking Plan must include an inventory of existing facilities, identify bicycle and 
pedestrian needs, implementation strategies, standards for bicycle and pedestrian facilities 
(including bicycle parking), a list of bicycle and pedestrian projects, and a financing program. 
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4.2 Lincoln County Plans and Policies 


4.2.3 Lincoln County Transportation System Plan 
The Lincoln County Transportation System Plan was adopted in 2007 by the Lincoln County 
Board of Commissioners. It provides goals and objectives specific to pedestrian and bicycle 
facilities and identifies key pedestrian and bicycle routes throughout the county. Goals and 
objectives relevant to this project are listed below. An analysis of the implications of each goal is 
provided following the listed objectives. 


Goal #1 Mobility   
Provide a safe, convenient, and economic multimodal transportation system that serves the 
travel needs of Lincoln County residents, businesses, visitors and freight transport (p. 1‐4).  


Objectives:  


1. Provide a network of arterials and collectors that are interconnected, appropriately 
spaced, and reasonably direct.  


2. Maintain functional classification standards and criteria.  


3. Balance the simultaneous needs to accommodate local traffic and through‐travel.  


4. Minimize travel distances and vehicle‐miles traveled.  


5. Move motor vehicles, pedestrians, bicyclists, transit, trucks, and trains to and through the 
county safely, efficiently, and economically.  


6. Develop and adopt design standards for major collectors, minor collectors, and arterials, 
describing minimum right‐of‐way width, pavement, pedestrian service, bicycle travel and 
other design elements.  


10. Improve signage for streets, bicycle and pedestrian ways, and trails, as well as directional 
signs to points of interest  


11. Promote through‐movement on US 101.  


Implications for this project 
The Lincoln City Walking and Biking Plan should support maintenance of a network of arterials 
and collectors, should support the balance of needs to accommodate local traffic and through 
travel, should conform to any adopted design standards for bicycle and pedestrian facilities 
where possible, should improve signage for bicycle and pedestrian ways, should not detract 
more than necessary from through‐movement on US 101. 


Goal #2 Livability 
Provide a transportation system that balances transportation system needs with the 
community’s desire to maintain a pleasant, economically viable county (p. 1‐5).  


Objectives:  
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1. Minimize adverse social, economic, and environmental impacts created by the 
transportation system, including balancing the need for road capacity improvements and the 
need to minimize impacts to existing neighborhoods.  


2. Preserve and protect the county’s significant natural features and historic sites.  


3. Work to develop alternate transportation facilities that will minimize disruption to existing 
urban areas.  


4. Minimize congestion for travelers and goods movements.  


Implications for this project 
Projects recommended within the Lincoln City Walking and Biking Plan must avoid adverse 
social, economic, and environmental impacts to Lincoln City, and must support, promote, and 
protect existing urban areas, significant natural features, and historic sites. The Plan should help 
to minimize congestion for travelers and goods movement.  


Goal #3 Coordination 
Maintain a transportation system plan that is consistent with the goals and objectives of Lincoln 
County, Lincoln County jurisdictions, and the state (p. 1‐5). 


Objectives: 


3. Ensure adequate notification is given to affected agencies prior to meetings and public 
hearings on transportation planning and development issues.  


Implications for this project 
The city will give adequate notice to affected agencies prior to all public meetings held during 
the development of the Lincoln City Walking and Biking Plan. 


Goal #5 Pedestrian and Bicycle Facilities 
Provide for an interconnected system of pedestrian and bicycle facilities in Lincoln County to 
serve residents and recreational users (p. 1‐6).  


Objectives:  


1. Continue to implement the County Bicycle Plan to provide needed shoulder width for 
cycling and pedestrian use in rural areas.  


2. Ensure consistency between county and city plans for bicycle and pedestrian 
improvements.  


3. Ensure consistency between county standards and city standards for bicycle and 
pedestrian facilities within UGBs.  


4. Develop bicycle lanes or shoulder bikeways on all arterial streets, major collectors, and 
minor collectors.  


5. Adopt, implement, and maintain appropriate design and construction standards for 
pedestrian access in new subdivisions, office parks, shopping centers and public building 
developments.  
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6. Ensure adequate pedestrian access on all streets in commercial zones.  


7. Use unused rights‐of‐way for greenbelts, walking trails, or bike paths where appropriate.  


8. Improve public access to the waterfront and trails along the waterfront.  


9. Establish signage to indicate trail access points and rules.  


10. Promote multimodal connections where appropriate.  


11. Promote increased bicycle awareness and support safety education and enforcement 
programs.  


12. Support and encourage increased levels of bicycling and walking.  


13. Develop safe and convenient pedestrian and bicycle systems that link all land uses, 
provide connections to transit facilities, and provide access to publicly owned land intended 
for general public use, such as the beach or park facilities.  


14. Adopt and maintain development standards that support pedestrian and bicycle access 
to commercial and industrial development, including (but not limited to) direct pathway 
connections, bicycle parking facilities, and signage where appropriate. 


Implications for this project 
The Lincoln City Walking and Biking Plan should identify a network of bicycle and pedestrian 
facilities that link major land uses and support increased levels of bicycling and walking. The 
Lincoln County Bicycle Plan identifies two bicycle routes in Lincoln City: 1) East Devils Lake Road 
from US 101 milepost 111 to 115.7, and 2) West Devils Lake Road, from US 101 milepost 112 to 
114. The Lincoln City Walking and Biking Plan should acknowledge those designations. The 
Lincoln City Walking and Biking Plan must provide bicycle and pedestrian facility standards that 
are compatible with county standards, where possible, should consider utilizing unused rights‐
of‐way, should improve public access to and trails along the waterfront, should propose 
appropriate signage for walking and bicycling routes, and should promote multimodal 
connections. 


Goal #7 Environment 
Provide a transportation system that balances transportation services with the need to protect 
the environment and significant natural features (p. 1‐8).  


Objectives:  


1. Promote a transportation system that encourages energy conservation, in terms of 
efficiency of the roadway network and the standards developed for road improvements.  


2. Encourage use of alternative modes of transportation and encourage development that 
minimizes reliance on the automobile.  


3. Work to balance transportation needs with the preservation of significant natural features 
and viewsheds.  
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4. Minimize transportation impacts on wetlands and wildlife habitat and promote the 
protection of rare and endangered plant and animal species.  


Implications for this project 
The Lincoln City Walking and Biking Plan should promote a system that encourages energy 
conservation and use of alternate modes of transportation. Projects recommended in the 
Lincoln City Walking and Biking Plan should strive to balance the needs of transportation 
improvements with the need to preserve significant natural features, wetlands, and wildlife 
habitat. 


Goal #9 Capacity 
Provide a transportation system that has sufficient capacity to serve the needs of all users (p. 1‐
8).  


Objectives:  


1. Protect capacity on existing and improved roads to provide acceptable service levels to 
accommodate anticipated demand.  


2. Limit access points on highways and major arterials, and use techniques such as 
alternative access points when possible to protect existing capacity.  


3. Minimize direct access points onto arterial rights‐of‐way by encouraging common 
driveways or frontage roads.  


Implications for this project 
The Lincoln City Walking and Biking Plan should provide for sufficient capacity on existing 
roadways for all users, and may consider access management strategies on US 101 and City 
arterial roadways to better serve the needs of pedestrians and bicyclists. 


Goal #11 Safety 
Provide a transportation system that maintains adequate levels of safety for all users (p. 1‐9).  


Objectives:  


2. Work to improve the safety of rail, bicycle, and pedestrian routes and crossings.  


3. Identify safe connections for vehicles, bicycles, and pedestrians.  


Implications for this project 
The Lincoln City Walking and Biking Plan must improve safety for bicyclists and pedestrians. 
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4.3 Lincoln City Plans and Policies 


4.3.1 Lincoln City Comprehensive Plan 
The Lincoln City Comprehensive Plan was adopted by the Lincoln City Council in 1998. It guides 
development and public investment within Lincoln City. The goal within the Comprehensive Plan 
for the transportation system is as follows: “To provide a safe, convenient and rapid 
transportation network to facilitate the movement of goods and people” (p. 32). Within the 
transportation section of the Comprehensive Plan, there are policies related to roadway 
development, pedestrian facilities, and bicycle facilities. The policies relevant to the Lincoln City 
Walking and Biking Plan are listed below, followed by an analysis of the policies’ implications for 
this project. 


Roadway Development (p. 33) 
3. Identify, and develop bicycle routes through and around town that are safe, attractive, 


and user‐friendly. 


Implications for this project 
The Lincoln City Walking and Biking Plan must identify and develop bicycle routes throughout 
the city that are safe, attractive, and user‐friendly. 


Pedestrian Facilities (p. 33) 
1.   Develop a plan for improved pedestrian crossings of US 101, including signal treatments, 


with some crosswalk relocation and development.  


2.   Develop criteria for further sidewalk development along the streets in the City, 
incorporating federal guidelines for the handicapped.  


3.   Develop an off‐street pedestrian trail system, perhaps integrated with a bike trail system, 
to supplement on‐street provisions.  


Implications for this project 
The Lincoln City Walking and Biking Plan must identify improvements to crossings of US 101, 
criteria for development of ADA‐compliant sidewalks throughout the city, and a pedestrian trail 
system network. 


Bicycle Facilities (p. 33) 
1.   Identify and develop a system of off‐US 101 bicycle routes through and around town that 


are safe, attractive and user‐friendly. Sign the Oregon Coast Bike Route.  


Implications for this project 
The Lincoln City Walking and Biking Plan should identify a network of bicycle routes off of US 101 
and appropriate signage for the Oregon Coast Bike Route.  
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4.3.2 Urban Renewal Plans 
The Lincoln City Urban Renewal Agency had adopted a series of plans for urban renewal districts 
in Lincoln City. These plans identify a wide range of improvements needed to enhance livability 
and support economic development within the districts. Four urban renewal plans have been 
adopted by the Lincoln City Urban Renewal Agency: 


 OceanLake Redevelopment Plan 


 Nelscott Community Vision Plan 


 Taft Redevelopment Plan 


 Cutler District Community Vision & Corridor Plan 


While a key purpose of these plans is to guide investments of urban renewal funds in the 
districts, each of these plans identify improvements that could or must be funded by other 
agencies. Each of these plans identify the need for pedestrian and bicycle improvements, 
including sidewalks, multi‐use paths, crosswalks, traffic signals, street furniture, landscaping, and 
other projects to encourage walking and cycling. The individual projects in these urban renewal 
plans are too numerous to list in this summary memo. 


Implications for this project 
Consultants should review these urban renewal plans and incorporate relevant projects in these 
plans into the Walking and Biking Plan. Urban renewal districts will be an important funding 
source for projects in the Walking and Biking Plan. 


4.3.3 Lincoln City Parks Master Plan 
The Lincoln City Parks Master Plan: A Long Range Plan for Parks, Open Space, Trails, and 
Recreation Facilities was adopted by the Lincoln City Council in 2001. It recommends trails and 
pathways within the city of Lincoln City that could be used for both transportation and 
recreational purposes. The plan recommends eleven intra‐city multi‐use trails, including the 
Logan Creek Trail, the Head to Bay Trail, the Chinook Trail, the East Devils Lake Trail, the 
Thompson Creek Trail, the Rock Creek Trail, the Devils Lake Trail, the Canyon Trail, the Schooner 
Creek Trail, the Taft Loop Trail, and the Drift Creek Trail (p. 8‐7). 


Implications for this project 
The Lincoln City Walking and Biking Plan shall consider existing and planned multi‐use trails as 
part of the city’s bicycle and pedestrian network. 


4.3.4 Comprehensive Economic Opportunities and Buildable Land Needs 
Assessment 
The Comprehensive Economic Opportunities and Buildable Land Needs Assessment for Lincoln 
City provides a vision for the economy in Lincoln City and an assessment of the need for 
expanding the city’s UGB. It included strategies for achieving the vision. Two of these strategies 
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are directly related to the provision of bicycle and pedestrian facilities. Although the Lincoln City 
Walking and Biking Plan is not legally required to implement these strategies, they may help to 
inform the work that is conducted during this project.  


Strategy 6: Develop and Implement a Decorative Signage Plan and Program That Includes: 
Wayfinding, Gateways and Entries, Attractions, Amenities, Billboards and Marketing Displays 
for Activities Following Specific Recommendations by the Destination Development (p. 7.6) 


Implications for this project 
The Lincoln City Walking and Biking Plan may consider uses of decorative wayfinding signs. 


Strategy 3: Prioritize and redevelop one district "Pearl" as the City's centerpiece, pedestrian‐
friendly dining, entertainment and shopping district, successfully implementing Destination 
Development's 10/10/10 Rule ‐ ten each of shopping, dining, and entertainment venues in a 
single pedestrian‐friendly critical mass (p. 7.12) 


Implications for this project 
The Lincoln City Walking and Biking Plan may consider concentrating several recommended 
pedestrian improvements into a single area, so as to promote creation of a pedestrian‐friendly 
district. 


4.3.5 2004 Voter Survey Results 
The Lincoln City Manager, David Hawker, issued a memorandum on June 4, 2004 describing the 
results of a voter survey distributed in April 2004. The survey had a 46% response rate. The 
survey requested feedback from city voters on several topics, including transportation. Results 
of the survey indicated that reducing traffic problems is a high priority to many voters, and 
traffic safety is a moderately high priority. 


Implications for this project 
These results do not indicate specific requirements for the Lincoln City Walking and Biking Plan, 
but reinforce the need for this planning process and the importance of transportation 
congestion relief and safety to citizens of Lincoln City. 


4.3.6 Zoning and Subdivision Ordinances Purpose Statements 
The Lincoln City Municipal Code regulates government affairs and development in Lincoln City. 
Title 16 (Subdivisions) and Title 17 (Zoning) of the Code contain purpose statements that 
reference pedestrian and bicycle facilities. Below are the purpose statements of each title and 
the corresponding implications for this project.   


Title 16: Subdivisions 
16.04.020 Purpose. 


The purpose of this title is to: 


A. Encourage well planned subdivision development so that good, livable neighborhoods 
with all needed amenities and community facilities may be created; 


B. Encourage development in harmony with the natural environment; 
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C. Safeguard both interests of the public and the property owner; 


D. Improve land records and boundary monumentation; 


E. Ensure equitable processing of subdivision plats and secure to the extent possible the 
goals and objectives of the comprehensive plan for the city. (Ord. 2011‐01 § 1; Ord. 78‐32 § 
1.010(2)) 


Implications for this project 
 Any pedestrian facilities recommended by the Lincoln City Walking and Biking Plan that are 
within subdivisions should enhance the livability of the neighborhood. 


Title 17: Zoning 
17.04.020 Purpose, policy and construction. 


A. This title has been designed in accordance with the goals, policies and statements of 
intent of the adopted comprehensive plan for the city of Lincoln City and its environs. It is 
the general purpose of this title, therefore, to provide one of the principal means for the 
implementation of the comprehensive plan of Lincoln City. 


B. In adopting the ordinance codified in this title, the city council is responding to the growth 
and development of Lincoln City and its attendant problems, and is anticipating that as 
future growth and urbanization continues, sensitive control will be required in order to 
preserve and enhance the amenities necessary to maintain and improve the prosperity and 
appearance of the community. 


C. This title is designed to classify, designate and regulate the location and use of buildings, 
structures, agricultural, residential, commercial, industrial and other uses in appropriate 
places and, for said purposes, to divide the city into districts of such number, shape and area 
as be deemed best suited to carry out these regulations and provide for their enforcement; 
to encourage the most appropriate use of lands; to conserve and preserve natural resources; 
to conserve and stabilize the value of property; to provide adequate open space for light and 
air and prevention of fires; to prevent undue concentrations of population; to lessen 
congestion of streets; to facilitate adequate provisions for community utilities such as 
transportation, water, sewerage, schools, parks and other public requirements; and to 
promote the public health, safety and general welfare. 


D. To further implement the comprehensive plan of Lincoln City, the ordinance codified in 
this title is adopted for the following special purposes: 


1. To promote coordinated, sound development, taking into consideration the city’s natural 
environment, amenities, view and the appearance of its buildings and open spaces; 


2. To achieve a balanced and efficient land use pattern, to protect and enhance real property 
values, to promote safe and uncongested traffic movement and to avoid uses and 
development which might be detrimental to the stability and livability of the city; 
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3. To encourage innovations in residential development and renewal so that the demand for 
housing may be met by a greater variety in the type and design of dwellings and by the 
conservation and more efficient and attractive use of open space; 


4. To safeguard and enhance the appearance of the city through the advancement of 
effective land use, architectural design and site planning, which reflect improvements in the 
technology of urban development. 


E. This title shall be construed most favorably to provide all the necessary authority to carry 
out the above purposes and policies. (Ord. 84‐2 § 1.020) 


Implications for this project 
The Lincoln City Walking and Biking Plan should promote an efficient land use pattern conducive 
to safe and uncongested traffic movement.  
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This report documents existing conditions, 


deficiencies, and needs for walking and 


biking in Lincoln City. In doing so, it answers 


the following questions: 


1. What are bicycle and pedestrian 


facilities, and where do they exist 


within Lincoln City today? 


2. Who wants to bike and walk in 


Lincoln City and where do they want 


to go?  How do traffic and safety 


concerns affect biking and walking in 


Lincoln City? 


3. What has already been done to 


analyze needed improvements to 


bicycle and pedestrian facilities in 


Lincoln City? Are these 


recommendations relevant to this 


plan? 


4. Where are improvements to bicycle 


and pedestrian facilities needed to 


meet the goals and objectives of this 


plan? Are there any known physical 


constraints to providing these 


improvements? 


1.1 Project Study Area  


The project study includes the area within 


the Lincoln City Urban Growth Boundary 


(UGB), shown on Figure 1‐1. Lincoln City is 


comprised of several distinct neighborhoods 


that historically developed along a seven‐


mile stretch of US 101 (Oregon Coast 


Highway, State Highway #9). The community 


refers to the neighborhoods connected by 


the highway as a “string of pearls.” Each 


“pearl” is evaluated individually in this 


report. 


 Roads End is not within the city 
limits of Lincoln City, but is within 
the UGB, and therefore the project 
study area. Roads End is a low‐
density residential neighborhood. 


 Wecoma Beach is directly south of 
Roads End. It contains residential 
areas, the Chinook Winds Casino, 
and a large retail area with grocery 
stores near NW Logan Road.  


 East of Devils Lake is not an official 
neighborhood but is a term used in 
this report to refer to the area 
between Devils Lake and tax lots 
accessed via East Devils Lake Road. It 
contains low‐density residential 
uses.  


 Oceanlake, directly south of 
Wecoma Beach, contains an area of 
medium‐density commercial uses 
along US 101 between NW 21st 
Street and NE 10th Street. Oceanlake 
contains residential uses, the 
recreation center, several parks, and 
two schools.  


What is the purpose of this report? 


This report describes the walking and 


biking facilities that exist in Lincoln City 


today and identifies where improvements 


are needed. This information in this 


report will be used to analyze and create a 


proposed detailed citywide bicycle and 


pedestrian system in Memo #4 for this 


project. 







1 Introduction 


Final Memo 2 – Existing Conditions, Deficiencies, and Needs 8 


 Delake is south of Oceanlake. Major 
destinations in Delake include the 
Cultural Center, City Hall, Driftwood 
Library, and along East Devils Lake 
Road, the factory outlet stores. 


 Nelscott is south of Delake and is a 
mainly residential area. Major 
commercialdestinations within 
Nelscott include the Nelscott 
business strip.  


 Taft is the neighborhood south of 
Nelscott. Taft Elementary School and 
Taft High School are in this 
neighborhood. Recent bicycle and 
pedestrian improvements in Taft 
along SW 51st Street, make this one 
of the more bicycle and pedestrian‐
friendly areas of the city. 


 Cutler City is the southernmost 
neighborhood in Lincoln City. It is a 
primarily residential area with views 
of Siletz Bay. Cutler City contains 
greenspaces, wetlands, parks and 
trails, and several beach and bay 
access points.  
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Figure 1‐1  


Project Study Area 
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Bicycle and pedestrian facilities can be more 


than just bike lanes and sidewalks. This 


chapter provides definitions of different 


types of bicycle and pedestrian facilities. It 


then describes what facilities currently exist 


in each neighborhood of Lincoln City. More 


information on specific types of bicycle and 


pedestrian facilities can be found in Memo 


#3 prepared for this project, which is 


available under separate cover.  


2.1 Types of Bicycle 


Facilities 


The American Association of State Highway 


and Transportation Officials (AASHTO)’s 


Guide for the Development of Bicycle 


Facilities (1999) and the Oregon Bicycle and 


Pedestrian Plan (OBPP) describe several 


different types of bicycle facilities (or 


“bikeways”), including shared roadways, 


bikeways, bike lanes, and shared use paths. 


These facilities can be defined as follows: 


 Shared Roadway / Signed Shared 
Roadway – Shared roadways include 
roadways on which bicyclists and 
motorists share the same travel lane. 
This is the most common type of 
bikeway. The most suitable 
roadways for shared bicycle use are 
those with low speeds (25 mph or 
less) or low traffic volumes (3,000 
vehicles per day or less). Signed 
shared roadways are designated and 
signed as bicycle routes and connect 
to other bicycle facilities (i.e., bicycle 
lanes) or designate a preferred route 
through the community. Common 
practice is to sign the route with 


standard Manual on Uniform Traffic 
Control Devices (MUTCD) green 
bicycle route signs with directional 
arrows. The OBPP recommends 
against the use of bike route signs if 
they do not have directional arrows 
and/or information accompanying 
them. Signed shared roadways also 
can be signed with innovative signs 
that highlight a special touring route 
(i.e., Oregon Coast Bike Route) or 
provide directional information in 
bicycling minutes or distance (e.g., 
“Library, 3 minutes, 1/2 mile”).  


Contraflow bike lane on SW 3rd Street.  


 Shoulder Bikeway – These are paved 
roadways that have striped 
shoulders wide enough for bicycle 
travel. ODOT recommends a 6‐foot 
paved shoulder to adequately 
provide for bicyclists, and in 
constrained areas a 4‐foot minimum. 
Shoulder bikeways can be signed to 


This chapter answers the following 


questions: 


What are bicycle and pedestrian facilities, 


and where are they provided within 


Lincoln City today? 
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alert motorists to expect bicycle 
travel along the roadway.  


 Bike Lane ‐ Bike lanes are portions of 
the roadway designated specifically 
for bicycle travel via a striped lane 
and pavement stencils. ODOT 
standard width for a bicycle lane is 6 
feet. The minimum width of a bicycle 
lane against a curb or adjacent to a 
parking lane is 5 feet. A bicycle lane 
may be as narrow as 4 feet, but only 
in very constrained situations. Bike 
lanes are most appropriate on 
arterials and major collectors, where 
high traffic volumes and speeds 
warrant greater separation.  


 Shared Use Path ‐ A variety of non‐
motorized users, including 
pedestrians, cyclists, skaters, and 
runners use shared use paths. 
Shared use paths may be paved or 
unpaved, and are typically wider 
than an average sidewalk (i.e. 10 – 
14 feet). The width may be as 
narrow as 8 feet in rare 
circumstances where peak traffic is 
expected to be low, pedestrian 
traffic is not expected to be more 
than occasional, good passing 
opportunities can be provided, and 
maintenance vehicle loads are not 
expected to damage pavement. 


2.2 Types of Pedestrian 


Facilities 


The OBPP defines pedestrian facilities as any 


facilities utilized by a pedestrian or persons 


in wheelchairs. These types of facilities 


include walkways, traffic signals, crosswalks, 


curb ramps, and other features, such as 


illumination or benches.  


AASHTO and the OBPP the following types 


of pedestrian facilities: 


 Sidewalks – Sidewalks are located 
along roadways, are separated from 
the roadway with a curb and/or 
planting strip, and have a hard, 
smooth surface, such as concrete. 
ODOT standard for sidewalk 
travelway width is 6 feet, with a 
minimum travelway width of 5 feet 
acceptable on local streets. The 
unobstructed travelway for 
pedestrians should be clear of utility 
poles, sign posts, fire hydrants, 
vegetation and furnishings. Space set 
aside for these other items cannot 
be included in the travelway width 
(i.e. the sidewalk width may be 7 
feet, 6 feet for traveling and 1‐foot 
for sign posts and trees).  


Existing sidewalk along US 101. 


 Shared Use Path – A variety of non‐
motorized users, including 
pedestrians, cyclists, skaters, and 
runners, travel on shared use paths. 
Shared use paths may be paved or 
unpaved, and are typically wider 
than an average sidewalk (i.e. 10 – 
14 feet). Width may be reduced to as 
little as 8 feet In rare circumstances 
where peak traffic is expected to be 
low, pedestrian traffic is not 
expected to be more than 
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occasional, good passing 
opportunities can be provided, and 
maintenance vehicle loads are not 
expected to damage pavement.  


 Roadway Shoulders – Roadway 
shoulders often serve as pedestrian 
routes in many rural Oregon 
communities. On roadways with low 
traffic volumes (i.e., less than 3,000 
vehicles per day), shoulders may be 
adequate for pedestrian travel. 
These shoulders must be wide 
enough so that both pedestrians and 
bicyclists can use them, usually 6 
feet or greater. 


2.3 Existing Facilities in 


Northern Lincoln City 


(Northern city boundary to 


N 21st Street) 


This area is composed of the Road’s End 


neighborhood, the Wecoma Beach 


neighborhood, and the northern section of 


the area within the UGB on the eastside of 


Devils Lake. 


US 101 is the main barrier for bicyclists and 


pedestrians in this area, since it is a wide 


crossing with high traffic volumes and high 


speeds. Through this stretch, US 101 has 


two 12‐foot lanes in each direction with a 


center turning lane It then narrows to one 


lane in each direction with a center turning 


lane until N 25th Street, where it widens 


again to two lanes in each direction and a 


center turn lane. The lack of sidewalks, 


sufficient shoulder width, and alternative, 


continuous north/south local streets are 


impediments to pedestrian and bicycling 


activity in this area. Figure 2‐1 depicts 


existing facilities in Northern Lincoln City. 


2.3.1 Road’s End  


NW Logan Road is the main north/south 


street in this area, with all of the residential 


streets radiating off of this road. It is a 


narrow two‐lane roadway with no shoulder. 


Traffic speeds and volumes are generally 


low enough that it operates sufficiently as a 


shared roadway north of NW 57th Street. No 


streets have sidewalks in this area; and only 


three marked crosswalks are at NE 59th, 


66th, and 72nd streets.  


2.3.2 East of Devils Lake 


East Devils Lake Drive is the main road for 


this area. It is a rural, curvy street without 


sidewalks and with narrow shoulders. The 


residential streets that connect to this road 


are mostly cul‐de‐sacs. It has few street 


lights and all are oriented towards the 


roadway (not towards the pedestrian scale). 


Traffic volumes are typically light enough 


that this road, while not as direct as US 101, 


can provide an alternative route for 


bicyclists heading through Lincoln City.  


2.3.3 Wecoma Beach 


This area of town has poor sidewalk 


continuity. A few sections of sidewalk or 


shoulders of sufficient width along US 101 


are interrupted with sections of no sidewalk, 


forcing pedestrians into the road or to a 


shoulder. The area has few marked 


crosswalks (e.g. 21st crossing US 101). Three 


signalized intersections on US 101 have 


pedestrian activated crossing lights (at 22nd 
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Street, Logan Road, and West Devils Lake 


Road).  


2.3.4 Neotsu 


Most of Neotsu is in the county, but outside 


the city limits.   US 101 facilities offer no 


sidewalks and shoulders are very narrow 


and uneven.  Most traffic is local and local 


streets generally serve as shared roadways.
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Figure 2‐1  


Map of Pedestrian and Bicycle Facilities in Northern Lincoln City 
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NW 26th Street, a local street that leads directly 


to coast access from US 101 


Two short segments of a northbound US 101 


bike lane are striped where a right turn lane 


appears in addition to the through travel 


lanes. The first bike lane segment is just 


south of NE 34th between mileposts 115.54 


and 115.63 (The segment is about 0.10 mile, 


which equals 528 feet, or approximately 2 


city blocks). 


Local Streets 


The area offers few north/south connector 


streets besides US 101. NW Jetty Street 


provides a continuous connection between 


NW 39th and 15th streets, and is a medium‐


volume roadway in comparison to other 


Lincoln City streets. On the eastside of the 


highway, NE West Devils Lake Road 


connects NE 47th and NE 14th streets; 


however, between NE 22nd and NE 14th 


Street it has no sidewalks, small shoulders, 


and car speeds posted at 35 mph.  


To the west of the highway, this northern 


section of town includes some residential 


street networks in a grid pattern to the west 


of the highway, which is good for 


pedestrians. Older residential areas in the 


area, particularly on the east of the highway 


are more circuitous (cul‐de‐sac formation), a 


street pattern that is harder for pedestrians 


to get around. On several roads leading 


directly from US 101 to the coast (i.e. NW 


30th Ave, NW 28th Street, NW 26th Street), 


traffic speeds tend to be higher, which is a 


safety concern. The topography is less of an 


issue in Wecoma Beach than it is in other 


portions of the city.  


Mixed-Use Paths 


The eastern side of US 101 has more of a 


rural feeling in this part of town, particularly 


with the proximity to Devils Lake. Several 


forested areas in this area have mixed‐use 


paths connecting local streets. Of particular 


importance is the Wildwoods Trail, which 


connects to the hospital. The Head to Bay 


Trail, being built in phases, currently 


connects the DMV to the Community 


Center, passing by the Hospital and the 


Wildwoods Trail. The trail is paved and 


follows along NE West Devils Lake Road. 


2.4 Existing Facilities in 


Central Lincoln City (N 21st 


Street to S 14th Street) 


This area is composed of the Oceanlake and 


the Delake neighborhoods, which are 


divided by the NW 12th Street. Figure 2‐2 


depicts existing facilities in central Lincoln 


City.
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Figure 2‐2 


Map of Pedestrian and Bicycle Facilities in Central Lincoln City 
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2.4.1 Oceanlake 


Through this area, US 101 is two lanes in 


each direction with a center turning lane 


until N 19th Street, where the center turning 


lane is dropped until it picks up again at N 


13th Street.  


This is the most pedestrian friendly area of 


Lincoln City. US 101 has sidewalks on both 


sides in most places and many signalized 


and unsignalized pedestrian crossings. Along 


US 101 between N 21st and N 12th streets 


are pedestrian‐scale street lamps. The local 


streets have connectivity and topographic 


challenges on the east side of the hwy, but 


some partial north/south connector streets, 


such as NW Jetty & Harbor and NE Oar 


Avenues, as well as West Devils Lake Road. 


Sidewalks, Crosswalks, and Paths 


This area of town has nearly continuous 


sidewalk connections on both sides of US 


101. Signalized crossings on US 101 have 


pedestrian activated crossing lights at N 17th 


and N 14th. Marked/painted crosswalks 


along US 101 in this area are at N 18th, N 


16th, N 15th, N 13th, N 12th, and N 11th. Two 


small sections of the Head to Bay Trail are in 


this area. One extends from West Devils 


Lake Road to Surf Avenue along NE 22nd 


Street. The other runs parallel to NE Port 


Avenue between 14th and 19th streets. Both 


sections are paved and provide a path that 


is protected from the main roadway.  


Walking east along the shoulder along NE 14th 


Street 


Local Streets 


This area has few alternative north/south 


streets to US 101, especially on the east side 


of the hwy. NW Jetty Avenue provides a 


continuous connection between NW 39th 


and 15th streets, and is a fairly low‐volume 


roadway. NW Harbor Avenue provides a 


continuous connection between NW 21st 


Street and NW 10th Street.  Most of the 


residential streets to the west of US 101 and 


a few blocks east are in a grid pattern, 


though the size of the grid is not standard 


and many streets dead‐end. The residential 


streets near West Devils Lake Road are 


more circuitous (curvilinear, fewer direct 


connections to locations), which makes it 


harder for pedestrians to get around.  


A few east/west streets (NW 21st, NW 17th, 


and NW 15th) have some sidewalk segments 


on one or both sides of the streets. None 


has a side of the street with a continuous 


sidewalk. The main connection east, NE 14th 


Street, has steep topography, as well as a 


shoulder that is inconsistent in width. NW 


21st Street from NW Harbor Ave to US 101 


has bike lanes striped on both sides of the 


roadway. 
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2.4.2 Delake 


Through this area, US 101 is two lanes in 


each direction with a center turning lane 


until S 14th Street, where northbound traffic 


returns to one lane.  


This is a pedestrian friendly area of Lincoln 


City. Most of US 101 has sidewalks on both 


sides of the street, though fewer signalized 


and unsignalized pedestrian crossings 


compared to OceanLake. Street lamps in this 


area are taller to light the street, rather than 


scaled lower for pedestrians. Local streets 


that connect include SW Fleet Avenue and 


SW 12th Street on the west side of the 


highway and SE  Port Avenue and SE 3rd & SE 


East Devils Lake on the east side of the 


highway. 


This area of town has nearly continuous 


sidewalk connections on both sides of US 


101. Signalized crossings on US 101 have 


pedestrian activated crossing lights at S 1st, S 


7th, and S 12th. There is a marked/painted 


crosswalk along US 101 in this area at S 3rd.  


The second, short bike lane segment on 


northbound US 101 is located here between 


mileposts 113.26 and 113.17 (adjacent to 


the factory outlet stores).  


The Head to Bay Trail near NE 14th and Port 


streets.  


Local Streets 


Most of the residential streets to the west 


of US 101 and a few blocks east are in a grid 


pattern, though the size of the grid is not 


standard and many are dead‐end.  


A few east/west streets (SE 1st, SE 9th, SE 


East Devils Lake Road, and SE 14th) have 


sidewalk segments on one or both sides of 


the streets; however, none of the streets 


has a side with a continuous sidewalk.  


Delake, relative to the rest of the City, has a 


high concentration of full‐time residents.  


Topography here is fairly gentle and most 


traffic is local so local streets generally work 


well as shared roadways and pedestrian 


traffic is common, especially on the east 


side of the hwy. 


SE 3rd Street, which is one‐way, from US 101 


to just before SE Inlet Avenue has a contra 


flow bike lane striped to facilitate bicycle 


movement towards the highway.  
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2.5 Existing Facilities in 


Southern Lincoln City (S 14th 


Street to Southern city 


boundary) 


This area is composed of the Nelscott, Taft, 


and Cutler City neighborhoods.  


This area includes industrial use in the 


northern area to a more coherent 


commercial area with sidewalks in the 


southern area. South of SE High School 


Drive, this area of Lincoln City has one of the 


most continuous sidewalk networks south of 


SE High School Road and better 


connectivity. 


Figure 2‐3 depicts existing facilities in 


southern Lincoln City. 
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Figure 2‐3  


Map of Pedestrian and Bicycle Facilities in Southern Lincoln City 
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2.5.1 Nelscott 


South of SE 19th Street, US 101 narrows to 


one lane in each direction with no center 


turning lane until 31st Street. This area has 


no sidewalks and scattered sufficient 


shoulders along US 101, except for a few 


small segments near SE 32nd Street and near 


High School Drive. South of 31st Street, US 


101 widens to include a center turning lane.  


S 19th and 32nd streets have sidewalk 


segments on one or both sides of the 


streets. Other than in and around the Olivia 


Beach neighborhood, none of the residential 


streets have a side with continuous 


sidewalk.  


Local Streets 


This area has options of north/south travel 


on local streets, including SW Coast and SW 


Anchor Avenues (though hilly in places) and 


SE High School Drive, which continues north 


to 32nd Street via SE Fleet Street and also 


presents topographical challenges.  


2.5.2 Taft 


Through this area, US 101 is one lane in 


each direction with a center turning lane 


until SW Beach Avenue. From Beach to S 


51st Street, US 101 is two lanes in each 


direction with a center turning lane and no 


shoulders. South of 51st, the highway 


narrows back to a single lane in each 


direction with no center turning lane.  


Sidewalks, Crosswalks, Signals 


This area has nearly continuous sidewalks 


on both sides of US 101 from S 40th to S 54th 


streets.  


Two signalized crosswalks, at S 48th Place 


and 51st Street, cross US 101 and have 


pedestrian activated crossing lights. The 


area south of SW Fleet Street has planted 


medians on US 101 that serve as informal 


pedestrian islands for people crossing the 


highway at unmarked crossings. This area 


also has pedestrian scale street lighting.  


Local Streets 


Taft offers options of north/south travel on 


local streets. SW Beach and SW Coast   


connect with the highway south of Inn at 


Spanish Head and extend south to 48th, 


where via Dune, traffic can connect to the 


Bay.  East of the highway, SE 32nd Street in 


Nelscott connects, via SE Fleet Street, with 


SE High School Drive to the south, which 


continues to SE 48th Place. The topography, 


however, can be a challenge for bicyclists. 


The southern section of Taft, including 48th 


and 51st streets, has the largest area of 


connected sidewalk network. Several 


painted crosswalks connect these local 


streets across Highway 101.  


2.5.3 Cutler City 


This area is physically isolated from the rest 


of Lincoln City by the narrow shoulders 


along US 101 that discourage pedestrian 


activity. Sight distance and higher speeds of 


drivers as they exit the city limits contribute 


to a less friendly pedestrian environment on 


US 101, which is one lane in each direction 


from the north side of Schooner Creek 


Bridge to about SW Jetty Avenue. It then 


widens to include a center turning lane 


through the southern boundary of the city.  
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Cutler City has very few sidewalks, though 


one does extend along one side of SW 62nd 


Street/Jetty Avenue until SW Galley Avenue. 


Within Cutler City, the local street system 


works very well as a shared roadway, given 


the existing land uses, traffic volumes, and 


traffic speeds. 


2.6 Typical Cross-Sections  


There are four major roadway types in 


Lincoln City pertaining to bicycle and 


pedestrian facilities. The following section 


describes the typical cross section for each 


roadway type. 


2.6.1 US 101 


US 101 varies between a 3‐lane cross‐


section and a 5‐lane cross‐section within 


Lincoln City. The provision of bicycle and 


pedestrian facilities along US 101 in the city 


limits varies greatly.  


Overall, US 101 suffers from a lack of 


continuous walkways and bikeways and a 


lack of consistent crossings. However, there 


are five segments of US 101 that are 


especially constrained due to lack of 


walkways, bikeways, or both. These five 


constrained areas, along with the typical 


cross‐section of each, are described below. 


Constrained Area 1 is between milepost 111 


and 112.90 in Wecoma Beach 


(approximately NE Highland Road to NW 


Logan Road). It does not have a continuous 


bikeway or walkway, and includes the 


intersection of US 101 and East Devil’s Lake 


Road, which members of the public noted as 


having safety and visibility concerns. 


Shoulders are narrow and in some places 


uneven.  This section includes two travel 


lanes and the right of way width is 


approximately 80‐100 feet. The posted 


speed is 45 miles per hour. The typical cross‐


section for Constrained Area 1 is shown 


graphically below. 


 


Constrained Area 2 is between milepost 


113.7 and 114 in Oceanlake (approximately 


NW 26th St to NW/NE 21st St). This area does 


include sidewalks but does not include a 


bikeway. The cross‐section includes 4 travel 


lanes plus a center turn lane. The right‐of‐


way width is 80‐100 feet and the posted 


speed is 30 miles per hour. The typical cross‐


section for Constrained Area 2 is shown 


graphically below. 
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Constrained Area 3 is between milepost 


114.3 and 114.9 in Oceanlake 


(approximately NE/NW 17th St and SE 1st St), 


which is considered to be part of the heart 


of downtown Oceanlake. This area does 


include sidewalks but does not include a 


bikeway. The cross‐section in this area 


includes four travel lanes plus on‐street 


parking. The posted speed is 30 miles per 


hour and the right of way width varies 


between 80 and 100 feet. The typical cross‐


section for Constrained Area 3 is shown 


graphically below. 


 


Constrained Area 4 is between milepost 


116.10 and 116.40 in Nelscott 


(approximately SE 23rd Dr to SE 28th St). This 


section does not include sidewalks but does 


include a shoulder suitable for bicycling. The 


posted speed is 30‐35 miles per hour and 


the cross‐section is 2 travel lanes. The right 


of way is wider in this area and varies 


between 100 and 120 feet. The typical 


cross‐section for Constrained Area 4 is 


depicted graphically below. 


 


Constrained Area 5 lies between milepost 


117 and 118.2 in Taft (approximately SW 


35th St to SE 54th Dr). This area includes 


sporadic shoulders that are suitable for 


bicycling and sporadic sidewalks, but lacks 


continuity for either walking or biking. The 


cross‐section includes 3 or 4 travel lanes 


with a median or center turn lane. The 


posted speed is 30‐35 miles per hour. The 


right‐of‐way width varies widely between 70 


to 150 feet (the typical right‐of‐way width is 


closer to 70‐80 feet). The typical cross‐


section for Constrained Area 5 is depicted 


graphically below. 
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Figure 2‐4 below depicts facilities along US 


101 by milepoint. 


 


2.6.2 Local Roads 


Local roads in Lincoln City vary by cross‐


section but generally can be grouped into 


one of three categories: 1) local roads 


without bicycle and pedestrian facilities, 2) 


local roads with some bicycle and 


pedestrian facilities, and 3) local roads with 


constrained right‐of‐way.  


Local roads without bicycle and 
pedestrian facilities  


Local roads without bicycle and pedestrian 


facilities typically have two 11‐foot travel 


lanes with a narrow shoulder. 


 


Local roads with some facilities 


Local roads with some bicycle or pedestrian 


facilities typically have a 5‐foot bicycle lane 


and a shoulder that pedestrians use. 


 


Local roads with constrained right-of-
way 


Local roads with constrained right‐of‐way 


typically have one 11‐foot driving lane that 


is shared for both directions and a paved or 


unpaved shoulder used for bicycle and 


pedestrian travel. 
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Figure 2‐4 


Facilities along US 101 


 







3 Characteristics of Biking and Walking 


Final Memo 2 – Existing Conditions, Deficiencies, and Needs 27 


This chapter discusses characteristics of 


biking and walking in Lincoln City. It 


discusses the presence of people who are 


most likely to want to bike or walk to their 


destination compared to state averages, and 


it presents a list of key destinations for 


biking and walking in Lincoln City as well as 


known information about commuting 


patterns. It also presents existing traffic and 


safety considerations for biking and walking 


in Lincoln City. 


3.1 Populations Typically 


Dependent on Biking, 


Walking, and Transit  


Biking and walking are important travel 


options for all residents and visitors in 


Lincoln City. They are especially important 


for those who cannot get around in any 


other way. The next sections describe 


demographic characteristics of Lincoln City 


as a whole, as well as characteristics of 


populations who are typically dependent on 


walking, biking, and transit. 


3.1.1 Overall City Characteristics 


In 2000, the population of Lincoln City was 


7,437; the population increased to 7,949 by 


2009 (US Census Bureau, 2005‐2009 


American Community Survey). In 2009, 18 


percent of the population was under 18 


years and 18 percent was 65 years and 


older. As shown in Table 3‐1, the majority of 


the residents self‐identified as White alone 


(6,005 or 75.5%). Representation of  


Table 3‐1 


Demographic Information for Lincoln City and 


the State of Oregon 


  Lincoln City  State of Oregon 


Total 
Population 


7,949 3,727,407 


White alone 75.5% 80.4% 


African 
American/Black 
alone 


0.1% 1.7% 


American 
Indian/Alaska 
Native alone 


2.9% 1.0% 


Asian alone 1.6% 3.5% 


Native 
Hawaiian/other 
Pacific Islander 
alone 


0% 0.3% 


Other Race 
alone 


0.3% 0.1% 


Hispanic or 
Latino 


18.6% 10.6% 


   


American Indian and Alaska Native alone 


persons (229 or 2.9%), was higher compared 


to the State average (35,750 or 1.0%). 


Lincoln City’s Asian (126 or 1.6%) and Black 


residents (8 or 0.1%) constituted a smaller 


percentage than the State average.1 A larger 


                                                            


1 US Census Bureau, 2005-2009 American Community 
Survey, Demographic and Housing Factsheet, Hispanic or 
Latino and Race Table  


This section answers the following 
questions: 


Who wants to bike and walk in Lincoln 


City and where do they want to go?   


How do traffic and safety concerns affect 


biking and walking in Lincoln City?







3  Characteristics of Biking and Walking 


Final Memo 2 – Existing Conditions, Deficiencies, and Needs 28 


percent of the people in Lincoln City self 


identified as Hispanic or Latino (1,475 or 


18.6%), compared to the State average 


(393,466 or 10.6%). 


In 2009, Lincoln City had 5,433 housing units 


within the city limits, 3,611 were occupied 


(67% owners, 33% renters). Of the vacant 


housing, 1,775 units were classified as 


seasonal, recreational, or occasional use.2  


Most workers drove alone to work (69 


percent), 11 percent carpooled, 3 percent 


took public transportation, and 15 percent 


used other means (including 12 percent who 


walked). The remaining 3 percent worked at 


home. Most residents left for work between 


7:00 and 7:29 am (640), 12:00 and 3:59 pm 


(411), and 9:00 to 9:59 am (369). The vast 


majority of trips took less than 15 minutes. 


Most people who reported walking were 


employed as “sales and office occupations” 


(334 of those workers, out of 514 walkers), 


while the majority that reported taking 


bicycles or other means had “service 


occupations” jobs (43 people worked in this 


sector, out of 60 people total who reported 


taking bikes, motorcycles, or other modes). 


About 13 percent (102) employed Hispanic 


residents reported walking to work, 


compared to 12 percent (286) for all 


employed non‐Hispanic residents.3  


Lack of Vehicle Ownership 


The US Census collects information on the 


number of cars, trucks, or other 


                                                            


2 US Census Bureau, Table SF1 H5 
3 US Census Bureau, 2005-2009 American Community 
Survey, Table B08105A through Table B08105I, Means of 
Transportation to Work by Race 


automobiles available at each household. 


Sixteen percent of the households (578) in 


Lincoln City did not have access to a car, 


truck, or van for private use in 2009. 


Twenty‐six percent had one vehicle, thirty‐


four percent had two vehicles and another 8 


percent had three or more (ACS, 2005‐


2009). This means that at the very least, 16 


percent of the population must get around 


by some means other than driving.  


Low-Income Populations 


The median family income of households in 


Lincoln City was $45,211 in 2009. Residents 


collected income from multiple sources.4 


Thirty‐seven percent of households received 


Social Security, with an average income of 


$13,523 from Social Security. Twenty‐one 


percent of residents used retirement 


income, 13 percent received supplemental 


security income (SSI), 3 percent received 


cash public assistance, and 20 percent 


received food stamps or SNAP benefits in 


the previous year. Income varied greatly by 


race. The median family income for 


American Indian and Alaska Native was 


$2,500, compared to Asians at $250,000 and 


Hispanics at $19,492.5  


In 2009, 26 percent of Lincoln City residents 


were classified as living in poverty. Thirty‐


eight percent of children under 18 were 


below the poverty level, as were 16 percent 


of people 65 years old and over. Fifty‐four 


percent of families with a female 


                                                            


4 US Census Bureau, 2005-2009 American Community 
Survey, Economic Factsheet 
5 US Census Bureau, 2005-2009 American Community 
Survey, Tables B19113A through B19113I, Median Family 
Income in the Past 12-months by race 
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householder and no husband present had 


incomes below the poverty level. 


Typically more education results in higher 


paying jobs, although this is not always the 


case. In 2009, 87 percent of Lincoln City 


residents over 25 years old had graduated 


from high school, 16 percent had a 


bachelor’s or higher degree, and 13 percent 


were dropouts (not enrolled in school or 


graduated). 


Low‐income housing data varies by agency 


or City. The Housing Authority of Lincoln 


County (HALC) is the agency in charge of 


handling Housing and Urban Development 


(HUD) Choice Vouchers (commonly called 


Section 8 vouchers) and other federal funds. 


The gross family income limits for eligibility 


for Section 8 vouchers is $22,800 for a 


family of three.6 Once an individual qualifies 


and receives a voucher, they find a unit 


owned by a private landlord. Table 3‐2 


shows the apartment units that accept 


Section 8. The goal of these vouchers is to 


ensure that rent is 30% of the annual 


income; HALC pays the balance to the 


landlord. Under this program, a two 


bedroom apartment cannot exceed $775 


monthly rent (in Lincoln County).  


According to HALC, in 2008 there were 754 


households that used their services (Section 


8 vouchers or HALC owned housing). At this 


same time, the average annual income of 


these households was $10,866 and 68% of 


the households had children. While this 


information is for the entire County, it is a 


                                                            


6 HALC, HUD Choice Vouchers, Available online at 
http://www.halc.info/pdfs/HUD_Choice_Voucher_Program_inf
o_sheet.pdf 


good representation of the area that 


includes Lincoln City.  


There are also housing assistance programs 


specifically for the Native American 


communities in the area. One, Neachesna 


Village, is located to the north of Lincoln 


City, near Neotsu. It is included in Table 3‐2 


below. Criteria for residential status includes 


Siletz tribal member status and an income 


lower than 80% of the National Median 


Income Levels posted by HUD.  


Table 3‐2 


Low‐Income Housing in Lincoln City 2010‐11  


Name Details  Location


Jetty 
Apartments* 


Affordable, rental 
subsidy, senior 


426 SE Jetty 
Avenue 


West Devils Lake 
Apartments* 


Affordable, rental 
subsidy, section 
8, Family (1, 2, 
and 3 bedrooms) 


3100 NE 26th 
Street 


Spyglass Court 
Apartments* 


Affordable, rental 
subsidy 


950 SE 32nd 
Street 


Ridge 
Apartments* ‐ 80 
units 


Affordable, 
Family (2 and 3 
bedrooms), run 
by Lincoln County 
CDC 


3340 SE Harbor 
Drive 


Sea Haven 
Associates 
Apartments* 


Affordable, rental 
subsidy, senior 


1550 SE 14th 
Street 


Lincoln Village 
Apartments**  


Family (1, 2, and 
3 bedrooms), 
section 8 


2530 NE 31
st
 


Street 


Surfwood Manor 
Apartments** 


Senior, section 8 
(1 and 2 
bedrooms) 


4545 SW 
Highway 101 


Beacon Crest 
Apartments#  


Oceanspray 
Family Center 


4897 NE 47th 
Street 


Lincoln 
Community Land 
Trust^ 


Single Family 
home for sale 
$145,000 


2219 NE 
28th Street 


Taft Mobile 
Home Villa~ 


50 mobile home 
lots 


4800 SE Inlet 
Avenue 


Tree and Sea 
Mobile Home 


45 mobile home 
lots 


1015 SW 51st  
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Park~ 


Taft Trailer Park~  45 mobile home 
lots 


5142 SE Highway 
101 


Sunridge by the 
Lake~ 


14 mobile home 
lots 


4505 NE West 
Devil’s Lake Blvd 


Oceanlake Trailer 
Park~ 


21 mobile home 
lots 


1461 NW 17th 
Street 


Neachesna 
Village – Siletz 
Tribal Low‐
Income Housing 


28 units (12 3‐
bedroom and 16 
2‐bedroom units) 


 


* ApartmentSmart.com, Apartments and Affordable Housing 
in or near Lincoln City, available online at 
http://www.apartmentsmart.com/apartments_affordable_hous
ing_Lincoln+City_OR 
** Section 8 Housing List, available online at 
http://www.section8housinglist.info/oregon-or/section-8-
housing-in-lincoln-city-oregon/ 
# Run by the Housing Authority of Lincoln County, available 
online at www.innovativeconceptsoflc.org  
^ http://www.csc.gen.or.us/lincoln_community_land_trust.htm 
~ http://www.mhbay.com/mobile-home-park-
directory/oregon/lincoln-city 
 


There are several other programs in Lincoln 


City that provide services or assistance to 


low‐income residents. These include:  


 Lincoln City Food Pantry at Coast 


Vineyard (1505 NE 6th Drive) 


 Lincoln City on‐site hot meals at 


Agape Fellowship (4939 SW Gallery 


Avenue) and St. James Episcopal 


(2490 NE Hwy 101)  


 Lincoln City Head Start (2130 SE Lee 


Avenue) 


Elderly 


Eighteen percent of the total population in 


Lincoln City was 65 years and older in 2009 


and 8.3 percent were over 75 years of age. 


Approximately 34 percent of all Lincoln City 


households had at least one person over 65 


years. A total 120 grandparents lived with 


their grandchildren (under 18 years), of 


which 30 percent were responsible for these 


children. As previously mentioned, 16 


percent of those over 65 years were living in 


poverty in 2009.  


Youth 


Youth under the age of 17 are typically more 


dependent upon walking and biking, 


because they don’t have access to cars or 


drivers licenses (provisional driver’s licenses 


are available for 16 and 17 year olds). In 


2009, the American Community Survey 


indicated 880 students were enrolled in 


elementary or high school, and an estimated 


622 (7.8 percent of the total population) 


children were under the age of 5, with a 


total of 18 percent of the population under 


the age of 18. Thirty‐eight percent of 


children under 18 was below the poverty 


level. 


The four public schools are Oceanlake 


Elementary, Taft Elementary, Taft High 


School, and Career Technical High School. 


Table 3‐3 summarizes student information. 


The Oregon Department of Education 


collects detailed information about students 


each year, which is more up‐to‐date than 


the US Census.7 Economically disadvantaged 


students are eligible for the free and 


reduced price meal programs if their 


household income meets the guidelines for 


the free and reduced lunch program8, based 


on the household size and annual or 


monthly income. For example a family of 


                                                            


7 Oregon Department of Education, Adequate Yearly 
Progress (AYP) reports, Retrieved from 
http://www.ode.state.or.us/data/reportcard/reports.aspx 
8 Oregon Department of Education, Oregon Average Daily 
Membership (ADM) Manual 2010-2011, Retrieved from 
https://district.ode.state.or.us/apps/info/docs/2010-
11_Cumulative_ADM_Manual_5-2-11.pdf 
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three with an annual income of $34,281 


would be considered economically 


disadvantaged).9 


Table 3‐3 


Student information for school year 2010‐11  


 
Oceanlake 


Ele. 
Taft 
Ele. 


Taft 
High 


Career 
Tech 
High 


All Students  220  360  343  33 


Economic 
disadvantage 


147  243  196  16 


Limited 
English 
Proficient 


10  64  25  1 


Students with 
Disabilities 


31  39  44  2 


Asian/Pacific 
Islander 


2  ‐‐  1  ‐‐ 


Black  3  ‐‐  3  ‐‐ 


Hispanic  26  99  55  3 


American 
Indian 


15  32  22  2 


White  162  214  242  26 


Multi‐Ethnic  12  12  20  2 


 


Students with Disabilities 


According to the Oregon School District 


data, approximately 116 students had 


disabilities in the 2010‐11 school year 


(includes mental and physical disabilities). 


Thirteen percent of the total population 


received supplemental security income 


(SSI),“designed to help aged, blind, and 


disabled people who have little or no 


income.”10 The American Community Survey 


2005‐2009 did not list disability status for 


Lincoln City. 


                                                            


9 Oregon Department of Education, 2011-2012 Income 
Eligibility Guidelines, Retrieved from 
http://www.ode.state.or.us/search/page/?id=3316 
10 Social Security, Supplemental Security Income (SSI) 
Retrieved from ssa.gov/ssi/  


Linguistically Isolated 


Most Lincoln City residents speak English at 


home. Of those household where another 


language is spoken, 85 percent (216 


households) were linguistically isolated , 


which means no one over age 14 spoke 


English fluently or spoke English “very well.” 


All linguistically isolated households spoke 


Spanish. 


3.2 Destinations for 


Walking and Biking 


Understanding where people want to walk 


and bike in Lincoln City is critical to 


developing and prioritizing 


recommendations for improving facilities, 


and encouraging alternative transportation 


in the city. Destinations typically attractive 


to pedestrians and bicyclists include schools, 


major parks, beach access points, major 


employers, places that meet daily needs, 


and restaurants. The major destinations 


listed in Table 3‐4 and Figures 3‐1, 3‐2, and 


3‐3 were developed by the Project 


Management Team and the Project Advisory 


Committee. This information was compared 


to the information collected through public 


comments on the online input map and 


questionnaire.  
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A woman crossing the street at an unsafe 


location.  
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Table 3‐4 


Major Destinations for Walking and Biking 


Destination 
Categories  Name 


Location /  
Map ID Number  Description 


Schools  Lincoln City 
HeadStart 


2130 Southeast Lee Ave  Serves low‐income children (ages 3‐5). 


  Lincoln City 
Adventist 


2126 Northeast Surf Ave  Private school, destination for children. 


  Taft Elementary  4040 SE High School Drive  Public school, destination for children. 


  Oceanlake 
Elementary 


2420 Northeast 22nd St  Public school, destination for children. 


  Taft High  3780 SE Spyglass Ridge Rd  Public school, destination for children (grades 7‐
12). 


  Career Tech High  801 U.S. 101 #404  Public school, destination for children (newly 
opened charter school). 


  Oregon Coast 
Community 
College 


3788 Southeast High 
School Drive 


North County Center and Small Business 
Development Center. Destination for residents 
inside and outside of Lincoln City. 


Employment   Chinook Winds 
Casino Resort 


1777 NW 44th Street  One of the largest employers in the City. Also a 
big tourist destination. 


  Tanger Factory 
Stores 


1500 SE East Devils Lake 
Road 


Larger employer (multiple stores) and tourist 
destination, LINC bus route stop 


  Samaritan North 
Lincoln Hospital 


3043 NE 28th Street  Larger employer, LINC bus route stop 


Hotels/Tourist  Siletz Bay Area  Off US 101, Near SE 51st 
Street 


Multiple restaurants and shops that employ 
locals and cater to tourists 


  North 
Commercial Area 


US 101, between NE 10th 
and 21st  


Many shops and restaurants, old town center 
with historic buildings 


  Nelscott 
Commercial Area 


US 101, between SE High 
School Road and SE 40th 
Street 


Shops and restaurants, public plaza 


  Lincoln City 
Cultural Center 


540 NE US 101  Events, art exhibits, and classes for adults and 
youth 


  Lincoln City 
Visitor and 
Convention 


540 U.S. 101  Events and information for tourists 


  North Lincoln 
County Historical 
Museum 


4907 SW US 101  Museum 
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Table 3‐4 


Major Destinations for Walking and Biking 


Destination 
Categories  Name 


Location /  
Map ID Number  Description 


Recreation  Lincoln City 6   3755 Southeast High 
School Drive 


Movie theater 


  Bijou Theatre   1624 NE US 101  Movie theater, LINC bus route stop 


  Theater West   3536 SE US 101  Live theater 


  Delake Bowl   316 SE US 101  Bowling alley 


  Lincoln City 
Community 
Center 


2150 Northeast Oar Place  Youth, Adult, and Senior activities, as well as an 
indoor swimming pool, LINC bus route stop 


  D River State 
Park 


US 101 and SE 1st Street  Public access to the beach, large parking lot and 
visitor information kiosk.  


  Devils Lake State 
Park 


Off US 101, near NE 6th 
Drive 


Camping area and walking access to Devils Lake 


  Road’s End State 
Park 


Off NE Logan at NE Sal La 
Sea Drive 


Beach access and park, with parking 


  Beach Access 
Points 


  Beach access via stairs 


  Beach Access 
Points 


  Beach access up rocky incline (harder to access) 


  Wecoma Park  NW 31st Place  Public restrooms, parking, children’s play 
structure, foursquare wall ball court 


  Holmes Road 
Park 


Near NE West Devils Lake 
Road and Yacht Avenue 


Park with parking and boat launch on Devils 
Lake 


  Sand Point Park  Outside of City Limits in 
UGB, accessed off NE 
Loop Drive. 


Waterfront park on Devils Lake 


  Regatta Park  Between NE Regatta Road 
and NE Lake Drive 


Large children’s play structure, boat launch on 
Devils Lake, parking 


  Devils Lake State 
Recreation Area 


NE East Devils Lake Road  Boat launch on Devils Lake 


  Canyon Drive 
Park 


SW 11th Drive and SW 
Coast Avenue 


Public restroom, beach access (no incline), 
parking 


  Taft Park  Off SW Coast Drive, north 
of SW 48th Street 


No paths, wooded area 


  Siletz Bay Park  US 101, south of  SW51st 
Street 


Parking, public restroom, picnic area, beach 
access 


  Kirtsis Park  NE 22nd Avenue, Reef St  Skate park and baseball diamonds near 
Community Center 
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Table 3‐4 


Major Destinations for Walking and Biking 


Destination 
Categories  Name 


Location /  
Map ID Number  Description 


Recreation  Cutler City Park  Near SW 68th and Fleet St.  Children’s playground and basketball half court 


Daily Needs  US Post Office, 
Lincoln City 


2429 NW US 101   


  US Post Office, 
Neotsu 


1501 Southeast East 
Devils Lake Road 


 


  Driftwood Public 
Library 


801 SW Hwy 101 #201  Library for Lincoln City 


  Local Churches  Multiple  These are destinations for residents, particularly 
on the weekends. 


  BiMart  1030 SE Oar  Pharmacy and discount clothing and grocery 
store, LINC bus route stop 


  Grocery Outlet  Ste 101, 4157 NW US 101  Discount grocery store 


  Price and Pride 
Food Center 


801 SW US 101 # 104  Grocery Store, LINC bus route stop (near City 
Hall) 


  Trillium Natural 
Health Grocery 


1026 Southeast Jetty 
Avenue 


Natural Health food grocery 


  Kenny’s IGA  2429 NW US 101/ 4845 S 
Hwy 101 


Grocery Store, both locations are LINC bus route 
stops 


  La Guadalupana  2154 NE US 101  Hispanic Grocery Store 


  La Mexicana  1800 Southeast US 101  Hispanic Grocery Store 


  Walgreeens  4048 NW US 101  Pharmacy, LINC bus route stop 


  Safeway  4101 Northeast Logan 
Road 


Pharmacy and grocery store, LINC bus route 
stop 


  Taft Ace 
Hardware 


4910 SE US 101  Hardware store, LINC bus route stop 


  DMV & Lincoln 
County Health 
Clinic 


4422 NE Devils Lake Blvd   Department of Motor Vehicles, Public Health 
Clinic,  LINC bus route stop 


  US Markets N & S  3327 NW US 101, 4700 SE 
US 101 


Convenience Stores, LINC bus route stops 
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Figure 3‐1  


Major Destinations for Walking and Biking in Northern Lincoln City 
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Figure 3‐2  


Major Destinations for Walking and Biking in Central Lincoln City 
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Figure 3‐3  


Major Destinations for Walking and Biking in Southern Lincoln City 
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3.3 Commuting Patterns 


and Transit Routes 


This section describes known information 


about bicycle and pedestrian commuting 


patterns in Lincoln City. Information has 


been drawn from the 2009 Safe Routes to 


School survey and from the 2010 Census. 


This section also describes Lincoln County 


Transit (LINC) routes and school bus routes. 


3.3.1 Safe Routes to School 


According to a 2009 survey of parents, 


conducted by the City of Lincoln City, the 


majority of students took the school bus or 


were driven to school. Very few students 


were reported as walking or biking to 


school.  


Existing Facilities 


Two schools, Oceanlake Elementary and the 


Seventh Day Adventist private school are 


located at NE 22nd Street. A marked and 


signalized crossing is located at US 101 and 


22nd Street. School zone signage is missing 


or inconsistent. 


The Technical High School is located directly 


on US 101 at SE 8th Street, in the same 


building as City Hall and the public library. 


There is a signalized crosswalk on three legs 


of this intersection (only one crossing of 


US 101 near SE 7th Street). No marked 


crosswalk serves the southern end of the 


building near SE 9th Street. Sidewalks are on 


both sides of US 101 and signs identify the 


public library. School zone signage is missing 


or inconsistent. 


The Taft Elementary and High School are 


located off of SE High School Drive. The 


North County Center for the Oregon Coast 


Community College also is located on this 


road. Sidewalk is on one side of US 101 at 


 


 


 


this intersection, as well as one that extends 


along SE High School Road; though it is not 


continuous, nor located on both sides of the 


street. The southern access to the schools 


has marked and signalized crosswalks at the 


intersection of SE 48th Street and US 101, as 


Family 
Vehicle
44%


School 
Bus
54%


Walk
2%


Arrival Modes ‐ Oceanlake 
Elementary (2009)


Bike
3%


Carpool
3%


Family 
Vehicle
30%


School 
Bus
59%


Walk
5%


Arrival Modes ‐ Taft Elementary 
School  


Family 
Vehicle
19%


School 
Bus
81%


Arrival Modes ‐ Taft High (2009)
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well as a nearly continuous sidewalk on one 


side of the street. School zone signage is 


missing or inconsistent. 


3.3.2 Transit Routes 


Two bus routes provide transit within 


Lincoln City. The county bus travels between 


Rose Lodge and Yachats, Monday through 


Saturday; with limited stops in each town 


along US 101. Within Lincoln City, seven 


regular stops and two additional stops 


serviced upon request are served three 


times each day between 7:00 am and 8:00 


pm. Two express buses run each day in the 


early morning and around noon; these offer 


one or two stops in Lincoln City. Fare is 


$1 within Lincoln City for each direction 


traveled. A front rack of the buses can hold 


two bikes. Buses do not run on Sundays, 


Thanksgiving, and Christmas. Figures 3‐4, 


3‐5, and 3‐6 depict the locations of transit 


routes within Lincoln City. 


The local bus, LINC, operates Monday 


through Saturday between 7:30 am and 


6:00 pm. A bus serves the stop every hour. 


Fare is $1 for each direction traveled. Two 


bikes can be attached to a front rack of the 


bus. There is no service on Sundays, 


Thanksgiving, and Christmas. 


The LINC bus serves 14 stops (Table 3‐5) on 


both the northbound and southbound sides 


of US 101).  


 


 


 


 


 


 


 


 


Table 3‐5 


Lincoln County Bus Stops and Schedule (Monday – Saturday only) 


Stops 
Approximate Street 


Location  Ex   AM  Ex  PM  PM 


Ace Hardware ‐Taft  US 101/SW 48th Pl  6:19  9:47  ‐‐  2:47  7:17 


Entertainment Center  US 101/SE 32nd St  ‐‐  9:50  ‐‐  2:50  7:20 


Tanger Outlet Center  US 101/East Devils 
Lake Rd 


‐‐  9:54  12:40  2:54  7:24 


Posh Wash  US 101/NE 6th Dr  ‐‐  9:59  ‐‐  2:58  7:29 


L.C. Community Center  US 101/NE 22nd St  ‐‐  10:02  ‐‐  3:04  7:32 


North Lincoln Hospital  West Devils Lake 
Rd/NE 28th St 


‐‐  10:06  ‐‐  3:08  7:36 


Starbuck's & Hwy 101  US 101/NE 34th St  ‐‐  10:09  ‐‐  3:11  7:39 


Chinook Winds Casino  US 101/NW 39th St  ‐‐  10:13  12:50  3:15  7:43 


Safeway  US 101/NW Logan Rd  ‐‐  10:16  ‐‐  3:18  7:46 
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Figure 3‐4  


Map of Transit Routes in Northern Lincoln City 
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Figure 3‐5  


Map of Transit Routes in Central Lincoln City 
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Figure 3‐6  


Map of Transit Routes in Southern Lincoln City 
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3.4 Bicycle and Pedestrian 


Safety  


Information on crash locations was gathered 


from ODOT’s Geographic Information 


Systems database of crashes in 2009 and 


from the current draft of the Lincoln City 


Transportation Master Plan.  


ODOT prioritizes intersection improvements 


on state highways using the Safety Priority 


Index System (SPIS). SPIS is a measurement 


of the likelihood of crashes at intersections 


and roadway segments, based on several 


factors. Lincoln City has relatively few SPIS 


sites compared to other cities of its size. 


Locations within Lincoln City that are listed 


in the top 10 percent include:  


 US 101, just east of the intersection 
with NE East Devils Lake Road 


 US 101 at the intersection of NW 
Logan Road 


 US 101 between NE 34th and NE 35th 
streets 


 US 101 between NE 1st and SE 1st 
streets (on the bridge crossing the 
D River) 


 US 101 south of SE 28th Street 


 US 101 between SE 50th and SE 51st 
streets 


Reported crashes involving bicyclists or 


pedestrians in 2009, which included one 


fatality, were at the following locations:  


 Bicyclist – NW 39th Street  


 Bicyclist – Fatality – NE 10th Street 


 Bicyclist – NW 2nd Drive 


 Pedestrian – SE 18th Street 


Figures 3‐7, 3‐8, 3‐9, and 3‐10 depict crashes 


involving bicyclists or pedestrians in 2009, 


and SPIS sites along US 101 that are in the 


top 10 percent. A pedestrian was struck by a 


car and killed in January 2012 at the 


intersection of US 101 and NE 29th Street.
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Figure 3‐7  


High accident sites and SPIS locations in Lincoln City
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Figure 3‐8  


High accident sites and SPIS locations in North Lincoln City 
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Figure 3‐9  


High accident sites and SPIS locations in Central Lincoln City 











3  Characteristics of Biking and Walking 


Final Memo 2 – Existing Conditions, Deficiencies, and Needs 49 


Figure 3‐10  


High accident sites and SPIS locations in Southern Lincoln City 
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3.5 Traffic  


3.5.1 Bicycle & Pedestrian 


Counts 


On three days in September and October 


2011, ODOT conducted traffic counts at 16 


intersections throughout Lincoln City (Figure 


3‐11).  Weather during the counts was on 


September 21 and October 5 was generally 


clear, but wind and rain during October 4 


counts may resulted in fewer people being 


counted bicycling and walking that day.  


Count Methodology 


Traffic counts were conducted for either a 6‐


hour or 16‐hour period, with longer 


duration counts focused at high‐volume 


locations along Highway 101.  13 of the 16 


counts were located at intersections along 


Highway 101.  Bicyclists were recorded if 


they simply passed through the intersection 


at a count location.  Pedestrians were 


counted differently, being recorded at each 


point they crossed a leg of the intersection. 


Because of this, some of the pedestrian 


totals may obscure the actual activity 


happening at that intersection.  For 


example, a person crossing two legs of the 


intersection would be counted twice, such 


as crossing a cross street and then turning 


to cross Highway 101.  In contrast 


pedestrian walking along Highway 101 at a 


three‐leg intersection would not be counted 


if they did not cross a street.  One example 


of where this may happen would be for 


people walking along the west side of 


Highway 101 past the intersection at High 


School Drive. 


The results of the counts are summarized in 


Table 3‐6 below. Figures 3‐12 and 3‐13 


depict volumes of pedestrians and bicyclists, 


respectively. 


North Lincoln City 


Seven bicycle and pedestrian counts were 


conducted in north Lincoln City.  At Highway 


101 and Logan Road, counts recorded 74 


bicyclists in a 6 hour period, the highest 


volume of bicyclists at any location in the 


city.  The majority of these cyclists counted 


at Logan Road were traveling together in a 


large group, underscoring the significance of 


bicycle tourism among visitors to Lincoln 


City.  Large numbers of pedestrians were 


recorded at count intersections near 


Safeway and the casino. 


Central Lincoln City 


Bicycle counts in central Lincoln City show a 


significant drop off in the numbers of 


bicyclists that feel comfortable riding along 


Highway 101 in the area.  Counts at the four 


central Lincoln City locations tallied only 1, 


10, 6 and 7 bicyclists, while pedestrian 


counts were roughly comparable to volumes 


found elsewhere in the city.  At Harbor 


Avenue and 15th Street, a count of 85 


people walking during a 6 hour period 


demonstrates the high level of pedestrian 


activity near beach access points. 


South Lincoln City 


At Highway 101 and SW 48th Street, a 6 hour 


count captured the highest level of 
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pedestrian activity in the city, with 278 


people recorded walking through the 


intersection.  This number is an indication of 


the importance of crosswalks along Highway 


101.  At 48th Street, there are marked 


crosswalks on all four legs of the 


intersection, whereas counts at High School 


Drive and SW 32nd Street, where there are 


no marked crosswalks, recorded only 25 and 


39 people, respectively.  


 


 


 


 


 


Table 3‐6 


Lincoln City Bicycle & Pedestrian Count Results 


Location  Date  Weather  Duration  Pedestrians  Bikes 


US 101 at East Devils Lake Rd  9/21/2011  Clear  16‐hour  0  29 


US 101 at NE West Devils Lake Rd  9/21/2011  Clear  6‐hour  45  8 


US 101 at NW Logan Rd & driveway  9/21/2011  Clear  6‐hour  56  74 


NE West Devils Lake Rd at NE 22nd St  9/21/2011  Clear  6‐hour  37  1 


US 101 at NE 22nd St  9/21/2011  Clear  16‐hour  21  32 


US 101 at NE 6th St  10/4/2011  Clear  6‐hour  24  6 


US 101 at SW 48th St  10/4/2011  Clear; rain  16‐hour  278  24 


US 101 at 32nd St  10/4/2011  Clear  6‐hour  39  2 


US 101 at SW Bard Ave & SE 19th St  10/4/2011  Cloudy  6‐hour  16  12 


US 101 at SW 63rd St  10/4/2011  Cloudy; rain  16‐hour  6  15 


US 101 at East Devils Lake Rd & SW 12th St  10/4/2011  Cloudy  6‐hour  33  7 


US 101 at SE High School Dr  10/5/2011  Cloudy; rain  16‐hour  25  23 


US 101 at NE Holmes Rd  10/5/2011  Clear  6‐hour  7  8 


NW Jetty Ave at NW 39th St  10/5/2011  Clear  6‐hour  53  2 


US 101 at NE 14th St  10/5/2011  Clear  6‐hour  0  10 


NW Harbor Ave at NW 15th St  10/5/2011  Clear; cloudy  6‐hour  85  1 
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Figure 3‐11  


Map of Bicycle/Pedestrian Count Locations 
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Figure 3‐12  


Map of Pedestrian Count Volumes 
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Figure 3‐13  


Map of Bicycle Count Volumes 
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This chapter compiles goals and policies for 


bicycle and pedestrian transportation as 


well as specific bicycle and pedestrian 


improvement projects listed in existing city 


and neighborhood plans.  


4.1 Lincoln City 


Transportation System 


Plan 


A Transportation System Plan (TSP) is a 


comprehensive, long‐range plan for a city’s 


transportation facilities. It discusses goals, 


policies, and recommended improvements 


for all modes of transportation. At the time 


of this report, Lincoln City does not have an 


adopted TSP; this assessment used the July 


2011 draft plan.  


4.1.1 Goals and Policies Relating 


to Pedestrians and Bicyclists 


Goals and policies from the draft TSP relate 


to pedestrian and bicycle transportation. 


Following each set of goals and applicable 


policies is an assessment of the suitability of 


these policies for meeting the goals and 


objectives of the Lincoln City Walking and 


Biking Plan in Memo 1. The assessment will 


be updated as needed to reflect revisions to 


the draft goals and objectives based on 


input from the Project Advisory Committee 


(PAC) and general public.  


Goal 1 - Livability  


Provide a multi‐modal transportation system 


that enhances the character of the 


community, the lifestyles of the residents, 


and the experience of tourists.  


1.1  Use context sensitive design for all 


transportation facilities in the city. 


1.2  Design improvements that are 


consistent with the city’s tradition of 


narrow, winding passageways that 


preserve topography and trees to the 


extent possible. 


1.3  Design and arrange streets and 


adjoining uses to create and 


maintain views, focal points and 


memorable places. 


1.5   Provide facilities that are 


comfortable for pedestrians and 


cyclists by including elements, such 


as signs, landscaping, banners, 


benches, bike racks, and lighting 


designed at a human scale and by 


providing a barrier between the 


roadway and the sidewalk. 


These goals and policies are consistent with 


the draft goals and objectives for this 


project. In particular, these goals and 


objectives support Goal 2 of the Walking 


This chapter answers the following 
questions: 


What has already been done to analyze 


needed improvements to bicycle and 


pedestrian facilities in Lincoln City?   


Are those recommendations relevant to 


this plan? 
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and Biking Plan, which is to “design a 


network of walking and biking facilities that 


enhances livability for residents and visitors, 


encourages recreation, helps incorporate 


exercise as a part of daily routine, supports 


the City’s stated sustainability objectives, 


and supports economic development in the 


Project Study Area.” 


Goal 2 – Mobility 


Provide a multi‐modal transportation system 


that maximizes the mobility of Lincoln City 


business operators and suppliers, residents, 


employees, and tourists, including those 


without motor vehicles and those with 


special transportation needs. 


2.1  Through improved access, safety, 


service, and community design, 


increase transportation choices for 


all. 


2.3  Adopt a citywide pedestrian and 


bicycle plan that provides for shared 


use of streets, sidewalks, bikeways, 


and safe crossings. 


2.6   Promote walking, biking, transit, 


and rideshare/carpool programs 


through community awareness and 


education programs. 


2.9  Develop a local street plan to 


preserve rights‐of‐way for future 


streets and to maintain adequate 


local circulation and connectivity for 


all modes. Require accesses for 


developments to be consistent with 


the local street plan. 


2.12   Improve mobility for all users by 


designing roadway infrastructure to 


meet the current version of the ADA 


Design Standards.  


These goals and policies are consistent with 


the draft goals and objectives for the 


project, particularly with Goal 1 and Goal 2.  


Goal 3 – Efficiency 


Create and maintain a multi‐modal 


transportation system with the greatest 


efficiency of movement possible for Lincoln 


City residents and businesses in terms of 


travel time, travel distance, conservation of 


resources and management. 


Emphasize alternative modes of 


transportation, such as transit, walking and 


bicycling, to make efficient use of existing 


and future infrastructure and reduce 


congestion.  


Policy 3.2 supports Goal 1 of the Lincoln City 


Walking and Biking Plan, which is to “make 


walking and bicycling safe, convenient, 


comfortable, enjoyable, and attractive as 


alternatives to use of the automobile.” 


Goal 4 – Safety 


Improve transportation system safety for the 


most vulnerable (e.g. pedestrians and 


bicyclists) and for motorists.  


4.8  Adopt and implement a bike‐


pedestrian plan that emphasizes 


safety for those modes. 


These goals and policies are consistent with 


the draft Goal 1 for this project, which is to 


“make walking and bicycling safe, 


convenient, comfortable, enjoyable and 


attractive as alternatives to use of the 


automobile,” and with draft Objective 1B, 
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which is to “identify key problem areas for 


pedestrian and bicycle safety and prioritize 


improvements to those areas.” 


Implementation of the Lincoln City Walking 


and Biking Plan will directly fulfill policy 4.8 


of the draft TMP. 


4.1.2 Proposed Pedestrian and 


Bicycle Improvement Projects 


The draft TSP lists several bicycle and 


pedestrian facility improvement projects. 


Some of them are overall streetscape or 


street improvement projects that would 


include construction or widening of 


sidewalks; others are pedestrian islands or 


medians for pedestrian use, or sidewalk and 


bike lane specific projects. Table 4‐1 below 


lists each improvement, its status, and 


whether or not it would meet the goals and 


objectives of the Lincoln City Walking and 


Biking Plan. None are completed. 


4.2 Lincoln City Parks 


Master Plan 


The Lincoln City Parks Master Plan was 


adopted by the City Council in 2001. It 


describes improvements needed for parks 


and recreational facilities within Lincoln City, 


and includes a proposed network of trails 


and pathways. This plan does not include 


goals and objectives specific to bicycling and 


walking, but offers the following definition 


of trails and pathways: 


Trails  and  pathways  are  designed 


to  provide  walking,  bicycling, 


equestrian,  and  other  non‐


motorized  recreational 


opportunities.  By  providing 


linkages  to  other  areas  and 


facilities,  they  can  provide 


nonvehicular  options  for  travel 


throughout  the  community.  Trails 


can  be  designed  for  single  or 


multiple  types  of  users.  The  trails 


and  pathways  emphasized  here 


are those that are recreational and 


multiple use  in nature. Bike routes 


with  more  emphasis  on 


transportation are not  included  in 


this definition (page 8‐1). 


Many of the designated trails and pathways 


within the Parks Master Plan do not apply 


directly to the Lincoln City Walking and 


Biking Plan, because their purpose is to 


provide recreational opportunities within a 


given park or recreational area, and not 


necessarily provide better transportation 


connections between recreational areas and 


other parts of the city. The trails that are to 


be paved could very feasibly serve both 


purposes, however, and are worth 


consideration in the Lincoln City Walking 


and Biking Plan. These trails include: 


 Head to Bay Trail 


 Chinook Trail 


 Devils Lake Trail 


 Taft Loop Trail 


 Siletz Marsh Trail 
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Table 4‐1 


Bicycle and Pedestrian Projects Proposed in the July 2011 Draft TMP* 


Ref. # 
Improvement 


Type  Project Name 
Project 
Status 


S‐1  Streetscape  Wecoma, DeLake, Nelscott, Cutler City Streetscape Projects 


Widen, repair and add sidewalk 


Construct left‐turn pockets and no‐left turn zones 


Reconfigure on‐street parking/Bulb‐outs 


Not yet 
complete 


P‐1  Pedestrian 
islands/medians 


West Devils Lake Road  Not yet 
complete 


P‐3  Pedestrian 
islands/medians 


NW 34th Street  Completed 


P‐4  Pedestrian 
islands/medians 


 


NW 26th Street 


Not yet 
complete 


P‐5  Pedestrian 
islands/medians 


NW 28th Street  Not yet 
complete 


P‐6  Pedestrian 
islands/medians 


S 3rd Street  Not yet 
complete 


P‐7  Pedestrian 
islands/medians 


S 19th Street  Not yet 
complete 


P‐8  Pedestrian 
islands/medians 


S 35th Street  Not yet 
complete 


SW‐1  Sidewalks and Bike 
lanes 


East Gaps Project‐‐28,300 feet of sidewalk needed to complete 
sidewalk on Hwy. 101  


Not yet 
complete 


SW‐2  Sidewalks and Bike 
lanes 


West Gaps Project ‐‐10,000 feet of sidewalk needed to complete 
sidewalk on Hwy. 101 


Not yet 
complete 


SS‐1  Streetscape   NW 15th Street "A Great Street" project 


Widen sidewalks/Install new sidewalks 


Improve street 


Install entry feature 


Install new street name signs and posts 


Install historic street lamps 


Create parking lot 


Sign Ocean2Lake Trail 


Install bike racks 


Install flower/banner poles 


Completed 


SS‐2  Street improvement  Harbor Avenue project NW 12th to NW 21st 


Construct sidewalks, curb and gutter 


Not yet 
complete 
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Ref. # 
Improvement 


Type  Project Name 
Project 
Status 


Install historic street lamps 


Provide viewpoints at NW 17th Street, NW 19th Street, and NW 20th 
Street 


SS‐3  Street improvements  Interior Streets project (NW 16th Street, NW 17th Street, NW 19th 
Street, NE Lee Avenue, NE Oar Avenue) 


Construct sidewalks, curbs and gutters Improve streets 


Install historic street lamps 


Not yet 
complete 


LA‐1  Area Improvements 
on Major Collection 
Streets 


Pedestrian, bike, safety and designated parking improvements  Not yet 
complete 


* All of these proposed projects are consistent with the goals and objectives of the Lincoln City Walking and Biking Plan. 


To date, the Head to Bay Trail is the only 


trail that is partially completed. All five trails 


may be compatible with the goals and 


objectives of the Lincoln City Walking and 


Biking Plan. 


4.3 Area Plans 


Lincoln City is made up of five distinct 


communities: Wecoma Beach, Oceanlake 


Delake, Nelscott, Taft, and Cutler City. To 


date, the Lincoln City Urban Renewal 


Agency has sponsored planning processes 


for Oceanlake, Taft, Nelscott, and Cutler 


City. The plans resulting from these 


processes specify bicycle and pedestrian 


improvements desired within each 


community. The following sections describe 


each plan’s goals and objectives for bicycle 


and pedestrian facilities (if appropriate), the 


proposed bicycle and pedestrian 


improvements, whether each improvement 


has been completed, and if each 


improvement would meet the goals and 


objectives of the Lincoln City Walking and 


Biking Plan.  


4.3.1 Oceanlake 


The Oceanlake Redevelopment Plan was 


completed by the Lincoln City Urban 


Renewal Agency in 2001. It includes the 


results of a community visioning process 


that discusses transportation, land use and 


development, image and architecture, parks 


and open space, public art, public parking, 


and economic development goals. This plan 


specifically discusses projects related to 


bicycle and pedestrian circulation.  


The goal of the Oceanlake Redevelopment 


Plan specific to bicycle and pedestrian 


facilities is as follows: 


Cultivate  an  environment  with 


easy,  safe,  and  attractive  options 


and  amenities  for  pedestrian  and 


bicycle  circulation  and  provides 


strong  connections  from  the 


Oceanlake  core  to  the  beach, 


lodging, neighborhoods, and public 


parking (page 1‐20). 


This goal is consistent with the goals and 


objectives of the Lincoln City Walking and 
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Biking Plan. On pages 2‐7, 2‐8, and 2‐22, the 


Oceanlake Redevelopment Plan specifies 


several projects that would achieve the 


vision for bicycling and walking in 


Oceanlake. These are listed in Table 4‐2.All 


of the projects listed in Table 4‐2 are 


consistent with the goals and objectives of 


the Lincoln City Walking and Biking Plan. 


However, future efforts within this planning 


process will prioritize solutions for the 


entirety of Lincoln City, and may not 


recommend all of these projects for 


immediate implementation. 


4.3.2 Taft 


The Taft Redevelopment Plan: Rediscovering 


the Village was prepared by the Lincoln City 


Urban Renewal Agency in 2000. One of the 


“key community values” identified by the 


Taft community related to bicycling and 


walking was as follows: 


Improve  Walking  and  Biking 


Environment: The natural setting of 


Taft,  as  well  as  the  significant 


number of residents and visitors  in 


the  area,  create  a  demand  for 


walking and biking; Taft  is perhaps 


Lincoln  City’s  most  walkable  and 


bikable  district.  To  the  optimum 


degree  possible,  integrate 


pedestrian  and  bicycle  amenities 


and  handicapped  accessible 


features  in  new  development  and 


public  improvements  that  occur  in 


Taft [italics original] (Page 1‐6). 


This community value is highly compatible 


with the goals and objectives of the Lincoln 


City Walking and Biking Plan. The Taft 


Redevelopment Plan lists several steps in 


implementing the community’s vision; step 


III is to “enhance environment for 


pedestrians, bicyclists, and transit.” 


Table 4‐3 lists the projects specified within 


the Taft Redevelopment Plan to do this 


enhancement. 


All of the projects listed in Table 4‐3 are 


shown as consistent with the goals and 


objectives of the Lincoln City Walking and 


Biking Plan. Future efforts within this 


planning process will prioritize solutions for 


the entirety of Lincoln City, however, and 


may not result in all of these projects being 


recommended for immediate 


implementation. 


4.3.3 Cutler City 


The Cutler District Community Vision & 


Corridor Plan was adopted by the Lincoln 


City Urban Renewal Agency in 2008. It is a 


plan specifically meant to address ways to 


encourage redevelopment within Cutler 


through aesthetic, economic, and safety 


enhancements. 
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Table 4‐2 


Oceanlake Redevelopment Plan Bicycle and Pedestrian Projects* 


Proposed Project  Status  


Design and install a connected system of sidewalks throughout Oceanlake (including both the core 
and the surrounding area) to create a safer pedestrian environment for residents, school children, 
seniors, visitors, and persons with mobility challenges  


Partly complete 


Create new pedestrian connections, emphasizing mid‐block connections between buildings, 
utilization of existing rights‐of‐way, and secondary pedestrian corridors behind commercial 
storefronts 


Work to create a mid‐block pedestrian connection (generally located north of and adjacent to the 
Old Oregon Tavern) linking the US 101 sidewalk environs to the public parking lot accessed from NE 
15th Street 


Coordinate with property owners of buildings fronting on US 101 (generally between 14th and 19th 
Streets) to create a safe and contiguous pedestrian walkway system in the rear areas of buildings 


Utilize the NE 18th Street right‐of‐way between Jetty and Harbor to develop a pedestrian pathway, 
while also improving the vehicular access to adjacent residences  


Completed 


Locate and install pedestrian kiosks and signage stations throughout the Oceanlake Core area, 
emphasizing the following locations: 


NW 15th Street and US 101 (at NW Corner) 


 NW 17th Street and US 101 (at Public Parking Lot) 


NE 15th Street and US 101 (at Public Parking Lot) 


NW 15th Street and Harbor (at NE Corner) 


NW 21st Street and Harbor (at future view point access) 


Not yet complete 


Design, develop, sign and promote the Oceanlake Coast to Coast Trail, connecting the Pacific Ocean 
with Devils Lake 


Not yet complete 


Develop an off‐highway bicycle route system through Oceanlake  Completed 


Install bicycle racks at key locations throughout the Oceanlake core area and near primary beach 
access points 


In general, centrally locate one (1) bicycle rack per US 101 block face within the Oceanlake core 


Locate one (1) bicycle rack each at the NW 15th Street and NW 21st Street beach access points 


Completed 


Transform NW 16th and NW 18th Streets, between the northbound and southbound legs of US 101, 
into major pedestrian spines 


Partly complete 
(NW 16th Street) 


Include14‐foot sidewalks (typical), bulbouts, and highly visible and textured crosswalks within the 
US 101 Couplet design 


NA 


Integrate striped bike lanes within the northbound and southbound legs of US 101 between 12th and 
21st Streets 


Not yet complete 


*All of these Proposed Projects are consistent with the goals and objectives of the Lincoln City Walking and Biking Plan. 
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Table 4‐3 


Taft Redevelopment Plan Bicycle and Pedestrian Projects* 


Proposed Project  Status  


Design and install missing sidewalk segments through Taft (p. 2‐27) 


US 101 eastern side from Fleet Avenue to S.W. 48th Street (currently S.W. 49th Street)  


US 101 north of S.E. 48th Street.  


Both sides of S.W. 50th Street  


Both sides of Ebb Avenue  


Both sides of Fleet Avenue.  


Complete section of sidewalk along High School Drive connecting the middle school to 48th Street 


Completed 


Create new pedestrian connections (p. 2‐28 to 2‐29) 


Connect the east side of US 101 to Inlet Avenue ‐ completed 


Connect the west side of US 101 to off‐highway parking lots, plazas, and businesses ‐ completed 


Dedicate walkways through and across the turn‐around parking area at the end of S.W. 51st Street  ‐ 
completed 


Create paths throughout the cottage commercial areas along S.W. 51st Street  


Provide secondary rear entrances for businesses with frontage on Inlet Avenue – partially  


Partly 
complete 


Accommodate on‐street bicycle elements (p. 2‐30) 


Re‐designate Oregon Bike Route to the following, if US 101 cannot include bike lanes:  


East side of US 101: Oregon Coast Bike Route (on US 101) connects to High School Drive in the north and 
continues south via Inlet Avenue until reconnecting with the highway at S.E. 51st Street. 


West side of US 101: Oregon Coast Bike Route (on US 101) connects to Beach Ave in the north and 
continues south to 50th Street until reconnecting with the highway at S.W. 51st Street via Ebb or Fleet 
Avenues. 


Provide more bicycle parking ‐ completed 


Partly 
complete 


Design and build off‐road trails and paths 


Build Multi‐Use Trail West of US 101: It should roughly parallel the highway located along the rear 
property line of those parcels fronting the highway. Access to the path should be available from the 
highway and from internal streets.  


Build Multi‐Use Trail East of US 101: Ideally, this system of trails will link directly to a youth center or other 
family‐oriented use located at the corner of Inlet Avenue and Jetty Avenue. Access to the trails should be 
available at points on surrounding streets, 48th Street/High School Drive, Schooner Creek Drive, and E. 51st 
Street, providing alternatives to on‐street circulation and recreation.  


Not yet 
complete 


* All of these Proposed Projects are consistent with the goals and objectives of the Lincoln City Walking and Biking Plan.  
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The Cutler District Community Vision & 


Corridor Plan does not include goals and 


objectives directly applicable to the 


provision of bicycle and pedestrian facilities. 


Two goals specified within the plan are 


tangentially applicable, however. They are 


as follows: 


 Ensure that traffic flow, off ‐street 
parking, and other public facilities 
within the Urban Renewal Area are 
adequate to accommodate current 
and future development. 


 Install coordinated street furniture, 
pedestrian‐scale lighting, walking 
surfaces and landscaping in areas 
with concentrated pedestrian activity 
(p. 1‐3). 


The Lincoln City Walking and Biking plan can 


help to implement both of these goals 


within Cutler, but ensuring that bicycle and 


pedestrian facilities are adequate to 


accommodate current and future 


development, and by determining which 


areas are likely to have concentrated 


pedestrian activity. Table 4‐4 lists the 


specific bicycle and pedestrian 


improvements listed on pages 4‐13 and 4‐18 


of the Cutler District Community Vision and 


Corridor Plan, describes their status. All of 


the projects listed in Table 4‐4 are 


consistent with the goals and objectives of 


the Lincoln City Walking and Biking Plan. 


Future efforts within this planning process 


will prioritize solutions for the entirety of 


Lincoln City, however, and may not result in 


all of these projects being recommended for 


immediate implementation. 


4.3.4 Nelscott 


The purpose of the Nelscott Community 


Vision Plan, completed in 2006, is to 


encourage redevelopment and revitalization 


of the Nelscott area. Several community 


values within the plan relate to pedestrian 


and bicycle facilities, as follows: 


 Pedestrian crossing of Hwy 101 


 Walking & bike trails 


 Public pedestrian plaza 


 Sidewalks  


The Lincoln City Walking and Biking Plan will 


address all of these community values with 


the exception of the public pedestrian plaza. 


Table 4‐5 lists the specific improvements in 


the Nelscott Community Vision Plan that 


relate to bicycle and pedestrian facilities. 


None are complete. 


All of the projects listed in Table 4‐5 are 


consistent with the goals and objectives of 


the Lincoln City Walking and Biking Plan. 


Future efforts within this planning process 


will prioritize solutions for the entirety of 


Lincoln City, however, and may not result in 


all of these projects being recommended for 


immediate implementation. 
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Table4‐4 


Cutler District Community Vision and Corridor Plan Bicycle and Pedestrian Projects* 


Proposed Project  Status  


Bay Access: There are a number of bay access points that were originally platted for community access to 
the public beaches, which encircle the Cutler district. Some are fully developed and accessible. The 
community expressed a strong desire to develop additional bay access points for community enjoyment. 


Partly 
complete 


Cutler BayWalk: The Cutler BayWalk will provide a designated and safe pedestrian and bicycle access route 
to and from the Taft District along the Siletz Bay. Portions of this BayWalk project have been completed 
and this segment of the project was highly supported by the community. 


Partly 
complete 


Cutler Neighborhood Walk: The Cutler Neighborhood Walk is similar to the BayWalk with goals of 
pedestrian connectivity, yet it considers linkages between key locations of the interior neighborhood of 
Cutler. 


Partly 
complete 


Improvements to US 101: 


Sidewalks: To create a friendlier pedestrian environment and to enhance the visual quality of the 
commercial district sidewalks should be installed where practical and as development occurs. 


Pedestrian Bridge at Schooner Creek: The link over Schooner Creek for pedestrians and bicyclists is 
currently a very narrow walkway on the Schooner Creek Bridge. An alternate separated walkway or bridge 
should be considered or at the time of the bridge replacement, a safer walkway should be incorporated. 


Not yet 
complete 


* All of these Proposed Projects are consistent with the goals and objectives of the Lincoln City Walking and Biking Plan.
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Table 4‐5 


Nelscott Community Vision Plan Bicycle and Pedestrian Projects* 


Proposed Project  Status  


Create a bicycle and pedestrian connection between the Oregon Coast Community College Nelscott 
Campus and the Lincoln City business district (p. 9) 


Not yet 
complete 


Create walking and bicycling trails in the Spyglass wetlands open space (p. 11)  Not yet 
complete 


Provide sidewalks on US 101 to connect Delake and Nelscott, and Nelscott and Taft (p. 15)  Not yet 
complete 


Create signalized access to Hwy 101 at 32nd Street (p. 18)  Not yet 
complete 


Create a trail along the edges of Baldy Creek in Nelscott that would connect commercial and 
neighborhood districts (p. 21) 


Not yet 
complete 


Improve 32nd Street by creating sidewalks, lighting, and a new bridge over Baldy Creek (p. 25)  Not yet 
complete 


Sidewalk on SW Coast Avenue from Olivia Beach Development to SW 32nd Street (p. 26)  Not yet 
complete 


Create a pedestrian connection using Earl Alley between the neighborhood and the beach (the right‐of‐
way is located where 33rd street would have been) (p. 27) 


Not yet 
complete 


Create the Elizabeth OceanView Walk, a connection between SW Coast Avenue and where SW 40th 
would be (p. 28) 


Not yet 
complete 


Create a connection along Coast Avenue to Olivia Beach, to include sidewalks, landscaped strips, and 
street lighting (p. 30) 


Not yet 
complete 


Add sidewalks along Anchor Avenue between SW 32nd and SW 35th (p. 32)  Not yet 
complete 


* All of these Proposed Projects are consistent with the goals and objectives of the Lincoln City Walking and Biking Plan. 
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Figure 4‐1  


Draft TSP and Area Plans Improvements in Northern Lincoln City 
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Figure 4‐2  


Draft TSP and Area Plans Improvements in Central Lincoln City 
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Figure 4‐3  


Draft TSP and Area Plans Improvements in Southern Lincoln City  
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This section describes needed 


improvements to pedestrian and bicycle 


facilities in Lincoln City. These needs were 


identified based on technical assessments of 


connectivity and safety, input from the PAC, 


and from the public via the project website, 


the public questionnaire (details included in 


Appendix A), and the public open house on 


January 28, 2012. This section begins by 


describing existing standards for bicycle and 


pedestrian facilities and where those 


standards are not currently met. It also 


describes locations within each 


neighborhood where improvements are 


needed to connect major destinations via 


biking and walking facilities.  


5.1 Locations of Unmet 


Standards  


5.1.1 Pedestrian Standards 


The Oregon Bicycle and Pedestrian Design 


Guide specifies design standards applicable 


to pedestrian facilities on statewide 


highways, such as U.S. 101. The plan 


specifies that the appropriate minimum 


width for a sidewalk is 6 feet, sidewalks on 


bridges should be 7 feet, and sidewalks in 


high use areas should be 8 feet.11 Few 


places along US 101 have sidewalks that 


meet these standards, as described in 


Section 2.6.  


                                                            


11 Oregon Bicycle and Pedestrian Design Guide 2011, 
Chapter 4: Walkways.” 


Sidewalks along U.S. 101 in Lincoln City vary 


in width between 0 feet and 8 feet wide. As 


stated in Section 3.4, sidewalks are 


inconsistent throughout the City and 


typically do not meet the standards in the 


Oregon Bicycle and Pedestrian Plan. 


The Oregon Bicycle and Pedestrian Plan 


recommends a minimum of 6 feet for 


sidewalks on local roads. Very few local 


roads in Lincoln City meet this 


recommended standard. 


5.1.2 Bicyclist Standards 


The Oregon Bicycle and Pedestrian Design 


Guide specifies design standards applicable 


to bicycle facilities on statewide highways, 


such as U.S. 101. As noted earlier, the plan 


specifies that the appropriate width for a 


bike lane or shoulder is 6 feet, but allow for 


widths of 4 feet in constrained situations. 


Few shoulders along US 101 meet these 


standards, as described in Section 2.6.  


When complete, the city’s Transportation 


System Plan should contain cross‐sections 


for various roadway classifications. In most 


jurisdictions, arterials and collectors are 


identified as roadways requiring bike lanes.  


This section answers the following 
questions: 


Where are improvements to bicycle and 


pedestrian facilities needed to meet the 


goals and objectives of this plan? Are 


there any known physical constraints to 


providing these improvements? 
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5.2 Connectivity 


Improvements Needed 


The following sections describe places in 


each neighborhood of Lincoln City that lack 


bicycle and pedestrian facilities connecting 


to the key destinations, described in 


Section 3.2. 


5.2.1 Road’s End 


 Connection to the Chinook Winds 
Casino and the retail complex at US 
101 and NW Logan Road. There is 
currently no safe, direct bicycle or 
pedestrian connection from the 
neighborhood to that area. In 
addition, the grocery stores in the 
retail complex at this location are the 
closest grocery stores to the Road’s 
End neighborhood. Both residents 
and visitors that stay in Road’s End 
need to be able to walk or bike to 
the grocery stores. 


5.2.2 Wecoma Beach 


 Connection to the Chinook Winds 
Casino and the retail complex at 
US 101 and NW Logan Road. Similar 
to Road’s End. There is currently only 
one safe, direct bicycle or pedestrian 
connection from the neighborhood 
to that area (NW Jetty is fairly 
direct). There are grocery stores in 
the retail complex at this location, as 
well as at NW 26th. Both residents 
and visitors that stay in Wecoma 
Beach need to be able to walk to the 
grocery stores. 


 Connection along NE Holmes Road 
to residential area east of US 101. 
NE Holmes Road serves as a collector 


for many residences between US 101 
and East Devils Lake Road.  


 Connection along NE 22nd Street to 
Oceanlake Elementary and the 
Lincoln City Seventh Day Adventist 
School. Although there are sidewalks 
along NE 22nd Street from US 101 to 
the two schools, there are several 
intersections that children must 
cross that could pose hazards. This 
area should be improved with 
additional bicycle and pedestrian 
facilities to improve safety for 
children. 


 Facilities along West Devils Lake 
Road. West Devils Lake Road is an 
important parallel route to US 101 in 
Wecoma Beach. Improvements to 
pedestrian and bicycle facilities to 
enhance safety are needed.  


5.2.3 Oceanlake 


 Connection to Regatta Park. Regatta 
Park is a developed area and 
neighborhood gathering place with 
connections to Devils Lake and 
playground facilities for children. 
There are currently no direct bicycle 
or pedestrian connections between 
Regatta Park and the residential area 
of Oceanlake to the west. This 
connection should be improved. 


5.2.4 Delake 


 Connection across the D River at 
US 101. The D River connects Devils 
Lake to the Pacific Ocean. Crossing 
the D River at US 101 just north of 
SE 1st street is currently difficult for 
bicyclists and pedestrians. Improving 
this connection is a need within 
Delake. 
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 Connection to the factory stores at 
US 101 and East Devils Lake Road. 
The factory stores are a major 
employer in Delake and are currently 
difficult to reach on bike or foot. 
Improving this connection is a need 
within Delake. 


5.2.5 Nelscott 


 North‐south connection between 
SE 23rd Drive and SE 32nd Street. 
Lack of sidewalk along US 101 
between these two streets, make 
biking and walking from the 
southern area of Nelscott to the 
factory stores and other destinations 
to the north difficult and dangerous. 


5.2.6 Taft 


 Improved connections to Taft High 
and Oregon Coast Community 
College along High School Drive. 
Pedestrian facilities are inconsistent 
along High School drive and 
improving them is a need. 


 Pedestrian facilities on the US 101 
Bridge north of SE 54th Drive. The 
bridge on US 101 is a key connection 
into the commercial area of Taft, and 
currently does not provide safe 
bicycle or pedestrian access.  


5.2.7 Cutler City 


 Connections from Cutler City to 
Taft. Residents of Cutler City 
currently have no way to walk or 
bike safely to other areas of Lincoln 
City. This connection is a need.  


5.2.8 Neotsu 


 Connections from Neotsu to Logan 
Road and Wecoma.  Residents of 


Neotsu currently have no way to 
walk or bike safely to Logan Road 
and the northern part of the city. A 
safe connection is a need.  


 


5.3 Safety Improvements 


As described in chapter 3, the following 


intersections have been determined safety 


concerns for bicyclists and pedestrians and 


should be evaluated for improvements: 


 US 101, just east of the intersection 
with East Devils Lake Boulevard 


 US 101 at the intersection of 
NW Logan Road 


 US 101 between NE 34th and NE 35th 
streets 


 US 101 between NE 1st and SE 1st  
streets (on the bridge crossing the 
Devils Lake inlet) 


 US 101 south of SE 28th street 


 US 101 between SE 50th and SE 51st 
streets 


5.4 Comments Received 


from Public and PAC  


This section summarizes comments received 


to date from the public via the project 


website and comments received from the 


PAC. PAC composition is included on the 


Lincoln City Walking and Biking Plan project 


website (www.lincolncitypedbike.org) and 


will be appended to the final plan 


document. Detailed written comments are 


also acknowledged from representatives to 


the PAC by the Lincoln City Bike Advocacy 


Group (www.BikeLincolnCity.org) and the 
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New Lincoln City Pedestrian Advocates 


Team (P.O. Box 943).  


5.4.1 Input Map 


The comment input map was posted to the 


website in both English and Spanish on 


September 12, 2011. Participants were 


asked to indicate problems and needs 


experienced while walking and biking in 


Lincoln City; things that they don’t like, 


thinks they do like, crashes or near misses, 


and any other general observations.  


As of January 21, 2012 the map had about 


64 comments. Overall, most comments 


were about locations near or on US 101; 


however, a few comments were about local 


streets, such as NE Holmes and West & East 


Devils Lake roads. Common topics raised 


through input to the map are as follows. 


Problems 


 Narrow shoulders and lack of 
sidewalks along US 101. Two 
suggestions for a raised trail to avoid 
highway and wetlands area (near 
Neotsu). 


 Poor visibility for cars, bikes and 
pedestrians. Often from landscaping 
of businesses or homes.  


 Pedestrian reported being hit in the 
crosswalk near the library with her 
son and several near misses at this 
location. 


 Recent repaving of US 101 did not 
include the shoulders, so bikes are 
forced into the car lane.  


 Curb cuts and other access for 
people in wheelchairs or with 
strollers is a problem at many 


locations around town, particularly 
for the commercial area near BiMart.  


 Lack of connection on local streets 
forces bikes and pedestrians to 
higher volume streets. Add paved or 
unpaved paths/connections on 
existing city right‐of‐way (such as 
NW Lee Avenue).  


 Suggested installation of bike 
sharrows on US 101, right lanes, 
between 12th and 20th streets. Also 
on hills where there is little or no 
shoulder and bikes are forced into 
the roadway (i.e. US 101 at NE 
Holmes Road).  


 No safe bike or pedestrian access to 
Regatta Park.  


 Several intersections were marked as 
degraded, which pushes bikes and 
pedestrians into the auto lanes.  


 Improve bike facilities on the bridges 
in town; make it possible to get onto 
the sidewalk or improve signage to 
alert cars to the presence of bikes. 
Improve the sidewalks on all of the 
bridges, now there are narrow curbs 
that are used by bicyclists and 
pedestrians.  


 Crosswalk signals are blocked from 
view (by utility poles) near the 
library.  


 Crosswalk at SE 14th is very wide, 
making it difficult for pedestrians to 
cross. There are not crosswalks at 
each side of the intersection.  


 SW Coast Avenue is too steep for 
bikes; consider various bike rider 
skills when planning bike routes.  


 Some sections of sidewalk have 
utility poles or signage in the 
travelway of the sidewalk (i.e. SE 3rd 
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Street). Well used sidewalk near High 
School Drive on US 101, just ends.  


 The area around Neotsu Drive 


regularly has pedestrians walking the 


almost non‐existent 


shoulder...dangerous. It also has a 


lot of gravel, etc. that makes it 


hazardous for bikes. 


 Many people who work and go to 


school in Lincoln City live in the area 


between Otis and Neotsu. At a 


minimum, a consistent and wide 


shoulder is necessary to the NE 


corner of the city. 


 Currently it’s very dangerous to 


commute by bike between Lincoln 


City and the Gleneden Beach/Lincoln 


Beach communities, would be nice 


to see a trail here (bridge to the 


south of Cutler City) separated from 


the highway. 


 This whole section of road (SE 23rd 


to SE 31st) would benefit with 


sidewalks on both sides, it is not very 


pedestrian friendly and very 


dangerous to walk or bike.  


 This trail (NE 16th and NE Port 


Avenue) is a great little trail but 


seems unfinished and doesn't really 


connect to anything. Connecting this 


with the head to bay and maybe to 


Regatta Park as well would make it 


much more useful to the community. 


Positive/Improvements  


 Head to Bay trail is great; curb cuts 
can be bumpy for cyclists. Wish for 
greater connectivity further south. 


 Include bike sharrows and signage 
near the “welcome to Lincoln City” 
signs at the north and south ends of 
the city to alert drivers to the 
presence of bicyclists.  


 High School Drive might be a good 
bike boulevard location, with the 
high volume of students in the area.  


 Move bike parking to more 
prominent locations, particularly for 
tourists traveling on US 101 (i.e. bike 
rack near Maxwell’s at NW 18th 
Street is hidden). Also adding bike 
racks and storage facilities near 
beach access. Good example was 
noted at the Lincoln City Cultural 
Center and at Urban Renewal.  


 Need for sidewalks and facilities on 
NE Holmes Road; it is heavily used by 
bikes and pedestrians now, with low 
car volumes. Like the raised sidewalk 
on US 101 near Holmes.  


 Most tourist bike traffic along US 101 
is southbound traveling; focus 
improvements on the west side of 
the street. Install a bike 
kiosk/information center at the 
north end of the city, near US 101 
and NE West Devils Lake Road.  


 Better bike signage and a traffic 
signal at US 101 and NE East Devils 
Lake Road would divert bike traffic 
from US 101 and past KOA which has 
bike camping.  


 SE 3rd Street is a good use of a 
contra‐flow bike lane and use of 
expanded right‐of‐way for bikes and 
pedestrians. NW 15th and 21st are 
other good examples.  


 Like the crosswalk median near NW 
34th Street, crossing US 101.  
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 Like the bike lane at NW Logan Road, 
since it helps call attention to bikes 
at a busy intersection.  


 NE 21st right of way could be used 
for a trail from a neighborhood with 
two schools, a church, and other 
community features. Could 
eventually tie in to the Head to Bay 
trail and other local streets. 


 Instead of using the proposed 


Canyons Drive area for part of the 


Head to Bay trail, the trail could stay 


higher, and a section start here going 


south through the woods (SW Fleet 


and SW 17th). This wouldn't be as 


steep, and would be a nice scenic 


trail through the woods. 


5.4.2 Open House 


The first project open house was held on 


Saturday, January 28, 2012. Only 55 people 


signed in at the open house of the 200 or so 


people who walked through the hallway to 


look at boards and ask questions. 23 


comment forms were completed during the 


open house, none were mailed back to the 


project by February 20, 2012. 


Below are the main themes collected at the 


event; the complete set of comments is 


provided in the Open House summary 


memo: 


 Most people agreed that the maps 


showed all (or at least the most 


important) problems and needs.  


 Problems specific to mobility 


devices/wheelchairs, not shown on 


the pedestrian needs map included:  


o Low visibility at crosswalks 


o Sidewalks needed and in poor 


condition 


o Crosswalk timing doesn’t 


accommodate slower 


pedestrians/mobility devices 


 Most comment forms indicated that 


the education, encouragement, 


evaluation and enforcement ideas 


would fit in “well” or “very well” in 


Lincoln City.  


 When asked which design toolkit 


treatments would help the most, 


several people said public meetings 


and involvement were important; 


pedestrian activated lighting/flashers 


on Hwy 101; better signage, 


including alternate bike routes to 


Hwy 101; bike lanes; bike 


boulevards; better lighting. Others 


said: more crosswalks; wider 


shoulders; shared use paths; trail 


amenities; funding; separate paths 


5.4.3 Questionnaire  


Between September 2011 and February 


2012 the first questionnaire was distributed 


online via the project website and on 


Facebook, as well as at several local 


locations including the two high schools, 


public library, community center, and city 


hall. The questionnaires were distributed in 


both English and Spanish.  


Below are the results of those 


questionnaires that were returned to the 


project. A complete set of comments is 


provided in the Questionnaire summary 


memo in Appendix A:  
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 Students reported getting around on 


foot, bicycle or skateboard. Others 


expressed relief when they had 


access to a car, either their own or a 


parent’s. Those that used a car did so 


because of convenience, time 


constraints, safety concerns of not 


using a car, and privacy concerns 


resolved by being in a car.  


 Cultural center respondents 


reported getting around by foot or 


bike on a daily or weekly basis. Most 


people used these modes for 


recreation/exercise/pleasure, fewer 


used them to get to work/errands.  


 Online responses (all English) 


showed that respondents mostly get 


around by foot for recreation/ 


errands.  Fewer people rode bikes 


(for recreation) or took the bus (for 


commuting).  


 Other English respondents walked 


daily or weekly, with most walking 


for recreation. However, 


questionnaires collected from the 


food bank indicated walking and 


biking for commuting purposes (to 


school or work). 


 Spanish respondents mostly 


traveled by foot or bike on a daily 


basis, with fewer traveling by these 


modes weekly or monthly. Almost all 


of the trips were to work/school/run 


errands, though a few were for 


recreation/exercise/pleasure.  


 Those that used cars regularly did so 


due to long distances, time 


constraints/being too busy, and 


safety concerns. Other reasons for 


driving were lack of direct routes and 


weather/distance. 


5.5 Summary of Needed 


Improvements 


Figures 5‐1, 5‐2, and 5‐3 depict locations of 


deficiencies and needs for the northern, 


central, and southern sections of the city. 


5.6 Constraints 


This section provides a general description 


of physical constraints that may limit the 


ability to address the deficiencies identified 


in Section 4. More detailed engineering‐


level analysis may be provided at a later 


stage in the project, if applicable. 


Figures 5‐4, 5‐5, and 5‐6 depict topography 


in Lincoln City. 
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Figure 5‐1 


Improvement Needs in Northern Lincoln City 


 







 5 Deficiencies and Needs 


Final Memo 2 – Existing Conditions, Deficiencies, and Needs 77 


Figure 5‐2  


Improvement Needs in Central Lincoln City 
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Figure 5‐3  


Improvement Needs in Southern Lincoln City 
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5.6.1 Topography 


Road’s End  


The area to the north of NW 44th Street 


climbs in elevation to over 200‐feet above 


sea level. Most of this area is composed of 


gradual hills along Logan Road, with steeper 


hills rising up to the east. The steepest 


incline with poor sight visibility due to a 


curve in the road is between 43rd and 55th 


streets along Logan Road.  


East of Devils Lake and Neotsu 


The main road available for pedestrian and 


bike through travel is along East Devils Lake 


Road. This road has gradual hills along the 


route, and a few steeper hills near Park 


Street and Stevens Street. To the east of 


Devils Lake are much taller hills, over 400‐


feet tall, which are part of the foothills of 


the Cascade Mountain range. 


Wecoma Beach  


Topography gradually inclines away from 


sea level on the western side of US 101, but 


declines towards Highway 101. East of the 


highway is greater topographic variance, 


which includes a large hill at NE 36th Street, 


with the peak of 200‐feet at NE Surf Drive, 


and another smaller hill north of Kirtsis Park.  


Oceanlake  


The area south of NE 21st street between US 


101 and Devils Lake has several hills and 


valleys. NE Oar Avenue, NE 14th Street, and 


NE West Devils Lake Road experience the 


most grade change. There is a hill very close 


to US 101 at NW 6th Street.  


Delake  


The topography levels out in Delake for a 


few blocks before rising again with small 


hills directly along the beach line, starting at 


SW 3rd Street. The hill gets steeper between 


SW 11th and 14th streets. The area to the 


east of US 101 has more hills.  


Nelscott  


The area to the east of US 101 has more 


hills, including one over 200‐feet near SE 


19th Street. Along US 101 between S 14th 


and 29th streets are hills to both the east 


and west. 


Taft  


Topography in Taft gradually inclines on US 


101 , with the peak near SE 39th Street. The 


schools (east of Hwy 101) are at the top of a 


medium sloped hill. North of the schools, 


the hill is less of an obstacle along High 


School Drive than to the south, where it is 


steeper. From High School Drive south to 


50th Street, the incline is less drastic, but still 


noticeable. At 50th Street and south, the hills 


decrease and most of the streets in the 


main commercial center near SE 51st Street 


are relatively flat.  


Cutler City 


Cutler City is relatively flat, making it easy to 


walk and bike.  
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Figure 5‐4 


Topographical Map and Roads in Northern Lincoln City  
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Figure 5‐5 


Topographical Map and Roads in Central Lincoln City 
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Figure 5‐6 


Topographical Map and Roads in Southern Lincoln City 
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5.6.2 ADA Compliance  


The Americans with Disabilities Act (ADA) is 


a federal law that “ensures equal 


opportunity and access for persons with 


disabilities.”12 The standards that apply to 


transportation facilities in Lincoln City are 


listed below.13  


 Accessible Routes need to be 
provided to private and public sites 
including parking spaces, public 
streets, sidewalks, and public 
transportation stops. However, 
access to a building can use the same 
space that is provided to vehicles 
(e.g., a driveway can serve as an 
access point). Bus stops need to be 
located on accessible routes.  


 An Accessible Route consists of 
walking surfaces with a slope (in the 
direction of the movement) not 
steeper than 1:20 or 5 percent 
increase. Ramps and curb ramps can 
be more steeply sloped. 


 The cross slope of walking surfaces 
shall not be steeper than 1:48. A 
sidewalk should not be lower on the 
street side than the building side, 
since this can cause travelers to tip 
over in mobility devices or to fall. 


 ADA routes need at least three feet 
(36 inches) of clear space for travel.  


 


                                                            


12 Federal Transit Authority (FTA), Civil Rights page 
http://www.fta.dot.gov/civilrights/civil_rights_2360.html 
13 US Department of Justice, Americans with Disabilities Act 
http://www.ada.gov/regs2010/2010ADAStandards/2010ADA
Standards_prt.pdf 


5.6.3 Right of Way 


Right of way is the publicly owned space 


that the facilities for all modes of 


transportation occupy. Where deficient, 


existing right of way may impede 


construction of new bicycle and pedestrian 


facilities. Typically, a few feet to either side 


of the road within the right of way can be 


used for walking and biking. Area outside of 


the right of way may be purchased from the 


land owner to increase the right of way for 


widening the roadway and installing or 


widening sidewalks and bike lanes. The 


allocation of right of way among these 


modes can vary.  


Physical constraints to right of way, such as 


hills, might make adding bike and pedestrian 


facilities difficult.  


Road’s End  


Most of this area has right of way that is 


moderately constrained by homes built 


close to the roadways. This could limit the 


addition of sidewalks and bike lanes on both 


sides of the street, but there should be 


space for fewer facilities or on one side of 


the street only.  


South of 57th Street, more right of way is 


available for facilities on both sides of the 


street.  
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East of Devils Lake and Neotsu 


The main roads are moderately constrained, 


by the topography. Adding to this right of 


way might require hillside cuts and 


stabilization in some areas. The built 


environment does not constrain right of way 


since most of the homes are built further 


away from the roadway.  


Wecoma Beach  


This area has many right of way restrictions. 


US 101, has adequate right of way on both 


sides of the street until N 36th Street, where 


the right of way is constrained by sidewalks 


and buildings close to the road.  


Most of the residential streets do not have 


existing bike and pedestrian facilities, but do 


have enough right of way to provide them 


on one or both sides of the street. A few 


residential streets (e.g., NW Mast and 


Marine streets) are constrained and it would 


be difficult to build facilities within the 


existing right of way.  


Oceanlake  


This area has diversity of right of way 


restrictions. Along US 101 the right of way is 


constrained, but adequate. Most of this 


section of highway includes sidewalks and 


on‐street parking, as well as two travel lanes 


in each direction. Buildings along the 


highway in this area are close to the 


property line. West Devils Lake Road has 


adequate right of way on both sides of the 


street for bike and pedestrian facilities from 


S 21st to 14th. 


Most of the residential streets do not have 


existing bike or pedestrian facilities, though 


a few have sidewalks on one or both sides of 


the street (including NW 17th and 15th 


streets). Most of the residential streets do 


have enough right of way to provide 


continuous facilities on one or both sides of 


the street. Only a few streets (e.g., NE Port, 


NW 6th) are constrained by existing right of 


way that is too narrow and topography that 


is too steep to install bike and pedestrian 


facilities.  


Delake  


As in Oceanlake, the right of way along US 


101 is constrained but adequate. Most of 


the roadway has bike and pedestrian 


facilities. Buildings are close to the street 


and right of way lines. Most residential 


streets lack facilities, though a few (e.g., SE 


East Devils Lake Road and SE 14th Street) 


have sidewalks.  


Almost all of the residential streets have 


enough right of way on one or both sides of 


the street to provide facilities for bikes and 


pedestrians. Only a few streets, including 


SW Dune and parts of SW 10th Street, are 


constrained.  


Nelscott  


US 101 in this area has enough right of way 


for the addition of sidewalks and bike lanes, 


most areas are constrained for the addition 


of more travel lanes. Hillsides along the 


highway in this area could cause an issue 


with expansion of the roadway, even within 


the existing right of way.  


In this area, S 19th Street, SW Beach, S 32nd 


Street, and SE High School Road mostly have 


sidewalks on one or both sides. The 


residential streets generally lack sidewalks 
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or bike facilities; however, almost all have 


enough right of way on one or both sides of 


the street to provide these facilities.  


Taft  


US 101 in this area has almost continuous 


sidewalks on both sides of the street. 


Although constrained by the existing 


buildings, the right of way has space for two 


travel lanes in each direction, and enough in 


some areas for a center turning lane, and/or 


on‐street parking.  


Taft is the largest area served by sidewalks. 


Those residential streets that don’t have 


sidewalks on both sides of the street do 


have enough right of way to allow for 


pedestrian and bike facilities.  


Cutler City 


US 101 south of SE 54th Street to Cutler City 


has adequate right of way on one or both 


sides of the street for the addition of 


pedestrian and bicycle facilities.  


Only one of the residential streets in Cutler 


City has sidewalks (SW 62nd Street); 


however, all of the other streets have 


adequate right of way to add facilities to 


one or both sides.  
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Lincoln City faces many challenges to 


improving bicycle and pedestrian facilities, 


but has a great need to do so. Residents and 


visitors within Lincoln City would benefit 


from being able to walk and bike to more 


destinations. Existing facilities are simply not 


safe and do not provide adequate 


connectivity for pedestrians and bicyclists. 


This report will become part of the final 


Lincoln City Walking and Biking Plan. This 


report and Project Memo 3: Design and Best 


Practices Toolkit will form the basis for a 


bicycle and pedestrian system inventory and 


a set of prioritized and recommended 


improvements.  
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Introduction
This technical handbook will assist Lincoln City in the selection and design of pedestrian and bicycle facilities. The follow-
ing chapter pulls together best practices by facility type from public agencies and municipalities nationwide. The design 
chapter treatments provide example photos, schematics (if applicable), and existing summary guidance from current or 
upcoming draft standards. Reference and Guideline documents cited throughout this report and on pages 42-43 should be 
the first source of additional information when implementing any of the treatments.


This toolkit includes recommendations for facilities on US 101 as well as local streets in Lincoln City. Improvements on US 
101 require review and approval by ODOT. The recommendations for US 101  are based on ODOT standards and guidelines 
as of the writing of this Toolkit. These standards and guidelines are subject to revision over time, and future improvements 
will be reviewed based on the standards and guidelines in place at that time.


Guiding Principles
The following are guiding principles for pedestrian and bicycle design: 


• The walking and bicycling environment should be safe. Shared-use paths, crossings, and bicycle routes should be free 
of hazards and minimize conflicts with external factors, such as noise, vehicular traffic and protruding architectural 
elements. 


• The pedestrian and bicycle network should be meet ADA requirements where possible to meet the needs of all users. 
Pedestrian and bicycle improvments should ensure the mobility of all users by accommodating the needs of people re-
gardless of age or ability.  Details such as ADA compliant curb ramps, slope requirements, and pedestrian railings along 
stairs are important for offering accessibility to all. Facilities should be designed to accommodate confident bicyclists 
and pedestrians at a minimum, with a goal of providing for less confident or inexperienced bicyclists and pedestrians, 
especially children and seniors, to the greatest extent possible. In areas with specific needs (e.g. schools), improve-
ments should accommodate the needs of the target bicyclist and pedestrian population. 


• The pedestrian and bicycle network should connect to places people want to go. The bicycle network should provide 
continuous direct routes and convenient connections between destinations such as homes, schools, shopping areas, 
public services, recreational opportunities and transit. 


• The walking and bicycling environment should be clear and easy to use. Shared-use paths and crossings should allow 
all people to easily find a direct route to a destination with minimal delays, regardless of mobility, sensory, or cognitive 
ability. Bicyclists and pedestrians can legally use and should be expected on all roads. Therefore, all roads should be 
designed, marked, and maintained accordingly. 


• The walking and bicycling environment design should integrate with and support the development of complementary 
uses and encourage preservation and construction of art, landscaping and open spaces such as plazas, courtyards and 
squares, and amenities such as street furniture, banners, art, plantings and special paving. These along with histori-
cal elements and cultural references, should promote a sense of place. The design should encourage public activities 
and the accommodate commercial activities such as dining, vending and advertising where they do not interfere with 
safety and accessibility. A complete network of on-street bicycling and walking facilities should connect seamlessly to 
existing and proposed multi-use trails to complete recreational and commuting routes  


• Pedestrian and bicycle network improvements should be economical. Improvements should achieve the maximum 
benefit for their cost, including initial cost and maintenance cost, as well as a reduced reliance on more expensive 
modes of transportation. Where possible, improvements in the right-of-way should stimulate, reinforce and connect 
with adjacent private improvements. 


• Design guidelines are flexible and should be applied using professional judgment. This document references specific 
national and state guidelines for bicycle and pedestrian facility design, as well as a number of design treatments not 
specifically covered under current guidelines. Statutory and regulatory guidance may change. For this reason, the 
guidance and recommendations in this document function to complement other resources considered during a de-
sign process, and in all cases sound engineering judgment should be used. 
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Design Needs of Pedestrians 
Types of Pedestrians
Everyone is a pedestrian. Pedestrians have a variety of needs, abilities, and impairments. Age affects pedestrians’ physical 
characteristics, walking speed, and environmental perception. Children have low eye height and walk at slower speeds 
than adults walk. They perceive the environment differently at various stages of their cognitive development. Older adults 
walk more slowly and may require assistive devices for walking stability, sight, and hearing. Table 2-1 summarizes common 
pedestrian characteristics for various age groups.


The Federal Highway Administration recommends a normal walking speed of three and a half feet per second when 
calculating the the time a pedestrian needs to cross an intersection. The walking speed can drop to three feet per second 
for older populations and persons with mobility impairments. The transportation system should accommodate all users 
to the greatest reasonable extent. Table 2-2 summarizes common physical and cognitive impairments, how they affect 
personal mobility, and recommendations for improved pedestrian-friendly design.  


Table.2-1.Pedestrian.Characteristics.by.Age


Source: AASHTO Guide for the Planning, Design, and Operation of 
Pedestrian Facilities (July 2004), Exhibit 2-1. 


Age Characteristics


0-4 Learning to walk


Requires constant adult supervision


Developing peripheral vision and depth perception


5-8 Increasing independence, but still requires supervision


Poor depth perception


9-13 Susceptible to “dart out” intersection dash


Poor judgment


Sense of invulnerability


14-18 Improved awareness of traffic environment


Poor judgment


19-40 Active, fully aware of traffic environment


41-65 Slowing of reflexes


65+ Difficulty crossing street 


Vision loss


Difficulty hearing vehicles approaching from behind
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Table.2-2.Design.Considerations.for.Pedestrians.with.Disabilities


Impairment Effect.on.Mobility Design.Solution


Reliance.on.
Wheelchair.or.
Scooter


Difficulty propelling over uneven or soft surfaces. Firm, stable surfaces and structures, including 
ramps or beveled edges.


Cross-slopes cause wheelchairs to veer downhill. Cross-slopes to less than two percent.


Require wider path of travel. Sufficient width and maneuvering space


Reliance.on..
Walking


Difficulty negotiating steep grades and cross slopes; 
decreased stability.


Smooth, non-slipperly travel surface.


Slower walking speed and reduced endurance; 
reduced ability to react.


Longer pedestrian signal cycles, shorter crossing 
distances, median refuges, and street furniture.


Hearing.
Impairment


Less able to detect oncoming hazards at locations 
with limited sight lines (e.g. driveways, angled 
intersections, right-turn slip lanes) and complex 
intersections. 


Longer pedestrian signal cycles, clear sight distanc-
es, highly visible pedestrian signals and markings.


Vision.
Impairment


Limited perception of path ahead and obstacles Accessible text (larger print and raised text), ac-
cessible pedestrian signals (APS), guide strips and 
detectable warning surfaces, safety barriers, and 
lighting.


Reliance on memory 


Reliance on non-visual indicators (e.g. sound and 
texture)


Cognitive.
Impairment


Varies greatly. Can affect ability to perceive, recog-
nize, understand, interpret, and respond to informa-
tion. 


Signs with pictures, universal symbols, and colors, 
rather than text.
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Physical


Handlebar
3’ 8” (1.1m)


Eye Level
5’ (1.5m)


Operating Envelope
8’ 4” (2.5m)


2’ 6” (.75m)


4’ (1.2m)
Min Operating


5’ (1.5m)
Preferred Operating


Figure.3-1.Standard.Bicycle.Rider.Dimensions
Source:  AASHTO Guide for the Development of Bicycle Facilities, 3rd Edition


Operating 
Envelope


8’ 4”


Eye Level
5’


Handlebar Heght 
3’8”


Preferred Operating Width 
5’


Minimum Operating Width 
4’


Physical Operating Width 
2’6”


Design Needs of Bicyclists
Bicyclists, by nature, are much more affected by poor facility design, construction and maintenance practices than motor 
vehicle drivers. Bicyclists lack the protection from the elements and roadway hazards provided by an automobile’s structure 
and safety features. By understanding the unique characteristics and needs of bicyclists, a facility designer can provide the 
highest quality facilities and minimize risk to their users.


Bicycle as a Design Vehicle
Similar to motor vehicles, bicyclists and their bicycles exist in a variety of sizes and configurations. These variations occur in 
the types of vehicle (such as a conventional bicycle, a recumbent bicycle or a tricycle), and behavioral characteristics (such 
as the comfort level of the bicyclist). The design of a bikeway should utilize appropriate dimensions for anticipated bicycle 
types.


Figure 3-1 illustrates the operating space and physical dimensions of a typical adult bicyclist, providing the basis for 
bikeway facility design. The bicyclist requires clear space to operate within a facility; this is why the minimum operating 
width is greater than the physical dimensions of the bicyclist.  Bicyclists prefer five feet or more operating width, although 
four feet is the minimum acceptable. 
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Table.3-2.Bicycle.as.Design.Vehicle.-.Design.Speed.
Expectations


Table.3-1.Bicycle.as.Design.Vehicle.-.Typical.Dimensions


.Figure.3-2.Bicycle.as.Design.Vehicle.-.Typical.Dimensions
Source:  AASHTO Guide for the Development of Bicycle Facilities, 


3rd Edition *AASHTO does not provide typical dimensions for 
tricycles.


*Tandem bicycles and bicyclists with trailers have typical 
speeds equal to or less than upright adult bicyclists.


Bicycle.
Type Feature


Typical.
Dimensions


Upright.Adult.
Bicyclist


Physical width 2 ft 6 in


Operating width 
(Minimum)


4 ft


Operating width 
(Preferred)


5 ft


Physical length 5 ft 10 in


Physical height of 
handlebars


3 ft 8 in


Operating height 8 ft 4 in


Eye height 5 ft


Vertical clearance to 
obstructions (tunnel 
height, lighting, etc)


10 ft


Approximate center of 
gravity


2 ft 9 in - 3 ft 
4 in


Recumbent.
Bicyclist


Physical length 8 ft


Eye height 3 ft 10 in


Tandem.
Bicyclist.


Physical length 8 ft


Bicyclist.with.
child.trailer


Physical length 10 ft


Physical width 2 ft 6 in


Bicycle.
Type Feature


Typical.
Speed


Upright.Adult.
Bicyclist


Paved level surfacing 15 mph


Crossing Intersections 10 mph


Downhill 30 mph


Uphill 5 -12 mph


Recumbent.
Bicyclist


Paved level surfacing 18 mph


In addition to the design dimensions of a typical bicycle, planning and design of bicycle facilties need to consider tandem 
bicycles, recumbent bicycles, and trailer accessories. (Figure 3-2 and Table 3-1). 


Design Speed Expectations
The expected speed that different types of bicyclists can 
maintain under various conditions also influences the design 
of facilities such as shared use paths. Table 3-2 provides 
typical bicyclist speeds for a variety of conditions.


3’ 6”  2’ 8”


3’ 9”


8’


8’


5’ 10”
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Types of Bicyclists
Bicyclist skill level greatly influences expected speeds and behavior, both in separated bikeways and on shared roadways. 
Bicycle infrastructure should accommodate as many user types as possible, with decisions for separate or parallel facilities 
based on providing a comfortable experience for the greatest number of bicyclists.


The bicycle planning and engineering professions currently use several systems to classify the population, which can assist 
in understanding the characteristics and infrastructure preferences of different bicyclists. The most conventional framework 
classifies the “design cyclist” as Advanced, Basic, or Child1. A more detailed understanding of the US population as a whole 
is illustrated in Figure 3-3. Developed by planners in the City of Portland, OR2 and supported by data collected nationally 
since 2005,  this classification provides the following alternative categories to address  ‘varying attitudes’ towards bicycling 
in the US:


•. Strong.and.Fearless (Very low percentage of popula-
tion) – Characterized by bicyclists who will ride any-
where regardless of roadway conditions or weather. 
These bicyclists can ride faster than other user types, 
prefer direct routes and typically will choose roadway 
connections -- even if shared with vehicles -- over 
separate bicycle facilities such as multi-use trails.  


•. Enthused.and.Confident (5-10% of population) -This 
user group encompasses ‘intermediate’ bicyclists who 
are fairly comfortable riding on all types of bicycle 
facilities but usually choose low traffic streets or multi-
use trails when available. These bicyclists may deviate 
from a more direct route in favor of a preferred facility 
type. This group includes all kinds of bicyclists such 
as commuters, recreationalists, racers and utilitarian 
bicyclists. 


•. Interested.but.Concerned (approximately 60% of 
population) – This user type comprises the bulk of 
the cycling population and represents bicyclists who 
typically only ride a bicycle on low traffic streets or 
multi-use trails under favorable weather conditions.  
These bicyclists perceive significant barriers to their 
increased use of cycling, specifically traffic and other 
safety issues. These bicyclists may become “Enthused 
& Confident” with encouragement, education and 
experience.  


•. No.Way,.No.How (approximately 30% of population) – 
Persons in this category are not bicyclists, and perceive 
severe safety issues with riding in traffic. Some people 
in this group may eventually become more regular 
cyclists with time and education. A significant portion 
of these people will not ride a bicycle under any 
circumstances.


1	 Selecting	Roadway	Design	Treatments	to	Accommodate	Bicycles.	(1994).	Publication	No.	FHWA-RD-92-073
2	 Four	Types	of	Cyclists.	(2009).	Roger	Geller,	City	of	Portland	Bureau	of	Transportation.
	 http://www.portlandonline.com/transportation/index.cfm?&a=237507


1%


7%


60%


32%


Interested.but.
Concerned


No.Way,.No.How


Enthused.and.
Confident


Strong.and.
Fearless


.Figure.3-3.Typical.Distribution.of.Bicyclist.Types
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The following continua illustrate the range of bicycle facilities applicable to various roadway environments, based on the 
roadway type and desired degree of separation. Engineering judgment, traffic studies, previous municipal planning efforts, 
community input and local context should be used to refine designs when developing bicycle facility recommendations 
for a particular street. In some corridors, it may be desirable to construct facilities to a higher level of treatment than those 
recommended in relevant planning documents in order to enhance user safety and comfort. In other cases,  when condi-
tions do not allow facilities that provide the desired degree of separation, feasible facilities that provide as much separation 
as possible should be provided. 


Bicycle Facility Continua


Arterial/Highway.Bikeway.Continuum.(without.curb.and.gutter)


Arterial/Highway.Bikeway.Continuum.(with.curb.and.gutter)


Collector.Bikeway.Continuum


Shared 
Roadway


Shared Lane 
Marking


Bicycle Lane Cycle Track: 
protected with 


barrier


Shared Use Path


Bicycle Lane Buffered 
Bicycle Lane


Cycle Track: barrier 
protected


Cycle Track:        
curb separated


Shared Lane 
Marking


Cycle Track:                
at-grade, parking 


protected


Shared 
Roadway


Shared Lane 
Marking


Conventional 
Bicycle Lane


Buffered 
Bicycle Lane


Wide Bicycle 
Lane


Least Protected Most Protected 


Shared 
Roadway
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This.Section.Includes:


• Shoulder Bikeway


• Bike Lane and Sidewalk


• Separated Pathway


• Road Diet


• Shared Lane Marking


• Curb Extensions


• Furnishing Zone


• Enhanced Crosswalks


US 101 Treatments 
and Sample 
Application


Shoulder.Bikeway


Road.Diet


Curb.Extensions


Separated.Pathway


Shared.Lane.Markings


Bike.lane.and.Sidewalk
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Shared Roadway


Materials.and.Maintenance
Paint can wear more quickly in high traffic areas. Main-
tenance operations should keep the right side of shared 
roadways clean of rock and sand.


Discussion
Consider configuring with a shared lane markings (Sharrows) locations that provide little separation from traffic, such as 
where on-street parking is provided or curbs create narrow travel lanes.


Where feasible, roadway widenings should be performed to maximize shoulder width for cyclists, preferably enough to 
provide a bicycle lane.


Additional.References.and.Guidelines
AASHTO. (1999). Guide for the Development of Bicycle Facilities. 
FHWA. (2009). Manual on Uniform Traffic Control Devices. 
ODOT. (2011). Oregon Bicycle and Pedestrian Design Guide.


Description
Typically found in less-dense areas, shared roadways are 
paved roadways with or without striped shoulders that 
are not wide enough to provide a Bicycle Lane. Shared 
roadways on US 101 must include signage alerting motor-
ists to expect bicycle travel along the roadway. Shared 
roadways are not typical on urban arterials and only used 
where constraints exist. Shared Lanes are not a preferred 
facility type for US 101 in Lincoln City, and should only 
be provided where more separation from motor vehicles 
cannot be provided.


US.101.Treatments


Guidance
• If four feet or more of shoulder width is available 


for bicycle travel (five feet from a curb, guardrail, or 
parked cars), provide the full bike lane treatment of 
signs, legends, and an 8” bike lane line.


• Where shoulder width is less than four feet, the facility 
is a Shared Lane because most cyclists will ride on or 
near the fog line.


• Shoulders narrower than 4 feet can still improve 
conditions for bicyclists on constrained roadways.  


W11-1


OBD 11-3


ON
ROADWAY


OBW1-5


OBW1-5


OBD11-3
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Shared Roadway


Cutler.City.to.Schooner.Creek.Bridge.
The section of US 101 between Cutler City and the Schooner Creek Bridge currently has shoulder of variable width on both 
sides of the roadway. There may be an opportunity to narrow or shift lanes to provide enough shoulder for a Bike Lane on 
one side of the highway in this location. On the side where there is not sufficient width to provide a bicycle lane, a shared 
roadway condition exists.


Additional.Locations.and.Notes
Other potential locations for shoulder bikeways include:


• Everywhere that facilities providing more separation cannot be provided due to constraints.


Sample.Application


ON
ROADWAY


Bike lane on one side Shared roadway conditions on other side
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Bike Lane and Sidewalk


US.101.Treatments Conventional Bike Lane Configurations


 8” white line


3’ minimum ridable 
surface outside of 
gutter seam


Guidance
• 4 foot minimum where no curb and gutter is present. 


• 5 foot minimum where adjacent to curb and gutter or 
3 feet beyond the gutter pan width if the gutter pan is 
wider than 2 feet.


• 7 foot maximum width for use adjacent to arterials 
with high travel speeds. Greater widths may encour-
age motor vehicle use of bike lane. Buffered bicycle 
lanes should be used when wider pavement widths 
exist.


Description
Bicycle Lanes are a preferred facility for cyclists on US 101 
in Lincoln City. Bike lanes designate an exclusive space 
for bicyclists through the use of pavement markings and 
signage. The bike lane is typically located on the right side 
of the street, between the adjacent travel lane and curb, 
and is used in the same direction as motor vehicle traffic. 


A bike lane width of 7 feet makes it possible for bicyclists 
to ride side-by-side or pass each other without leaving the 
bike lane, thereby increasing the capacity of the lane.


Materials.and.Maintenance
Paint can wear more quickly in high traffic areas or in 
winter climates.  Bicycle Lanes should be swept regularly 
to keep them free from debris.


Discussion
Wider bicycle lanes are desirable in certain situations such as on higher speed arterials (45 mph+) where use of a wider 
bicycle lane would increase separation between passing vehicles and bicyclists. Appropriate signing and stenciling is 
important with wide bicycle lanes to ensure motorists do not mistake the lane for a vehicle lane or parking lane. 


See the the local street Sidewalk Corridor section on page 28 for a discussion of sidewalk features and dimensions.


Additional.References.and.Guidelines
AASHTO. (1999). Guide for the Development of Bicycle Facilities. 
FHWA. (2009). Manual on Uniform Traffic Control Devices. 
NACTO. (2011).  Urban Bikeway Design Guide. 
ODOT. (2011). Oregon Bicycle and Pedestrian Design Guide.


Sidewalk should be 
6’ wide to allow for 
passing. A furnishing 
zone to protect 
pedestrians is 
desired.



http://nacto.org/cities-for-cycling/design-guide/
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Bike Lane and Sidewalk


The.Gap.at.Nelscott
The gap at Nelscott from approximately SE 19th south to SE 32th, and is an important connection through the middle 
of Lincoln City. Currently, it has shoulders of variable width on both sides of the roadway. In this example, bike lanes and 
sidewalks provides bicyclists and pedestrians with their own dedicated space on the roadway. 


Additional.Locations.and.Notes
Other potential candidates for bike lanes and sidewalks include:


• NW/NE 25th


• Cutler City to Taft (sidewalk on one side only)


Sample.Application
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Shared Use  Pathway


Materials.and.Maintenance
Asphalt is the most common surface for bicycle paths.  
The use of concrete for paths has proven to be more 
durable over the long term. Narrow Saw cut concrete 
joints rather than troweled joints improve the experience 
of path users.


Discussion
When designing a bikeway network, the presence of a nearby or parallel path is not a reason to forego adequate bicycle 
lane width on the roadway. The on-street bicycle facility will generally be superior to the “sidepath” for experienced 
bicyclists and those who are cycling for transportation purposes.  


Additional.References.and.Guidelines
AASHTO. (1999). Guide for the Development of Bicycle Facilities.  
NACTO. (2011).  Urban Bikeway Design Guide.  See entry on Raised 
Cycle Tracks. 
ODOT. (2011). Oregon Bicycle and Pedestrian Design Guide.


Description
A shared use path allows for two-way, off-street travel for 
bicyclists, pedestrians, skaters, wheelchair users, joggers 
and other non-motorized users. Where found in parks, 
along rivers, beaches, and in greenbelts or utility corridors, 
theye have few conflicts with motorized vehicles. 


US.101.Treatments


ODOT.Guidance
Shared-Use Paths should only be provided in lieu of 
Sidewalks and Bike Lanes where conditions meet the 
criteria established in the Oregon Bicycle and Pedestrian 
Design Guide (p. 1-15):


• It is not economically or environmentally feasible to 
provide adequate sidewalks or bicycle lanes; and


• Shared-Use Path must provide continuity and conve-
nient access to nearby facilities.


Design.Guidance
• 8 feet is the minimum allowed for a two-way bicycle 


path and is only recommended for low use.


• 10 feet is recommended in most situations and will be 
adequate for moderate to heavy use.


• 12 feet is recommended for heavy use with high 
concentrations of multiple users such as joggers, 
bicyclists, rollerbladers and pedestrians. Beyond this 
width, a separate track (5’ minimum) can be provided 
for pedestrian use. 


Pay special attention to the entrance/exit of the path 
as bicyclists may continue to travel on the wrong 
side of the street.


Crossings should 
be stop or yield 
controlled


W11-15, W16-9P 
in advance of 
cross street stop 
sign



http://nacto.org/cities-for-cycling/design-guide/
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Shared Use  Pathway


NE.Highland.Road.to.NW.Logan.Road
One option for encouraging non-motorized travel outside the more urbanized areas of the city is to provide a separated 
pathway for bicyclists and pedestrians. US 101 north of NW Logan Road becomes a narrow, 2-lane roadway with little to no 
shoulder that feels dangerous or uncomfortable for many users. 


Additional.Locations.and.Notes
Shared-Use Paths are an option to provide improved pedestrian and bicycle facilities in lieu of reconstructing or replacing 
narrow bridges on US 191, such as at D River and Schooner Creek. 


The  AASHTO Guide for the Development of Bicycle Facilities generally recommends against the development of shared-
use paths directly adjacent to roadways. When implementing these facilities, close attention must be paid to street and 
driveway crossings. Along roadways, these facilities create a situation where a portion of the bicycle traffic rides against 
the normal flow of motor vehicle traffic and can result in wrong-way riding where bicyclists enter or leave the path. Take 
extra care at transitions onto and off of the facility to discourage wrong way riding.


Sample.Application
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Road Diet


Guidance
Vehicle.lane.width:


• Width depends on project. The width of remaining 
travel lanes may stay the same a lane is removed.


Bicycle.lane.width:


• Guidance on Bicycle Lanes applies to this treatment.


Materials.and.Maintenance
Repair rough or uneven pavement surface. Use bicycle 
compatible drainage grates and raise or lower existing 
grates and utility covers so they are flush with the 
pavement.


Discussion
Depending on a street’s existing configuration, traffic operations, user needs and safety concerns, various lane reduction 
configurations may apply. For instance, a four-lane street (with two travel lanes in each direction) could be modified to 
provide one travel lane in each direction, a center turn lane, and bike lanes. Prior to implementing this measure, a traffic 
analysis should identify potential impacts. 


Additional.References.and.Guidelines
FHWA. (2010). Evaluation of Lane Reduction “Road Diet” Measures on 
Crashes. Publication Number: FHWA-HRT-10-053 
ODOT. (2011). Oregon Bicycle and Pedestrian Design Guide.


Description
A road diet reconfigures existing traffic lanes provide room 
for other facilities, such as bicycle lanes, wider sidewalks, or 
on-street parking.


Reducing a four-lane street to three lanes generally yields 
sufficient space to enhance the pedestrian and bicycle 
realm and offer a turn lane. Converting four travel lanes to 
two travel lanes with a center turn lane can help improve 
roadway operations by removing left-turning vehicles from 
the travel lane and providing more room for vehicles using 
on-street parking. Commonly, road diets introduce bike 
lanes on both sides of a street. Reconfigured space may 
also be used to widen sidewalks or landscaping strips, or to 
provide on-street parking, 


US.101.Treatments


Before


After


Travel


Bike Travel  Turn


TravelParking


Parking
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Road Diet


Oceanlake.Planning.District
A road diet could decrease the number of lanes from four lanes (two through lanes in both directions) to three lanes (one 
through lane in each direction plus a two-way center turn lane). This would create additional space within the right-of-way 
to allocate to bicyclists or pedestrians, minimize traffic backups associated with left turning vehicles, and provide extra 
space for maneuvering into on-street parking. 


Additional.Locations.and.Notes
Other areas potentially eligible for road diets include:


• Delake


• Taft


Sample.Application
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Guidance
• Preferred placement is in the center of the travel lane 


to minimize wear and promote single file travel. 


• Minimum placement of marking centerline is 11 feet 
from edge of curb where on-street parking is present. 
If parking lane is wider than 7.5 feet, the shared lane 
makring should be moved further out accordingly. 
Minimum placement 4 feet from edge of curb with no 
parking. 


Description
Shared lane markings are used to encourage bicycle travel 
and proper positioning within the lane.


In constrained conditions, the markings are placed to 
discourage unsafe passing by motor vehicles. In these 
conditions, additional signage should be provided to 
inform motorists that cyclist’s use of the full lane is legal 
and expected. On a wide outside lane without space for a 
full bike lane, the markings can promote bicycle travel next 
to (to the right of ) motor vehicles.  


In all conditions, shared lane markings should be outside of 
the door zone of parked cars.


Additional.References.and.Guidelines
AASHTO. (1999). Guide for the Development of Bicycle Facilities.  
FHWA. (2009). Manual on Uniform Traffic Control Devices. 
NACTO. (2011).  Urban Bikeway Design Guide. 
ODOT. (2011). Oregon Bicycle and Pedestrian Design Guide.


Materials.and.Maintenance
Placing the shared lane markings between automobile 
tire tracks will increase the life of the markings and 
minimize the long-term cost of the treatment.


Discussion
Bike lanes should be considered on roadways with outside travel lanes wider than 15 feet, or where other lane narrow-
ing or removal strategies may provide adequate road space. Shared Lane Markings shall not be used on shoulders,  in 
designated bicycle lanes, or to designate bicycle detection at signalized intersections. (MUTCD 9C.07 03)


This configuration differs from a neighborhood greenway, which also includes traffic calming, wayfinding, and other 
enhancements designed to provide a higher level of comfort for a broad spectrum of users.


US.101.Treatments Shared Lane Markings


Shared Lane Markings


MUTCD R4-11
When placed adjacent to parking, SLM 
should be outside of  the “Door Zone”, and 
placed a minimum of 11’ from curb.


Consider modifications to signal timing to allow a 
bicycle-friendly travel speed for all users


Placement in center of 
travel lane is preferred in 
constrained conditions


OBD 11-3


OBD11-3



http://nacto.org/cities-for-cycling/design-guide/
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Shared Lane Markings


Oceanlake.Planning.District


In locations where on-street parking is allowed, shared lane markings would indicate to bicyclists where they should be 
to avoid the door zone. In these constrained conditions, Shared-Lane Markings would also indicate to drivers to expect 
cyclists in the travel lane.


Additional.Locations.and.Notes
Other streets eligible for shared lane markings include:


• Extent of US 101 in Lincoln City


Sample.Application
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Curb Extensions


Materials.and.Maintenance
Planted curb extensions may be designed as a bioswale,  
a vegetated system for stormwater management.


Discussion
If there is no parking lane, adding curb extensions may be a problem for bicycle travel and truck or bus turning move-
ments.


If a refuge island is landscaped, the landscaping should not compromise the visibility of pedestrians crossing in the 
crosswalk. Shrubs and ground plantings should be no higher than 1 ft 6 in.


Additional.References.and.Guidelines
AASHTO. (2004). Guide for the Planning, Design, and Operation of 
Pedestrian Facilities. 
AASHTO. (2004). A Policy on Geometric Design of Highways and 
Streets.  
ODOT. (2011). Oregon Bicycle and Pedestrian Design Guide.


Description
Curb extensions minimize pedestrian exposure during 
crossing by shortening crossing distance and give pedestri-
ans a better chance to see and be seen before committing 
to crossing. They are appropriate for any crosswalk where it 
is desirable to shorten the crossing distance and there is a 
parking lane adjacent to the curb. 


US.101.Treatments


Guidance
• In most cases, the curb extensions should be designed 


to transition between the extended curb and the 
running curb in the shortest practicable distance.


• For purposes of efficient street sweeping, the mini-
mum radius for the reverse curves of the transition is 
10 ft and the two radii should be balanced to be nearly 
equal


• Curb extensions should terminate within the parking 
lane to maximize bicyclist safety.


Crossing distance 
is shortened


Do not 
encroach into 
bicycle facility 
space


Curb extension length can be 
adjusted to accommodate bus 
stops or street furniture.
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Curb Extensions


Oceanlake.Planning.District


Additional.Locations.and.Notes
Other sections of US 101 where curb extensions could improve conditions for pedestrians include:


• Wecoma Beach


• Delake


• Taft  


Sample.Application
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Street.Trees
In addition to their aesthetic and environmental value, 
street trees can slow traffic and improve safety for pedes-
trians.  Trees add visual interest to streets and narrow the 
street’s visual corridor, which may cause drivers to slow 
down.  It is important that trees do not block light or the 
visibility of crosswalks and intersections.


Lighting
Pedestrian scale lighting improves visibility for both 
pedestrians and motorists - particularly at intersections.  
Pedestrian scale lighting can provide a vertical buffer 
between the sidewalk and the street, defining pedestrian 
areas.  Pedestrian scale lighting should be used in areas of 
high pedestrian activity. 


Street.Furniture
Providing benches at key rest areas and viewpoints encour-
ages people of all ages to use the walkways by ensuring 
that they have a place to rest along the way.  Benches 
should be 20” tall to accommodate elderly pedestrians 
comfortably. Benches can be simple (e.g., wood slats) 
or more ornate (e.g., stone, wrought iron, concrete).  If 
alongside a parking zone, street furniture must be 3 feet 
from the curbface.


Green.Features
Green stormwater strategies may include bioretention 
swales, rain gardens, tree box filters, and pervious pave-
ments (pervious concrete, asphalt and pavers).


Bioswales are natural landscape elements that manage 
water runoff from a paved surface. Plants in the swale trap 
pollutants and silt from entering a river system. 


Furnishing Zone


Materials.and.Maintenance
Establishing and caring for your young street trees is es-
sential to their health. Green features may require routine 
maintenance, including sediment and trash removal, and 
clearing of curb openings and overflow drains.


Discussion
Additional pedestrian amenities such as banners, public art, special paving, along with historical elements and cultural 
references, promote a sense of place. Public activities should be encouraged and commercial activities such as dining, 
vending and advertising may be permitted where they do not interfere with safety and accessibility.


See the Local Streets Sidewalk Corridor on page 28 for a discussion of the functional parts of a sidewalk. Signs, meters, 
tree wells should go between parking spaces.


Additional.References.and.Guidelines
United States Access Board. (2007). Public Rights-of-Way Accessibil-
ity Guidelines (PROWAG). 
ODOT. (2011). Oregon Bicycle and Pedestrian Design Guide.


Description
A variety of streetscape elements can define the pedestrian 
realm, offer protection from moving vehicles, and enhance 
the walking experience. Key features are presented below.


US.101.Treatments


Furnishing 
Zone
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Furnishing Zone


Oceanlake.Planning.District
Utilizing the furnishings zone allows for the city and/or small business owner to provide a variety of streetscape elements 
to define the pedestrian realm, offer protection from moving vehicles, and enhancethe walking experience. 


Additional.Locations.and.Notes
Other areas elligible for enhanced furnishing zones include:


• Wecoma Beach


• Delake


• Nelscott


• Taft 


Sample.Application
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Enhanced Crosswalks


US.101.Treatments


Guidance
• Hybrid beacons may be installed without meeting 


traffic signal control warrants if roadway speed and 
volumes are excessive for comfortable pedestrian 
crossings.


• Warning beacons shall not be used at crosswalks 
controlled by YIELD signs, STOP signs, or traffic signals. 


Materials.and.Maintenance
RRFB maintenance can be minimal. If solar power is used, 
RRFBs should run for years without issue. 
Hybrid beacons are subject to the same maintenance 
needs and requirements as standard traffic signals. 


Discussion
Pedestrian warning signals can be utilized at unsignalized intersection crossings. Push buttons, signage, and pavement 
markings may be used to highlight these facilities for pedestrians, bicyclists and motorists.


Each crossing, regardless of traffic speed or volume, requires additional review by a registered engineer to identify sight 
lines, potential impacts on traffic progression, timing with adjacent signals, capacity, and safety. 


Additional.References.and.Guidelines
FHWA. (2009). Manual on Uniform Traffic Control Devices. 
NACTO. (2011).  Urban Bikeway Design Guide.  
FHWA. (2008). MUTCD - Interim Approval for Optional Use of 
Rectangular Rapid Flashing Beacons (IA-11) 
ODOT. (2011). Oregon Bicycle and Pedestrian Design Guide.


Description
Proven strategies enhance safety and comfort at cross-
walks. Physical improvements such as curb extensions 
or median islands shorten crossing distances and offer 
protection from moving traffic. Crossing beacons make 
crossing intersections safer by clarifying when to enter an 
intersection and by alerting motorists to the presence of 
pedestrians in the crosswalk.


W11-15, 
W16-7P


W11-15


W11-15, 
W16-7P


Median.Refuge.Island


Rectangular.Rapid.Flash.Beacon.(RRFB)


Pedestrian.Hybrid.Beacon



http://nacto.org/cities-for-cycling/design-guide/
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Enhanced Crosswalks


US.101.at.N.39th.Street
US 101 is a very busy roadway that can be highly difficult for bicyclists and pedestrians to cross. Locating enhanced 
crosswalks at appropriate locations can encourage non-motorized travel by making the crossings more apparent to all 
users of the roadway. 


Additional.Locations.and.Notes
Other potential areas for enhanced crosswalks include:


• N 34th St; N 36th St.


• Oceanlake; Delake; Taft


Sample.Application
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This.Section.Includes:


• Sidewalks


• Low Impact Pedestrian Path


• Bike Lanes


• Shared Lane Markings


• Separated Pathways


• Boardwalks


• Traffic Calming


• One-Way Street Couplets


• Enhanced Crosswalks


Local Streets and 
Sample Application


Bike.Lanes


Separated.Pathway


Traffic.Calming


Sidewalks


One-Way.Street.Couplets


Shared.Lane.Markings
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The Sidewalk Corridor


Materials.and.Maintenance
Sidewalks are typically constructed out of concrete and 
are separated from the roadway by a curb or gutter and 
sometimes a landscaped boulevard. Colored, patterned, 
or stamped concrete can add distinctive visual appeal.


Discussion
Sidewalks should be more than areas to travel; they should provide places for people to interact, places for standing, 
visiting, and sitting. Sidewalks should contribute to the character of neighborhoods and business districts, strengthen 
their identity, and offer an area where adults and children can safely participate in public life.


Additional.References.and.Guidelines
United States Access Board. (2002). Accessibility Guidelines for 
Buildings and Facilities.  
USDOJ. (2010). 2010 ADA Standards for Accessible Design 
AASHTO. (2004). Guide for the Planning, Design, and Operation of 
Pedestrian Facilities.


Description
Sidewalks are the most fundamental element of the     
walking network, as they provide an area for pedestrian 
travel separated from vehicle traffic. A variety of con-
siderations are important in sidewalk design. Providing 
adequate and accessible facilities can lead to increased 
numbers of people walking, improved safety, and the 
creation of social space. 


Local.Streets


Property Line


Frontage ZonePedestrian Through ZoneFurnishing ZoneParking Lane/Enhancement Zone


Ed
ge


 Z
on


e


The Frontage Zone 
allows pedestrians 
a comfortable 
“shy” distance 
from the building 
fronts. It provides 
opportunities for 
window shopping, 
to place signs, 
planters, or chairs.


Not applicable 
if adjacent to a 
landscaped space.


The furnishing zone 
buffers pedestrians 
from the adjacent 
roadway, and 
provides space 
for street trees, 
signal poles, signs, 
and other street 
furniture. 


The through zone is 
the area intended for 
pedestrian travel. This 
zone should be entirely 
free of  objects. Through 
zones must be 3’ for for 
ADA access with periodic 
oppotunities for passing.


Wide through zones are 
needed in downtown 
areas or where pedestrian 
flows are high.


The parking lane can act as a 
flexible space to further buffer 
the sidewalk from moving 
traffic. Curb extensions, and 
bike corrals may occupy this 
space where appropriate.


In the edge zone there should 
be a 6 inch wide curb to control 
stormwater flow.
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The Sidewalk Corridor


NW.Jetty.Avenue
Many of Lincoln City’s local streets do not have sidewalks, or lack continuous sidewalks. Providing a sidewalk (on at least 
one side of the roadway) on the more popular pedestrian routes encourages walking, and is safer than walking int he 
roadway.


Additional.Locations.and.Notes
Six feet of through zone width enables two pedestrians (including wheelchair users) to walk side-by-side, or to pass each 
other comfortably. Other streets eligible for sidewalks include:


• On One-Way Couplets


• NW Harbor Ave


• NW 14th St


Sample.Application


Property Line


Street.Classification
Parking.Lane/
Enhancement.


Zone


Furnishing.
Zone


Pedestrian.
Through.Zone


Frontage.
Zone Total


Local.Streets Varies 4 feet 6 feet N/A 10 feet
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Low Impact Pedestrian Path


Materials.and.Maintenance
Crusher fine material must be well-graded and compact-
ed to ensure durability and to meet ADA requirements. 
Some “refreshing” of trails material is required every few 
years.


Discussion
Pedestrian paths must be “firm and stable” to comply with ADA requirements. See the Guide	for	the	Planning,	Design,	and	
Operation	of	Pedestrian	Facilities for detailed slope requirements for trails. 


Six feet of through zone width enables two pedestrians (including wheelchair users) to walk side-by-side, or to pass each 
other comfortably. 


Additional.References.and.Guidelines
USDOJ. (2010). 2010 ADA Standards for Accessible Design 
United States Access Board. (2009). Draft Final Accessibility 
Guidelines for Outdoor Developed Areas 
AASHTO. (2004). Guide for the Planning, Design, and Operation of 
Pedestrian Facilities. 


Description
Low impact pedestrian paths are ADA compliant paths on 
the edge of roadways without curb and gutter installations. 
Rather than being paved as a sidewalk or multi-use path, 
low impact pedestrian paths are made with compacted 
crushed rock known as crusher fine.


Local.Streets


With proper base preparation, 
crusher fine surfaces are 
permeable to stormwater.


On streets with low motor vehicle volumes 
and speed, provision of a path on only one 
side of the road may be appropriate.


Guidance
• The surface of the trail shall be firm and stable. 


• Slopes should not be steeper than 6% when using 
crusher fine material, otherwise there is risk of erosion.


• 5 feet width or greater preferred.
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Low Impact Pedestrian Path


NW.39th
Many of Lincoln City’s local streets do not have sidewalks. Providing a pedestrian path on the more popular pedestrian 
routes encourages walking, and is safer than walking in the roadway.


Additional.Locations.and.Notes
Other streets eligible for sidewalks include:


• NW Jetty


Sample.Application
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Guidance
• 12 foot minimum from curb face to edge of bike lane 


when on street parking is present. 14.5 foot preferred 
from curb face to edge of bike lane.


• 7 foot maximum for marked width of bike lane. 
Greater widths may encourage vehicle loading in bike 
lane. Consider buffered bicycle lanes when a wider 
facility is desired.


Description
Bike lanes designate an exclusive space for bicyclists 
through the use of pavement markings and signage. The 
bike lane is located adjacent to motor vehicle travel lanes 
and is used in the same direction as motor vehicle traffic. 
Bike lanes are typically on the right side of the street, 
between the adjacent travel lane and curb, road edge or 
parking lane.  


Many bicyclists, particularly less experienced riders, are 
more comfortable riding on a busy street if it has a striped 
and signed bikeway than if they are expected to share a 
lane with vehicles.


Additional.References.and.Guidelines
AASHTO. (1999). Guide for the Development of Bicycle Facilities.  
FHWA. (2009). Manual on Uniform Traffic Control Devices. 
NACTO. (2011).  Urban Bikeway Design Guide. 
ODOT. (2011). Oregon Bicycle and Pedestrian Design Guide.


Materials.and.Maintenance
Paint can wear more quickly in high traffic areas or in 
winter climates. Bicycle lanes should be cleared of snow 
through routine snow removal operations. Bike lanes 
should be regularly swept free of rocks and other debris.


Discussion
Bike lanes adjacent to on-street parallel parking require special treatment in order to avoid crashes caused by an 
open vehicle door. The bike lane should have sufficient width to allow bicyclists to stay out of the door zone while not 
encroaching into the adjacent vehicular lane. Parking stall markings, such as parking “Ts” and double white lines create a 
parking side buffer that encourages bicyclists to ride farther away from the door zone. 


Local.Streets


MUTCD R3-17 
(optional)


6-8” white line


4” white line or 
parking “Ts”


Bike Lanes


A marked separation can 
reduce door zone riding. 



http://nacto.org/cities-for-cycling/design-guide/
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Bike Lanes


NE.Holmes.Road
NE Holmes road is one of the few direct connections between US 101 and NE West Devils Lake Road, and is a popular 
choice for bicyclists and motorists. Bike lanes will provide bicyclists their own dedicated section of right-of-way. 


Additional.Locations.and.Notes
Other potential streets with sufficient space for bike lanes include:


• NW 22nd St, NW 36th St; NW 39th St


• NE 14th St (uphill locations, where bicyclists are slower and require dedicated space.)


• NW Jetty Ave


Sample.Application
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Guidance
• Preferred placement is in the center of the travel lane 


to minimize wear and promote single file travel. 


• Minimum placement of marking centerline is 11 feet 
from edge of curb where on-street parking is present. 
If parking lane is wider than 7.5 feet, the shared lane 
makring should be moved further out accordingly. 
Minimum placement 4 feet from edge of curb with no 
parking. 


Description
Shared lane markings are used to encourage bicycle travel 
and proper positioning within the lane.


In constrained conditions, the markings are placed to 
discourage unsafe passing by motor vehicles. On a wide 
outside lane without space for a full bike lane, the markings 
can promote bicycle travel next to (to the right of ) motor 
vehicles.  


In all conditions, shared lane markings should be outside of 
the door zone of parked cars.


Additional.References.and.Guidelines
AASHTO. (1999). Guide for the Development of Bicycle Facilities.  
FHWA. (2009). Manual on Uniform Traffic Control Devices. 
NACTO. (2011).  Urban Bikeway Design Guide. 
ODOT. (2011). Oregon Bicycle and Pedestrian Design Guide.


Materials.and.Maintenance
Placing the SLM markings between vehicle tire tracks 
will increase the life of the markings and minimize the 
long-term cost of the treatment.


Discussion
Bike lanes are preferable to shared lanemarkings on roadways with outside travel lanes wider than 15 feet, or where 
other lane narrowing or removal strategies may provide adequate road space. Shared Lane Markings shall not be used on 
shoulders,  in designated bicycle lanes, or to designate bicycle detection at signalized intersections. (MUTCD 9C.07 03)


This configuration differs from a neighborhood greenway, which also includes traffic calming, wayfinding, and other 
enhancements designed to provide a higher level of comfort for a broad spectrum of users.


Local.Treatments Shared Lane Markings


Shared Lane Markings


MUTCD R4-11 
(optional)


When placed adjacent to parking, SLM 
should be outside of  the “Door Zone”, and 
placed a minimum of 11’ from curb.


Consider modifications to signal timing to induce a 
bicycle-friendly travel speed for all users


Placement in center of 
travel lane is preferred in 
constrained conditions


MUTCD D11-1 
(optional)



http://nacto.org/cities-for-cycling/design-guide/
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Shared Lane Markings


SW.Coast.Avenue
Lincoln City has many narrow roadways with little or no right-of-way for widening to provide shoulders or bike lanes. Using 
shared lane markings communicates to all roadway users that bicyclists can be expected to be using the roadway. 


Additional.Locations.and.Notes
Other streets eligible for shared lane markings include:


• NW Harbor Ave


• NW Jetty Ave


• NE 14th St (downhill locations, where bicyclists are traveling as speeds similar to motor vehicles.)


• NW 36th St; NW 39th St


Sample.Application
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Shared Use Pathways


Materials.and.Maintenance
Asphalt is the most common surface for bicycle paths.  
The use of concrete for paths has proven to be more 
durable over the long term. Saw cut concrete joints rather 
than troweled improve the experience of path users.


Discussion
The AASHTO Guide for the Development of Bicycle Facilities generally recommend against the development of shared 
use paths along roadways.  Also known as “sidepaths”, these facilities create a situation where a portion of the bicycle 
traffic rides against the normal flow of motor vehicle traffic and can result in wrong-way riding when either entering or 
exiting the path. 


Additional.References.and.Guidelines
AASHTO. (1999). Guide for the Development of Bicycle Facilities. 
FHWA. (2009). Manual on Uniform Traffic Control Devices.  
Flink, C. (1993). Greenways: A Guide To Planning Design And 
Development. 
ODOT. (2011). Oregon Bicycle and Pedestrian Design Guide.


Description
Shared use paths can provide a desirable facility, particu-
larly for recreation and users of all skill levels preferring 
separation from traffic.  Bicycle paths generally should 
provide travel opportunities not provided by existing 
roadways.  


Local.Streets


Guidance
Width


• 8 feet is the minimum allowed for a two-way bicycle 
path and is only recommended for low traffic situa-
tions.


• 10 feet is recommended in most situations and will be 
adequate for moderate to heavy use.


• 12 feet is recommended for heavy use situations with 
high concentrations of multiple users. A separate track 
(5’ minimum) can be provided for pedestrian use.


Lateral.Clearance


• A 2 foot or greater shoulder on both sides of the 
path should be provided. An additional foot of lateral 
clearance (total of 3’) is required by the MUTCD for the 
installation of signage or other furnishings.


Overhead.Clearance


• Clearance to overhead obstructions should be 8 feet 
minimum, with 10 feet recommended.


Striping


• When striping is required, use a 4 inch dashed yellow 
centerline stripe with 4 inch solid white edge lines. 


• Solid centerlines can be provided on tight or blind 
corners, and on the approaches to roadway crossings.


Terminate the path where it is easily accessible 
to and from the street system, preferably at a 
controlled intersection or at the beginning of a 
dead-end street. 


8-12’ 
depending 
on usage
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Shared Use Pathways


Head.to.Bay.Trail.connection.at.NE.West.Devils.Lake.Place.and.NE.50th.Street
Completing the gaps in the trail network will enhances the use of the pathway. 


Additional.Locations.and.Notes
ll enhancProvide connections between N 22nd and Port Avenue


Sample.Application
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Boardwalks


Guidance
• Boardwalk width should be a minimum of 10 feet when 


no rail is used. A 12 foot width is preferred in areas with 
average anticipated use and whenever rails are used. 


• When the height of a boardwalk exceeds 30”, railings 
are required. 


• If access by vehicles is desired, boardwalks should be 
designed to structurally support the weight of a small 
truck or a light-weight vehicle.


Materials.and.Maintenance
Decking should be either non-toxic treated wood or 
recycled plastic. Cable rails are attractive and more visu-
ally transparent but may require maintenance to tighten 
the cables if the trail has snow storage requirements.


Discussion
In general, building in wetlands is subject to regulations and should be avoided.


The foundation normally consists of wooden posts or auger piers (screw anchors). Screw anchors provide greater support 
and last much longer.  


Additional.References.and.Guidelines
AASHTO. (1999). Guide for the Development of Bicycle Facilities.  
FHWA. (2001). Wetland Trail Design and Construction.  
United States Access Board. (2002). Accessibility	Guidelines	for	
Buildings	and	Facilities.


Description
Boardwalks are typically required when crossing wetlands 
or other poorly drained areas.  They are usually constructed 
of wooden planks or recycled material planks that form 
the top layer of the boardwalk. The recycled material 
has gained popularity in recent years since it 
lasts much longer than wood, especially in wet 
conditions. A number of low-impact support 
systems are also available that reduce the 
disturbance within wetland areas to the 
greatest extent possible. 


Local.Streets


10’


Pedestrian 
railings: 42” 
above the 
surface


Shared-use 
railings: 54” 
above the 
surface


Wetland plants and natural 
ecological function to be 
undisturbed


Pile driven wooden 
piers or auger piers


6” minimum 
above grade


Opportunities exist to 
build seating and signage 
into boardwalks



http://www.fhwa.dot.gov/environment/recreational_trails/publications/fs_publications/01232833/found03.cfm

http://www.access-board.gov/adaag/html/adaag.htm

http://www.access-board.gov/adaag/html/adaag.htm
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Boardwalks


Head.to.Bay.Trail.gap.between.NE.22nd.Street.and.NE.28th.Street.on.West.Devils.Lake.Road
The Head-to-Bay Trail is a wonderful transportation and recreation trail for Lincoln City residents and visitors, and complet-
ing the gaps in the trail network will only enhance the use of the pathway.  One gap is in a wetland where a boardwalk 
would be a appropriate.


Additional.Locations.and.Notes
Additional locations to consider a boardwalk includes:


N Hwy 101 Between NE West Devils Lake Road and Neotsu Post Office


Sample.Application
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Traffic Calming


Guidance
• To allow emergency vehicle access, approximately 12 


feet of clear space shall be maintained clear between 
bollards or features.


• For speed humps and raised crossings, slopes should 
not exceed 1:10 or be less steep than 1:25. Tapers 
should be no greater than 1:6 to reduce the risk of 
bicyclists losing their balance. The vertical lip should 
be no more than a 1/4” high.


Materials.and.Maintenance
Vegetation should be regularly trimmed to  maintain 
visibility and attractiveness.


Discussion
Designs shoudl consider emergency vehicle response times where speed humps are used. Horizontal speed control 
measures should not infringe on bicycle space. Where possible, provide a bicycle route outside of the element so bicy-
clists can avoid having to merge into traffic at a narrow pinch point. This technique can also improve drainage flow and 
reduce construction and maintenance costs.


Traffic calming can deter motorists from driving on a street. Anticipate and monitor vehicle volumes on adjacent streets to 
determine whether traffic calming results in inappropriate volumes. Traffic calming can be implemented on a trial basis.


Additional.References.and.Guidelines
BikeSafe. (No Date). Bicycle countermeasure selection system. 
Ewing, Reid. (1999). Traffic Calming: State of the Practice.
Ewing, Reid and Brown, Steven. (2009). U.S. Traffic Calming Manual. 
ODOT. (2011). Oregon Bicycle and Pedestrian Design Guide.


Local.Streets


Speed.Lumps.are designed to 
eliminate delay for emergency 
vehicles and bicyclists.


Neckdowns briefly 
narrow the roadway.


Curb.Extensions shorten 
pedestrian crossing 
distance.


Speed.Humps 
manage driver 
speed.


Raised.crosswalks 
combine a crosswalk and a 
speed hump. 


Chicanes shift driver’s 
paths and slow speeds.


Medians shift driver’s 
paths and lead to slower 
speeds.


Mini.Traffic.Circles slow 
drivers in advance of 
intersections.


Description
Traffic calming encourages drivers to slow down, improv-
ing the walking and bicycling environment by reducing 
passing vehicles, enhancing drivers’ ability to see and react 
to pedestrians and bicyclists, and diminishing the severity 
of crashes that can occur. Maintaining reduced motor 
vehicle speeds greatly improves comfort for pedestrians, 
bicyclists and adjacent residents.
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Traffic Calming


NW.30th.Street;.NE.Logan.Road
A number of the east-west local streets in Lincoln City are used by motorists to reach beachside accommodations from US 
101. Slowing down this traffic on these local, neighborhood streets improves the livability of the street and make condi-
tions better for bicyclists and pedestrians.  


Additional.Locations.and.Notes
Other streets potentially eligible for traffic calming include:


• One-way couplets


• Westside through routes


Sample.Application
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One-Way Street Couplets


Guidance
Couplet reconfigurations may offer opportunities to 
increase the functionality of available roadway space, such 
as the addition of a bicycle lanes or motor vehicle parking.


Materials.and.Maintenance
When configuring with a bicycle lane, repair rough 
or uneven pavement surface. Use bicycle compatible 
drainage grates. Raise or lower existing grates and utility 
covers so they are flush with the pavement.


Discussion
A conversion of two-way streets to a pair of one-way streets may encourage increases in travel speed unless mitigated 
through traffic calming techniques. Appropriate calming tools should maintain a bicycle and pedestrian friendly speed 
(12-15 mph).


Additional.References.and.Guidelines
FHWA. (2009). Manual on Uniform Traffic Control Devices. 
FHWA. (2008). The Signal Timing Manual. 
ODOT. (2011). Oregon Bicycle and Pedestrian Design Guide. 


Description
A couplet is a pair of one-way streets that carry opposite di-
rection traffic, generally converted from a pair of originally 
two-way streets.


Couplets offer higher vehicle capacity, increased functional 
road width, and easier accommodation of synchronized 
signal timing.


Local.Streets


After


Before


By accommodating travel in only 
one direction, enough space exists to 
create sidewalks and a comfortable 
bicycle facility.


Not enough space to create bicycle 
lanes in both directions.


One-way travel simplifies turning 
movements and eliminates some potential 
conflicts between autos and pedestrians.
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One-Way Street Couplets


Fleet.Avenue


Additional.Locations.and.Notes
Other streets eligible for one way couplets include:


• NE 12th/14th St (US101 to Oar)


• NW 28th/30th/33rd


Sample.Application
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References


State Standards and Guidelines
The Oregon Department of Transporation (ODOT) provides guidance for the design and application of non-motorized 
transportation facilities on state highways. 


The ODOT.Highway.Design.Manual.(HDM)1.provides uniform standards and procedures for the Oregon Department of 
Transportation to us on all projects that are located on state highways.


The Oregon.Bicycle.and.Pedestrian.Design.Guide2 (appendix L of the Oregon HDM) is a comprehensive reference for 
the design of bicycle and pedestrian facilities. ODOT encourages local agencies to use the dimensions and designs recom-
mended in the design guide; local standards may exceed ODOT standards.


Their publication, Main.Street:.When.a.Highway.Runs.Through.It3 provides guidance on the application and use of 
streetscape enhancing features to mitigate the often negative effects associated with high-speed, high-volume roadways.


Additional References
The Federal Highway Administration’s.Manual.on.Uniform.Traffic.Control.Devices (MUTCD) defines the standards used 
by road managers nationwide to install and maintain traffic control devices on all public streets, highways, bikeways, and 
private roads open to public traffic. The MUTCD is the primary source for guidance on lane striping requirements,  signal 
warrants, and recommended signage and pavement markings.


Offering guidance for pedestrian design, the 2004 AASHTO Guide.for.the.Planning,.Design.and.Operation.of.Pedestrian.
Facilities provides comprehensive guidance on planning and designing for people on foot. 


To further clarify the MUTCD, the FHWA created a table of contemporary bicycle facilities that lists various bicycle-related 
signs, markings, signals, and other treatments and identifies their official status (e.g., can be implemented, currently 
experimental).  See Bicycle.Facilities.and.the.Manual.on.Uniform.Traffic.Control.Devices.4


American Association of State Highway and Transportation Officials (AASHTO) Guide.for.the.Development.of.Bicycle.
Facilities last updated in 1999 provides detailed guidance on dimensions, use, and layout of specific facilities.


The standards and guidelines presented by AASHTO provide basic information about the design of bicycle and pedestrian 
facilities, such as minimum sidewalk widths, bicycle lane dimensions, more detailed striping requirements and recom-
mended signage and pavement markings. An update to this guide is in progress, and is likely to provide revised guidance 
on standard facilities and new information on more contemporary bikeway designs.


1	 http://cms.oregon.gov/ODOT/HWY/ENGSERVICES/Pages/hwy_manuals.aspx
2	 http://cms.oregon.gov/ODOT/HWY/BIKEPED/Pages/planproc.aspx
3 http://www.oregon.gov/LCD/TGM/docs/mainstreet.pdf?ga=t
4	 Bicycle	Facilities	and	the	Manual	on	Uniform	Traffic	Control	Devices.	(2011).	FHWA.	
	 http://www.fhwa.dot.gov/environment/bikeped/mutcd_bike.htm



http://www.oregon.gov/ODOT/HWY/BIKEPED/docs/OBP_Plan/BIKE_PED_PLAN-web.pdf

http://www.oregon.gov/LCD/TGM/docs/mainstreet.pdf?ga=t

http://mutcd.fhwa.dot.gov/

http://www.fhwa.dot.gov/environment/bikeped/mutcd_bike.htm

http://safety.fhwa.dot.gov/ped_bike/docs/b_aashtobik.pdf

http://safety.fhwa.dot.gov/ped_bike/docs/b_aashtobik.pdf
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The National Association of City Transportation Officials’ (NACTO) 2011 Urban.Bikeway.Design.Guide5 is the newest publica-
tion of nationally recognized bikeway design standards, and offers guidance on the current state of the practice designs. The 
NACTO Urban Bikeway Design Guide is based on current practices in the best cycling cities in the world. The intent of the guide 
is to offer substantive guidance for cities seeking to improve bicycle transportation in places where competing demands for 
the use of the right of way present unique challenges. All of the NACTO Urban Bikeway Design Guide treatments are in use 
internationally and in many cities around the US.


Meeting the requirements of the Americans with Disabilities Act (ADA) is an important part of any bicycle and pedestrian facility 
project. The United States Access Board’s proposed Public.Rights-of-Way.Accessibility.Guidelines6 (PROWAG) and the 2010.
ADA.Standards.for.Accessible.Design7 (2010 Standards) contain standards and guidance for the construction of accessible 
facilities. This includes requirements for sidewalk curb ramps, slope requirements, and pedestrian railings along stairs.


Some of these treatments are not directly referenced in the current versions of the AASHTO Guide to Bikeway Facilities or the 
Manual on Uniform Traffic Control Devices (MUTCD), although many of the elements of these treatments are found within these 
documents. In all cases, engineering judgment is recommended to ensure that the application makes sense for the context of 
each treatment, given the many complexities of urban streets.


In addition to the previously described national standards, the basic bicycle and pedestrian design principals outlined in this 
chapter are derived from the documents listed below. Many of these documents are available online and provide a wealth of 
public information and resources. 


Additional.U.S..Federal.Guidelines.
• American Association of State Highway and Transportation Officials. (2001). AASHTO	Policy	on	Geometric	Design	of	Streets	


and	Highways. Washington, DC. www.transportation.org 


• United States Access Board. (2007). Public	Rights-of-Way	Accessibility	Guidelines	(PROWAG). Washington, D.C. http://www.
access-board.gov/PROWAC/alterations/guide.htm 


• United States Access Board. (2002). Accessibility	Guidelines	for	Buildings	and	Facilities. Washington, D.C. http://www.access-
board.gov/adaag/html/adaag.htm 


Best.Practice.Documents.
• Alta Planning + Design and the Initiative for Bicycle & Pedestrian Innovation (IBPI). (2009). Fundamentals	of	Bicycle	Boulevard	


Planning	&	Design. http://www.ibpi.usp.pdx.edu/media/BicycleBoulevardGuidebook.pdf 


• Alta Planning + Design. (2009).	Cycle	Tracks:	Lessons	Learned. http://www.altaplanning.com/App_Content/files/pres_stud_
docs/Cycle%20Track%20lessons%20learned.pdf 


• Association of Pedestrian and Bicycle Professionals (APBP). (2010). Bicycle	Parking	Design	Guidelines,	2nd	Edition.	


• City of Portland Bureau of Transportation. (2010). Portland	Bicycle	Master	Plan	for	2030. http://www.portlandonline.com/
transportation/index.cfm?c=44597 


• Federal Highway Administration. (2005). BIKESAFE:	Bicycle	Countermeasure	Selection	System. http://www.bicyclinginfo.org/
bikesafe/index.cfm


• Federal Highway Administration. (2005). PEDSAFE:	Pedestrian	Safety	Guide	and	Countermeasure	Selection	System. http://
www.walkinginfo.org/pedsafe/


• Federal Highway Administration. (2005). Report	HRT-04-100,	Safety	Effects	of	Marked	Versus	Unmarked	Crosswalks	at	Uncon-
trolled	Locations. http://www.tfhrc.gov/safety/pubs/04100/ 


• Federal Highway Administration. (2001). Designing	Sidewalks	and	Trails	for	Access. http://www.fhwa.dot.gov/environment/
sidewalk2/contents.htm 


• Rosales, Jennifer. (2006). Road	Diet	Handbook:	Setting	Trends	for	Livable	Streets.		


5	 http://nacto.org/cities-for-cycling/design-guide/


6	 http://www.access-board.gov/prowac/


7	 http://www.ada.gov/2010ADAstandards_index.htm



http://nacto.org/cities-for-cycling/design-guide/

http://www.ada.gov/2010ADAstandards_index.htm

http://www.ada.gov/2010ADAstandards_index.htm
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Recommended Method of Adoption 
What are Design Guidelines
Guidelines supplement more prescriptive, standards and provide examples of acceptable and unacceptable designs.  
They are also useful for assisting in the review of site plans and requests for adjustments or variances from the standards.  
Standards use the words “shall” and “must,” while guidelines use the words “should” and “consider.”


Design guidelines are supplemental tools used during site and street design to encourage creativity in design, allowing for 
innovative solutions, consistent with other engineering guidelines and standards, to meet community goals.  In the case of 
these Design Guidelines, the guidelines support the following goals:


1. Objective 2A, Lincoln City Bicycle and Pedestrian Plan -- Create design standards for bicycle and pedestrian facilities 
in Lincoln City that serve the needs of residents and tourists, and conform with ODOT and County standards when 
possible, but also provide flexibility for facility design in constrained settings.


2. Oregon Highway Plan Action 1.F.3 – Consideration can be made, along Scenic Byways and in Special Transportation 
Areas, for the adoption of alternate mobility standards, so as to support an integrated land use and transportation 
plan for promoting compact development, reducing the use of automobiles and increasing the use of other modes of 
transportation, promoting efficient use of infrastructure, and improving air quality.  


“… cities are authorized to adopt or modify their own practices, standards, and guidelines that may reflect differences from 
the Green Book and the HDM. If these changes generally fall within the range of acceptable practice allowed by nationally 
recognized design standards, the adopting agencies are protected from liability to the same extent they would be if they 
applied the Green Book or the HDM.” 1  Lincoln City aso has undertaken many district planning processes that have gener-
ated stand-alone plans with street and building guidelines.  


In What Ways can they be institutionalized?
Because Guidelines are “should” documents and not “must” documents, they typically are adopted by resolution.  The adop-
tion of the Bicycle and Pedestrian Plan will be undertaken by the City Council, and if the Design Guidelines are a chapter 
of that Plan they will, by their inclusion, also be adopted.  The adoption of Design Guidelines as a component of the Plan, 
however, may not in and of itself result in the use of the Guidelines.  Design Guidelines that are nestled within a planning 
document of one city department’s library are unlikely to receive wide review and use, unless the guidelines are specifically 
called out for inclusion in the discretionary review or capital improvement project development processes.  


There are other adoption processes that could cause the Design Guidelines to become accessible and useful for creating 
walkable and bikeable streets in Lincoln City.    Some examples of other community adoption strategies are listed in Attach-
ment A included at the back of this document.


Some options include:


• Adoption as a chapter of the Plan


• Adoption as a chapter of the Plan with an Implementation Strategy to have the create a design review area that 
requires use of the Guidelines by Ordinance


• The creation of a review district in the Zoning Ordinance, with reference to the appropriate Standards and Guidelines 
to use within that district; 


• The creation of a review district in the Zoning Ordinance, which also specifies precisely the standards and guidelines 
for the review district; 


• Separate Adoption by Resolution


• Adoption by authorization of the Council, through signature of the Public Works or Planning Director 


1	 Active	Living	Design	Manual	(modelstreetdesignmanual.com)
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What is the Typical Process in Lincoln City
The City’s Comprehensive Plan is adopted by Ordinance, and the accompanying Transportation Master Plan is adopted by 
Resolution.  Because the comprehensive plan is expected to be a living document, subject to periodic review, an amendment 
may be justified when significant change in community attitudes has occurred.  If the amendment proposes a change in 
implementation strategies, that change is considered a major amendment, requiring review by the Planning Commission, 
Special Committee(s) or affected Agencies.  


The final action for adoption rests with the City Council, after the proposed amendment is presented for review to the 
planning commission, the public, all city departments, review committees and affected agencies.  The City Attorney can best 
determine if the Design Guidelines represent a change in implementation strategies, and for the purpose of this working 
paper, it is suggested that the Design Guidelines do represent a significant change, and could ultimately be subject to adop-
tion by resolution.  Resolutions are non-binding, unenforceable  statements.  


Other Design Guidelines within the City have been adopted and incorporated through Ordinance in the Lincoln City Mu-
nicipal Code (LCMC).  The benefit of creating special design districts and reference to standards and guidelines in Ordinance 
is that the district’s design standards and guidelines then have the force of law.  There can be no doubt as to whether the 
guidelines should be used for guiding design.  


When a site plan review is required by ordinance, the designer is intended to utilize the Design Guidelines creatively to create 
a project consistent with those guidelines.  Existing design standards and guidelines in Lincoln City include: 


• Lincoln City Commercial Design Standards (https://scholarsbank.uoregon.edu/xmlui/bitstream/handle/1794/8115/
Lincoln_City_Commercial_Design_Guidelines.pdf?sequence=1).  The Standards and Guidelines are codified by ordinance 
in the Lincoln City Municipal Code 17.74.030. 


• Nelscott Community Vision Plan (http://reneaugraphics.com/html/nelscott_vision_pdf.html) with Design Standards and 
Guidelines codified by ordinance in the Lincoln City Municipal Code 17.34.070.


• Oceanlake Redevelopment Plan Design Guidelines  (https://scholarsbank.uoregon.edu/xmlui/bitstream/han-
dle/1794/5604/Lincoln_City_Oceanlake_Redevelopment_Plan.pdf?sequence=1) are codified by ordinance in the Lincoln 
City Municipal Code 17.50.


• Taft Redevelopment Plan with Taft Village Core Zone Standards and Guidelines as codified by ordinance in the Lincoln 
City Municipal Code 17.45


For each of these documents the LCMC describes the difference between standards and guidelines, explaining that the code 
sections provide intent statements, followed by standards and guidelines. Most sections contain objective standards and 
approval criteria; however some criteria require the reviewing body to apply discretions.  Where discretion is involved, the 
code provides guidelines to assist the reviewing body in evaluating a proposal.
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Recommendations
 
The Design Guidelines will be more immediately accessible to the community if they are adopted by Resolution separately from 
the Plan.  Following this action, the Guidelines and Standards should be codified into the Zoning Ordinance, similar to other 
Guidelines and Standards in Lincoln City.   


Other recommendations to increase use of the guidelines include the following:  


1. Develop a project start for that directs all Public Works and Land Development Project Planners to the appropriate design 
guidelines.


2. Provide the design guidelines in an active web based document that provides clickable links to other relevant documents, 
and frequent bookmarks that allow the user quick access to sections relevant to his or her project


3. Create a photo library of examples of recent projects that have met the intent of the design guidelines.


4. Amend any zoning, land use or transportation codes to refer to the required use of the Design Guidelines in project review.


5. Require Public Works Projects to go through project review. 


6. Develop supplemental materials to complement the design guidelines and inform their use, such as:


• Checklists for project development


• Checklists for project review


• Readers guide to design guidelines 


• A Project Roles and Responsibilities checklist to specify which Design Guidelines are relevant to which Design Review 
district


• Staff training manual on selection and use of design guidelines
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Attachment A


Guide Adoption.Mechanism Recommendation
Direction.to.Staff.and.
Review.Committees


City.of.Tacoma.
Complete.Streets.
Design.Guidelines


City Council Adoption by Reso-
lution, following review by CC 
Committee


Direction to staff to implement 
the recommended changes


adoption of these guidelines 
would lead into a second phase 
potentially including code 
review, development of engi-
neering standards implement-
ing the guidelines, and other 
implementation steps


Sacramento.Central.
City.Urban.Design.
Guidelines


Action: 1) Reviewed 
b) an Ordinance to amend Sec-
tion 17.96.020 of the Sacramen-
to City Code (The Zoning Code) 
relating to Design Guidelines 
applicable to the Central Busi-
ness District Special Planning 
District; c) an Ordinance to Es-
tablish the Central Core Design 
Review District and Amending 
the Boundaries of the Central 
City Design Review District; 
d) Resolution to adopt the 
Central City Urban Design 
Guidelines for the Central City 
and Central Core Design Review 
Districts


…primary focus is to provide 
direction to City departments 
and decision-makers respon-
sible for the design, implemen-
tation and maintenance of 
improvements within City parks 
and public rights-of-way; The 
guidelines in this document are 
intended to provide direction 
rather than prescriptive require-
ments. The City Commission or 
Director responsible for design 
review shall have the authority 
to waive individual guidelines 
for specific projects where it 
is found that such waiver will 
better achieve the design policy 
objectives than strict applica-
tion of the guidelines.


Intended to inform the design 
review of individual projects


Seattle.Design.
Guidelines


The design guidelines form the 
backbone of the design review 
process. City Council adopts the 
guidelines and instructs DPD, 
the Design Review Board and 
planners to use them when 
reviewing a project


The design guidelines are 
intended for a variety of audi-
ences including developers,
design professionals, neigh-
bors, community members, 
Design Review Board members, 
Department of Planning and 
Development (DPD) staff, and 
the general public. Each has a 
specific role in the City’s design 
review process. The
guidelines provide all parties 
with a clear understanding of 
what the City urges
project applicants to strive for 
in designing new development.


AN ORDINANCE relating to 
land use and zoning; amending 
the…  the Seattle Municipal 
Code to clarify the purpose and 
intent of Design Review and 
the authority and scope of the 
Design Review
Board; adopting updated 
Seattle Design Guidelines for 
citywide application, except for
Downtown; and adopting refor-
matted neighborhood-specific 
design guidelines.
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Guide Adoption.Mechanism Recommendation
Direction.to.Staff.and.
Review.Committees


San.Clemente.CA.
Design.Guidelines


The Design Guidelines are used 
to evaluate proposed develop-
ment projects subject to Dis-
cretionary Design Review. They 
are recommended as desirable 
design principles for other 
projects in the city not subject 
to Design Review. All property 
owners, developers and design 
professionals are encouraged 
to carefully review these Design 
Guidelines before commencing 
planning and design studies, 
and to consult with the City’s 
Community Development staff 
should questions or the need 
for interpretation occur. These 
guidelines were adopted in 
1991.


Overlake.Village,.
Washington.Street.
Design.Guidelines


Adopted by resolution The Overlake Village Street 
Design Guidelines
will be used by the City and 
developers to
ensure a unified urban design 
for streetscapes
in Over lake Village. The City, 
private developers and agen-
cies are expected to
adhere to the standards in this 
document as
closely as possible when con-
structing street
improvements, in consultation 
with the City of Redmond Tech-
nical Committee. In addition, 
the Street Requirements chap-
ter is designated an appendix 
to the Redmond Zoning Code 
and so has regulatory force.
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Memo 4: Bicycle and Pedestrian Systems 


1. Introduction  
This memorandum recommends bicycle and pedestrian facility improvements in Lincoln City. It 
builds on previous technical work completed for the Lincoln City Biking and Walking Plan as well 
as feedback and concerns heard from the Lincoln City community.  


Memo #1 developed a vision for the bicycle and pedestrian system and established goals and 
objectives for the project. Memo #2 described existing conditions of bicycle and pedestrian 
facilities and identified deficiencies and needs for bicycle and pedestrian travel within the city. 
Memo #3 provided a comprehensive guide to design treatments for both bicyclists and 
pedestrians, and provided some examples of where those treatments could be applied within 
Lincoln City. 


Input from the Lincoln City community on needs for improvement to biking and walking facilities 
has been received in several ways. The project website, www.lincolncitypedbike.org, has been 
active since September 2011 and received several comments. An online questionnaire that was 
also available in hard copy was active from September 2011 to February 2012; over 100 
responses were received to that questionnaire. The project team held an open house on January 
28, 2012 that over 200 people attended that open house. Also, the 18-member Project Advisory 
Committee (PAC) has met three times over the course of the year to provide input and guidance 
to the project team. All of the input received through those channels has helped to inform the 
recommendations in this memo. 


The rest of this memo is divided into six sections:  


• Section 2 of this memo begins by identifying roadway types within Lincoln City and 
recommends short-term and long-term pedestrian and bicycle facility improvements that 
are appropriate for each type of roadway.  


• Section 3 recommends specific roadway types for each street within Lincoln City.  


• Section 4 documents needs for improvements to existing crossings of US 101, as heard 
through public feedback, presents general recommendations for intersection 
improvements to consider, and discusses criteria for analysis of mid-block crossings. 


• Section 5 describes city-wide improvements and programs for bicycling and walking 
within Lincoln City.   


• Section 6 provides planning-level cost estimates for the facility improvements discussed 
in Section 3.  


• Section 7 lists bicycle and pedestrian needs identified by previous planning efforts that 
are not already included in this memo.  


• Section 8 concludes the memo by providing information on next steps in the project.  



http://www.lincolncitypedbike.org/�
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2. Roadway Types for Bicycle and 
Pedestrian Treatments  


The Walking and Biking Plan cannot address every Lincoln City street individually; consequently, 
key characteristics of the streets in Lincoln City, as shown in Table 2.1, provide the basis for 
grouping streets into roadway types. The various types of roads identified are related to, but do 
not directly match up with a typical street classification. This is because street classifications are 
often based on motor traffic volumes only, and the types presented here incorporate the 
importance of roads to walking and biking. The plan recommends pedestrian and bicycle design 
treatments for each type.  


Table 2.1 
Street Characteristics and Components 


Characteristics Components 
1. Speed & Volume Roadway Speeds (perceived) 


 Traffic Volumes (perceived) 


2. Connections Primary Land Uses 


 Connection to Bicycle & Pedestrian Trip 
Generator 


Primary land uses are either commercial (including hotels), residential, or mixed.  
Connections to bicycle and pedestrian trip generators were based on the work done in Memo #2.  
 


For Table 2.1; roadway speeds and traffic volumes are based on the perception of the non-
motorized user, as identified through the project advisory committee and public input. The local 
streets are all posted at a 25 mile-per-hour speed limit. This is not necessarily observed on all 
streets, but actual speeds are not documented.   


The typology does not include constraints, such as right-of-way width, environmental issues and 
topography at this planning-level stage. Including constraints as street characteristics would 
provide more information about each roadway. This planning-level analysis, however, lacks the 
level of detail available during the engineering phase of a project to determine the constraints 
on a given roadway, and could eliminate possible treatment options unnecessarily. Table 2.2 
applies a scoring matrix to key street characteristics.  
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Table 2.2 
Street Characteristic & Component Scoring Matrix 


Characteristic Component 3 Points 2 Points 1 Point 
1. Speed & Volume Roadway Speeds High Medium Low 


 Traffic Volumes High Medium Low 


2. Connections Primary Land Uses Commercial Mixed Residential 


 Bicycle & Pedestrian Trip 
Generator 


Primary Secondary Tertiary 


Using the matrix above, the highest possible score, reflecting greatest need for walking and 
biking treatments, is 12, while the lowest possible score is 4. Every roadway in Lincoln City was 
scored using the matrix in Table 2.2, with the results shown on Figures 3-1, 3-2, and 3-3 in the 
next section. 


By analyzing the roadway scores and answering the questions posed below in Table 2.3, 
appropriate design treatments for each roadway emerged. 


Table 2.3 
Street Characteristics and Question 


Characteristics Question  
1. Speed and Volume How much protection/separation is 


desired/necessary for walkers and bikers? 


2. Connections How many walkers and bikers do we expect to 
see on this street?  


 
From that analysis, the following roadway types were developed: 


Table 2.4 
Lincoln City Roadway Types 


Roadway Type Score Range Examples 
US 101 12 US 101 


High-Use local streets 9-11 NW 39th, NE Holmes Rd 


Medium-Use local streets 6-8 NW Logan Rd (north of NW 50th) 


Low-Use local streets 4-5 SE Neptune Ave., NW Keel Ave 


 


Table 2.5 and 2.6 show each roadway type with a recommended bicycle and pedestrian design 
treatment, as well as alternative treatments for consideration in the short-term or where the 
long-term recommended treatment is not feasible.  
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Table 2.5 
Lincoln City Roadway Types with Recommended Design Treatments 


Typology Recommended Alternatives  
A. US 101  A B C 


Pedestrians  


 


Sidewalk 


 


Shared Use Path 


 


Shared Use Shoulder 
 
 


Bicyclists  


 
Bike Lane 


 
Sharrows 


 


Shared Use Path 
 


Shared Use Shoulder 


B. High-Use local 
streets 


    


Pedestrians  


 


Sidewalk 


 


Shared Use Path 


 
 


 


Bicyclists  


 
Bike lane 


 


Sharrows 


 


Shared Use Path + Sharrows   


Traffic Calming  


 


Speed Humps 


 


Traffic Circle 


 


Chicanes   
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Table 2.5 (continued) 
Lincoln City Roadway Types Recommended Design Treatments 


Typology Recommended Alternatives  
C. Medium-Use local streets  A   


Pedestrians  


 


Sidewalk 


Pedestrian Path – An unpaved, ADA-accessible 
path, minimum of 5’ in width, adjacent to the 


roadway for use by pedestrians. Graphic coming.  
  


Bicyclists  


 


Sharrows 


 
 
 


  


Traffic Calming 


 
Traffic circles / chicanes 


 
Speed Humps 


  


D. Low-Use local streets     


Pedestrians  


 


Sidewalk 


 
Pedestrian Path or Shared Street (existing) 


Bicyclists  


 


Existing 


 
Sharrows on identified neighborhood greenways 


Traffic Calming  


 


One-way couplets / Chicanes 


 
One-way couplets 
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3. Recommended Roadway Types for 
Streets in Lincoln City 


The recommendations in this section are laid out by sections of the city, as in previous memos. 
The three sections are: 


• North Lincoln City (northern boundary to N 21st Street) 


• Central Lincoln City (N 21st Street to S 14th Street) 


• South Lincoln City (S 14th Street to southern boundary) 


Each section includes: 


• Tables organized by Roadway Type; and 


• A map showing Roadway Type for each street 
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North Lincoln City Roadways by Type 
All roadways not listed are classified as low-use local roads. 


Table 3.1 
North Lincoln City Roadway Types 


Roadway Type 
US 101 US 101 


NW 40th Street High-Use local street 


NW 40th Place High-use local street 


NW 44th Street High-Use local street 


NW Logan Road  High-Use local street 


NE 22nd Street High-Use local street 


NE 28th Street High-Use local street 


NE Holmes Road High-Use local street 


NE West Devils Lake Road High-Use local street 


NW 30th Street High-Use local street 


NW 39th Street High-Use local street 


NW Jetty Avenue High-Use local street 


NW 31st Place High-Use local street 


NE East Devils Lake Road High-Use local street 


NE Johns Avenue Medium-Use local street 


NE Neotsu Drive Medium-Use local street 


NW 28th Street Medium-Use local street 


NW 26th Street Medium-Use local street 


NW 25th Street Medium-Use local street 


NE West Devils Lake Blvd Medium-Use local street 


NE Voyage Avenue Medium-Use local street 


NE Port Lane Medium-Use local street 


NE Surf Avenue Medium-Use local street 


NE Devil’s Point Drive Medium-Use local street 
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Figure 3-1: Roadways in North Lincoln City by Type 
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Central Lincoln City Roadways by Type 


All roadways not listed are classified as low-use local roads. 
Table 3.2 
Central Lincoln City Roadway Types 


Roadway Type 
US 101 US 101 


NE 14th Street High-Use local street 


NE West Devils Lake Rd High-Use local street 


NW 14th Street High-Use local street 


NW 15th Street High-Use local street 


NW 12th Street High-use local street 


NW Inlet Ave High-use local street 


NW 2nd Drive High-use local street 


NW Harbor Ave High-Use local street 


NW Jetty Ave High-Use local street 


SE Devils Lake Rd   High-Use local street 


SE 3rd Street Medium-Use local street 


SW 11th Drive Medium-Use local street 


SW Coast Ave Medium-Use local street 


SW Ebb Ave Medium-Use local street 


SW 12th Street Medium-Use local street 


SW Fleet Drive Medium-Use local street 


NE Oar Place Medium-Use local street 


NE 1st Street Medium-Use local street 


NE 6th Drive Medium-Use local street 


SE Port Avenue Medium-Use local street 


SE Oar Avenue (south of SE 8th) Medium-Use local street 


SE 14th Street Medium-Use local street 
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Figure 3-2: Roadways in Central Lincoln City by Type 
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South Lincoln City Roadways by Type 
All roadways not listed are classified as low-use local roads. 
Table 3.3 
South Lincoln City Roadway Types 


Roadway Type 
US 101 US 101 


SE High School Drive High-Use local street 


SE 48th Place High-Use local street 


SE 19th Street High-Use local street 


SW 51st Street High-Use local street 


SE 51st Street Medium-Use local street 


SW 24th Drive Medium-Use local street 


SW Coast Avenue Medium-Use local street 


SW Anchor Avenue Medium-Use local street 


SW 35th Street Medium-Use local street 


SW Coast Ave Medium-Use local street 


SW Dune Ave Medium-Use local street 


SW 50th Street Medium-Use local street 


SE 48th Place Medium-Use local street 


SE 32nd Street Medium-Use local street 


SE Fleet Avenue Medium-Use local street 


SE Spy Glass Ridge Drive Medium-Use local street 


SW 48th Street Medium-Use local street 


SW Ebb Avenue Medium-Use local street 


SW Jetty Avenue Medium-Use local street 


SW 62nd Street Medium-Use local street 


SW Fleet Avenue Medium-Use local street 


SW 69th Street Medium-Use local street 


SW Inlet Avenue Medium-Use local street 


SW 63rd Street Medium-Use local street 


 


 


 







 


MEMO 4: BICYCLE AND PEDESTRIAN SYSTEMS 13 


Figure 3-3: Roadways in South Lincoln City by Type 
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4. Crossings of US 101  
This section discusses needs and recommendations for improvements to crossings of US 101. 


Feedback from the Public on Specific Intersections 
Many members of the public commented about the need for improvements to existing 
intersections along US 101. This feedback was provided through the project website, the two 
project open houses, and the PAC. Table 4.1 documents feedback heard about specific needs for 
specific intersections. 


 
Table 4.1 
Public Feedback on Existing Intersections of US 101  
 


NORTH LINCOLN CITY CENTRAL LINCOLN CITY SOUTH LINCOLN CITY 


US 101 
intersection 


Feedback from 
citizens* 


US 101 
intersection 


Feedback from 
citizens* 


US 101 
intersection 


Feedback from 
citizens* 


NE East Devils Lake 
Road 


Suggest adding a 
traffic light here 


NE 21st Street ---- SW Fleet Ave Limited 
visibility 


NE Neotsu Drive Pinch point for 
bicyclists 


NW 21st Street ---- SW 5th Street ---- 


NE West Devils 
Lake Road 


Safety concerns NW 20th Street Need better 
stop lights 


SW Galley Ave Crosswalk 
signal obscured 


Left turning 
vehicles need 


to yield to 
pedestrians 


NE Logan Road No access for 
wheelchairs and 


strollers to 
Lighthouse Square 


NW 19th Street ---- SE 9th Street  ---- 


NW 40th Street Limited visibility due 
to landscaping 


Need better stop 
lights 


NW 18th Street ---- SW 11th Street ---- 


NW 39th Street Sidewalks on north 
side of intersection 
(both east and west 


sides of 101) are 
lacking 


NW 17th Street ---- SE East Devils 
Lake Road/SW 


12th Street 


Telephone pole 
creates sudden 
restricted bike 
lane, which can 
place bicyclist 


in way of 
vehicles 


NE/NW 36th Street ---- NE/NW 15th Street ---- SW 13th Street  
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NORTH LINCOLN CITY CENTRAL LINCOLN CITY SOUTH LINCOLN CITY 


US 101 
intersection 


Feedback from 
citizens* 


US 101 
intersection 


Feedback from 
citizens* 


US 101 
intersection 


Feedback from 
citizens* 


NE 35th Street ---- NE/NW 14th Street ---- SW/SE 14th 
Street 


Overly wide 
crosswalk – 
because the 
crosswalk is 
diagonal, it 


maximizes the 
distance the 
pedestrian 


must walk and 
is exposed to 
vehicles. The 


south side has 
no crosswalk. 


NE/NW 34th Street Need pedestrian 
access to existing 


crosswalk 


NE/NW 13th Street ---- SW/SE 16th 
Street 


---- 


NW 33rd Street No sidewalk; difficult 
for strollers and 


wheelchairs 


Need to increase 
visibility of 


pedestrians and 
bicyclists here 


  SE 19th Street Need traffic 
light 


NE Holmes Road No shoulder on north 
side of intersection 


for bicyclists 


NE/NW 12th Street ---- SW Bard Road ---- 


NW 30th Street Unsafe shoulder on 
south side of 
intersection 


NE 11th Street Sidewalk in 
severe disrepair 


SE 23rd Drive ---- 


NE 29th Street ---- NE 10th Street ---- SE 27th Street  ---- 


NE 28th Street Need crosswalk NE/NW 6th Drive Intersection is 
highly 


degraded 
presenting 
hazards to 


pedestrians and 
bicyclists 


SE 28th Street  


NW 28th Street Need crosswalk NW 2nd Drive ---- SW 29th Street ---- 


NW 26th Street  NE 1st Street ---- SE 31st Street ---- 


NE/NW 25th Street Need crosswalk SE 1st Street ---- SE 32nd Street Suggest traffic 
signal here 


  SE 3rd Street ---- SW 32nd Street ---- 


    SE 35th Street ---- 
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NORTH LINCOLN CITY CENTRAL LINCOLN CITY SOUTH LINCOLN CITY 


US 101 
intersection 


Feedback from 
citizens* 


US 101 
intersection 


Feedback from 
citizens* 


US 101 
intersection 


Feedback from 
citizens* 


NE/NW 22nd Street Unsafe – drivers do 
not yield to 
pedestrians 


  SW 35th Street ---- 


    S 36th Street ---- 


    SE High School 
Drive 


Sidewalk ends 
just north of 
intersection 


Suggest traffic 
signal here 


    SE 38th Street ---- 


    SE 39th Street Good spot to 
add sharrows 
on pavement 


    SW Beach Ave ---- 


    SW Coast Ave ---- 


    SE 48th Place Need mid-block 
crossing north 
of here next to 


retirement 
home to fire 


station 


    SW 50th Street Need to 
increase 


visibility of 
pedestrians and 
bicyclists here 


    SW/SE 51st 
Street 


---- 


    SE 54th Street ---- 


    SW Jetty Ave ---- 


    SW 62nd Street ---- 


    SW 63rd Street ---- 


* --- indicates that no feedback was recorded for that intersection 


Potential Intersection Improvements 
It is beyond the scope of this plan to determine specific improvements for specific intersections, 
but some improvements to consider include: 


o Providing pedestrian islands in the center of the intersections where pedestrians 
can wait. 
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o Adding “bike boxes,” which are typically implemented as painted areas of 
pavement on the right lane of a roadway where bicyclists dwell at stoplights. Bike 
boxes can eliminate the conflict between bicyclists and vehicles turning right at 
an intersection by requiring vehicles to remain behind the painted area of the 
lane – thus providing priority to bicyclists.  


o Installing audio countdown timers for pedestrians. 


o Ensuring that all corners of all intersections are ADA-compliant. 


o Installing curb extensions at major intersections to improve pedestrian sight 
distance and decrease the amount of space required to cross the roadway.  


o Following best practices for providing marked crossings for pedestrians. 
Attributes of pedestrian-friendly design include: 


o Visibility: It is critical that pedestrians at a crossing have a good view of 
vehicle travel lanes and that motorists in the travel lanes can easily see 
waiting pedestrians. 


o Legibility: Symbols, markings, and signs in use should clearly indicate what 
actions the pedestrian should take. 


o Accessibility: All features, such as curb ramps, landings, call buttons, signs, 
symbols, markings, and textures, should meet accessibility standards and 
follow universal design principles. 


o Clear Space: Crossings should be clear of obstructions. They should also 
have enough room for curb ramps and for street conversations where 
pedestrians might congregate. 


o Separation from Traffic: Design and construction should be effective in 
discouraging turning/parking vehicles from driving over the pedestrian 
area. Crossing distances should be minimized. 


o Lighting: Adequate lighting is an important aspect of visibility, legibility, 
and accessibility.  


These attributes will vary with context but should be considered in all design 
processes. However, legibility regarding appropriate pedestrian movements 
should still be taken into account during design. 


 


Criteria for Midblock Crossings 
For midblock crossings, additional factors beyond the best practices listed above 
must be taken into consideration. These factors include:  


o proximity to other crossing points (recommended to be at least 100 feet 
from the nearest side street or driveway) 
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o vehicle speed, (recommended operating speed less than 40 mph), 


o crash records,  


o traffic volumes,  


o pedestrian volumes and, 


o nearby pedestrian generators. 
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5. Other Projects and Programs  
This section discusses other types of improvements within the city that would enhance the 
bicycle and pedestrian environment. These improvements apply for all areas city-wide.  


City-Wide Projects 
• Americans with Disabilities Act (ADA) compliance. The Americans with Disabilities Act of 


1990 requires that improvements to public infrastructure be made accessible to 
individuals with disabilities. This can mean not only ensuring that mobility devices can 
safely use sidewalks, but also that persons with hearing or sight disabilities can safely 
cross the street. It is beyond the scope of this study to recommend specific places where 
ADA improvements need to be made, but the City of Lincoln City will be embarking on a 
comprehensive inventory of the ADA compliance of existing public facilities in 2012 and 
2013.  


• Improving signal timing for pedestrians. Many members of the public commented about 
a difficulty in crossing US 101 at signalized crossings due to short pedestrian walk light 
cycles . The city and ODOT work together to look at signal timing at all intersections of US 
101 with the intent of maximizing the cycle length and frequency for pedestrians. 


• Improvements to transit stops. Lincoln County Transit and the city of Lincoln City could 
work together to improve the condition and quality of transit stops in Lincoln City. 
Improvements to transit stops could include installing shelters, benches, posted 
schedules where they are lacking, adequate street-level lighting and ADA-compliant 
areas for the buses to pull up to. Table 5.1 below specifies facilities currently provided at 
existing transit stops. As shown in table 5.1, very few transit stops within the city contain 
all amenities, and many of them contain no amenities.  


Table 5.1 
Transit Stops and Existing Amenities* within Lincoln City  


Approximate 
Street Location 


Shelter Bench Pedestrian-
friendly 


environment** 


Street 
lighting 


ADA-accessible 
loading/waiting 


area 
US 101/SW 48th Pl   ---   


US 101/SE 32nd St   --- ---  


801 SW Highway 
101 


--- --- --- --- --- 


US 101/East 
Devils Lake Rd 


--- --- --- ---  


US 101/Devils 
Lake Blvd 


--- --- ---   
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Approximate 
Street Location 


Shelter Bench Pedestrian-
friendly 


environment** 


Street 
lighting 


ADA-accessible 
loading/waiting 


area 
US 101/NE 6th Dr      


US 101/SW Ebb    ---  


US 101/NE 17th --- ---    
US 101/NW 17th    ---  
US 101/SE 19th  --- --- --- --- --- 
US 101/SE 1st --- --- --- --- --- 


US 101/NE 22nd St    ---  


US 101/NW 25th --- --- --- --- --- 
US 101/NW 25th      


West Devils Lake 
Rd/NE 28th St 


   ---  


US 101/NE 34th St   ---   


US 101/NE 
Holmes Road 


  --- ---  


US 101/NW 39th 
St 


     


US 101/NW 
Logan Rd 


 ---  ---  


US 101/NW 
Logan Road 


--- --- --- --- --- 


SE 32nd and Fleet   --- ---  
SE Spyglass Ridge   ---   
SW 62nd Street   ---  --- 


US 101/NW 34th 
Street 


     


US 101 at 
Walgreen’s 


--- --- ---   


Surfwood Manor 
– SW US 101 
(Taft) 


---  --- ---  


Medical Center – 
NE West Devils 
Lake Road 


--- --- --- ---  
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* a check mark indicates that the amenity currently exists at the stop;  --- indicates that the amenity currently does 
not exist 
*a pedestrian friendly environment is one that contains pedestrian-scale buildings oriented towards the street, and 
a continuous sidewalk 


• Wayfinding signage. The city could consider developing a city-wide wayfinding plan to 
indicate to bicyclists and pedestrians the distances between major destinations. Signs 
could indicate to travelers the different neighborhoods of the city, and could point out 
destinations including schools, parks, the post office, the community center, beach 
accesses, the Tanger Outlet Mall, the Chinook Winds Casino, and others.  


Programs  
The infrastructure recommendations will provide safer, more comfortable places for further 
growth in bicycling, pedestrian and trail use. However, while improving infrastructure is critical 
to increasing bicycling rates, the importance of outreach, education, and evaluation efforts 
should not be underestimated.  


Programs connect more residents and tourists to information about new and improved facilities, 
the benefits of bicycling, and provide positive reinforcement about why and how to integrate 
bicycling into their everyday lives. In essence, these efforts market bicycling to the general public 
and provide the maximum “return on investment” in the form of more people bicycling and a 
higher degree of safety and awareness around bicycling in the Lincoln City area.  


This section contains recommendations for education, encouragement, and evaluation programs 
to pursue along with infrastructure investments. 


Social Rides 
Social rides are designed to be welcoming to inexperienced bicycle riders. They are intended to 
provide participants with a positive, low-stress bicycling experience by: 


• Creating a sense of community around bicycling  


• Modeling safe riding behavior  


• Introducing people to recommended on-road bicycling routes, and creating opportunities 
for people to ask questions and access resources.  


Rides may be aimed generally at new or less-confident riders, or they may be aimed at specific 
groups such as women, families with young children, or seniors. Rides will be more appealing if 
different each time, perhaps with different themes (e.g., public art tour, historic homes ride, 
Father’s Day family ride, park-to-park tour, etc.) and/or feature some appealing incentive to 
participate (such as free sweet treat samples from local merchants, or bike bells). 


Annual Count Program 
To determine this Plan’s success at increasing bicycling and walking rates and safety, it is 
necessary to establish an annual data collection program. At a minimum, this program should 
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tally the number of cyclists and pedestrians at key locations around the community (particularly 
at pinch points, in downtown, near schools, and on the greenways); the same locations should 
be counted in the same manner annually. For major bikeway or greenway infrastructure 
projects, baseline and post-construction user counts can be collected through this coordinated 
annual count process for maximum efficiency.  


Share the Road Campaign 
Lincoln City residents who walk and bike often feel motorists don’t understand how to interact 
with them. In order to alleviate these conflicts, a Share the Road outreach campaign is a priority.  
A Share the Road campaign should educate all roadway users about how to share the road 
courteously and safely.  The City should develop a marketing campaign to encourage bicyclists, 
pedestrians and motorists to follow the law and treat each other with respect.  The campaign 
should advocate for courteous use by all roadway users.  Elements of the program should 
include: 


• Public Service Announcements - Radio and television, which effectively reach the public 
and reinforce outreach messages 


• Print media - advertisements, editorials and articles 


• Transit sides – program information and messages on transit vehicles throughout the City 


• Signage - a city-wide program of signage to alert drivers to the presence of pedestrians 
and cyclists on local streets is needed, particularly given the large number of local streets 
where sharrows or shared street treatments are recommended. A Share-the-Road 
signage program could post signs at most entrances to local neighborhood areas from 
arterial and collector streets, and post periodic reminders on local streets with a high 
level of pedestrian and cyclist use. 


Bike and Walk to Health Campaign 
Many cities around the county are implementing health marketing campaigns to encourage 
residents to live healthy and active lifestyles.  Obesity and sedentary lifestyles are on the rise for 
both adults and children in America, and daily physical activity is a critical part of combating that 
trend.  Walking and bicycling provide a great opportunity to be active in daily life.  A Bike and 
Walk to Health Campaign is consistent with both national and local public health goals. The City 
with Public Health staff should develop a city-wide Bike and Walk to Health campaign that 
includes: 


• Website - used as a central location for information on getting started, events, advice 
from health professionals, and safety information for adults and children 


• Transit sides – use the Transit vehicles alternating messages with the Share the Road 
campaign 


• Print ads and editorials – place in community newspapers to increase the exposure of the 
campaign 
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• Developing walking maps with suggested loop routes – add health and environmental 
information, such as calories burned in a walk around a downtown loop  


• Existing and new community events and rides - promote the campaign   


• Promotion of multi-generational activities - coordination and co-sponsored events with 
Safe Routes to School 
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6. Cost Estimates  
These preliminary estimates are based on a planning-level understanding of the components, 
rather than on a detailed design.  American Society for Testing and Materials (ASTM) Standard 
E2620 defines Order of Magnitude as being cost estimates accurate to within plus 50% or minus 
30%. This broad range is appropriate given the level of uncertainty in the design at this point in 
the process. Many factors can affect final construction costs, including: 


• Final construction phasing 


• Selected alignment 


• Revisions to the design as required by local, state and federal permitting agencies 


• Additional requirements imposed by property owners as a condition of granting property 
rights (e.g., fencing, vegetated buffers, etc.) 


• Fluctuations in commodity prices during the design and permitting processes 


• Selected construction materials 


• Type and quantity of amenities (e.g., benches, lighting, bike racks, etc.) 


• Extent of landscaping desired 


• Availability of donated materials and volunteer labor 


• Property Acquisition 


As the projects progress through preliminary, semi-final and final design phases, expected 
construction costs become more accurate. 


Table 5.1 
Planning-Level Cost Estimate of Non-Motorized Facilities / Treatments 


Facility / Treatment Cost Estimate (per mile) 
Sidewalk (one-side) $300,000 


Pedestrian Path $100,000 


Shared Use Path $500,000 


Bike Lane $120,000 


Shared Lane Markings $20,000 


Speed Humps $2,000 EA 


Neighborhood Traffic Circle $15,000 EA 


Chicane $8,000 EA 
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7. Previously Identified Bicycle and 
Pedestrian Projects  


Section 4 of Memo #2 prepared for this project provides a comprehensive discussion of previous 
planning documents and work done within the city to identify pedestrian and bicycle needs, 
including the following documents:  


• Lincoln City Transportation Master Plan (July 2011 draft)  


• Lincoln City Parks Master Plan 


• Oceanlake Redevelopment Plan 


• Taft Redevelopment Plan: Rediscovering the Village 


• Cutler District Community Vision and Corridor Plan 


• Nelscott Community Vision Plan 


Many of the ideas and projects discussed in these plans were brought up again for the Walking 
and Biking Plan by members of the public or project team. Some of the ideas and projects that 
have not yet emerged within the context of this planning process were identified in other 
planning processes, because of a greater level of detail (particularly in the neighborhood plans). 
Others have not emerged simply because the focus of the planning processes has been different. 
The projects from those planning documents that were not identified by either the project team 
or the public for this plan are listed below. A comprehensive list of all bicycle and pedestrian 
projects within each plan is provided in Memo #2. 


Projects identified in the July 2011 Draft TMP 
 Install pedestrian islands/medians: 


o West Devils Lake Road 


o NW 34th Street 


o NW 28th Street 


o SE 3rd Street 


o SE 19th Street 


o S 35th Street 


o NW 26th St 


 North Gap project – 28,300 feet (5.35 linear miles) of sidewalk needed to complete sidewalk 
on Hwy 101 
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 South Gap project – 10,000 feet (1.9 miles) of sidewalk needed to complete sidewalk on Hwy 
101 


 Harbor Avenue Project NW 12th to NW 21st:  


o Construct sidewalks, curb and gutter 


o Install historic street lamps 


 Provide viewpoints at NW 17th St, NW 19th St, and NW 20th St 


 Interior Streets Project (NW 16th St, NW 17th St, NW 19th St, NE Lee Ave, NE Oar Ave) 


o Construct sidewalks, curb and gutter 


o Improve streets 


o Install historic street lamps  


Projects identified in Oceanlake Redevelopment Plan 
 Locate and install pedestrian kiosks and signage stations throughout the Oceanlake Core 


area, emphasizing the following locations: 


o NW 15th Street and US 101 (at NW Corner) 


o NW 17th Street and US 101 (at Public Parking Lot) 


o NE 15th Street and US 101 (at Public Parking Lot) 


o NW 15th Street and Harbor (at NE Corner) 


o NW 21st Street and Harbor (at future view point access) 


 Design, develop, sign and promote the Oceanlake Coast to Coast Trail, connecting the Pacific 
Ocean with Devils Lake 


 Transform NW 16th and NW 18th Streets, between the northbound and southbound legs of 
US 101, into major pedestrian spines 


 


Projects identified in Cutler District Community Vision and 
Corridor Plan 
 Cutler BayWalk: The Cutler BayWalk will provide a designated and safe pedestrian and 


bicycle access route to and from the Taft District along the Siletz Bay. Portions of this 
BayWalk project have been completed and this segment of the project was highly supported 
by the community. 
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Projects identified in Nelscott Community Vision 
 Create a bicycle and pedestrian connection between the Oregon Coast Community College 


Nelscott Campus and the Lincoln City business district 


 Create walking and bicycling trails in the Spyglass wetlands open space 


 Provide sidewalks on US 101 to connect Delake and Nelscott, and Nelscott and Taft 


 Create signalized access to Hwy 101 at 32nd Street 


 Improve 32nd Street by creating sidewalks, lighting, and a new bridge over Baldy Creek 


 Sidewalk on SW Coast Avenue from Olivia Beach Development to SW 32nd Street 


 Create a pedestrian connection using Earl Alley between the neighborhood and the beach 
(the right-of-way is located where 33rd street would have been) 


 Create the Elizabeth OceanView Walk, a connection between SW Coast Avenue and where 
SW 40th would be 


 Create a connection along Coast Avenue to Olivia Beach, to include sidewalks, landscaped 
strips, and street lighting  


 Add sidewalks along Anchor Avenue between SW 32nd and SW 35th 


 


Lincoln City Parks Master Plan - Trails 
 Logan Creek Trail (T-1): 0.64 mile unpaved trail connecting the Head to Bay trail to the beach 


in Roads End 


 Head to Bay Trail (T-2): 8.71 mile paved/boardwalk trail 


 Chinook Trail (T-3): 0.56 mile paved trail connecting Devils Lake to the beach just south of US 
101 and between NW 39th and NW 40th 


 East Devils Lake Trail (T-4): 4.74 mile unpaved trail traveling along east side of Devils Lake 


 Thompson Creek Trail (T-5): 0.54 mile unpaved trail connecting the East Devils Lake Trial to 
Devils Lake 


 Rock Creek Trail (T-6): 1.15 mile unpaved trail connecting East Devils Lake Trail back to the 
Head to Bay Trail on the south side of Devils Lake 


 Devils Lake Trail (T-7): 0.53 mile paved trail connecting Devils Lake to SE East Devils Lake Rd 


 Canyon Trail (T-8): 1.16 mile unpaved trail connecting the beach in Oceanlake to US 101 in 
the northern part of Taft 
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 Schooner Creek Trail (T-9): 0.69 mile unpaved trail traveling east from Schooner Creek 


 Taft Loop Trail (T-10): 1.04 mile paved trail or boardwalk circling Taft and connecting to the 
Head to Bay trail 


 Drift Creek Trail (T-11): 1.00 mile unpaved trail traveling east from Cutler City 
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8. Next Steps 
This is the final draft version of this memo. It incorporates feedback from the PAC and members 
of the public. This memo will be combined with the other technical memos prepared for this 
project to form the content of the Lincoln City Walking and Biking Plan.  
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1. Introduction  
This memorandum reviews financing options for implementing the Lincoln City Walking and 
Biking Plan. The discussion includes a review of historic funding of non-motorized projects in 
Lincoln City, including a summary table listing each source of funding, amounts granted or 
earned in the last five years, and the estimated potential of receiving future funding. This 
narrative also examines existing and potential federal, state, and local funding sources, and 
strategies available or recommended for pursuit.  
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2. Historic Funding of 
Bicycle/Pedestrian Projects   


The City of Lincoln City has historically used a variety of funding sources to construct bicycle and 
pedestrian facilities. A five-year summary of funding for bicycle and pedestrian projects is 
provided below in Table 2.1. Only stand-alone bicycle and pedestrian projects have been 
included in Table 2.1. General roadway projects in the past five years may have included 
improved facilities for walking and bicycling, but are not listed in the table. Further discussion of 
federal, state, and local funding sources (including references to more information about 
funding sources for ongoing programs) can be found in Section 4.  
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Table 2.1 
Historical Funding  


Source Recent Funded Project 2007 2008 2009 2010 2011 TOTAL 


ODOT - Grant 
SW US 101 Spanish Head – 48th sidewalk  


(walkway/bikeway agreement) 
X     $463,000 


ODOT – SWIP 
US 101 NW 30th – NW 35th  


west side sidewalk 
X     (included 


above) 


ODOT – SWIP 
US 101 SE 19th – SE 32nd 


Awarded pending design 
 X    $383,000 


ODOT US 101 Median islands @ Ebb Avenue and N 21st X     $30,000 


ODOT – STP Trillium Wall/sidewalk     X $85,000 


Urban Renewal Galley Ave Bay Access   X   $78,000 


Urban Renewal Cutler Rump Station Sidewalk/crosswalk  X    $52,000 


Urban Renewal Nelscott Plaza  X    $61,000 


Urban Renewal Nelscott Stairway  X    $42,000 


Urban Renewal Wallace Reef Beach Access  X    $52,000 


Urban Renewal Cutler Trails    X  $32,000 


Urban Renewal Canyon Drive Beach Access  X    $64,000 


Urban Renewal Schooner Baywalk Design     x $34,000 


Urban Renewal NW 30th US 101 Crossing X     $130,000 


Parks  SDCs Head to Bay Trail System –Phase 4    X  $354,153 


Federal Scenic 
Byways Grant Head to Bay Trail  System – Phase 4    X  $400,000 
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3. Funding Strategies 
Section 2 shows that Lincoln City has historically relied upon a mix of local, State, and Federal 
funds to pay for projects that support walking and biking. Lincoln City should continue 
pursuing funding strategies that have been successful in the past, including: 


• Use limited local funds to pay for affordable high-priority improvements, and as 
matching funds to leverage grants for more expensive improvements.  


• Identify grant funding opportunities and seek funding for high-priority projects that 
best fit the grant funding criteria.  


• Seek State funding for improvements to US 101 through the Statewide 
Transportation Improvement Program (STIP), which is Oregon’s four-year 
transportation capital improvement program.  


• Including on-street facility installation or upgrades as roadway projects are 
implemented (through design standards and Walking and Biking Plan 
recommendations) 


• Funding local street upgrades and other improvements through Local Improvement 
Districts (LIDs) and Business Improvement Districts (BIDs). 


• Pursuing statewide Safe Routes to School grants for projects that support walking 
and biking to schools. 


• Ensuring that private development provides on-site walking and cycling facilities 
through requirements in City design standards and development code. 


• Ensuring that projects from the Walking and Biking Plan are included in future Capital 
Improvement Program lists.  


In addition, the City may consider strategies for additional funding, including: 


• Explore potential state and federal funding sources that have not historically been 
used for bicycle and pedestrian projects (e.g. the Highway Safety Improvement 
Program, or the Transportation, Community, and System Preservation Program). 


• Cultivate partnerships with other local, regional, and state agencies and major 
employers to seek opportunities for cooperative provision of walking and biking 
facilities that serve the goals of these agencies and employers. Potential partners for 
provision of walking and biking facilities include Lincoln County, Lincoln County 
Transit, Lincoln County School District, Confederated Tribes of Siletz Indians, Oregon 
Coast Community College, Samaritan North Lincoln Hospital, and the Central Lincoln 
PUD. 
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• Consider sources of additional local revenue for bicycle/pedestrian infrastructure to 
fund affordable high-priority projects and to increase the level of matching funds 
available for larger grants. 


The next section identifies potential sources of additional local revenue and the level of 
funding these sources could generate, and describes existing grant funding programs for 
improvements in Lincoln City. 
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4. Funding Sources 
This section gives an overview of a variety of funding sources from the local, Federal, and state 
level, as well as the potential funding amount available through each funding source.  


Local Funding Sources 
The following section describes local funding options available to the City of Lincoln City for 
implementing bicycle and pedestrian projects contained within the Walking and Biking Plan. 
Table 3.2 identifies a variety of local funding source options, along with a potential funding 
amount from that source. It does not include several existing funding sources that are either 
capped at their existing amount, dedicated to other sources by city charter, or have a specific 
timeframe and will not be renewed. Not included are: 


• Hotel Tax – uses dedicated by city charter. 


• Electric Franchise Fee – rate is at maximum allowable. 


• System Development Charges (SDC’s) – collected as growth occurs.  


• Urban Renewal Areas (URAs) – expires in 2014.  


A brief description of the potential funding sources follows Table 3.2. All options discussed are 
legal in Oregon and in use in communities today. Some require specific action in order to 
establish the program for the first time. 


After reviewing the local funding options with members of the Project Advisory Committee and 
the public at Open House #2,  the project team asked participants to help prioritize how 
potential funding could be spent. Participants were given one dot sticker and asked to decide 
which was most important; fewer quality or higher cost improvements or more projects (higher 
quantity). The results were evenly split.  


PAC Meeting 


• Quality: 7 


• Quantity: 7 


Open House #2 


• Quality: 28 


• Quantity: 21 
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Table 3.2 
Local Funding Sources 
Potential Funding Source New Authority 


Required 
Council 
Approval 
Required 


Voter 
Approval 
Required 


State 
Approval 
Required 


Potential 
Funding 
Amount 


On-Street 
Bike 
Facilities 


Sidewalks Off-street 
Shared Use 
Facilities 


Parking  none Yes No No $80,000 - 
$200,000 


Yes Yes No 


Street User/Maintenance Fee none Yes No No $100,000 - 
$225,000 


Yes Yes No 


Local Fuel Tax  none Yes Yes No $100,000 / 
$0.01 


Yes Yes No 


Economic Improvement Districts 
(EID) 


none Yes     $15,000  No Yes No 


Local Option Tax  none Yes Yes No $100,000 / 
$0.10 


Yes Yes Yes 


Local Bond Measures  none Yes Yes No $1,000,000-
$5,000,000 


Yes Yes Yes 


Deferred Improvement 
Agreement (DIA) 


Local 
Improvement 
District 


Yes No No Varies on # of 
participants in 
LID and type of 
improvements 


No Yes Yes 


Development Requirements none No No No varies Yes Yes Yes 
Local Improvement Districts 
(LID) 


Local 
Improvement 
District 


Yes No No Varies on # of 
participants in 
LID and type of 
improvements 


No Yes Yes 
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Local Bond Measures 
Local bond measures, or levies, are usually initiated by voter-approved general obligation bonds 
for specific projects. These measures can be either a capital bond issue (for new construction 
only) or a general obligation bond. Bond measures typically have time limits on their use, based 
on the debt load of the local government or the project under focus. The city can use funding 
from bond measures for right-of-way acquisition, engineering, design, and construction of 
pedestrian and bicycle facilities. Other communities have passed transportation-specific bond 
measures featuring a significant bicycle/pedestrian facility element, such as Seattle’s “Closing 
the Gap” measure. 


Projects must be in the Capital Improvement Plan to qualify for funding through this process. 
Future transportation and/or parks bond measures should include engineering, design, and 
implementation of projects developed through the Biking and Walking Plan.  


Local Fuel Tax 
The tax on fuel in Oregon is comprised of the Federal tax per gallon ($.184), the state tax per 
gallon ($.30) and any applicable county or local taxes. Currently, 2 counties and 22 cities have 
some form of a local gas tax, with rates varying from $.01-$.05 per gallon. The City of Newport 
has two local gas tax rates - $.01 from November – May, and $.03 from June – October.  


Local gas tax revenue is commonly used for operations and maintenance of the existing street 
system, including maintenance of on-street bicycle and pedestrian facilities, and routine 
sweeping of bicycle lanes and other designated bicycle routes.  


Transportation System Maintenance Fee / Street User Fee 
The revenue generated by a Transportation System Maintenance Fee (sometimes called a 
transportation maintenance fee or a street user fee) is commonly used for operations and 
maintenance of the street system, including maintaining on-street bicycle and pedestrian 
facilities, and routine sweeping of bicycle lanes and other designated bicycle routes. In light of 
the steady decline in the real value of State Highway Trust Fund revenues, a Transportation 
Utility Fee may make sense for Lincoln City in the future. This fee is typically assessed and 
collected through a utility bill.  


Local Improvement District (LID’s) 
Local Improvement Districts (LIDs) are most often used by cities to construct localized projects 
such as streets, sidewalks, or bikeways. Through the LID process, the costs of local 
improvements are generally spread out among a group of property owners within a specified 
area. The LID can allocate the costs based on property frontage or trip generation. 
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Economic Improvement District (EID’s) 
Pedestrian and bicycle improvements, such as wider sidewalks, landscaping, and ADA 
compliance, can be part of larger efforts aimed at business improvement and retail district 
beautification. Economic Improvement Districts collect assessments or fees on businesses in 
order to fund improvements that benefit businesses and improve customer access within the 
district. Written objections by business representing one-third of a proposed assessment could 
block the proposed assessment. 


Stormwater Green Streets Funding 
Municipal water quality agencies are increasingly turning to green streets projects as a 
promising strategy to fulfill their mission to improve water quality by minimizing and treating 
stormwater runoff.  Green streets improvements can serve a secondary community benefit as 
traffic calming by adding on-site stormwater management to traffic circles, chicanes, and curb 
extensions. Fees collected by stormwater management agencies commonly are applied to a 
variety of projects, including capital investments that may include green streets efforts. 


Parking 
Lincoln City, like many cities in Oregon, does not charge for parking in either the on-street 
parking stalls or the city-owned parking facilities. For the purposes of ORS 223.810, a city may 
harge such fees as the legislative authority of the city finds fair and reasonable for the privilege 
of using the off-street parking facilities. These fees need not be limited to the cost of operation 
and administration; they also may be for revenue. Revenue from parking fees would be 
collected in the General Fund and available for the city to use on a variety of projects.  
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Federal Funding Sources  
Table 3.1 on the next page identifies several potential funding sources available at the federal 
and state level. A description of these programs is found below.  


Safe, Accountable, Flexible, Efficient Transportation Equity Act – a 
Legacy for Users (SAFETEA-LU) 
Federal funding is primarily distributed through a number of different programs established by 
Congress. The latest act, the Safe, Accountable, Flexible, Efficient Transportation Equity Act – a 
Legacy for Users (SAFETEA-LU) was enacted in August 2005 as Public Law 109-59. SAFETEA-LU 
authorized the federal surface transportation programs for highways, highway safety, and 
transit for the 5-year period 2005-2009. SAFETEA-LU legislation expired on September 30, 2009, 
but has been extended several times, most recently to September 30, 2012. No one can 
guarantee the continued availability of any listed SAFETEA-LU programs, or predict their future 
funding levels for capital improvements or their policy guidance. In Oregon, the Oregon 
Department of Transportation (ODOT) and regional planning agencies disperse federal money. 
Most, but not all, of these programs are oriented toward transportation rather than recreation, 
with an emphasis on reducing auto trips and providing inter-modal connections. Federal funding 
is for capital improvements and safety and education programs. Projects must relate to the 
surface transportation system. 


The following discusses programs within SAFETEA-LU that are applicable to bicycle and 
pedestrian projects.  More information: http://www.fhwa.dot.gov/safetealu/index.htm 


 



http://www.fhwa.dot.gov/safetealu/index.htm�
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Table 3.1 
Federal and State Potential Funding Sources 


Potential Funding Source Distributing 
Agency 


Project Selection 
Process Potential Funding Amount 


On-Street 
Bike 


Facilities 


Off-street 
Shared 


Use 
Facilities 


Sidewalks 


Highway Safety Improvement 
Program ODOT ODOT selects 


projects No stated limits Yes Yes Yes 


Recreational Trails Program OPRD Competitive grant 
$5000 minimum, no maximum; 2011 


awards ranged from $14,000 to 
$428,000 


No Yes2 No 


Transportation, Community, and 
System Preservation Program FHWA Congressional 


selection 
No stated limits; 2011 awards ranged 


from $54,000 to $3.2 million Yes Yes Yes 


New Freedom Initiative HHS Formula grants No stated limits No No Yes 


Combined TE-OBPAC Grants ODOT Competitive grant No stated limits; $20 million total 
available in 2012 Yes Yes1 Yes 


Statewide Transportation 
Improvement Program ODOT Biennial project list 


update No stated limits Yes Yes Yes 


Land and Water Conservation 
Fund OPRD Competitive grant No stated limits; 2010 awards ranged 


from $15,000 to $149,000 No Yes2 No 


Rivers, Trails, and Conservation 
Assistance Program NPS Competitive grant 


Technical assistance can preserve 
staff budget, but no monies are 


received by the agency 
No Yes3 No 


Oregon Parks and Recreation Local 
Government Grants OPRD Competitive grant 


Three programs: Small Grants (no 
minimum, maximum $75,000); Large 
Grants (maximum $1,000,000); Small 


Community Planning Grants 
(maximum $25,000). 


Yes Yes Yes 


Oregon Flexible Funds ODOT Competitive grant Minimum $50,000, maximum $2.1 
million Yes Yes Yes 


Notes:     
ODOT: Oregon Department of Transportation   
OPRD: Oregon Parks and Recreation Department   
FHWA: Federal Highways Administration   
HHS: US Department of Health and Human Services   
NPS: National Parks Service     
1. Must have transportation function    
2. Must have recreation function     
3. Technical assistance only; no capital funds   
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Transportation Enhancements 
A federal program administered by the Oregon Departments of Transportation, the 
Transportation Enhancements (TE) program is funded by a set-aside of Surface Transportation 
Program (STP) monies. Ten percent of STP funds are designated for Transportation 
Enhancement (TE) activities, which include the “provision of facilities for pedestrians and 
bicycles, provision of safety and educational activities for pedestrians and bicyclists,” and the 
“preservation of abandoned railway corridors (including the conversion and use thereof for 
pedestrian and bicycle trails)” 23 USC Section 190 (a)(35). Other TE categories are Historic 
Preservation; Landscaping and Scenic Beautification; and Environmental Mitigation. Projects 
must serve a transportation need. TE grants can be used to build a variety of pedestrian, bicycle, 
streetscape, and other improvements that enhance the cultural, aesthetic, or environmental 
value of transportation systems. The statewide grant process is competitive. 


More information: http://www.oregon.gov/ODOT/HWY/LGS/enhancement.shtml 


Safe Routes to School  
ODOT administers Oregon’s portion of the national Safe Routes to School (SRTS) program. Under 
the Oregon Safe Routes to School Program, approximately $3.7 million has been available for 
grants between 2006 and 2010. The grants can be used to identify and reduce barriers and 
hazards to children walking or bicycling to school. ODOT estimates that they have received an 
average of $1.37 million annually for this program through the lifetime of SAFETEA-LU. 


More information: http://www.oregon.gov/ODOT/TS/saferoutes.shtml 


Surface Transportation Program  
The Surface Transportation Program (STP) provides states with flexible funds which may be used 
for a variety of projects on any federal-aid highway including the national highway system, 
bridges on any public road, and transit facilities. Bicycle and pedestrian improvements eligible 
under the STP include on-street facilities, off-road trails, sidewalks, crosswalks, bicycle and 
pedestrian signals, parking, other ancillary facilities, and modification of sidewalks to comply 
with the requirements of the Americans with Disabilities Act (ADA). 


As an exception to the general rule described above, STP-funded bicycle and pedestrian facilities 
may be located on local and collector roads that are not part of the federal-aid highway system. 
In addition, bicycle-related non-construction projects, such as maps, coordinator positions, and 
encouragement programs, are eligible for STP monies. ODOT receives an estimated $84 million 
annually for this program.  


More information: http://www.fhwa.dot.gov/safetealu/factsheets/stp.htm 
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http://www.oregon.gov/ODOT/TS/saferoutes.shtml�

http://www.fhwa.dot.gov/safetealu/factsheets/stp.htm�
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Highway Safety Improvement Program 
This program helps communities implement projects designed to achieve significant reductions 
in traffic fatalities and serious injuries on all public roads, bikeways, and walkways. This program 
includes the Railway-Highway Crossings Program and the High Risk Rural Roads Program. ODOT 
will receive an estimated $14 million annually for this program. Though Lincoln City has not 
historically received these monies, the City could pursue Highway Safety Improvement Program 
funds for on- or off-street projects seeking to reduce serious crashes at highway or railway 
crossings or on rural roads. 


More information: http://safety.fhwa.dot.gov/hsip/resources/fhwasa09030/ 


http://www.oregon.gov/ODOT/HWY/TRAFFIC-ROADWAY/highway_safety_program.shtml 


Recreational Trails Program 
The Recreational Trails Program (RTP) of the federal transportation bill provides funding to 
states to develop and maintain recreational trails and trail-related facilities for both non-
motorized and motorized recreational trail uses. Examples of trail uses, for example, include 
hiking, bicycling, in-line skating, and equestrian use. These monies are available for both paved 
and unpaved trails, but may not be used to improve roads for general passenger vehicle use or 
to provide shoulders or sidewalks along roads. 


Recreational Trails Program funds may be used for:  


• Maintenance and restoration of existing trails 


• Purchase and lease of trail construction and maintenance equipment  


• Construction of new trails, including unpaved trails 


• Acquisition or easements of property for trails 


• State administrative costs related to this program (limited to seven percent of a state's 
RTP dollars)  


• Operation of educational programs to promote safety and environmental protection 
related to trails (limited to five percent of a state's RTP dollars) 


In Oregon, the Recreational Trails Program is administered by the Oregon Parks and Recreation 
Department (OPRD) as a grant program. This grant is specifically designed to pay for recreational 
trail projects rather than utilitarian transportation-based projects. The City of Lincoln City could 
pursue RTP grants for trail portions of the Walking and Biking Plan, but because most of the 
projects identified are on-street facilities designed to serve a transportation function, many 
projects would not be eligible. Proposed shared-use paths, such as the Head to Bay Trail, are the 
most likely facility type to be funded through the Recreational Trails Program. 


More information: http://www.oregon.gov/OPRD/GRANTS/trails.shtml 
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Transportation, Community, and System Preservation Program 
The Transportation, Community, and System Preservation (TCSP) Program provides federal 
funding for transit-oriented development, traffic calming, and other projects that improve the 
efficiency of the transportation system, reduce the impact on the environment, and provide 
efficient access to jobs, services, and trade centers. The program is intended to provide 
communities with the resources to explore the integration of their transportation system with 
community preservation and environmental activities. The TCSP Program funds require a 20 
percent match.  


Relatively few Oregon communities have received monies from this program since 1999, and a 
majority of projects are highway-related efforts. The potential for winning funding for the 
Walking and Biking Plan projects is thus rated as low, though if Lincoln City has not applied for 
funding in the past, it may be worth pursuing for selected bicycle, pedestrian, and multimodal 
projects that meet the grant criteria. 


More information: http://www.fhwa.dot.gov/tcsp/ 


New Freedom Initiative 
SAFETEA-LU created a new formula grant program that provides capital and operating costs to 
provide transportation services and facility improvements that exceed those required by the 
Americans with Disabilities Act. Examples of pedestrian/accessibility projects funded in other 
communities through the New Freedom Initiative include installing Accessible Pedestrian Signals 
(APS), enhancing transit stops to improve accessibility, and establishing a mobility coordinator 
position.  


More information: http://www.hhs.gov/newfreedom/ 


Congestion Mitigation/Air Quality Program 
The Congestion Mitigation/Air Quality Improvement Program (CMAQ) provides funding for 
projects and programs in air quality non-attainment and maintenance areas for ozone, carbon 
monoxide, and particulate matter which reduce transportation related emissions. These federal 
dollars can be used to build bicycle and pedestrian facilities that reduce travel by automobile.  
Lincoln City has not historically been ranked as an air quality non-attainment or maintenance 
area, and has therefore not been eligible for CMAQ funding for projects. Lincoln City likely will 
not qualify for the CMAQ program in the near-term. 
 


More information: http://www.fhwa.dot.gov/environment/air_quality/cmaq/ 


Partnership for Sustainable Communities 
Founded in 2009, the Partnership for Sustainable Communities is a joint project of the 
Environmental Protection Agency (EPA), the U.S. Department of Housing and Urban 
Development (HUD), and the U.S. Department of Transportation (USDOT). The partnership aims 
to “improve access to affordable housing, more transportation options, and lower 
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transportation costs while protecting the environment in communities nationwide.” The 
partnership is based on five livability principles, one of which explicitly addresses the need for 
bicycle and pedestrian infrastructure: “Provide more transportation choices: Develop safe, 
reliable, and economical transportation choices to decrease household transportation costs, 
reduce our nation’s dependence on foreign oil, improve air quality, reduce greenhouse gas 
emissions, and promote public health”. 


The partnership is not a formal agency with a regular annual grant program. Nevertheless, it is 
an important effort that has led to some new grant opportunities, including both TIGER I and 
TIGER II grants.  


More information: http://www.epa.gov/smartgrowth/partnership/ 


Community Development Block Grants 
The Community Development Block Grants (CDBG) program provides money for streetscape 
revitalization, which may be largely comprised of pedestrian improvements. Federal CDBG 
grantees may “use Community Development Block Grants funds for activities that include (but 
are not limited to): acquiring real property; reconstructing or rehabilitating housing and other 
property; building public facilities and improvements, such as streets, sidewalks, community and 
senior citizen centers and recreational facilities; paying for planning and administrative 
expenses, such as costs related to developing a consolidated plan and managing Community 
Development Block Grants funds; provide public services for youths, seniors, or the disabled; 
and initiatives such as neighborhood watch programs.”  


More information: 
http://portal.hud.gov/hudportal/HUD?src=/program_offices/comm_planning/communitydevelo
pment/programs 


Land and Water Conservation Fund 
The Land and Water Conservation Fund (LWCF) provides grants for planning and acquiring 
outdoor recreation areas and facilities, including trails. Funds can be used for right-of-way 
acquisition and construction. The program is administered by the Oregon Parks and Recreation 
Department as a grant program.  


Any Walking and Biking Plan projects located in future parks could benefit from planning and 
land acquisition funding through the LWCF. Trail corridor acquisition can be funded with LWCF 
grants as well, but historically few trails have been proposed compared to parks.  


More info: http://www.oregon.gov/OPRD/GRANTS/lwcf.shtml 


Rivers, Trails, and Conservation Assistance Program 
The Rivers, Trails, and Conservation Assistance Program (RTCA) is a National Parks Service (NPS) 
program providing technical assistance via direct NPS staff involvement to establish and restore 
greenways, rivers, trails, watersheds and open space. The RTCA program provides only for 
planning assistance—no implementation monies are available. Projects are prioritized for 
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assistance based on criteria including conserving significant community resources, fostering 
cooperation between agencies, serving a large number of users, encouraging public involvement 
in planning and implementation, and focusing on lasting accomplishments. This program may 
benefit trail development in Lincoln City indirectly through technical assistance, particularly for 
community organizations, but should not be considered a future capital funding source. 


More info: http://www.nps.gov/pwro/rtca/who-we-are.htm  


State Funding Sources  
Oregon Bicycle and Pedestrian Program Grants (OBP) 
The Pedestrian and Bicycle Grant Program is a competitive grant program providing 
approximately $5 million every two years to Oregon cities, counties, and ODOT regional and 
district offices for design and construction of pedestrian and bicycle facilities. Proposed facilities 
must be within public rights-of-way. Grants are awarded by the Oregon Bicycle and Pedestrian 
Advisory Committee and administered by ODOT.  


More information: http://www.oregon.gov/ODOT/HWY/BIKEPED/grants1.shtml 


http://www.oregon.gov/ODOT/TD/AT/pages/te_obpac.aspx 


Oregon Parks and Recreation Local Government Grants 
The Oregon Parks and Recreation Department (OPRD) administers a Local Government Grants 
program using Oregon Lottery revenues. The grants may pay for acquisition, development, and 
major rehabilitation projects for public outdoor park and recreation areas and facilities. The 
amount of money available for grants varies depending on the approved OPRD budget. Grants 
are available for three categories of projects: small projects (maximum $50,000 request), large 
projects (maximum $750,000 request, or $1,000,000 for land acquisition), and small community 
planning projects (maximum $25,000 request). Lincoln City has not received any awards through 
this program in the past, but many projects identified in this plan would meet the grant eligibility 
requirements. 


More information: http://www.oregon.gov/OPRD/GRANTS/local.shtml 


Statewide Transportation Improvement Program  
The Statewide Transportation Improvement Program (STIP) is ODOT’s short-term capital 
improvement program, providing project funding and scheduling information for the 
department and Oregon’s metropolitan planning organizations. STIP project lists are updated 
every two years, with four-year project lists. The current cycle covers projects from 2010-2013, 
and the 2012-2015 STIP is under development. Project lists are developed through the 
coordinated efforts of ODOT, federal and local governments, Area Commissions on 
Transportation, tribal governments, and the public.  


In developing this program, ODOT must verify that the identified projects comply with the 
Oregon Transportation Plan, ODOT Modal Plans, Corridor Plans, local comprehensive plans, and 
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SAFETEA-LU planning requirements (including this Walking and Biking Plan). The STIP must fulfill 
federal planning requirements for a staged, multi-year, statewide, intermodal program of 
transportation projects. Specific transportation projects are prioritized based on federal 
planning requirements and the different state plans. ODOT consults with local jurisdictions 
before highway-related projects are added to the STIP. Stand-alone bicycle/pedestrian projects 
are an eligible funding category, and multi-modal roadway projects that contain a planned 
pedestrian or bicycle improvement can also be funded through this mechanism.  


Oregon STIP funds currently have paid for or will pay for numerous stand-alone 
bicycle/pedestrian projects and programs, including Safe Routes to School programs and 
infrastructure improvements, bicycle parking at schools, preliminary engineering, construction, 
and rehabilitation of numerous path segments. The current STIP also includes pavement 
preservation and modernization of a large number of multimodal facilities, which will benefit 
walking and bicycling infrastructure along those roadways. The adopted 2010-2013 STIP is 
already an excellent funding source for bicycle/pedestrian projects, and future updates to the 
STIP should be considered an important opportunity for projects identified in this plan. 


More information: http://www.oregon.gov/ODOT/HWY/STIP/ 


Other State Programs 
State Highway Trust Fund 
Lincoln City receives its share of state gas tax and weight mile tax receipts from the State 
Highway Trust Fund. These monies are currently used for road operations and maintenance. The 
state gas tax is currently $0.484 per gallon ($0.30 state tax and $0.184 federal tax). Operations 
and maintenance needs of on-street bicycle and pedestrian facilities will continue to benefit 
from this funding source. Multimodal roadway projects paid for through this source may result 
in improved bicycle and pedestrian facilities, but are unlikely to provide for stand-alone 
pedestrian or bicycle facilities in the future.   


Oregon Revised Statute 366.514  
Often referred to as the “Oregon Bicycle Bill,” this law applies equally to bicycle and pedestrian 
facilities. The statute’s intent is to ensure that future roads be built to accommodate bicycle and 
pedestrian travel. The statute requires the provision of bicycle and pedestrian facilities on all 
Major Arterial and Collector roadway construction, reconstruction, or relocation projects where 
conditions permit. The statute also requires that in any fiscal year, at least one percent of 
highway funds allocated to a jurisdiction must be used for bicycle/pedestrian projects. In 2009, 
the Bicycle Transportation Alliance championed an unsuccessful proposal to increase the 
required bicycle/pedestrian set-aside percentage to 2%, doubling monies available for bicycle 
and pedestrian facilities. The City of Lincoln City should work with other jurisdictions to support 
similar future proposals to increase the Bicycle Bill set-aside. 


More information: http://www.oregon.gov/ODOT/HWY/BIKEPED/bike_bill.shtml 
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Oregon Transportation Infrastructure Bank (OTIB) 
The Oregon Transportation Infrastructure Bank is a statewide revolving loan fund designed to 
promote innovative transportation solutions. Oregon’s program was started in 1996 as part of a 
ten-state federal pilot program. Additional legislation passed in 1997 by the Oregon Legislature 
establishes the program in state law and includes expanded authority. OTIB may cover up to 
100% of project costs. Eligible borrowers include cities, counties, transit districts, other special 
districts, port authorities, tribal governments, state agencies, and private for-profit and non-
profit entities. Eligible projects include: 


• Highway projects, such as roads, signals, intersection improvements and bridges 


• Transit capital projects, such as buses, equipment, and maintenance or passenger 
facilities 


• Bikeway or pedestrian access projects on highway right-of-way 


Eligible uses include preliminary engineering, environmental studies, right-of-way acquisition, 
construction (including project management and engineering), inspections, financing costs, and 
contingencies. 


Bicycle and pedestrian projects are explicitly eligible for loans, but Lincoln City has not received 
funding through this source in the past. The OTIB may grant a loan to facilitate the 
implementation of a project, but the city needs a way to repay it. This program is an 
implementation tool for projects identified in the Walking and Biking Plan, and not a funding 
source. 


More information: http://www.oregon.gov/ODOT/CS/FS/otib.shtml 
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Memo 6: Facility Standards and Plan Policies 


Introduction 


This memorandum provides design guidelines for bicycle and pedestrian facilities to be 
implemented in Lincoln City. These design guidelines correspond to the facilities listed for each 
roadway type in Memo #4.  The memo is divided into four sections: 


• Section 1 describes existing design standards for local streets and US 101. 


• Section 2 describes requirements and guidelines for bicycle and pedestrian facility design 
as specified in the statewide Transportation Planning Rule (TPR) and Oregon Department 
of Transportation (ODOT) Transportation and Growth Management (TGM) publications. 


• Section 3 proposes design guidelines for each bicycle and pedestrian facility type.  


• Section 4 describes next steps in implementing the design standards proposed in section 
3.  


1.  Existing Design Standards 
Existing Design Standards for Local Streets 
The Lincoln City Municipal Code contains several requirements pertaining to sidewalks and 
bicycle lanes. These requirements are paraphrased by section of the code below. 


• Chapter 12.04, “Sidewalks,” states that maintenance, reconstruction, and repair of 
sidewalks are the responsibility of property owners. The City’s responsibility is to 
implement this requirement, but the City does not assume responsibility for 
maintenance, reconstruction, or repair of sidewalks. 


• Chapter 16.12, “Design Standards,” includes minimum widths for right-of-way and for 
roadways for all roadway classifications. 


o 16.12.200, “Easements – Pedestrian Ways” specifies that an easement may be 
sought to connect to cul-de-sac via a pedestrian way. The “pedestrian way” must 
be a minimum of eight feet wide. 


• Chapter 16. 16, “Improvements,” includes the following statements (paraphrased 
below): 


o 16.60.060 states that sidewalks are required on both sides of all streets and must 
be constructed to City standards and at grades approved by the City Engineer. 


• Chapter 17.34, “Nelscott Plan District,” includes the following requirements (paraphrased 
below): 
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o 17.34.060 includes build-to line requirements for businesses to favor pedestrian 
access. 


o 17.34.110 states that at least three percent of every development site, excluding 
single-family residential sites, shall be designated and improved as pedestrian 
space. The highest priority areas for pedestrian improvements are those areas 
with high amounts of pedestrian traffic. Pedestrian spaces should be a minimum 
of eight feet wide and have a surface area of at least 64 square feet. Where 
pedestrian space is required, it shall contain pedestrian amenities such as plaza 
space, extra-wide sidewalks (e.g., outdoor cafe space), benches, public art, 
pedestrian-scale lighting, wayfinding signs (as approved by the City), or similar 
pedestrian areas in an amount equal to or greater than one-half of one percent of 
the estimated construction cost of the subject building(s). 


o 17.34.130 states that the pedestrian access system in Nelscott must be direct, 
convenient, and comfortable. It must be continuous and developed to City 
standards. 


• Chapter 17.56, “Taft Village Core,” includes options for edge treatments within the Taft 
Village Core zone that include a provision for a “street adjacent-pedestrian orientation 
treatment.” This treatment is listed as applicable to US 101, Fleet Avenue, 51st Street, 
and portions of local streets. This section also encourages the use of sidewalk cafes. This 
section also lists development incentives (in the form of reduced parking requirements, 
increase area for signage, increases to allowed number of dwelling units, reduction in 
fees, and anything additional proposed by the Planning Director) for properties that 
provide “pedestrian linkages.” Pedestrian linkages must be a minimum of 10 feet wide, 
and any longer than 50 feet must be an average of 20 feet wide. Pedestrian linkages 
must also include design elements that enhance the pedestrian environment. 


• Chapter 17.50, “Oceanlake Plan District,” includes the same requirements for 
development of pedestrian spaces as those stated in chapter 17.34, “Nelscott Plan 
District.” 


• Chapter 17.74, “Commercial Design Standards,” includes the same requirements for 
development of pedestrian spaces as those stated in chapter 17.34, “Nelscott Plan 
District.” Commercial Design Standards also include site design standards that emphasize 
pedestrian access and neighborhood design rather than parking. 


Existing Design Standards for State Highways 
The Oregon Bicycle and Pedestrian Plan states that the policy of the State of Oregon is to create 
safe facilities for bicycle and pedestrian travel on state highways. The plan contains standards 
for bicycle and pedestrian facilities on state highways, but also states that specific treatments for 
specific state highways will be determined in coordination with local jurisdictions, typically 
through corridor planning processes or development of transportation system plans.  The 
identified standards are as follows: 
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• Bike lane and shoulders should be built to the following dimensions:  


o 4 feet minimum on open shoulders (when there are no built or painted facilities) 


o 5 feet minimum from the face of a curb, guardrail, or parked car 


o Desirable width is 6 feet 


• Multi-use paths should be built to 10 feet wide, or 12 feet for high use areas 


• Sidewalks should be built to the following dimensions: 


o 6 feet minimum width 


o 7 feet on bridges 


o 8 feet in high use areas 


The State standards above apply to improvements on US 101, provided the above standards are 
still in place during the time of project development. Deviation from these standards may need 
to occur in places where the right-of-way width along US 101 is not substantial enough to allow 
for full build-out of bicycle and pedestrian facilities, such as in the Oceanlake District where the 
right-of-way along US 101 is particularly constrained and the section of US 101 between Nelscott 
and Taft. Deviations from State standards require approval from ODOT and are sought during 
project development.  


2. Statewide Requirements and 
Guidelines 


This section discusses requirements for bicycle and pedestrian facility design as specified in the 
TPR and guidelines provided in ODOT TGM publications. 


Transportation Planning Rule (TPR) 
 
The TPR, Oregon Administrative Rule (OAR) 660-012, specifies legal requirements for 
transportation and land use planning for all communities in the state of Oregon. It requires local 
communities to amend land use regulations to implement transportation goals, and it contains 
several provisions specific to bicycle and pedestrian facilities in section 660-012-0045.1


o Bicycle parking facilities as part of new multi-family residential developments of 
four units or more; new retail, office and institutional developments; and all 
transit transfer stations and park-and-ride lots. 


 Local 
governments must adopt land use regulations that require the following: 


                                                      
1 The full text of the TPR is available at the following web address: 
http://arcweb.sos.state.or.us/pages/rules/oars_600/oar_660/660_012.html. 



http://arcweb.sos.state.or.us/pages/rules/oars_600/oar_660/660_012.html�
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Figure 2-1: Scenario 1 cross-section 


 


 


o On-site facilities that accommodate safe and convenient pedestrian and bicycle 
access from within new subdivisions, multi-family developments, planned 
developments, shopping centers, and commercial districts to adjacent residential 
areas, transit stops, and neighborhood activity centers within one-half mile of the 
development. 


 Internal pedestrian circulation can be provided through clustering of 
buildings, construction of accessways and walkways, and similar 
techniques. 


• Bikeways are required along arterials and major collectors. Sidewalks are required on 
arterials, collectors, and most local streets in urban areas. 


• Pedestrian connections between adjoining properties must be provided except where 
such a connection is deemed impracticable. 


• Local governments should develop bicycle and pedestrian circulation plans that identify 
improvements to facilitate bicycle and pedestrian trips to meet local travel needs in 
developed areas.  


Lincoln City can demonstrate compliance with the TPR by adopting the changes to the City’s 
municipal code as specified in Section 4 below. 


ODOT TGM Guidance  
Street Design Guidelines 
The ODOT TGM program produced “Neighborhood Street Design Guidelines: An Oregon Guide 
for Reducing Street Widths” in November 2000. This document advocates for narrow streets in 
residential areas with low traffic volumes. It lays out a community process for reducing street 
widths and provides some model cross-sections. The document provides the following key 
points: 


- Streets wider than 28 feet are not considered “narrow streets” 


- Two-way streets under 20 feet are not recommended 


It provides three scenarios for 
implementing narrow streets, rather than 
the full range of potential solutions. 


Scenario 1: 28 foot street with parking 
on both sides 


- 5-6’ sidewalk on both sides 


- 7-8’ planting strip on both sides 


- 7’ parking on either side or both 
sides 
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Figure 2-2: Scenario 2 cross-section 


 


 


Figure 2-3: Scenario 3 cross-section 


 


 


- 14’ two-way travel lane (with queueing space for passing traffic) 


Scenario 2: 24 foot street with parking 
on one side 


- 5-6’ sidewalk on both sides 


- 7-8’ planting strip on both sides 


- 7’ parking on one side 


- 16-17’two-way travel lane 


 


Scenario 3: 20 foot street, no on-street 
parking allowed 


- 5-6’ sidewalk on both sides 


- 6-8’ planting strip on both sides 


- 20’ two-way travel lane 
(pavement) 


 


 


 


 


Model Development Code 
ODOT published the “Model 
Development Code and User’s Guide for 
Small Cities” originally in 1999 and updated in 2005. This document provides guidance and 
technical expertise in zoning, development standards, review procedures, and implementation 
of state planning rules and statutes. Article 2, Land Use Districts, and Article 3, Community 
Design Standards, provide guidance for development of bicycle and pedestrian facilities. 


The sections that specify requirements for bicycle and pedestrian facilities are summarized 
below. Appendix A contains the full text of each of the sections mentioned below.  
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2.3.180 Commercial Districts – Pedestrian [and transit] amenities.  
This section requires new developments and major remodels to provide at least one of the 
following pedestrian amenities.  


 1. A plaza, courtyard, square, or extra-wide sidewalk next to the building entrance 
(minimum width of 6 feet); 


 2. Sitting space (i.e., dining area, benches, garden wall, or ledges between the building 
entrance and sidewalk) with a minimum of 16 inches in height and 30 inches in width; 


 3. Building canopy, awning, pergola, or similar weather protection (minimum projection of 
4 feet over a sidewalk or other pedestrian space); 


 4. Public art that incorporates seating (e.g., fountain, sculpture). 


3.1.300 Pedestrian Access and Circulation 
This section specifies pedestrian circulation requirements for all new developments except 
single-family detached housing. The pedestrian system within new developments must meet the 
following standards: 


1. Continuous Walkway System 


2. Safe, Direct, and Convenient 


3. Connections within Development  


Walkways are required to meet the following criteria: 


• Clearly marked with contrasting paving materials where walkways cross parking areas 


• Constructed using concrete, asphalt, brick/masonry pavers, or other durable surface 


• At least 6 feet wide for typical walkways, but at least 10 foot wide for multi-use paths 


• Compliant with Americans with Disabilities Act requirements 


3.3.400 Bicycle Parking Standards 
This section provides minimum required bicycle parking requirements for several categories of 
land uses. The requirements are specified for both long-term spaces (covered or enclosed) and 
short-term spaces (near building entry).  


3.4.100 Transportation Standards 
This section provides street standards for arterials, collectors, and local streets.  Bike lanes are 
required for arterials and are required to be a minimum of 6 feet wide. Sidewalks for arterials 
and residential collectors are to be between 5 feet and 12 feet wide. Sidewalks for commercial 
collectors are to be between 6 feet and 12 feet wide. Sidewalks for local streets are to be 
between 4 feet and 6 feet wide.  
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Table 4-1: Sidewalk Design Guidelines 


Design Criterion Guideline 
Sidewalk Width - 
minimum 


6’ 


Sidewalk Width – 
maximum 


10’ 


Maximum Grade 5%* 


Cross-Slope - maximum 2% 


Curb height 6” 


Ramp slope - maximum 8.3% 


Turning Space-
minimum 


4 foot x 4 
foot 


Flared Side slope- 
maximum 


10% 


 


3. Design Guidelines for Bicycle and 
Pedestrian Facilities 


The sections below provide design guidelines for the bicycle and pedestrian facility types 
recommended in Memo 4, including sidewalks, bike lanes, shared-lane markings, shared-use 
shoulders, shared-use paths, traffic circles, and speed humps.  


    


Sidewalks 
As stated in section 2, the Oregon Bicycle and 
Pedestrian Plan requires sidewalks to be a minimum of 
6 feet. The design and construction of sidewalks needs 
to conform to the regulations for compliance with the 
Americans with Disabilities Act (ADA). Design 
requirements for ADA compliance are documented in 
Public Rights-of-Way Accessibility Guidelines, 2011 
(PROWAG). PROWAG requires that sidewalks are a 
continuous minimum width of 4 feet, firm, stable, slip 
resistant and provide curb ramps at all intersections. 
The maximum grade of 5% applies to those sidewalks 
not contained within the street or highway right-of-
way. When a sidewalk is contained within the right-of-
way the slope is not expected to exceed that of the 
adjacent street or highway. Figure 4-1 depicts a 
standard cross section for a sidewalk and bike lane. 


Curb ramps are a critical part of sidewalk design and 
need to meet PROWAG requirements, including turning space, running slope, and flared side 
requirements. Values for several of these critical items are listed in Table 4-1. Appendix B 
contains an example from the City of Bend, Oregon of a detailed standard construction drawing 
of a curb ramp that meets ADA-compliance requirements.  
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Table 4-2: Bike Lane and Shared-Use 
Shoulder Design Guidelines 


Design Criterion Guideline 
Bike Lane Width - 
minimum 


6’ 


Maximum Grade Same as 
roadway 


Width of stripe 8” 


 


Figure 4-1: Standard Cross-Section of Sidewalk and Bike Lane 


 
   


Bike Lanes and Shared-Use Shoulders 
Bike lanes are defined as a portion of the roadway 
that has been designated for use by bicyclists by 
striping, signage, and pavement markings. Bike lanes, 
in general, should always be one-way in the same 
direction, same direction as the adjacent travel lane, 
and on the right side of the roadway. The acceptable 
minimum width for a bike lane, according to the 
Oregon Bicycle and Pedestrian Plan is 6 feet. In 
Oregon, ODOT uses an 8-inch wide white stripe to 
denote bike lanes and the placement of a bicycle lane 
symbol. ODOT’s bike lane stencil is depicted in Figure 
4-2. These bike lane symbols are usually placed before and after intersections, and/or after long 
stretches or after locations where bicyclists can enter the bike lane. 


A shared-use shoulder is a paved shoulder that provides suitable area for bicycling, reducing 
conflicts with higher speed vehicles. Most bicycle travel on the state’s rural highway system and 
rural county roads occurs on shared-use shoulders. Shoulders alongside rural Oregon facilities 
are designed to accommodate emergency parking, disabled vehicles, and emergency vehicles, 
and therefore provide adequate room for use by bicyclists when not otherwise in use. Design 
guidelines for shared-use shoulders are the same as for bike lanes, and are provided in Table 4-
2.           
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Table 4-3: Design Guidelines for 
Sharrows 


Design Criterion Guideline 
Height of full symbol 112” 


Height to top of bicycle 
symbol 


72” 


Width 40” 


 


Figure 4-2: Dimensions of ODOT Standard Bike Lane Stencil 


    


 


Shared-Lane Markings (sharrows) 
In instances when a facility has bicycle traffic and no 
dedicated bike facility, shared-lane markings, or 
sharrows, have been shown to improve the roadway 
positioning of both bicyclists and motorists. This 
pavement marking is usually placed towards the 
center of a travel lane to indicate that a bicyclist may 
use the full lane. The Manual on Uniform Traffic 
Control Devices, 2009 (MUTCD) provides the following 
guidance on the installation and usage of this 
pavement marking as well as potential accompanying 
signage:: 


1.  Marking is generally used on roadways with a speed limit less than or equal to 35 miles 
per hour 


2. Placing the marking immediately after each intersection and at intervals not greater than 
250 feet thereafter.  


Figure 4-3 depicts the appropriate MUTCD pavement marking and signage (which don’t have 
to be used together). Table 4-3 summarizes design guidelines for sharrows. 
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Table 4-5: Traffic Circles Design 
Guidelines 


Design Criterion Guideline 
Inner circle diameter 
minimum 


13 feet 


Inner circle diameter 
optimal width 


16-20 feet 


 


Table 4-4: Shared use path Design 
Guidelines 


Design Criterion Guideline 
Design Speed 20 mph at grades less 


than 4%; 


30 mph at grades 
greater than or equal 
to 4% 


Maximum Grade 5% 


Cross-section Width 10 feet minimum 


Vertical Clearance 8 feet minimum 


 


Figure 4-3: Dimension of Shared Lane Markings 


  


 


Shared-use path 
Shared-use paths are facilities on exclusive right-of-
way (near, but not within a street or highway) with 
minimal intersections (cross flow) by motor vehicles. 
Users are non-motorized and may include but are 
not limited to pedestrians, including runners and 
walkers, bicyclists, wheelchairs. The design 
standards shown in Table 4-4 assume the shared-use 
path to be a two-way facility and also to be of a 
paved surface. 


The maximum grade for a shared-use path is 5%. 
Because a shared-use path is in exclusive right-of-
way and not contained within a street or highway 
right-of-way, it must adhere to stricter ADA grade requirements per Public Rights-of-Way 
Accessibility Guidelines, 2011 (PROWAG).  


 


Traffic circles 
Traffic circles on local streets can be an effective 
method to reduce vehicle speeds, as well as the 
number and severity of collisions at intersections. An 
engineering study can predict its effectiveness at any 
given location. Traffic circles  are most effective 
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Table 4-6: Speed Hump Design 
Guidelines 


Design Criterion Guideline 
Design Speed Below 35 mph 


Spacing Between 300 and 600 
feet 


Typical width 14 feet 


Maximum height 3” at midpoint 


 


when in a series at several uncontrolled or stop-sign controlled intersections. Considerations 
include the potential impacts to emergency response, truck turning, traffic volume, as well as 
on-street parking. The diameter of an inner traffic circle is fairly flexible and can be adjusted to 
fit a variety of intersections; the minimum is 13 feet; 16-20 feet is optimal. The inner circle 
usually has a non-mountable style curb, to inhibit driving across the inner circle. Appendix C 
contains a standard guideline for traffic circle markings in Portland. Table 4-5 summarizes design 
guidelines for traffic circles.  


 


Speed humps 
Speed humps are traffic management devices for 
lowering the speed of motor vehicles. Engineering 
judgment is essential to the proper use of speed 
humps. Traffic engineering studies may indicate 
whether speed humps are unnecessary or unsafe at 
certain locations, based on grade, location, speed 
conditions, curbs, driveways, parking, diversion 
potential, bus stops, spacing, utilities, or travel lanes.  


Speed humps generally are not used on facilities with 
speed limits greater than 35 miles per hour and not 
on emergency response routes. Typically, speed 
humps are spaced between 300 and 600 feet apart. This memo recommends a 14 foot wide 
speed hump only for lower volume local service streets. It is a parabolic shape with a maximum 
height of 3 inches at the midpoint. Appropriate signing and pavement markings needs to 
accompany the speed hump. Appendix D contains an example from Portland, Oregon of a 
construction standard drawing for a 14-foot speed hump.  


4.Proposed Amendments 
In conjunction with adopting the Walking and Biking Plan, the project team recommends the 
following changes to the Lincoln City Comprehensive Plan and the Lincoln City Municipal Code, 
and incorporation of the content of this plan into the Lincoln City Transportation System Plan.  


Proposed changes to Comprehensive Plan 
The Lincoln City Comprehensive Plan (page 33) lists policies specific to pedestrian and bicycle 
facilities. The following changes would help to implement the Walking and Biking Plan.  


o Change Pedestrian Facilities policy #2, “Develop criteria for further sidewalk 
development along the streets in the City, incorporating federal guidelines for the 
handicapped,” to “Implement pedestrian facility improvements along high-use, medium-
use, and low-use roadways as specified in the Lincoln City Biking and Walking Plan. 
Prioritize improvements so that high-use facilities are implemented first (to the degree 
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practicable), followed by medium-use facilities.  All facility improvements, per the plan, 
will adhere to ADA standards. ” 


o Add Pedestrian Facilities policy #4, “Require all new development to build pedestrian 
facilities according to the standards adopted in the Lincoln City Municipal Code.” 


o Change Bicycle Facilities policy #1, “Identify and develop a system of off-Hwy 101 bicycle 
routes through and around town that are safe, attractive and user-friendly. Sign the 
Oregon Coast Bike Route,” to “Implement bicycle facility improvements along high-use, 
medium-use, and low-use roadways as specified in the Lincoln City Biking and Walking 
Plan. Prioritize improvements so that high-use facilities are implemented first (to the 
degree practicable), followed by medium-use facilities.” 


o Change Bicycle Facilities policy #2, “Modify and update the 1987 City Bicycle Master Plan 
to reflect the latest information on traffic volumes, travel patterns, and new 
development locations in the City,” to “Develop a volunteer-based annual counting 
program to record changes in bicycle activity at key locations in Lincoln City.” 


o Add Bicycle Facilities policy #5, “Work with the Oregon Department of Transportation on 
a continuing basis to improve bicycling conditions along US 101.” 


o Add Bicycle Facilities policy #6, “Require all new development, except single-family 
residential development, to provide bicycle parking facilities.” 


o Add Bicycle Facilities policy #7, “Encourage and partner with local organizations to 
provide events and activities promoting walking and bicycling.” 


This memo was briefly discussed at the Project Advisory Committee (PAC) meeting on June 13, 
2012. At that meeting, participants were asked if they agreed with the statements above that 
prioritize improvements on high-use facilities first. Members of the PAC indicated that they 
agreed with the statements as they were proposed. 


 


Proposed Changes to Municipal Code 
The following are proposed changes to the Lincoln City Municipal Code that would implement 
the Lincoln City Walking and Biking Plan and demonstrate compliance with requirements in the 
TPR. 


o Adopt bicycle parking requirements for all land uses except single-family residences. 
Section 3.3.400 in Appendix A provides sample text that can be used to incorporate into 
the Lincoln City Municipal Code. These requirements could be added to existing Title 17, 
Zoning, as either a new chapter entitled “Bicycle Parking Regulations” or incorporated 
into each chapter of the existing title except Chapter 17.16, Single-Family Residential 
Zone.  


o Adopt design standards for bicycle and pedestrian facilities as listed in Section 3. 
Augment chapter 16.12 of the existing code to include minimum widths for bicycle and 
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pedestrian facilities. Include a statement within the code that design standards, as 
dictated in the Lincoln City Walking and Biking Plan, should be followed when developing 
all new facilities unless deemed significantly impracticable, as determined by the City 
Engineer. These could be added to existing Chapter 16.12, Design Standards, as a new 
section entitled “Bicycle and Pedestrian Facilities.” 


o Adopt requirements for pedestrian circulation within all new development. Section 
3.3.300 in Appendix A provides sample text that can be used to incorporate into the 
Lincoln City Municipal Code. These could be added to existing Chapter 16.12, Design 
Standards, perhaps as part of a new section entitled “Bicycle and Pedestrian Facilities.” 


Coordination with the Transportation System Plan (TSP) 
The Lincoln City Walking and Biking Plan will provide the majority of the information needed to 
complete the bicycle and pedestrian portion of the Lincoln City TSP. Specifically, the following 
technical memoranda prepared for the Walking and Biking Plan will provide the following for 
the TSP’s bicycle and pedestrian section: 


• Memo 2 of the Walking and Biking Plan provides the information needed in the TSP to 
describe existing conditions of bicycle and pedestrian facilities 


• Memo 2 of the Walking and Biking Pan provides the information needed in the TSP to 
describe existing needs for bicyclists and pedestrians 


• Memo 4 of the Walking and Biking Plan provides the proposed system for bicycle and 
pedestrian facilities and cost estimates 


• Memo 5 of the Walking and Biking Plan provides the funding strategy for bicycle and 
pedestrian improvements 


• Memo 6, this memo, of the Walking and Biking Plan will provide the implementation 
strategy for bicycle and pedestrian improvements 


The TSP may include a list of specific capital and program needs for new bicycle and pedestrian 
facilities.  


5.Next Steps 
Memos 1 through 6, prepared as part of this project, will be combined into a final document 
representing the Lincoln City Walking and Biking Plan. This plan will be taken to the Planning 
Commission and to City Council for adoption in Fall 2012. 
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Appendix A: Excerpts from Model 
Development Code 


 







Appendix A: Excerpts from “Model 
Development Code and User’s Guide 
for Small Cities”  
2.3.180  Commercial Districts – Pedestrian [and Transit] Amenities 


Background: Section 2.3.180 is to be used in conjunction with Table 2.3.120 (Development Standards), 2.3.150 
(Building Orientation), and Section 2.3.170 (Architectural Standards) and Section 3.4.100 (Transportation Design 
Standards). This section also supports implementation of the Transportation Planning Rule site design requirements 
under OAR 660-012-0045 by supporting attractive and comfortable streets for pedestrians. 


 


A. Purpose and Applicability.  Section 2.3.180 provides standards for pedestrian amenities 
when pedestrian amenities are required as part of new developments and major remodels 
in the Commercial-[Downtown/Main Street] District, and when pedestrian amenities are 
provided to meet the requirements of other code sections. Pedestrian amenities serve as 
informal gathering places for socializing, resting, and enjoyment along street frontages and 
contribute to a walkable district. 


B. Standards.  New developments and major remodels in the Commercial-[Downtown/Main 
Street] District and other developments subject to the provisions of this section shall 
provide [one] or more of the “pedestrian amenities” listed below, and as generally 
illustrated in Figure 2.3.180.B. Pedestrian amenities may be provided within a street 
furnishing zone, building frontage zone, or plaza, or within the pedestrian through zone, as 
shown in Figure 2.3.180.B. Use of the public right-of-way requires approval by the roadway 
authority. 


 1. A plaza, courtyard, square or extra-wide sidewalk next to the building entrance 
(minimum width of [6]] feet); 


 2. Sitting space (i.e., dining area, benches, garden wall or ledges between the building 
entrance and sidewalk) with a minimum of 16 inches in height and 30 inches in width; 


 3. Building canopy, awning, pergola, or similar weather protection (minimum projection of 
4 feet over a sidewalk or other pedestrian space); 


 4. Public art that incorporates seating (e.g., fountain, sculpture). 
[5. Transit amenity, such as bus shelter, per the standards of the [name of transit district]. 


 







Figure 2.3.180 – Examples of Pedestrian [and Transit] Amenities  


 







 


 


 


3.1.300   Pedestrian Access and Circulation 


A. Site Layout and Design.  To ensure safe, direct, and convenient pedestrian circulation, all 
developments, except single-family detached housing (i.e., on individual lots), shall provide 
a continuous pedestrian system. The pedestrian system shall be based on the standards in 
subsections 1-4, below: 
1. Continuous Walkway System.  The  pedestrian walkway system shall extend throughout 


the development site and connect to all future phases of development, and to existing 
or planned off-site adjacent trails, public parks, and open space areas to the greatest 
extent practicable.  The developer may also be required to connect or stub walkway(s) 
to adjacent streets and to private property with a previously reserved public access 
easement for this purpose, in accordance with the provisions of Section 3.1.200, 
Vehicular Access and Circulation, and Section 3.4.100, Transportation Standards. 


 2. Safe, Direct, and Convenient.  Walkways within developments shall provide safe, 
reasonably direct, and convenient connections between primary building entrances and 
all adjacent streets, based on the following definitions: 


 a. Reasonably direct.  A route that does not deviate unnecessarily from a straight line 
or a route that does not involve a significant amount of out-of-direction travel for 
likely users. 


 b. Safe and convenient.  Routes that are reasonably free from hazards and provide a 
reasonably direct route of travel between destinations. 


 c. "Primary entrance" for commercial, industrial, mixed use, public, and institutional 
buildings is the main public entrance to the building.  In the case where no public 
entrance exists, street connections shall be provided to the main employee 
entrance. 


 d. "Primary entrance" for residential buildings  is the front door (i.e., facing the street).  
For multifamily buildings in which each unit does not have its own exterior entrance, 
the “primary entrance” may be a lobby, courtyard, or breezeway which serves as a 
common entrance for more than one dwelling. 


 3. Connections Within Development. Connections within developments shall be provided 
as required in subsections a-c, below: 


 


a. Walkways shall connect all building entrances to one another to the extent 







 


 


practicable, as generally shown in Figure 3.1.300A(1); 


b. Walkways shall connect all on-site parking areas, storage areas, recreational 
facilities and common areas, and shall connect off-site adjacent uses to the site 
to the extent practicable. Topographic or existing development constraints may 
be cause for not making certain walkway connections, as generally shown in 
Figure 3.1.300A(1); and 


 


Figure 3.1.300A(1)  Pedestrian Pathway System (Typical) 


 


 


 







 


 


 


c. Large parking areas shall be broken up so that no contiguous parking area 
exceeds three (3) acres. Parking areas may be broken up with plazas, large 
landscape areas with pedestrian access ways (i.e., at least 20 feet total width), 
streets, or driveways with street-like features, Street-like features, for the 
purpose of this section, means a raised sidewalk of at least 4-feet in width, 6-
inch curb, accessible curb ramps, street trees in planter strips or tree wells, and 
pedestrian-oriented lighting. 


B. Walkway Design and Construction.  Walkways, including those provided with pedestrian 
access ways, shall conform to all of the standards in subsections 1-4, as generally illustrated 
in Figure 3.1.300B: 


1. Vehicle/Walkway Separation.  Except for crosswalks (subsection 2), where a walkway 
abuts a driveway or street, it shall be raised 6 inches and curbed along the edge of the 
driveway/street. Alternatively, the decision body may approve a walkway abutting a 
driveway at the same grade as the driveway if the walkway is protected from all vehicle 
maneuvering areas. An example of such protection is a row of decorative metal or 
concrete bollards designed for withstand a vehicle’s impact, with adequate minimum 
spacing between them to protect pedestrians.  


 


2. Crosswalks.  Where walkways cross 
a parking area, driveway, or street 
(“crosswalk”), they shall be clearly 
marked with contrasting paving 
materials (e.g., light-color concrete 
inlay between asphalt), which may 
be part of a raised/hump crossing 
area. Painted or thermo-plastic 
striping and similar types of non-
permanent applications may be 
approved for crosswalks not 
exceeding 24 feet in length. 


4. Walkway Width and Surface.  
Walkway and accessway surfaces 
shall be concrete, asphalt, 
brick/masonry pavers, or other 
durable surface, as approved by 


Figure 3.1.300B  Pedestrian Walkway 
Detail (Typical) 


 







 


 


the City Engineer, at least six (6) feet wide.  Multi-use paths (i.e., for bicycles and 
pedestrians) shall be concrete or asphalt, at least 10 feet wide.  (See also, Section 
3.4.100 - Transportation Standards for public, multi-use pathway standard.) 


5. Accessible routes.  Walkways shall comply with applicable Americans with Disabilities 
Act (ADA) requirements. The ends of all raised walkways, where the walkway intersects 
a driveway or street shall provide ramps that are ADA accessible, and walkways shall 
provide direct routes to primary building entrances. 


 


 







 


 


 


3.3.400 Bicycle Parking Requirements 


Background: Section 3.3.400 implements part of the Transportation Planning Rule, which requires bicycle parking. 
(OAR 660-012-0045) 
 


All uses that are subject to Site Design Review shall provide bicycle parking, in conformance 
with the standards in Table 3.3.400, and subsections A-H, below. 


A. Minimum Required Bicycle Parking Spaces. Uses shall provide long- and short-term bicycle 
parking spaces, as designated in Table 3.3.400. Where two options are provided (e.g., 2 spaces, 
or 1 per 8 bedrooms), the option resulting in more bicycle parking is used. 


 
Table 3.3.400 


Minimum Required Bicycle Parking Spaces  


Use Categories  Specific Uses  Long-term Spaces 
(covered or enclosed)  


Short-term Spaces  
(near building entry) 


Residential Categories     
Household Living  Multifamily 1 per 4 units  2, or 1 per 20 units  
Group Living   2, or 1 per 20 


bedrooms 
None  


Dormitory  1 per 8 bedrooms  None  
Commercial Categories     
Retail Sales And Service   2, or 1 per 12,000 sq. 


ft. of floor area 
2, or 1 per 5,000 sq. 
ft. of floor area 


Lodging  2, or 1 per 20 rentable 
rooms  


2, or 1 per 20 
rentable rooms 


    
Office   2, or 1 per 10,000 sq. 


ft. of floor area 
2, or 1 per 40,000 sq. 
ft. of floor area  


Commercial Outdoor 
Recreation  


 8, or 1 per 20 auto 
spaces  


None  


Major Event 
Entertainment  


 8, or 1 per 40 seats or 
per CU review  


None  


Industrial Categories     
Manufacturing And 
Production  


 2, or 1 per 15,000 sq. 
ft. of floor area  


None  


Warehouse And Freight 
Movement  


 2, or 1 per 40,000 sq. 
ft. of floor area  


None  


Institutional Categories     
Basic Utilities  Bus transit center 8  None  
    
Community Service   2, or 1 per 10,000 sq. 


ft. of floor area 
2, or 1 per 10,000 sq. 
ft. of floor area  


 Park and ride  8, or 5 per acre  None  
Parks (active recreation 
areas only) 


 None 8, or per CU review 







 


 


Table 3.3.400 
Minimum Required Bicycle Parking Spaces  


Use Categories  Specific Uses  Long-term Spaces 
(covered or enclosed)  


Short-term Spaces  
(near building entry) 


Schools  Grades 2-5  1 per classroom, or per 
CU review  


1 per classroom, or 
per CU review 


 Grades 6-12  2 per classroom, or per 
CU review  


4 per school, or per 
CU review 


Colleges  Excluding 
dormitories (see 


Group Living, 
above)  


2, or 1 per 20,000 sq. 
ft. of net building area, 


or per CU review  


2, or 1 per 10,000 sq. 
ft. of net building 
area, or per CU  


review  
Medical Centers   2, or 1 per 70,000 sq. 


ft. of net building area, 
or per CU review  


2, or 1 per 40,000 sq. 
ft. of net building 
area, or per CU 


review  
Religious Institutions and 
Places of Worship 


 2, or 1 per 4,000 sq. ft. 
of net building area  


2, or 1 per 2,000 sq. 
ft. of net building area  


Daycare   2, or 1 per 10,000 sq. 
ft. of net building area  


None  


Other Categories     


Other Categories Determined through Land Use Review, Site Design Review, or CU 
Review, as applicable 


    
 
B. Exemptions.  This Section does not apply to single-family and two-family housing (attached, 


detached, or manufactured housing), home occupations, agriculture and livestock uses. 


C. Location and Design.  Bicycle parking should be no farther from the main building entrance 
than the distance to the closest vehicle space, or 50 feet, whichever is less.  Long-term (i.e., 
covered) bicycle parking should be incorporated whenever possible into building design. 
Short-term bicycle parking, when allowed within a public right-of-way, should be 
coordinated with the design of street furniture, as applicable.  


D. Visibility and Security.  Bicycle parking for customers and visitors of a use shall be visible 
from street sidewalks or building entrances, so that it provides sufficient security from theft 
and damage; 


E. Options for Storage.  Long-term bicycle parking requirements for multiple family uses and 
employee parking can be met by providing a bicycle storage room, bicycle lockers, racks, or 
other secure storage space inside or outside of the building; 


F. Lighting.  For security, bicycle parking shall be at least as well lit as vehicle parking.. 


 







 


 


G. Reserved Areas.  Areas set aside for bicycle parking shall be clearly marked and reserved for 
bicycle parking only. 


H. Hazards.  Bicycle parking shall not impede or create a hazard to pedestrians.  Parking areas 
shall be located so as to not conflict with vision clearance standards (Chapter 3.1, Access 
and Circulation). 


  







 


 


3.4.100  Transportation Standards 


A. Development Standards.  The following standards shall be met for all new uses and 
developments: 


1. All new lots created, consolidated, or modified through a land division, partition, lot line 
adjustment, lot consolidation, or street vacation must have frontage or approved access 
to a public street. 


2. Streets within or adjacent to a development shall be improved in accordance with the 
Transportation System Plan and the provisions of this Chapter. 


3. Development of new streets, and additional street width or improvements planned as a 
portion of an existing street, shall be improved in accordance with this Section, and 
public streets shall be dedicated to the applicable road authority; 


4. New streets and drives shall be paved. 


B. Guarantee. The City may accept a future improvement guarantee (e.g., owner agrees not to 
object to the formation of a local improvement district in the future) in lieu of street 
improvements if one or more of the following conditions exist: 


1. A partial improvement may create a potential safety hazard to motorists or pedestrians; 


2. Due to the developed condition of adjacent properties it is unlikely that street 
improvements would be extended in the foreseeable future and the improvement 
associated with the project under review does not, by itself, provide increased street 
safety or capacity, or improved pedestrian circulation; 


3. The improvement would be in conflict with an adopted capital improvement plan; or 


4. The improvement is associated with an approved land partition in the RL or RM District 
and the proposed land partition does not create any new streets. 







 


 


C. Creation of Rights-of-Way for Streets and Related Purposes.  Streets shall be created 
through the approval and recording of a final subdivision or partition plat; except the City 
may approve the creation of a street by acceptance of a deed, provided that the street is 
deemed in the public interest by the City Council for the purpose of implementing the 
Transportation System Plan, and the deeded right-of-way conforms to the standards of this 
Code. 


D. Creation of Access Easements.  The City may approve an access easement when the 
easement is necessary to provide for access and circulation in conformance with Chapter 
3.1, Access and Circulation.  Access easements shall be created and maintained in 
accordance with the Uniform Fire Code Section 10.207. 


E. Street Location, Width, and Grade.  Except as noted below, the location, width and grade 
of all streets shall conform to the Transportation System Plan and an approved street plan 
or subdivision plat.  Street location, width, and grade shall be determined in relation to 
existing and planned streets, topographic conditions, public convenience and safety, and in 
appropriate relation to the proposed use of the land to be served by such streets: 


1. Street grades shall be approved by the City Engineer in accordance with the design 
standards in Section ‘N’, below; and 


2. Where the location of a street is not shown in an existing street plan, the location of 
streets in a development shall either: 


  a. provide for the continuation and connection of existing streets in the surrounding 
areas, conforming to the street standards of this Chapter, or 


b. conform to a street plan adopted by the City if it is impractical to connect with 
existing street patterns because of particular topographical or other existing 
conditions of the land.  Such a plan shall be based on the type of land use to be 
served, the volume of traffic, the capacity of adjoining streets, and the need for 
public convenience and safety. 


F. Minimum Rights-of-Way and Street Sections.  Street rights-of-way and improvements shall 
be the widths in Table 3.4.100.  A variance shall be required to vary the standards in Table 
3.4.100.  Where a range of width is indicated, the width shall be the narrower in the range 
unless unique and specific conditions exists as determined by the decision-making authority 
based upon the following factors: 


1. Street classification in the Transportation System Plan; 


2. Anticipated traffic generation; 







 


 


3. On-street parking needs; 


4. Sidewalk and bikeway requirements based on anticipated level of use; 


5. Requirements for placement of utilities; 


6. Street lighting; 


7. Minimize drainage, slope, and sensitive lands impacts, as identified by Chapter 3.7; 


8. Street tree location, as provided for in Chapter 3.2; 


9. Protection of significant vegetation, as provided for in Chapter 3.2; 


10. Safety and comfort for motorists, bicyclists, and pedestrians; 


11. Street furnishings (e.g., benches, lighting, bus shelters, etc.), when provided; 


12. Access needs for emergency vehicles; and 


13. Transition between different street widths (i.e., existing streets and new streets). 


 







 


 


Table 3.4.100F  Street Standards from the adopted Transportation System Plan 


 


Street Type Ave. 
Daily 
Trips 
(ADT) 


Right-
of-
Way 
Width  


Curb-
to-
Curb 
Paved 
Width 


Within Curb-to-Curb Area Curbs  Planting 
Strips or 
Tree 
Wells 


Side-
walks  Motor 


Vehicle 
Travel 
Lanes 


Median/ 
Center 
Turn 
Lane 


Bike 
Lanes 


On-
Street 
Parking 


Arterials 8,000-
30,000 
ADT 


         


Boulevards:           


2-Lane 
Boulevard 


 61’-87’ 34’ 11’ None 2 at 6’ 8’ bays 6” 7’-12’ 5’-12’ 


3-Lane 
Boulevard 


 73’-99’ 46’ 11’ 12’ 2 at 6’ 8’ bays 6” 7’-12’ 5’-12’ 


5-Lane 
Boulevard 


 95’-
121’ 


68’ 11’ 12’ 2 at 6’ 8’ bays 6” 7’-12’ 5’-12’ 


Avenues:           


2-Lane 
Avenue 


3,000 
to 
10,000 
ADT 


59’-86’ 32’-33’ 10’-10.5’ none 2 at 6’ 8’ bays 6” 7’-12’ 5’-12’ 


3-Lane 
Avenue 


 70.5’-
97.5’ 


43.5’-
44.5’ 


10’-10.5’ 11.5’ 2 at 6’ 8’ bays 6” 7’-12’ 5’-12’ 


Collectors 1,500-
5,000 
ADT 


         


Residential:     As per 
traffic 
calming 


     


No Parking  49’-51’ 22’ 11’   None 6” 7’-8’ 5’-12’ 


Parking One 
Side 


 50’-56’ 25’-27’ 9’-10’   7’ lane 6” 7’-8’ 5’-12’ 


Parking Both 
Sides 


 57’-63’ 32’-34’ 9’-10’   7’ lanes 6” 7’-8’ 5’-12’ 


Commercial 
(Collectors 
and Local 
Streets): 


    As per 
traffic 
calming 


     


Parallel One 
Side 


 55’-65’ 28’ 10’   8’ lane 6” 7’-8’ 6’-12’ 


Parallel Both 
Sides 


 63’-73’ 36’ 10’   8’ lanes 6” 7’-8’ 6’-12’ 







 


 


Street Type Ave. 
Daily 
Trips 
(ADT) 


Right-
of-
Way 
Width  


Curb-
to-
Curb 
Paved 
Width 


Within Curb-to-Curb Area Curbs  Planting 
Strips or 
Tree 
Wells 


Side-
walks  Motor 


Vehicle 
Travel 
Lanes 


Median/ 
Center 
Turn 
Lane 


Bike 
Lanes 


On-
Street 
Parking 


Diagonal 
Parking One 
Side 


 65’-74’ 37’ 10’   Varies 6” 7’-8’ 6’-12’ 


Diagonal 
Parking Both 
Sides 


 81’-91’ 
 


54’ 10’   Varies 6” 7’-8 
 


6’-12’ 


Local Streets Less 
than 
1,500 
ADT 


         


Residential:           


Parking One 
Side* 


 46’-57’ 23’-24’ 16’-17’ 
(queuing) 


  7’ lane 6” 4’-12’ 4’-6’ 


Parking Both 
Sides 


 44’-64’ 28’ 14’ 
(queuing) 


  7’ lanes 6” 4’-12’ 4’-6’ 


No Parking  36’-56’ 20’ 20’   None 6” 4’-12’ 4’-6’ 


Commercial: See Collector standards for commercial streets. 


[Reserved for 
Additional 
Standards, as 
needed] 


          


*Streets with parking on one side only should be avoided. When used, they must be posted NO PARKING. 


 







 


 


Figure 3.4.100F(1)  Three-Lane Arterial-Boulevard Street Section 


 


 


 







 


 


Figure 3.4.100F(2)  Residential Collector Street Sections 


 







 


 


Figure 3.4.100F(3)  Commercial/Industrial Collector Street Sections (Parking One Side)


 







 


 


Figure 3.4.100F(4)  Commercial/Industrial Collector Street Sections (Parking Two Sides) 


 







 


 


Figure 3.4.100F(5)  Local Residential Street Sections 


  


 







 


 


Figure 3.4.100F(2)  Alley and Pathway Sections 


 


 







 


 


 [RESERVED FOR OTHER STREET SECTIONS] 


 







 


 


G. Subdivision Street Connectivity.  All subdivisions shall conform to all the following access 
and circulation design standards, as applicable: 


1. Connectivity to Abutting Lands. The street system of proposed subdivisions shall be 
designed to connect with existing, proposed, and planned streets outside of the 
subdivision as provided in this Section. Wherever a proposed development abuts 
unplatted land or a future development phase of the same development, street stubs 
shall be provided to allow access to future abutting subdivisions and to logically extend 
the street system into the surrounding area. All street stubs shall be provided with a 
temporary turn-around unless specifically exempted by the [Fire Marshal], and the 
restoration and extension of the street shall be the responsibility of any future 
developer of the abutting land. 


2. When Abutting an Arterial Street. Property access to abutting arterials shall be 
minimized. Where such access is necessary, shared driveways may be required in 
conformance with Section 3.1.2. If vehicle access off a secondary street is possible, then 
the road authority may prohibit access to the arterial. 


3. Continuation of Streets. Planned streets shall connect with surrounding streets to 
permit the convenient movement of traffic between residential neighborhoods and to 
facilitate emergency access and evacuation. Connections shall be designed to meet or 
exceed the standards in subsection 4, below, and to avoid or minimize through traffic on 
local streets. Appropriate design and traffic control and traffic calming measures, as 
provided in subsection H, below, are the preferred means of discouraging through 
traffic. 


4. Street Connectivity and Formation of Blocks. In order to promote efficient vehicular and 
pedestrian circulation throughout the city, subdivisions and site developments of more 
than two (2) acres shall be served by a connecting network of public streets and/or 
accessways, in accordance with the following standards (minimum and maximum 
distances between two streets or a street and its nearest accessway): 


a. Residential Districts: Minimum of [100] foot block length and maximum of [600] 
length; maximum [1,400] feet block perimeter; 


b. [Downtown / Main Street District]: Minimum of [100] foot length and maximum of 
[400] foot length; maximum [1,200] foot perimeter; 


c. General Commercial Districts: Minimum of [100] foot length and maximum of [600] 
foot length; maximum [1,400] foot perimeter; 


d. Not applicable to the Industrial Districts; 







 


 


Figure 3.4.100G - Street Connectivity and Formation of Blocks 


 


 


5. Accessway Standards. Where a street connection in conformance with the maximum 
block length standards in subsection 4 is impracticable, an accessway shall be provided 
at or near the middle of a block in lieu of the street connection, as generally shown in 
Figure 3.4.100G. The City may also require developers to provide an accessway where a 
cul-de-sac or other street is planned and the accessway would connect the streets or 
provide a connection to other developments. Such access ways shall conform to all of 
the following standards: 


a. Accessways shall be no less than ten (10) feet wide and located within a right-of-way 
or easement allowing public access and, as applicable, emergency vehicle access; 







 


 


b. If the streets within the subdivision or neighborhood are lighted, all accessways in 
the subdivision shall be lighted. Accessway illumination shall provide at least 2-foot 
candles; 


c. A right-of-way or public access easement provided in accordance with subsection b 
that is less than 20 feet wide may be allowed on steep slopes where the decision 
body finds that stairs, ramps, or switch-back paths are required; 


d. All accessways shall conform to applicable ADA requirements; 


e. The City may require landscaping as part of the required accessway improvement to 
buffer pedestrians from adjacent vehicles, provided that landscaping or fencing 
adjacent to the accessway does not exceed four (4) feet in height; and 


f. which may be modified by the decision body without a variance when the 
modification affords greater convenience or comfort for, and does not compromise 
the safety of, pedestrians or bicyclists. 


H. Traffic Signals and Traffic Calming Features. 


1. Traffic signals shall be required with development when traffic signal warrants are met, 
in conformance with the Highway Capacity Manual and Manual of Uniform Traffic 
Control Devices.  The location of traffic signals shall be noted on approved street plans.  
Where a proposed street intersection will result in an immediate need for a traffic 
signal, a signal meeting approved specifications shall be installed in conformance with 
the road authority’s requirements. The developer’s cost and the timing of 
improvements shall be included as a condition of development approval. 


2. When an intersection meets or is projected to meet traffic signal warrants, the City may 
accept alternative mitigation, such as a roundabout, in lieu of a traffic signal, if approved 
by the City Engineer and applicable road authority. 


3. The City may require the installation of calming features such as traffic circles, curb 
extensions, reduced street width (parking on one side), medians with pedestrian 
crossing refuges, and/or special paving to slow traffic in neighborhoods or commercial 
areas with high pedestrian traffic. 


I. Future Street Plan and Extension of Streets.   


1. A future street plan shall be filed by the applicant in conjunction with an application for 
a subdivision in order to facilitate orderly development of the street system.  The plan 
shall show the pattern of existing and proposed future streets from the boundaries of 
the proposed land division and shall include other divisible parcels within [400-600] feet 







 


 


surrounding and adjacent to the proposed land division.  The street plan is not binding; 
rather it is intended to show potential future street extensions with future development 


 


 2. Streets shall be extended to the boundary lines of the parcel or tract to be developed 
when the City determines that the extension is necessary to give street access to, or 
permit a satisfactory future division of, adjoining land.  The point where the streets 
temporarily end shall conform to a-c, below: 


a. These extended streets or street stubs to adjoining properties are not considered to 
be cul-de-sacs since they are intended to continue as through streets when the 
adjoining property is developed. 


  b. A barricade (e.g., fence, bollards, boulders or similar vehicle barrier) shall be 
constructed at the end of the street by the subdivider and shall not be removed until 
authorized by the City or other applicable agency with jurisdiction over the street.  
The cost of the barricade shall be included in the street construction cost. 


  c. Temporary street ends shall provide turnarounds constructed to Uniform Fire Code 
standards for streets over 150 feet in length. See also, Section 3.1.200. 


J. Street Alignment, Radii, and Connections.  


 1. Staggering of streets making "T" intersections at collectors and arterials shall not be 
designed so that offsets of less than 300 feet on such streets are created, as measured 
from the centerline of the street.   


 2. Spacing between local street intersections shall have a minimum separation of 125 feet, 
except where more closely spaced intersections are designed to provide an open space, 
pocket park, common area, or similar neighborhood amenity.  This standard applies to 
four-way and three-way (off-set) intersections. 


 3. All local and collector streets that stub into a development site shall be extended within 
the site to provide through circulation unless prevented by environmental or 
topographical constraints, existing development patterns, or compliance with other 
standards in this code.  This exception applies when it is not possible to redesign or 
reconfigure the street pattern to provide required extensions.  Land is considered 
topographically constrained if the slope is greater than 15% for a distance of 250 feet or 
more.  In the case of environmental or topographical constraints, the mere presence of 
a constraint is not sufficient to show that a street connection is not possible.  The 







 


 


applicant must show why the environmental or topographic constraint precludes some 
reasonable street connection. 


 4. Proposed streets or street extensions shall be located to allow continuity in street 
alignments and to facilitate future development of vacant or redevelopable lands. 


5. In order to promote efficient vehicular and pedestrian circulation throughout the city, 
the design of subdivisions and alignment of new streets shall conform to block length 
standards in Section 3.1.200. 


6. Corner curb radii shall be at least 20 feet, except where smaller radii are approved by 
the City Engineer. 


K. Sidewalks, Planter Strips, Bicycle Lanes.  Sidewalks, planter strips, and bicycle lanes shall be 
installed in conformance with the standards in Table 3.4.100, applicable provisions of 
Transportation System Plan, the Comprehensive Plan, and adopted street plans. 
Maintenance of sidewalks and planter strips in the right-of-way is the continuing obligation 
of the adjacent property owner. 


L. Intersection Angles.  Streets shall be laid out so as to intersect at an angle as near to a right 
angle as practicable, except where topography requires a lesser angle or where a reduced 
angle is necessary to provide an open space, pocket park, common area or similar 
neighborhood amenity.  In addition, the following standards shall apply: 


1. Streets shall have at least 25 feet of tangent adjacent to the right-of-way intersection 
unless topography requires a lesser distance; 


 2. Intersections which are not at right angles shall have a minimum corner radius of 20 feet 
along the right-of-way lines of the acute angle; and 


 3. Right-of-way lines at intersection with arterial streets shall have a corner radius of not 
less than 20 feet. 


M. Existing Rights-of-Way.  Whenever existing rights-of-way adjacent to a proposed 
development are less than standard width, additional rights-of-way shall be provided at the 
time of subdivision or development, subject to the provision of Section 3.4.100. 


N. Cul-de-sacs.  A cul-de-sac street shall only be used when environmental or topographical 
constraints, existing development patterns, or compliance with other standards in this code 
preclude street extension and through circulation.  When cul-de-sacs are provided, all of the 
following shall be met:  







 


 


 The cul-de-sac shall not exceed a length of [400-800] feet; the length of the cul-de-sac shall 
be measured along the centerline of the roadway from the near side of the intersecting street 
to the farthest point of the cul-de-sac;  


1. The cul-de-sac shall terminate with a circular or hammer-head turnaround 
meeting the Uniform Fire Code.  Circular turnarounds shall have a radius of no 
less than [40] feet, and not more than a radius of 45 feet (i.e., from center to 
edge of pavement); except that turnarounds shall be larger when they contain a 
landscaped island or parking bay at their center.  When an island or parking bay 
is provided, there shall be a fire apparatus lane of 20 feet in width; and 


2. The cul-de-sac shall provide, or not preclude the opportunity to later install, a 
pedestrian and bicycle accessway connection between it an adjacent streets 
access ways, parks, or other right-of-way. Such accessways shall conform to 
Section 3.1.400. 


O. Grades and Curves.  Grades shall not exceed 10 percent on arterials, 12% on collector 
streets, or 12% on any other street (except that local or residential access streets may have 
segments with grades up to 15% for distances of no greater than 250 feet), and: 


 1. Centerline curve radii shall not be less than 700 feet on arterials, 500 feet on major 
collectors, 350 feet on minor collectors, or 100 feet on other streets; and 


 2. Streets intersecting with a minor collector or greater functional classification street, or 
streets intended to be posted with a stop sign or signalization, shall provide a landing 
averaging five percent or less.  Landings are that portion of the street within 20 feet of 
the edge of the intersecting street at full improvement. 


P. Curbs, Curb Cuts, Ramps, and Driveway Approaches.  Concrete curbs, curb cuts, wheelchair 
ramps, bicycle ramps, and driveway approaches shall be constructed in accordance with 
standards specified in Chapter 3.1, Access and Circulation. 


Q. Streets Adjacent to Railroad Right-of-Way.  When a transportation improvement is 
proposed within [300] feet of a public railroad crossing, or a modification is proposed to an 
existing public crossing, the Oregon Department of Transportation and the rail service 
provider shall be notified and given an opportunity to comment, in conformance with the 
provisions of Article 4. Private crossing improvements are subject to review and licensing by 
the rail service provider. 


R. Development Adjoining Arterial Streets.  Where a development adjoins or is crossed by an 
existing or proposed arterial street, the development design shall separate residential 
access from through traffic and minimize traffic conflicts. (See also, the access requirements 
under Section 3.1.200.)  The development design shall include one or more of the following: 







 


 


 1. A parallel access street (frontage road) along the arterial with a landscape median 
(raised curbs) of not less than [10] feet in width separating the two streets; 


 


 2. Deep lots ([120] feet or greater) abutting the arterial or major collector to provide 
adequate buffering with frontage along another street; 


 3. Screen planting within a non-access reservation (e.g., public easement or tract) of not 
less than [5-10] feet in width at the rear or side property line along the arterial; or 


 4. Other treatment approved by the City that is consistent with the purpose of this 
Section; 


S. Alleys, Public or Private.  Alleys shall conform to the standards in Table 3.4.100. Alley 
intersections and sharp changes in alignment shall be avoided. The corners of necessary 
alley intersections shall have a radius of not less than 12 feet. 


T. Private Streets.   [Private streets shall conform to City standards of construction and shall 
provide sidewalks or pathways as approved by the City. Private streets shall not be used to 
avoid public access connectivity required by this Chapter.]  Gated communities (i.e., where a 
gate limits access to a development from a public street) are prohibited; and 


U. Street Names.  No new street name shall be used which will duplicate or be confused with 
the names of existing streets in [name of]County.  Street names, signs, and numbers shall 
conform to the established pattern in the surrounding area, except as requested by 
emergency service providers. 


V. Survey Monuments.   Upon completion of a street improvement and prior to acceptance by 
the City, it shall be the responsibility of the developer's registered professional land 
surveyor to provide certification to the City that all boundary and interior monuments shall 
be reestablished and protected. 


W. Street Signs.  The city, county, or state with jurisdiction shall install all signs for traffic 
control and street names.  The cost of signs required for new development shall be the 
responsibility of the developer.  Street name signs shall be installed at all street 
intersections.  Stop signs and other signs may be required. 


X. Mail Boxes.  Plans for mail boxes shall be approved by the United States Postal Service. 


Y. Street Light Standards.  Street lights shall be installed in accordance with City standards. 







 


 


[Z. Street Cross-Sections.  The final lift of asphalt or concrete pavement shall be placed on all 
new constructed public roadways prior to final City acceptance of the roadway unless 
otherwise approved by the City Engineer.  The final lift shall also be placed no later than 
when __% of the structures in the new development are completed or __ years from the 
commencement of initial construction of the development, whichever is less.] 
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Appendix B: Curb Ramp Example 
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Appendix C: Traffic Circle Example 


 







Yel low Bi-directional
Reflectorized R.P.M.’s every
2' clockwise for 60° from
outer edge for through
street only


Traffic Circle Markings STANDARDIZED GUIDELINE FOR
TRAFFIC CIRCLE PAVEMENT MARKING


AND SIGN INSTALLATION


City of Portland
Bureau of Traffic Management


12/98


TRAFFIC CIRCLE AHEAD symbol (W1700)
"20 MPH" rider @ approximately 150' 100'
minimum


Bi-directional Reflectorized R.P.M.
Direction of Reflection


KEY


R=radius of circle


d=1/2 R


R5500 (A,B,C as appropriate)
facing all approaches


White Bi-directional
Reflectorized R.P.M.’s
2'-2.5' o.c.


Yel low Bi-directional
Reflectorized R.P.M.’s every
2,5' o.c. on approach only
with 2" clearance to stripe


Double Yellow Striping 120'
in advance of ROW line of
intersection


NO PARKING


NO PARKING


Yellow Curb Tape or Paint


Solid Yellow Stripe


NO PARKING


NO PARKING


2
0


M
P


H


2
0


M
P


H


13' min


13' min 13' min


13' min


40'
To beginning of No Parking Zone. More
parking may be removed where parking
restrictions are inadequate to
maintain necessary passageway for
emergency vehicles and buses


STOP


STOP
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Appendix D: Speed Hump Example 
  









		Lincoln City - Design Guidelines - 08-13-2012 - Final.pdf

		Introduction

		Design Needs of Pedestrians 

		Design Needs of Bicyclists

		Bicycle Facility Continua

		US 101 Treatments and Sample Application

		Shared Roadway

		Bike Lane and Sidewalk

		Shared Use  Pathway

		Road Diet

		Shared Lane Markings

		Curb Extensions

		Furnishing Zone

		Enhanced Crosswalks



		Local Streets and Sample Application

		The Sidewalk Corridor

		Low Impact Pedestrian Path

		Bike Lanes

		Shared Lane Markings

		Shared Use Pathways

		Boardwalks

		Traffic Calming

		One-Way Street Couplets



		References

		Recommended Method of Adoption 

		Recommendations



		LCWB-FINAL Draft Memo 4_08.10.12.pdf

		Lincoln City

		Walking and Biking Plan

		Final Draft Memo 4: Bicycle and Pedestrian Systems

		Street Characteristics and Components

		Street Characteristic & Component Scoring Matrix

		Street Characteristics and Question

		Lincoln City Roadway Types

		Lincoln City Roadway Types Recommended Design Treatments

		North Lincoln City Roadway Types

		Central Lincoln City Roadway Types

		South Lincoln City Roadway Types

		Public Feedback on Existing Intersections of US 101

		Transit Stops and Existing Amenities* within Lincoln City

		Planning-Level Cost Estimate of Non-Motorized Facilities / Treatments



		LCWB-FINAL Draft Memo 5_081012.pdf

		Lincoln City

		Walking and Biking Plan

		Final Draft Memo 5: Funding Sources and Funding Strategies



		LCWB-FINAL Draft Memo 6 08.10.12.pdf

		Lincoln City

		Walking and Biking Plan

		Final Draft Memo 6: Facility Standards and Plan Policies

		Appendix A Excerpts from Model Development Code.pdf

		Figure 2.3.180 – Examples of Pedestrian [and Transit] Amenities

		Figure 3.1.300A(1)  Pedestrian Pathway System (Typical)

		Table 3.4.100F  Street Standards from the adopted Transportation System Plan

		Figure 3.4.100F(1)  Three-Lane Arterial-Boulevard Street Section

		Figure 3.4.100F(2)  Residential Collector Street Sections

		Figure 3.4.100F(3)  Commercial/Industrial Collector Street Sections (Parking One Side)/

		Figure 3.4.100F(4)  Commercial/Industrial Collector Street Sections (Parking Two Sides)

		Figure 3.4.100F(2)  Alley and Pathway Sections

		Figure 3.4.100G - Street Connectivity and Formation of Blocks














 


To:  Lincoln City Walking and Biking Plan Project Management Team 


CC:   


From:   Mike Tresidder, Alta Planning + Design 


Date: August 31, 2011  


Re: PAC Meeting #1 – PAC Homework Contributions  


 


This memo contains the contributions from the PAC that were recorded on flip chart paper at 


PAC Meeeting #1, held on August 29, 2011. The PAC had three questions that they responded to: 


1. What is your vision for walking and cycling in Lincoln City? 


2. What issues are important to you and the groups you represent? 


3. What must the Pedestrian and Bicycle Plan do to implement your vision for walking and 


cycling? 


Not all members contributed to each question.  


 
 Safe and Accessible bicycle and pedestrian options within the city. Pedestrian access in the 


Pearls. Bicycle and pedestrian access between the Pearls. Bicycle and pedestrian options 


off of US 101 (101 should prioritize vehicles). Developing alternate routes through the 


city. 


 Increased ease and safety for cyclists within and travelling through Lincoln City, OR. 


The OR Coast Bike Route on US 101 is a favored route by cycling tourists around the 


world and is the main connection for the local cyclist as well. We see that for cycling to 


be prominent, cyclists need to feel safe on 101 as most businesses are 101, it is the shortest 


distance between two points generally, and it is the flattest.  


 Lincoln City becomes a place where pedestrians can walk safely city limit to city limit via 


continuous sidewalks and/or connecting paths. A city where pedestrian law enforcement 


is embraced as a way of life. A City where pedestrian rights of way are fully protected as 


required by local and Oregon laws. 


 Community Health and Safety. Make it possible for residents to step outside and go for a 


walk or bike ride in a safe manner.  







 Work with partners to make Lincoln County a healthier place to live/work/play. To 


make the healthy choice the easy choice. 


 A safe, walkable, bikeable, community 


 
 Providing alternate routes off US 101 for visitors/residents 


 Concerns re: trail safety 


 Direct improvements to US 101  


 Striping/wayfinding on a roadway 


 Full street width resurfacing, not limited grindouts that marginalize the shoulders 


 Connectivity to business districts for cyclists using alternate routes 


 Hazard reductions: grates, unsafe surfaces, and dangerous intersections 


 Creative solutions to provide for safe mixed uses of our public right of ways 


 Marked crosswalks on US 101 (proper density?) 


 Education (of motorists, pedestrians, and bicyclists) 


 Continuous travel path from city limits to city limits with beach access 


 Specific intersections – 101/Logan Rd; 101/Neotsu; 101/E. Devils Lk. Rd; 101/Holmes Rd 


 Topography 


 Increase connectivity (creatively) 


 Overcoming health challenges 


 Safety 


 Family involvement emphasis; family-friendly solutions.  


 Focus on underserved, marginalized populations.  


 Accessibility (get people out of cars and into shops) 


 Need bike racks/bike parking in the Pearls 


 Connections to transit –consistency/frequency 


 Adequate signage (wayfinding) 


 US 101 splits the neighborhood 


 Be multi-modal (walking, skateboards, adult scooters) 


 Safety 


 Connections to transit 


 Pedestrian safety – consider removal of mid-block crossings in Oceanlake 


 Bicyclist safety – dooring  







 Safety for parents and kids 


 SRTS 


 A transportation system for those who cannot drive – getting safely from A to B 


 Identify/prioritize alternate transportation corridors 


 Reduce friction between users 


 Recognize that visitors are going to be using 101 and improving that route 


 
 Inventory of existing sidewalks 


 Identify future improvements 


 Involve public to find problems 


 Know important connections 


 Help decide funding priorities 


 Alternatives for low-income and young families 


 Education and user safety 


 Well-marked for all non-motorized modes 


 Warning lighting for pedestrian presence 


 Design for students 


 Walking school bus / bike train 


 Reduce traffic speeds 


 De-emphasize motor vehicles 


 Change “safe speed” perceptions 


 Consider/Identify alternate routes to US 101 


 Variable speed control signs on US 101 


 Identify locations for sharrows/paint 
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Meeting Summary: Project Advisory Committee (PAC) Meeting #2 
 
November 7, 2011 
6:00 PM – 7:30 PM 
City Hall, Council Chambers, 801 SW Highway 101 


ATTENDEES: 
Joell Archibald, Lincoln Co. Health & Human Services 
Liz Bardon, Samaritan North Lincoln Hospital 
Steven Bechard, Lincoln City Police Chief 
Julie Kay, Lincoln County Transit 
Pamela Barlow-Lind, Confederated Tribes of Siletz Indians 
Judy Casper, Nelscott Neighborhood Association 
Robert Hunt, citizen participant/pedestrian advocate 
Patrick O'Connor, Oregon Coast Community College 
Paul Robertson, Bike Advocacy Committee 
Alex Ward, Bay Area Merchants Association 
Don Williams, Chamber of Commerce 
Wes Ryan, lodging and transit 
Kate Lyman, Larry Weymouth, Mike Tressider, David Helton 
Kate Daschel, Debra Martzahn, Richard Townsend, Timothy Novak, Stephanie Reid 
  
Other attendees at PAC meeting: 
Dick Anderson, Mayor 
Chester Noreikis, City Councilor 
Carl Moseley, local TAC member 
Dawn Stetzel, local TAC member 
Alison Robertson, local TAC member 
Kurt Olsen, Urban Renewal Director 
Ken Dennis, County bike advocacy committee 
Barbara Alsleben, interested citizen 
Denise Squires, interested citizen 
Patrick Alexander, media (News-Guard) 
 


SUMMARY OF ITEMS DISCUSSED: Existing conditions, deficiencies, and needs for biking and walking in 
Lincoln City; potential design treatments for new biking and walking facilities in Lincoln City; logistics and 
ways to advertise Public Event #1 


SUMMARY OF COMMENTS RECEIVED: additions to the list of deficiencies and needs; input on ways to 
conduct the public event, and prioritization of deficiencies and needs. Results of the questionnaire 
handed out to meeting attendees is attached as Appendix A to this summary. 
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DETAILED LIST OF COMMENTS RECEIVED FROM THE PAC 


Comments received following consultant presentation of existing conditions regarding additions to the 
list of deficiencies and needs: 


• Need to identify the locations and concentrations of low-income populations 
• Need to identify needs relating to walking to existing transit stops 
• This plan should provide input to the Transportation System Plan regarding the locations needed 


for bus turnouts and new stops. 
• There is currently some existing confusion from signing at stops regarding local and county bus 


stops. 


 


Comments received from small-group map exercises 
NORTH MAP 
Group 1 


- 101 needs to be bike/ped friendly along length 
- Need tribal housing/safe route to casino worksite along north side of Devils Lake 
- Safety concern/need to signalize intersection of 101 and East Devils Lake Road 
- Add bike/ped facilities along Logan Road north of Casino 
- Add a path connecting NE 47th to Logan Road 
- Pedestrian access needed to access crosswalk at NW 34th  
- IGA near NW 22nd, west side of 101 
- Community center on SE side of 101/NW 22nd 


Group 2 
- Need crosswalk from Lighthouse Square to Safeway 
- East Devils Lake Road and 101 is an ugly intersection 
- Bikes and peds mix on highway shoulders on 101 in Wecoma Beach, should move away from 


101 
- Tight shoulder along 101 at NE Holmes Rd 
- Signage/connections in Oceanlake 
- No crosswalk at US 101/25th 


Group 3 
- No sidewalk to the lighthouse shopping center 
- No place to walk on 101 just west of West Devils Lake intersection 
- No peel off for school bus on NE 28th 
- Vacation rental dwellings and hotels are destinations – located in Roads End, Oceanlake 
- Need crosswalk at 101/28th 
- State park beach access in Roads End is a destination 


Group 4 
- Low income housing near West Devils Lake, north of 101 
- US 101 is 1 lane between West Devils Lake and Logan Road 
- Vehicle speed, hills along NW Jetty Ave 
- DIAs for sidewalks? 
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CENTRAL MAP 
Group 1 


- Sharrows in Oceanlake 
- Oceanlake is a heavily used ped area, not bike friendly,  
- Need safe bike parking (lockers?) in Oceanlake 
- Bi-mart on SE Oar Ave 
- Intersection of 101/East Devils Lake Road is hard for peds 


Group 2 
- Hills along NE 14th St 
- Where are people coming from to Regatta Park? 
- Bike parking in Oceanlake 


Group 3 
- No shoulders on walk facility on Jetty 
- Vegetation encroachment into right of way 
- No differentiation between parking and sidewalk at Seven Gables shop 
- Need light at SE 19th 
- Subsidized housing, church, Head start near SE 19th 
- Sidewalks good in Olivia Beach but no connections to other places 
- SW Coast Ave is a nightmare 


Group 4 
- NW Jetty Ave, NW Harbor Ave 
- D river crossing 
- Steep windy along SW Coast Ave 


SOUTH MAP 
Group 1 


- US 101 is unsafe north of Taft 
- Bridge abutments, narrow jarring on Schooner Creek bridge 
- Scenic byway improvements along 101 between Taft & Cutler City 
- Not ped friendly route to connect Taft & Cutler City 
- Low volume grid pattern in Cutler City works well without major improvements 
- Neighbors use an unmarked path to the beach in Cutler 
- Nice ped improvements – thanks (Cutler City)! 


Group 2 
- Great walking/urban renewal area in Taft 
- I like biking on 101 
- US 101/high school drive intersection is problematic 
- Little /no shoulder along 101 south of SE 19th 


Group 3 
- Public restrooms all on west side; no way to get across 
- Need crosswalk from retirement home to fire station in Taft north of 48th place 


Group 4 
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- Schooner Creek Bridge 
- No crosswalks from SE 19th to SW 48th 
- Not sure of crosswalks marked on maps at Coast and Beach Aves 


NOTES FROM FLIP CHARTS 
- Lighthouse Square access 
- No restroom on east side of US 101 
- Nelscott crossing to school awful 
- VRDs 
- NW 39th lodging, Bay to North 
- Logan to Devils Lake no walkway 
- NE 28th no walkway for kids getting off bus 
- Jetty has obstructive vegetation 
- 7 Gables in front of D River 
- S. Coast to Canyon Park 
- US101/Tribal facilities from Neotsu 
- NE 29th –NW Jetty – back to 101 bike route 
- NW 19th to NE 47th NE Devils Lake Road to NW Logan Road connection 
- 2 lanes –> 1 lane; speeding, narrow 
- Connections US 101 
- Neotsu post office 
- Little bike parking 
- SW 48th crossing needed by fire station 
- Sharrows on street 
- Across D River 
- DMV area 
- Schooner Creek bridge and Drift Creek bridge 
- SE 19th- SW 48th improve length for bike/ped 
- Where 2 lanes –> 1 lane; speeding where narrows 
- High School Drive, Taft and urban renewal need good look 


 


Comments on Public Event #1  


• Most want an open house format 
• Perhaps a workshop activity at the open house 
• It’s important to have nice graphics 
• Have a hands-on activity 
• On Saturday, January 28 there is going to be a community jambalaya cook-off; this event could 


occur at the same time as that one as a way to increase attendance  
• Perhaps a walk-the-dog demonstration at night to get people interested in project 
• Other potential incentives to attend (ask for sponsors of event): 


o ODOT has reflective arm bands to give away 
o Raffle for walking shoes and/or a bike 
o Free jambalaya ticket if walk or bike to event 
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• Help for publicizing the event: 


o Perhaps the Bike Rodeo event in the Spring would like to have a table at the project’s 
event 


o Perhaps Bay Area Management Association would like a table at the event 
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APPENDIX A 


Project Advisory Committee #2: Needs and Deficiencies Questionnaire 
 
Number of surveys received: 14 (most were PAC members, some TAC members). 
Note: not all respondents answered every question. 


 


Need/Deficiency Categories of Importance Please add additional comment 
here: 


Connections to casino and 
retail areas at Logan Rd 


Not at all  
important 


Slightly 
important 


Moderately 
important 3 


Very 
important 
5 


Extremely 
important 5 


No 
opinion 


If it’s important for a fire truck to 
have the connectivity then it’s 
important for bikes and peds. 


Casino connections are fine, but 
Logan Rd shopping connections 
desperately needed. Bike rack in 
Goodwill shop area is needed. 


Please take in mind immediate 
need of people with wheelchairs. 


Also transit stops. 


Ped/bike facilities along NE 
Holmes Rd 


Not at all  
important 


Slightly 
important 


Moderately 
important 5 


Very 
important 
4 


Extremely 
important 4 


No 
opinion 1  


Biking is fine on Holmes. 


High population density. 


Highly dangerous given volume ot 
ped/bike truck. 


Connections to Oceanlake 
Elementary and Lincoln City 
Adventist 


Not at all  
important 


Slightly 
important 1 


Moderately 
important 2 


Very 
important 
6 


Extremely 
important 2 


No 
opinion 2  
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Need/Deficiency Categories of Importance Please add additional comment 


here: 


Connections to the hospital Not at all  
important 


Slightly 
important 1 


Moderately 
important 


Very 
important 
6 


Extremely 
important 3 


No 
opinion 1 


 


Connection to Regatta Park Not at all  
important 


Slightly 
important 2 


Moderately 
important 1 


Very 
important 
7 


Extremely 
important 2 


No 
opinion 1 


No bus service there, $20 cab ride 
for Easter eggs. 


Connection across D River at 
US 101 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 
8 


Extremely 
important 4 


No 
opinion 


I hope this doesn’t mean on the 
beach. 


Connection to the Factory 
Stores 


Not at all  
important 


Slightly 
important 2 


Moderately 
important 3 


Very 
important 
7 


Extremely 
important 


No 
opinion 


I find the connection to be ok. 


Ped/bike facilities along US 
101 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 
4 


Extremely 
important 8 


No 
opinion 


Or a good alternate route 


Ped/bike facilities along High 
School Drive 


Not at all  
important 


Slightly 
important 1 


Moderately 
important 


Very 
important 
5 


Extremely 
important 5 


No 
opinion 


Immediate need 


Ped/bike connection from 
Cutler City to Taft 


Not at all  
important 


Slightly 
important 


Moderately 
important 1 


Very 
important 
7 


Extremely 
important 3 


No 
opinion 


 


Other (please specify)  


Biking S. on 101 turn into 
Neotsu P.O. hazard. 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 


Extremely 
important 1 


No 
opinion 
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Need/Deficiency Categories of Importance Please add additional comment 


here: 


Other (please specify)  


Biking S. on 101 turn into NE? 
(to KOA) Devils Lake Road is 
hazard. 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 


Extremely 
important 1 


No 
opinion 


 


Other (please specify)  


Biking S on 101 from Otis - @ 
Clancy Road the shoulder is 
non-existent. 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 


Extremely 
important 1 


No 
opinion 


 


Other (please specify)  


Biking out of library, turning left 
on 101 – is turn light activated 
by bike or car? 


Not at all  
important 


Slightly 
important 


Moderately 
important 1 


Very 
important 


Extremely 
important 


No 
opinion 


 


Other (please specify)  


Nighttime bus pick up no lights 
@ stop for bus drive to see 
pedestrian – bus driver hands 
out red blink lights 


Not at all  
important 


Slightly 
important 1 


Moderately 
important 


Very 
important 


Extremely 
important 


No 
opinion 


 


Other (please specify)  


Timing of traffic lights & ped 
signals 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 
1 


Extremely 
important 


No 
opinion 


Please adjust to allow ped only 
crossing across hwy at busy 
intersections 


Other (please specify)  


County health clinic connection 
along highway 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 
1 


Extremely 
important 1 


No 
opinion 
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Need/Deficiency Categories of Importance Please add additional comment 


here: 


Other (please specify)  


New & existing standards for 
businesses to have sidewalks 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 
1 


Extremely 
important 


No 
opinion 


Smile on your customers by letting 
them by – they will come in (build 
it & they will come) 


Other (please specify)  


Safety Imvs for peds/bikes/veh 
@ Neotsu & Devils Lk. Rd. 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 


Extremely 
important 1 


No 
opinion 


 


Other (please specify)  


Ped safe route from tribal low 
income housing to casino 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 


Extremely 
important 1 


No 
opinion 


 


Other (please specify)  


Neotsu - 101 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 


Extremely 
important 1 


No 
opinion 


Neotsu – Otis to West Devils Lake  


Other (please specify)  


Crosswalk and signal light at SW 
32nd and Hwy 101 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 


Extremely 
important 1 


No 
opinion 


 


Other (please specify)  


Connect and straighten SW 32nd 
across Hwy 101 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 


Extremely 
important 1 


No 
opinion 


 


Other (please specify)  


NE Devils Lake Blvd to Logan Rd 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 


Extremely 
important 1 


No 
opinion 


 


Other (please specify)  Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 


Extremely 
important 1 


No 
opinion 
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Need/Deficiency Categories of Importance Please add additional comment 


here: 


Schooner Creek Bridge 


Other (please specify)  


D River Bridge 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 
1 


Extremely 
important 


No 
opinion 


 


Other (please specify)  


Ped/bike connection from 
Cherry Hill to Logan Road 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 
1 


Extremely 
important 


No 
opinion 


 


Other (please specify)  


Ped/bike connection from SE 
High school drive to NE 14th 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 


Extremely 
important 1 


No 
opinion 


 


Other (please specify)  


West Devils Lake to East Devils 
Lake 


Not at all  
important 


Slightly 
important 


Moderately 
important 1 


Very 
important 


Extremely 
important  


No 
opinion 


 


Other (please specify)  


Retain @ Logan to West Devils 
Lake 


Not at all  
important 


Slightly 
important 


Moderately 
important 


Very 
important 
1 


Extremely 
important  


No 
opinion 


 


Other (please specify)  


Regatta Park to 101 


Not at all  
important 


Slightly 
important 


Moderately 
important 1 


Very 
important 


Extremely 
important  


No 
opinion 


 


 


Other comments: 


- Connect schools, parks, grocery stores, shopping areas, major places of work. Add bike parking. 
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- Major lack of signage notifying cars that bikes and peds are allowed to be there 
- Bike parking in town is lacking. All weather would be great. 
- No need to separate bikes and cars beyond traditional bike lanes. No raised bike lanes, especially if there will be dips for driveways. 
- Essentially all areas should be considered extremely important to encourage walking & bicycling in lieu of using motorized 


transportation on trips of 5 miles or les
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Meeting Summary: Project Advisory Committee (PAC) Meeting #3 
 
April 4, 2011 
5:00 PM – 6:30 PM 
City Hall, Council Chambers, 801 SW Highway 101 


ATTENDEES: 
Liz Bardon, Samaritan North Lincoln Hospital 
Steven Bechard, Lincoln City Police Chief 
Julie Kay, Lincoln County Transit 
Judy Casper, Nelscott Neighborhood Association 
Robert Hunt, citizen participant/pedestrian advocate 
Paul Robertson, Bike Advocacy Committee 
Alex Ward, Bay Area Merchants Association 
Wes Ryan, lodging and transit 
Dave Malcolm, Taft Elementary School 
Kate Lyman, Mike Tressider, David Helton 
Kate Daschel, Debra Martzahn, Richard Townsend, Timothy Novak, Stephanie Reid, Joe Primeau 
  
Other attendees at PAC meeting: 
Dick Anderson, Mayor 
Dawn Stetzel, local TAC member 
Steve Griffiths, Parks Board 
Doug Bryson, Planning Commission 
Lila Bradley, Lincoln City Public Works 
Seth Lenaerts, citizen 
Kathy Conner, citizen 
 


SUMMARY OF ITEMS DISCUSSED: Design treatments for pedestrian and bicycle facilities on local roads 
and US 101; summary of feedback heard at the project open house on January 28th; overview of next 
steps in the project 


SUMMARY OF COMMENTS RECEIVED: Feedback on specific design treatments for pedestrians and 
bicycles – both through discussion during the presentation and through evaluation forms 


 


Comments heard by Design Type 


Sidewalks on Local Streets 


- Concern about adding more impervious surface 
- Not a lot of people park on Jetty (not many places to legally park) 
- Enforcement may be an issue on Jetty 
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- Would sidewalk on only one side allow for parking? 
- Would the sidewalk be wider if it was only on one side? 
- Who is paying for this?  Could be a burden on residents? 
- Concern about 11’ ROW on Jetty for RVs (too narrow) 
- Lots of people use Jetty when 101 is busy 
- Need to accommodate bikes too 


Shared Lane Markings 


- Are there sharrows for pedestrians? (yes – example in Manzanita), but isn’t a nationally 
recognized design treatment. 


- Frequency of sharrows?  Depends on intersections, line of sight:  should be able to see 2, needs 
to be constant reminder 


- Have non-abrupt curbs on local street (rolled) 
- What do sharrows legally mean? 
- Could you still have parking on one side? 


o Almost no parking on Holmes 
o Sidewalks would increase safety on Holmes 
o Holmes is used as through street 


Bike Lanes 


- NE 14th is a good place for bike lane 
- Would the committee want bike lanes without sidewalks? No 
- Could you have one sidewalk and one bike lane on opposite sides? 
- There are lots of kids on Holmes 


o Pedestrian area is higher priority 
- Continue Head to Bay trail along Holmes? 


Shared use path 


- Fix gaps in Head to Bay trail 
- Safety issues with parallel roadways – right turns signage is important 


Traffic Calming 


- NW 25th – 39th on Jetty –issues with speed 25th, 30th would be good places for traffic calming 
- Like aesthetic effects of some traffic calming measures 
- Like chicanes, neck down 
- Chicanes can be problematic because if a car pulls over, police vehicles can’t get through 
- Does a pedestrian pathway always mean a sidewalk?  Could it be gravel? (answer – Yes, but it 


needs to be ADA accessible) 
- Curb extensions take away space from bicyclists 
- Uniform paint color for bike lanes would work well 
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One-way street couplets 


• NW 39th is a good candidate; as are NW 40th or 36th  
• Would work well on many streets as long as there are enough cross-streets 
• Could you do a couplet for just a few blocks? 
• Tourists may not know where they are going 
• Parking on side, where cars are on? 
• Contra-flow lane on Fleet 


 Add this as specific treatment for consideration throughout the city. 
 Can be congested at bottom of Fleet 


Shared Streets 


• Prefer defining bike and pedestrian space – encourages people to get out of the house 
• How well do they work? 
• Has been suggested in Cutler City 
• NW 15th is like this – people like it 
• Need pedestrian activated lighting on 101 
• These should be in smaller places 
• NE 15th – 17th area – where there are hills 


 Need to have a sidewalk where there are no hills 


US101 


• extend shoulder bikeway to Drift Creek Rd into town 
• Extend shoulder bikeway from 101/18 intersection into town 
• Shared use path is the only circumstance where facilities would not be on Highway itself 


o Preferred facilities on 101 are sidewalks and bikeways 
• If road diet works with traffic flow – it’s great 
• Concern about door zone on road diet for bikes 
• Concern about slowing down traffic 
• Would the road diet take out parking? 
• Shared lane marking s might be used instead of road diet 
• More in favor of shared lanes that road diet in short-term 


o Spend the money on sharrows 
 But sharrows do nothing for cyclists 
 Problem is that drivers are not aware of cyclists 


- There are bicycle tourists 
• Road diet – take out bike lanes and have wider sidewalks?   


o Yes, would appeal to owners 
• Road diet would make owners nervous 
• Yes, road diet should be looked at 
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Feedback from Evaluation Forms – LOCAL STREETS 


Treatment Useful Good Locations? Locations to 
Avoid? 


Notes 


bike lane Y    


 Y 


 


 


Minimize paint or 
thermoplastic, 
maintenance will 
get expensive. 
Avoid painting full 
width green for 
example 


 Y 
NW 22nd, NW 40th 
Holmes Road, Logan Road 
East Devils by Tangier  


 


shared lane 
markings Y 


 


 


needs lots of 
education about 
what they mean 


 Y best option for many low 
volume local streets  


 


 Y 


 


 


Bikes will ride on 
the roads in 
specific areas. 
Sharrows would 
be a natural 
treatment 


 Y 
NE 36th, Logan Road, NW Inlet 
by 6th, NE Oar to 17th, NE 6th, NE 
14th  


 


sidewalks Y 
West side of Logan's Rd 
between end of existing to state 
park  


 


 Y 


 


 


Avoid rolled or 
mountable curbs. 
Cars and trucks 
will park on them 
and damage them 


 Y 


 


 


I would like to 
have the idea of 
sidewalk on one 
side/parking on 
the other 


 N 
 


 


I would prefer 
gravel paths, more 
attractive.  
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Treatment Useful Good Locations? Locations to 


Avoid? 
Notes 


 Y 
NW Harbor – Sand Piper, HS 
Drive, SW Anchor – 32nd – 35th, 
SE 32nd  


 


separated 
pathways Y Head to Bay, other primary trails 


 
 


 N 
Recreation only. 


 


Most places in LC 
do not have right-
of-way. 


 Y Coast and SW 11th Canyons   
boardwalks Y Head to Bay, along D River   


 na 


 


 


Very expensive, 
esp in wetland 
areas where they 
are needed. 


 Y 
 


 


Nice touch, if not 
too costly initially - 
will be upkeep 


 Y Watt Devils Lake Road 
D River to Cultural Center  


 


traffic calming Y    


 Y 


 


 


prefer green, 
planted mini 
traffic circles to 
necking down, or 
raised asphalt 


  
NW 28th, NW Jetty (Surftides) 
NW Harbor, HS Drive, SE 19th 
(Head Start)  


 


one-way street 
couplets ? In rare situations 


 
 


 Y 


In E-W directions, mostly @ 
North end of town. SE Inlet and 
Jetty between 3rd and 9th could 
also be candidates in N-S 
direction  


 


 Y 


NW area. N-S and E-W or where 
streets are really narrow. May 
need to add improvements to 
adjacent streets  


Would really like 
to. 


 Y NW 39th and 37th, NE 14th and 
15th, NW 5th and 37th   


 


enhanced 
crosswalks Y on collectors and arterials 


 
 


   
 


Effective, yet 
unattractive 
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Treatment Useful Good Locations? Locations to 


Avoid? 
Notes 


 Y/N Speed tables, no signs or lights   


shared street Y many places, highly residential 
areas  


 


 Y 
In short lengths & low volume 
areas. NW N-S streets come to 
mind.  


 


 Y 
 


 


The type that is 
more well-defined 
than less 


 N 


 


 


Not crazy about 
concept, leaves 
bikes and peds 
vulnerable, but 
can be designed to 
work. 


 Y Cutler City   


Contra-flow Y SW Fleet, NW 35th, SW 37th, SW 
Jetty in Cutler CIty  


 


 


General Comments – Local Streets 
• had the exact same comments as US 101. Shoulder bikeways and sharrows.  
• all possible at site specific locations (maybe not shared streets). Site specific needs should 


dictate where treatments are used.  
• City has right-of-way widths (typically 40-50 feet), but encroachments from adjacent property 


owners make it appear that the ROW is narrow, so it would be nice to "claim" back or use ROW 
for public needs even if it is not improved (gravel path idea).  


• Rolled curbs - really don't like them because it is inevitable that people park on the sidewalks 
• yes to all, except a maybe on traffic calming.  
• Sharrows: SW Ebb behind Pier 101 and coffee shop; SE 3rd near SE Mast; SW 11th Dr by 


Canyons; SW Coast Ave – All; SW 35th to 101; SW 50th; SW Beach; SW Coast; SW 51st; SE 48th; 
HS Drive; SE 32nd 
 


Feedback from Evaluation Forms – US 101 


Treatment Useful Good Locations? Locations to 
Avoid? 


Notes 


Shoulder Bikeways Y in rural stretches, 
esp. N of Safeway 


  


 Y 
No man's land, 
could be a first 
step fix 


  


 Y   best option 
 Y Drift Creek Bridge   
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Treatment Useful Good Locations? Locations to 


Avoid? 
Notes 


to Taft 52st 
West Devils Lake 
Blvd to Logan 
Road 


Bike lane + 
sidewalk Y 


Nelscott – The Gap 
Cutler City to Taft 
Wecoma (Logan 
Road) to 
Oceanlake (21st) 
NW 12th to D River 
SE 7th to SE 19th 


  


 Y 
No man's land,  
long-term 
improvement 


  


 Y In  the Devil's 
lLake Rock area 


  


 Y    


Separated 
Pathway Y 


Baldy Creek - Golf 
Course.   


 There should be 
allowances for 
parallel paths that 
may be some 
distance off the 
highway - esp. 
Oceanlake and 
Wecoma 


  Places where 
there is room 


  


 N lack of right-of-
way 


  


 maybe 


where feasible in 
areas where high 
numbers of young 
or elderly 


  


 Y love for north and 
south of city.  


  


 Y 
Neotsu to West 
Devils Lake Blvd 
“the Gap” 


  


Road Diet ?    


 na Need more 
information 


  


 Y 


Continue to 
pursue the idea of 
a road diet on 
certain sections of 


  







Walking and Biking Plan          
Treatment Useful Good Locations? Locations to 


Avoid? 
Notes 


101 
 N    


 N 


  Do we want to 
deal with fall out? 
Need to look at 
past studies.  


 Y/N 
Narrowing lanes – 
yes 


Four to three 
lanes – no (fear 
“push back”) 


 


Shared Lane 
Markings Y   But need 


education 


 Y Oceanlake, first 
step fix 


  


 Y 


  sharrows seem 
like the best 
solution. Give 
bikers confidence, 
increase drivers 
awareness, and 
cheap 


 Y 


  Concerned that 
paint is hard to 
keep fresh and can 
be expensive and 
look really bad if 
paint wears off.  


 Y 


Logan to NW 39th 
NW 21st to NW 
12th 
D River to SW 7th 
Taft – 51st to 48th 


  


Curb extensions Y In the pearls   


 N 


Work in 
Oceanlake, 
unnecessary most 
other places 


  


 Y downtown / 
Oceanlake 


  


 Y/N 
Interfere 4 
cyclists/could be 
flat w/asphalt 


  


Enhanced 
crosswalks Y 


In pearls, and at 
high-use crosswalk 
areas elsewhere 


  


 Y Ped activated   
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Treatment Useful Good Locations? Locations to 


Avoid? 
Notes 


lights could be 
useful in 
Oceanlake area 


 Y 


They seem to have 
worked well in 
Depoe Bay on US 
101 


  


 Y/N 


Don’t like large 
signs 
Use flashing lights 
SE 32nd to NW 
39th, NW 25th 


  


Shoulder Bikeways Y in rural stretches, 
esp. N of Safeway 


  


 Y 
No man's land, 
could be a first 
step fix 


  


 Y   best option 
Bike lane + 
sidewalk Y    


 Y 
No man's land,  
long-term 
improvement 


  


 


General Comments – US 101 
• Is there a public education program that can be implemented with this plan? Does Oregon 


have a statewide program? I personally do not know all of the laws as a motorist or bicyclist, 
could be beneficial to the community. 


• maintain continuity. Stick with simple guidelines that repeat all over town. A simple system of 
bike lanes where possible and sharrows where they are not would be a huge improvement. Is it 
also cheap and feasible. For pedestrians,  I see the focus  as improving crossings. 


• Yes to all (more or less) (except road diet). Wants consistency.  Do not plan US 101 piecemeal.  
• Yes to all except curb extensions 
• Road diet – 5 lanes to 4 with some turnouts, adding bike facilities (i.e. Kenny’s IGA to NW 21st) 
• Sharrows over signs any day! 
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Meeting Summary: Project Advisory Committee (PAC) Meeting #4 
 
May 21, 2012 
5:30 PM – 7:30 PM 
City Hall, Council Chambers, 801 SW Highway 101 


ATTENDEES: 
Joell Archibald, Lincoln County Health and 
Human Services 
Liz Bardon, Samaritan North Lincoln Hospital 
Steven Bechard, Lincoln City Police Department 
Julie Kay, Lincoln County Transit 
Fred Collazo, Lincoln County Transit 
Pam Barlow-Lind, Confederated Tribes of Siletz 
Indians 
Judy Casper, Nelscott Neighborhood Association 
Robert Hunt, citizen participant - pedestrian 
advocate 
Dave Malcolm, Lincoln County School District 
Patty Morgan, Oceanlake Merchants Association 
Paul Robertson, Bike Advocacy Committee 
Jim Buisman, Lincoln County Public Works 
Alex Ward, Bay Area Merchants Association and 
Lincoln City Councilor 
Don Williams, Chamber of Commerce 
Wes Ryan, lodging industry and transit 
committee 
Ryan Green, Oregon Paralyzed Veterans of 
American - ADA advocate 
Carl Moseley, design assistance 


Dawn Stetzel, design assistance 
  
Others in attendance: 
Kathy Conner 
Gary Ellingson 
Dick Anderson 
Vicki Hunt 
Joyce and Cal Lehmer 
Kurt Olsen 
  
City Staff: 
Debra Martzahn 
Timothy Novak 
Kate Daschel 
Stephanie Reid 
  
Consultant Team: 
Kate Lyman 
Mike Tresidder 
  
ODOT Project Manager: 
David Helton 


 
SUMMARY OF ITEMS DISCUSSED: Proposed network of roadway types for walking and biking facility 
improvements, city-wide improvements and programs, and general concerns/feedback on the project 
thus far 


SUMMARY OF COMMENTS RECEIVED: Feedback on roadway types and general concerns/feedback on 
the project thus far from each PAC member 
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Discussion of Roadway Types (see attached maps for additional comments) 


- Comments on roadway types (do they make sense?): 
o They are great 
o Need to prioritize work based on risk as opposed to use 
o Need coordination with state and county plans 
o Yes 
o Yes – difference between roadway types? 


- Comments on North Lincoln City roadway types: 
o Jetty Way is disastrous, should be high use 
o Switch medium use and high use streets south of Jetty 
o Need improvements within a half mile of schools – but don’t make improvements 


without coordinating with the school district 
o Logan north of park should be medium 
o Extension of Jetty north of 39th to high use 
o ? = Devils lake Boulevard (villages) – future 
o Neotsu – connection streets to E. Devils Lake Rd 
o 28th – speed bomb 
o Road to skate park – medium use 
o Road to baseball field – medium use 


- Comments on Central Lincoln City roadway types: 
o Too many high use designations near NE 14th 
o Harbor is a more important street than Jetty 
o NW 15th – maybe downgrade medium 
o SE Oar/SE 14th upgrade to medium 
o NE/NW 6th to campground upgrade to medium 
o SW Fleet upgrade to medium 
o NW 21st should be high-use all length 
o Oar - medium 


- Comments on South Lincoln City roadway types: 
o Coast and 28th is a problem intersection 
o How to get in and out of Olivia Beach?  
o Schooner Creek road is high use 
o Need to find out what school bus patterns are 
o SE 19th – downgrade to medium 
o SW 62nd – downgrade to medium 
o SE 32nd/SW 32nd downgrade to medium 
o Would like to see alternative north/south route (to 101) considered on east side of Hwy 


101  
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Comments on City-wide projects/Programs 


- Need discussion of mid-block crosswalks 
- Transit should be off the highway 
- Need bike racks at bus stops 
- Would signage be provided on the streets designated for higher-use? 
- Other ideas for programs: 


o Sunday parkways (like in Portland) 
o Donut Ride (like in Bellingham) 
o Bicycle rodeos 
o SmartTrips 
o Designated time for a community promenade – this is done in Italy 


- Bay Area Merchants Association is sponsoring a bike rodeo on June 2nd  
- Could there be a “share the road” campaign using different words? “Share the road” can have a 


negative connotation. 
- Should include community center in events and programs 


Feedback from PAC members 


- Paul Robertson: primary interest is US 101 – need implementation to be focused there 
- Joell Archibald: the county has conducted surveys at food bank sites where they have 


discovered that there is a big problem with tobacco use in the city, which is higher in low-
income populations. Suggest reaching out to food bank sites to get feedback from people on this 
plan. 


- Dawn Stetzel: Echo Paul’s statements, wants to see US 101 extended north to 18th and as far 
south as possible 


- Patty Morgan: Oceanlake Merchants Association would like any kinds of improvements that 
would calm down the stretch of 101 in Oceanlake. Road diet is a good idea. 


- Wes Ryan: there are bike racks on buses now, and there is also a transit connection to Tillamook 
County. Families with kids like to take bike tours and do not want to ride on 101 – we should 
develop handouts of bike tour routes to promote that. 


- Alex Ward: anything encouraging tourism and improving mobility is good for business. 
Encouraged to see the plan taking shape. 


- Ryan Green: This plan is evolving. At first it did not define accessibility but has done a better job 
in more recent documents. The plan should aim to exceed ADA requirements, not just meet 
them. Curb ramps are very important. Detectible warnings (truncated domes) can be 
problematic; the vibrations can bother people with mobility impairments, but are also important 
for people who are visual or hearing impaired – so it’s difficult to meet the needs of everyone 
who has any kind of disability. Important to use surfaces, such as brushed concrete, that do not 
cause vibrations. Overall plan is doing a good job. 


- Dave Malcolm: any improvement is good for students. Students are the common thread in the 
community. Not very many students bike to Taft Elementary. The next step will be to educate 
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students and parents – help parents understand that it’s safe for kids to walk and bike to school. 
Students need ways to get to school that don’t involve parents driving them or taking the bus. 


- Liz Bardon: the hospital is in a good position with good transit access and sidewalks now. People 
need access throughout town so that they can get to the hospital. We need to look at how 
connections happen. We have ignored green spaces in this plan and should consider ways to 
create paths that are off of the street network. Also we need to consider elevation. Overall  it’s a 
good plan that will build a healthier community. 


- Judy Casper: Anxious to see the funding and implementation piece of the plan. Need to get 
feedback from residents on loitering, vandalism. 


- Fred Collazo:  focus on crosswalks, people are scared to cross the highway 
- Pam Barlow-Lind: access to transportation is important for the tribal community. People have 


difficulty accessing apartments on US 101. Area near Johns Road is important. Future 
connectivity might be in off-system paths. 


- Julie Kay: the program director for Lincoln County Transit is happy to work with the city on 
providing more shelters. The difficulty is in acquiring right of way off of US 101, so would 
appreciate the city’s assistance with that. Overall Lincoln County Transit is definitely interested 
in creating improvements. 


- Don Williams: It’s difficult to define “needs” for businesses – bicycle and pedestrian 
improvements will be great for some businesses but neutral for others. We need to be sensitive 
to the needs of delivery trucks. Oceanlake seems to be worse off than Nelscott in terms of 
potentially losing loading zones where delivery trucks can access businesses. Overall there don’t 
seem to be any areas where some business districts would be getting greater benefits than 
others. 


- Bob Hunt: the number one need is to clean up US 101. Ideally we need continuous sidewalks 
and bike lanes along the entire length of it. Any crosswalks should have pedestrian lighting. We 
need to look at where we really need to have crosswalks. We also need police enforcement of 
jaywalking violations. 
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Meeting Summary: Project Advisory Committee (PAC) Meeting #5 


 


June 13, 2012 


5:30 PM – 7:30 PM 


Lincoln City Culinary Center, 4th Floor City Hall, 801 SW Highway 101 


ATTENDEES: 
PAC members: 
Chief Don Baker, North Lincoln Fire District No. 
1 
Chief Steven Bechard, Lincoln City Police 
Department 
Don Williams, Chamber of Commerce 
Ryan Green, Oregon Paralyzed Veterans of 
America (ADA advocate) 
Paul Robertson, Bike Advocacy Committee 
Liz Bardon, Samaritan North Lincoln Hospital 
Robert Hunt, citizen participant - pedestrian 
advocate 
Patty Morgan, Oceanlake Merchants 
Carl Moseley, design assistance 
Dawn Stetzel, design assistance 
Judy Casper, Nelscott Neighborhood Association 
Alex Ward, Bay Area Merchants Association and 
Lincoln City councilor 
Julie Kay, Lincoln County Transit 
Dave Malcolm, Lincoln County School District 
 
 


Others in attendance: 
Mayor Dick Anderson 
Vicki Hunt 
Cal and Joyce Lehmer 
Barbara Alsleben 
  
City Staff: 
Ron Tierney 
Richard Townsend 
Lila Bradley 
Debra Martzahn 
Timothy Novak 
Kate Daschel 
Joe Primeau 
 
Consultant Team: 
Kate Lyman 
Mike Tresidder 
  
ODOT Project Manager: 
David Helton 


SUMMARY OF ITEMS DISCUSSED: Prioritization of treatments within each roadway type; state and local 


funding options; road diet white paper; Memo #6; next steps in the project 


SUMMARY OF COMMENTS RECEIVED: Feedback on prioritization of improvements, feedback on local 


funding options, and feedback on road diet potential 


 


PRIORITIZATION OF TREATMENTS WITHIN EACH ROADWAY TYPE 


US 101 


 Voting results:   


o Pedestrian facilities – 6 


o Bicycle facilities – 4 


o Intersection treatments – 4 
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o Signage and Programs ‐ 0 


 Notes from the conversation:  


o Intersection treatments are important for safety. 


o Pedestrian facilities are highly important. 


o For bikes, US 101 is the shortest, flattest route. It is the designated route and the 


clearest route. 


o If you calm traffic, you can take care of some of the other issues. More people on feet 


lead to slower traffic. 


o Maybe 101 should be prioritized differently in different parts. 


o Within intersections, it is important to have pedestrian specific lighting and pedestrian 


facilities that connect to each transit stop. 


High Use Local Streets 


 Voting results:  


o Pedestrian facilities ‐ 6 


o Bicycle facilities ‐ 4 


o Traffic calming ‐ 1 


o Intersection treatments – 3 


o Signage and programs ‐ 0 


 Notes from the conversation: 


o New, less brave bicyclists need alternate routes off of 101.  


o It’s important to not lose sight of major transit routes.  


o Bike lanes and sharrows communicate routes for new/new to Lincoln City bicyclists. 


o Maintenance is important, especially for sidewalks and curb ramps. 


Medium Use Local Streets 


 Voting results: 


o Pedestrian facilities – 8 


o Bicycle facilities – 1 


o Traffic calming – 4 


o Signage and programs ‐ 1 


 Notes from the conversation: 


o Creating  connections to other streets is important. 


o Build pedestrian facilities to meet health goals. Need to be able to step outdoors and 


walk down street. 


o At a minimum, a pedestrian path or sidewalk is preferred for pedestrians. Sharrows are 


acceptable for bicyclists.  


o Lincoln City should take advantage of the new Oregon law that allows speed reduction 


to 20 MPH on local streets. 


Low Use Local Streets 
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 Voting results: 


o Pedestrian facilities – 3 


o Bicycle facilities – 6 


o Traffic calming – 2 


o Signage and programs ‐ 3 


 Notes from the conversation:  


o Votes are high for bicycle facilities because people are voting for the “as‐is” option. 


o Signage and programs are important to communicate to visitors safe routes. 


o Traffic calming for public safety on low/medium use streets 


o Having walkable communities is key, especially for youth. 


o Speed bumps do not bother fire vehicles (fire chief).  Good engineering /design needed 


on intersection treatments. 


Option Voting 


 Voting results are split! (7 votes for option 1, 7 for option 2) 


 Comments on Option 1 (do “best” solution until money runs out): 


o Want to make sure plan doesn’t allow for “opt‐outs,” that we’ll never pursue ultimate. 


o Treat high hazard areas first.  


o When fixing hot spots, it is important to build good facilities.  


 Comments on Option 2 (do less expensive solutions in more places):  


o Low‐cost sharrows and bike lanes are visible public investment, bang for the buck. 


o Money is tight.  Get pedestrians out and moving around 1st. Upgrade 2nd. 


DISCUSSION OF LOCAL FUNDING SOURCES 


 General comment: These funding sources should be for all transportation, not limited to 


pedestrian/bike, so connect with transportation master plan (TSP). 


Parking Fees 


 This would require deterring people from parking in neighborhoods without meters. 


 Hate paying for parking – don’t want to annoy people. 


 This would be bad for business – we are a visitor town 


 Need to see people using parking lots (some are used, some not). 


Street User Fee 


 Businesses are likely to be willing to pay it they get what they want. 


 $1/Month is more reasonable than $4.50/Year – increase the amount of the anticipated funding 


in the Memo. 


 Corvallis is doing this with a fee attached to utility bill that pays for their transit system (the 


transit system does not have a fare at this time). 
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 The magic word is maintenance.  We need to maintain what we build. This option is attractive. 


Local Option Tax 


 Oceanlake merchants would support it. 


 It would be taxed on business owners, not property owners (in other words, the people who 


lease the buildings and run businesses, not necessarily the people who own the buildings who 


are often not local). 


Deferred Improvement Agreement 


 Not very effective now but can be made more effective. 


 Applies to new development only. 


Local Bond 


 Can’t be used for repair/maintenance; can be used for capital improvements 


 Has to be paid back 


 Bond is easier when tied to something specific 


Summary ‐ Best Options For Funding 


 Support for street maintenance fee 


 Some support for fuel tax 


 Parking tax not viable 


 LID would not be useful for local streets – unless there is something for everyone 


o There could potentially be a problem with absentee owners 


Other Comments 


 General Obligation Bond – increase in property taxes 


 Idea – sell pieces of Roosevelt Highway for profit 


ROAD DIET ON US 101 


 Vancouver and Ocean City both have alternative routes – did we look at this? 


 Can we divert bicycle traffic onto another street? 


 Business owners in favor of road diet 


o Don’t like concept 3 (lose parking on one side); concept 1 okay but concern about car 


doors hitting bicyclists 


 How much bicycle traffic do we have? Should we use a lot of money for small numbers of 


bicyclists?  


 Vote on whether or not to pursue the road diet concept in the Transportation System Plan: 


o Yes‐ 17 


o No – 2 
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o Choose not to vote ‐ 1 


 


OTHER TOPICS/QUESTIONS 


 Vote ‐ Should high‐use streets be prioritized for improvement (and should this be a policy in the 


city’s Comprehensive Plan)? 


o Yes – 15 


o No – 1 


 What is the definition of Hwy 101 in this plan? (answer – it is US 101 within the urban growth 


boundary, approximately milepost 11 to 19) 
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Open House Purpose 


The purpose of the first Lincoln City Walking and Biking Plan open house was to: 


 Present the overall goals and objectives of the Plan, including purpose, timeline, and ways to 
get involved.  


 Review the existing conditions for biking and walking and draft needs and deficiencies with 
the public, as well as to collect additional input from the public. 


 Share design toolkit concepts and collect input from the public about if, how and where 
concepts should be applied in Lincoln City.  


 Provide an opportunity to ask the project team questions. 


 


Open House Notification 


The open house was held from 11:30 am to 2:30 p.m. on Saturday, January 28 at City Hall. The 


event was held at a time to overlap with the Annual Jambalaya Cook‐off, which helped attract 


people to the event who might not otherwise have attended. Approximately 420 people 


attended the Cook‐off. Notice of the open house was posted to the project website and the 


City’s website one month before the event. Information was sent to the project mailing list on 


12/28/11 and 1/20/12.  This list included all of the individuals that commented on the project 


website or expressed interest in the project through other venues. A notice was posted on the 


City’s Facebook page two weeks before and the week of the event. The City also dropped off 


flyers in Spanish and English to 20 locations around town.  


Press releases were sent to local news outlets, including the News Guard, which resulted in a 


story in the paper announcing the project (“Eat, Walk, Plan” 1/17/12). News Lincoln County also 


ran the press release on 1/6/12. Additionally, an article ran on 1/24/12 about a female 


pedestrian who was 


struck and killed by a 


car (“Young mother 


dies crossing 


highway”). A looped 


PowerPoint 


“commercial” ran on 


Cable Access channel 


4, between other 


programs. Three City 


staff members on 


12/21/11were 


interviewed on 


the "Good morning, 
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wake up show" on KBCH 1400/AM and announced the open house. A half hour prior to the 


event, the City broadcast a live interview inviting the public to attend the event and providing a 


brief background of the project. It was rebroadcast on Cable Access channel 4 throughout the 


open house. 


Open House Format 


Approximately 200 people attended the open house, which was located in the hall way outside 


Council Chambers at City Hall. The open house was on the 3rd floor while the Jambalaya Cook‐off 


was on the 4th floor. Signs placed in elevators, on the ground floor doors, and at the Jambalaya 


Cook‐off directed people to the event. The hall location encouraged people to learn about the 


project as they walked to the Cook‐off. It also made the information more approachable.  


The open house had display boards showing information on the project background/overview, 


timeline, goals of the project, existing conditions, design toolkit introduction, and programs to 


encourage walking and biking. Consultants, City staff, and volunteers collected verbal comments 


at each station by r writing comments on 


flipcharts and maps.  


Comments Collected 


Only 55 people signed in at the open house 


of the 200 people who walked through the 


hallway to look at boards and ask questions. 


23 comment forms were completed during 


the open house.. Below is a summary of 


input, by collection tool. 


Comment forms 


Attendees heard about the open house 


predominately through a newspaper or the 


website, but also from an email or 


friends/neighbor/co‐worker. Only one person indicated that the open house did not meet 


expectations, though the person did not explain why. The rest of the comment respondents said 


that their expectations were met (they “like to be heard,” “want to see some actions from the 


plan,” and that the event was “excellent”); one said he didn’t come with expectations, but that 


the event was “nice and encouraging.”  


Demographic information on race, language spoken at home, gender, and social service usage 


was collected to evaluate the effectiveness of public outreach activities and to comply with the 


Title VI of the Civil Rights Act.   
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 Out of 20 comment forms that answered race, 2 were “Asian or Pacific Islander” and the 
rest were “Caucasian (not Hispanic)” 


 Out of 22 comment forms that answered what language is spoken at home, all listed 
English and a few also included Spanish, French, and German 


 2 forms indicated use of “food stamps/Oregon Trail Card” 


Below are the themes heard from the comment forms: 


 Most people agreed that the maps showed all (or at least the most important) problems 
and needs. One person added that bike lanes and sidewalks are needed at mile marker 
113 [Hwy 101 at NW 33rd St.].  


 Problems specific to mobility devices/wheelchairs, not shown on the pedestrian needs 
map included:  


o  Difficult to see people crossing in Oceanlake and where crosswalks are 
o Sidewalks are needed from the beach to Hwy 101 and along Hwy 101; where they 


exist they are often in poor condition 
o Bus ramps/lifts were reported to not always work 
o Light at the library doesn’t stay on walk long enough for a wheelchair to cross 


 Most comment forms indicated that the education, encouragement, evaluation and 
enforcement ideas would fit in “well” or “very well” in Lincoln City.  


o One comment said that people want to bike and walk but are frustrated with how 
it is now.   


o One suggested putting information at hotels and other businesses and 
restaurants to attract/educate tourists  


o One said that “public involvement is essential to this plan” 


 When asked which design toolkit treatments would help the most, several people said 
public meetings and involvement were important; pedestrian activated lighting/flashers 
on Hwy 101; better signage, including alternate bike routes to Hwy 101; bike lanes; bike 
boulevards; better lighting.  


o Others said: more crosswalks; wider shoulders; shared use paths; trail amenities; 
funding; separate paths 


 Other ideas for making Lincoln City a better place to walk and bike: 
o Pedestrians 


 Path improvement will increase tourism. Better maintenance of existing 
facilities. 


 Consider overcrossing/bridges over Hwy 101 for pedestrians 
 The exit of Starbucks is wide and needs a stop sign; cars don’t stop for 


pedestrians 
 Increase the length the “walk” pedestrian crossing is on at a signal 
 Walking on west side of Hwy 101 heading east on Logan Road the traffic 


has a green light (right turn) at the same time as pedestrian crossing signal 
activated. This results in a dangerous situation for pedestrians 


 Paint crosswalk on the west side of Hwy 101 on NW 40th Street (street sign 
is also missing at this location) 


 Have more crosswalks at mid‐block locations; consider having beeping 
system at crosswalks for visually impaired pedestrians 
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o Bikes 
 Coordinate repaving efforts across jurisdictions to have smooth road to 


edge  
 Have a “bike day” event, like kite festival to encourage bike tourists and 


showcase city changes/improvements  
o Other 


 Reduce speed limits; strict motor vehicle compliance 
 Remind drivers via signs of bikes and pedestrians 
 Better lighting is needed. It is hard to see bikes/pedestrians when driving.  
 A public walk/bike path close to the beach 
 Interested in wildlife crossing at north end of town 
 Have right turn at intersections restricted 


 Other comments:  
o A hope for actions to result from the planning stage/this project. This work should 


have been done long ago.  
o Finish the Head to Bay Trail 


Comments collected on flip charts 


Comments were written by project staff members to capture verbal comments from the public. 


Below are the general themes collected from these note pads.  


 Pedestrians 
o Widen sidewalks around 


conflict points (telephone 
poles, signs) 


o Need sidewalks on both 
sides of street (Hwy 101, 
Logan Road, Holmes Road, 
to Regatta Park, to 
Lighthouse Square, at DMV, 
to Casino from Neotsu, NW 
39th, and Jetty Ave) 


o Increase visibility ‐ paint “no 
parking” areas (in yellow) on 
curbs near intersections and 
crosswalks (Oceanlake & 
33rd, SW 50th, SW 48th) 


o Add pedestrian activated light system at midblock crosswalks; lengthen crossing 
time at signals (Hwy 101 and 22nd). Create a dedicated crossing time for 
pedestrians near City Hall.  


o Add painted crosswalks (north of 22nd on Hwy 101, near post office, 25th near 
Kenny’s IGA, near fire station, at High School Drive) 


o Supply flags for pedestrians to carry across Hwy 101, to increase visibility  
o Good walking areas: Villages at Cascade Head, around West Devil’s Lake 
o Over or undercrossing near golf course 
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o Create pedestrian only facilities 


 Bicyclists 
o Bike lanes on Hwy 101 (wide enough to avoid shoulder vegetation); others would 


prefer biking off of Hwy 101 on a parallel facility 
o Bike lane pinch point near post office. SW Anchor in Nelscott not appropriate for 


bike infrastructure 
o Signage to encourage alternate routes, proper behavior. Long distance riders 


need route information in advance of trip, during their planning stage 
o Use sharrows on roads to show travel lanes for bikes, especially going uphill.  
o Enforcement of bicycle behavior/laws 
o Create a bike sharing program 
o Dedicated trails for bikes 
o Maintenance of roads make it hard for cyclists (gravel), storm grates are a 


problem 


 Both 
o Shared use paths through open spaces with visible signage 
o Maintenance of the Head to Bay trail, path on NE Tide Avenue, path on W Devils’ 


Lake past DMV, and other existing facilities 
o Finish the Head to Bay trail 
o Lack of connectivity and safe routes, especially for visitors who don’t know where 


to go without sidewalks 
o Add walking and biking facilities around Devils’ Lake 
o N 14th and Port Trail needs to connect to Community Center on 22nd  
o Use utility corridor near Neotsu as a path 
o Fix the gaps, starting on north/south first 
o Add street lights (Hwy 101, 32nd)  
o Extend infrastructure to Gleneden 
o Need alternate path between SE 19th and 32nd  
o Create a boardwalk from Taft to Cutler; use urban renewal funds before they are 


gone.  


 Cars 
o Narrow shoulders on roads leads to conflict with pedestrians/bikes (near golf 


course, near 29th, Johns Road) 
o Stoplight at KOA sign on Hwy 101, need a left turn lane there very dangerous 
o Lack of stoplight in Nelscott results in heavy traffic going to Tanger Outlet to avoid 


intersection. Hard to get onto Hwy 101 from Nelscott. 
o Road striping needs to be more reflective, it is hard to see now 
o Need better, brighter lighting on Hwy 101, particularly at crosswalks. Shrubs can 


interfere with line of sight 


 Other 
o Create a public transit travel lane on Hwy 101 
o Increase children’s’ education program about bike laws; also educate motorists. 


Coordinate with school safety officers 
o Incorporate art and nature education pieces into the improvements 
o Add NE 1st boardwalk trail to the maps 
o Better school bus signs 
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o Deer crossing near Pig ‘N Pancake 
o If there isn’t enough right of way, turn the street into one way (SW 11th/to 


Canyon Park) 
o Add ADA parking spots on 2nd Avenue beach access points 
o Purchase houses near beach access points 
o Have bikes pay a tax on bikes to help pay for these improvements 
o Cutler City needs a path to high ground for Tsunami evacuation 


 Education 
o Where to walk on roads without sidewalks (against traffic) 
o Lane placement for bikes on roads without bike lanes 
o Traffic safety for skateboarding (safe routes to school curriculum) 
o Bike safety education for kids and adults 


 Enforcement 
o Light timing to allow pedestrians to cross (especially need to lengthen near 


schools) 
o Enforce cars to yield to pedestrians on left turns 
o Traffic signals that detect bikes/peds 
o Crosswalk enforcement event, give rewards for correct behavior 
o Add advance stop line at crosswalks 


 Encouragement 
o Map/brochure for hotel guests 
o Sign bike alternatives to Hwy 101 
o Form walking clubs/events 
o Provide high school students with resources to help with transportation 


(walk/bike/transit) 
o Incentives to walk/bike to local businesses 


 Evaluation 
o Qualitative survey of perception of walking/biking 


 


Comments collected on design treatment maps 


Approximately 50 different suggestions for bicycle and pedestrian treatments were recorded on 


the maps (see updated maps below), including: 


 6 suggested crosswalk locations 
 3 suggested bike lane locations 
 2 suggested shared lane marking locations 
 8 suggested sidewalk segments 
 4 suggested traffic signal locations 
 4 suggested wayfinding sign locations 
 Approximately 15 suggested off‐street path segments/locations 


Approximately half of the suggestions requested treatments along, across, or directly adjacent 


to Highway 101. 
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Questionnaires Collected 


Between September 2011 and February 2012 the first questionnaire was distributed online via 


the project website and on Facebook, as well as at several local locations including the two high 


schools, public library, community center, and city hall. The questionnaires were distributed in 


both English and Spanish. Below are the results of those questionnaires that were returned to 


the project. More information can be found in the separate Questionnaire summary memo, 


including the open ended response for needs.  


Many answers allowed respondents to answer more than one option, so numbers will not add up 


to a consistent total. There was also no limit to the number of questionnaires that were 


submitted, so there may be double‐counting if one person submitted multiple questionnaires. 


Summary of Findings 


Most of the students surveyed at the Technical High School got around on foot, bicycle or 


skateboard. Others expressed relief when they had access to a car, either their own or a 


parent’s. Those that used a car did so because of convenience, time constraints, safety concerns 


of not using a car, and privacy issues gained from being in a car.  


Those questionnaires returned to the cultural center showed that most respondents got around 


by foot or bike on a daily or weekly basis. Most people used these modes for 


recreation/exercise/pleasure, fewer used them to get to work. Those that used cars did so for 


safety concerns; a few said they were too busy. One person said they don’t have a car. 


Online responses showed that respondents mostly get around by foot or car (25 each) on a daily 


basis (15 each), but foot travel was usually for recreation/errands and car trips for 


work/school/errands due to being too busy (12) or safety concerns (12).Other reasons for 


driving were lack of direct routes (7), weather/distance (6). Fewer reported bicycle use (11), 


typically on a weekly basis for recreation and errands. Bus use (6) differed in frequency among 


respondents, but most used this mode for work/school/errands.   


For other English respondents (some may be students: information was not noted on the 


collection site). The largest number of respondents walked daily or weekly, but mostly for 


recreational purposes, choosing driving because of distance, time constraints, and safety 


concerns.  


For the Spanish responses, none were collected online, but several were collected at locations 


around town. Most respondents traveled by foot (19) or bike (10). All most all respondents 


reported traveling this way daily (17) though 4 said weekly and 2 monthly. The majority used 


these trips to get to work/school/run errands (19), though many also used these trips for 


recreation/exercise/pleasure (5). Concerns that were raised, whether or not the responses 


indicated using a car were safety concerns (5) and lack of direct connections (4). 
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At what specific locations would you most like to see improvements?  


Such as new routes, bike lanes, sidewalks, curb cuts, etc. 


Highway 101/Highway 18 


 Hwy 101 between [SE] 19th and [SE] East Devil’s lake road and south of  [SE] 19th to [SE] high 
school road 


 Hwy 101 and West Devil’s Lake Road, walking light moved to the westside of road.  


 Hwy 101 going towards NE 32nd both sides 


 Hwy 101 between Taft (2) and library, need more sidewalks 


 Need at least one sidewalk on entire stretch of Hwy 101 (5) 


 Hwy 101 shoulders (2) 


 Hwy 101 north of Lincoln City there is no room for bikes on the side of the fog lines. Very 
dangerous.  


 From Hwy 101 to the skatepark 


 Hwy 101, south, near US Mart 


 Hwy 101 between lighthouse mall and Neotsu post office 


 Hwy 101 north on east (2) 


 Need sidewalks on Hwy 101 south of 20th to 40th  


 Keep bikes off Hwy 18 


 Hwy 18 


Cars/Roadways 


 Reduce car lanes through Pearls to make room for sidewalks 


 No left turns on Hwy 101 


 Roads (3) 


General Needs 


 School zones (3) 


 Anywhere but on Hwy 101 


 Anywhere, more walking paths and trails 


 Sidewalks (18) 


 Bike lanes/trails (7) 


 Streets are too narrow and without crosswalks 
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Areas of Town 


 On the beach, would love to walk or ride next to the ocean, 7 miles of wonderful beach 
connect with stores 


 SE area (Inlet, Jetty, Oar) 


 SW area (11th, Coast, 12th, Fleet, Canyon Drive) 


 Nelscott (2) 


 Sidewalk for no man’s land, wetland area on S Hwy 101 


 Need in the middle of town with shops 


 From McDonalds down to IGA 


 By the fire station 


 Need better lights and stop lights near 20th to 40th  


 Route to the outlet mall 


 Walking in NW (2) 


 In Otis! We need more room to walk. (2) 


 Depoe Bay/Lincoln Beach area 


 Drift Creek to Taft area (3) 


 Between Nelscott and Hill Top Restaurant (4) 


 D River, could a boardwalk be built over the swampy river area on the east side of the hwy 
for peds and bikes? This is the most complicated area in my opinion because most of town 
can be navigated on back roads except through D River. (2) 


 By golf course between last stop light and Otis 


 Bridge after Taft going south and the area to the north 


 The section between Taft and the Mall is very sketchy and not walk or bike friendly at all! 
Would love to see sidewalks throughout that area. (2) 


 Between Safeway and rose lodge route 


 Better access to the hospital 


Local Roads 


 Back roads  


 Road to and areas around schools (4), from the gas station to the school (1) 


 NE 14th Street 


 Community Center to Roads End 
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 Most side streets have no safe place to walk 


 [N] Logan Road 


 [NE] West Devil’s Lake Road (2) – sidewalk continues to [NE] 14th and 10th  Streets 


 Sidewalks west of Hwy 101 


 Sidewalks along SE 3rd Street (2) 


 Roads End Street 


 South 23rd St area  and North 29th St. 


 [NE] Holmes Road (2) 


 Shell to cinema [SE 16th Street to SE High School Drive (2) 


 Hard to cross streets 


 Should put a sidewalk in from Lincoln goods to the Asian and the pig Restaurants 


Trails/Paths 


 Also, a network of bike/walk trails through Lincoln City that are not on the highway would 
make biking and walking much more accessible and enjoyable. This network should 
effectively connect most areas in Lincoln City through paths that are not on the main 
Highway. This would also drastically improve the livability and quality of life in Lincoln City. In 
the long run, it would be nice to see a bike trail connecting Gleneden Beach and Lincoln 
Beach to Lincoln City. Not only would that be an excellent resource for traveling bikers, but if 
placed properly could be a very well used trail by locals due to it's proximity to the bay and 
the scenic area surrounding. It would double nicely as a recreational trail, however allow 
bike commuting (which is basically impossible now) from the Gleneden/Lincoln Beach area 
to Lincoln City, which is where most residents there work. 


 A walking trail around the lake 


 Continue the Head to Bay trail (2) 


 Might want to add traction striping on the Head to Bay trail near Hwy 101. Slippery when 
wet for bikes.  


 A greenbelt or safer way to walk or bike to Otis.  


 More running paths that are safe 


 Finish the head to bay trail, 10 feet wide. I take handicapped walkers on Spring lake trail. 


 Boardwalk  


Bus/Other Modes 


 Better bus 


 Bus stops need shelters or benches (2) 
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 Buses down Siletz Hwy, longer hours like the loop (until 8 better than till 5)  


 Bus shelters by cultural center needs improvement  


Bikes 


 Safe bike paths through town/off hwy (2) 


 Bike lanes on Hwy 101 (7) wide enough to get you off the road (1) 


 Bike lanes in the center of town (2), from the south end of Oceanside to Nelscott 


 Wider bike lanes N 101 from [NE] 22nd to [NE] 36th Street 


 Bike traveling facing traffic 


Repair/Maintenance Issues/Other 


 The sidewalk in front of the Lincoln Auto shop needs to be repaired 


 Need pedestrian education (don’t wear black and walk against traffic) 
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Report title  1 


Introduction 
Between September 2011 and February 2012 
the first questionnaire was distributed online via 
the project website and on Facebook, as well as 
at several local locations including the two high 
schools, public library, community center, and 
city hall, the food bank, and others. The 
questionnaires were distributed in both English 
and Spanish. Below are the results of those 
questionnaires that were returned to the 
project.  


Many answers allowed respondents to answer 
more than one option, so numbers will not add 
up to a consistent total. There was also no limit 
to the number of questionnaires that were 
submitted, so there may be double‐counting if 
one person submitted multiple questionnaires. 


Summary of Findings 
Most of the students surveyed at the Technical 
High School got around on foot, bicycle or 
skateboard. Others expressed relief when they 
had access to a car, either their own or a 
parent’s. Those that used a car did so because of 
convenience, time constraints, safety concerns 
of not using a car, and privacy issues gained 
from being in a car.  


Those questionnaires returned to the cultural 
center showed that most respondents got 
around by foot or bike on a daily or weekly 
basis. Most people used these modes for 
recreation/exercise/pleasure, fewer used them 
to get to work. Those that used cars did so for 
safety concerns; a few said they were too busy. 
One person said they don’t have a car. 


Online responses showed that respondents 
mostly get around by foot or car (25 each) on a 
daily basis (15 each), but foot travel was usually 
for recreation/errands and car trips for 
work/school/errands due to being too busy (12) 
or safety concerns (12).Other reasons for driving 


were lack of direct routes (7), weather/distance 
(6). Fewer reported bicycle use (11), typically on 
a weekly basis for recreation and errands. Bus 
use (6) differed in frequency among 
respondents, but most used this mode for 
work/school/errands.   


For other English respondents (some may be 
students: information was not noted on the 
collection site). The largest number of 
respondents walked daily or weekly, but mostly 
for recreational purposes, choosing driving 
because of distance, time constraints, and safety 
concerns.  


For the Spanish responses, none were collected 
online, but several were collected at locations 
around town. Most respondents traveled by 
foot (19) or bike (10). Almost all respondents 
reported traveling this way daily (17) though 4 
said weekly and 2 monthly. The majority used 
these trips to get to work/school/run errands 
(19), though many also used these trips for 
recreation/exercise/pleasure (5). Concerns that 
were raised, whether or not the responses 
indicated using a car were safety concerns (5) 
and lack of direct connections (4). 


Complete Findings 
Below is the information collected from all 
responses (online, hardcopy, in English and 
Spanish).  


Many answers allowed respondents to answer 
more than one option, so numbers will not add 
up to a consistent total. There was also no limit 
to the number of questionnaires that were 
submitted, so there may be double‐counting if 
one person submitted multiple questionnaires.  


How do you get around? 


Check all that apply. If you only get around by 
car, go to question 4.  


 On foot (running or walking) = 132 
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 Bicycle = 53 


 Skateboard = 14 


 Scooter = 1 


 Wheelchair = 0 


 Other = car (27), bus (15), my 
mother/carpool/get a ride (3), bus/cab/car 
(1), bus/car (1), bus/cab (2), horse (1), cab 
(2), bus (2), Volunteer Rides (1) 


How often? 


Mark which box on the spectrum below best 
applies to you.  


Does not include the response that indicated car 
usage, since most car trips were more frequent 
than weekly use.  


 Daily = 77 


 [between daily/weekly] = 28 


 Weekly = 36 


 [between weekly/monthly] = 3 


 Monthly = 9 


 [between monthly/rarely] = 7 


 Rarely =  16 


For what purpose? 


Check all that apply.  


26 people indicated running errands via the 
online questionnaire, since it was separate from 
work/school, which reported 20 for all non‐car 
trips.  


 Recreation/exercise/pleasure = 115 


 Going to work/school/running errand = 93 


 Other = for fun (2), boredom (2), friend’s 
house (2), going to store (4), taking care of 
horse (1), Dr visits (1), visit friend in Hospital 
(1), when take car in for repair (1), senior 
center (1), protests (1) when I have to (1), 


because I have to (1), pick up/drop off kids 
from sitter/library/school (2) 


At what specific locations would 


you most like to see 


improvements?  


Such as new routes, bike lanes, sidewalks, curb 
cuts, etc. 


Highway 101/Highway 18 


 [S] Hwy 101 between [S] 19th St and [SE] 
East Devil’s lake road and south of [S] 19th St 
to high school road 


 [N] Hwy 101 and [NE] West Devil’s Lake 
Road, walking light moved to the westside 
of road.  


 [N] Hwy 101 going towards NE 32nd both 
sides 


 [S] Hwy 101 between Taft (2) and library, 
need more sidewalks 


 Need at least one sidewalk on entire stretch 
of Hwy 101 (5) 


 Hwy 101 shoulders (2) 


 Hwy 101 north of Lincoln City there is no 
room for bikes on the side of the fog lines. 
Very dangerous.  


 From [N] Hwy 101 to the skatepark [NE 22nd 
St] 


 [S] Hwy 101 near US Mart 


 [N] Hwy 101 between lighthouse [Square] 
mall and Neotsu post office 


 [N] Hwy 101 on east (2) 


 Need sidewalks on Hwy 101 south of 20th to 
40th  


 Keep bikes off Hwy 18 


 Hwy 18 


Cars/Roadways 
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 Reduce car lanes through Pearls to make 
room for sidewalks 


 No left turns on Hwy 101 


 Roads (3) 


General Needs 


 School zones (3) 


 Anywhere but on Hwy 101 


 Anywhere, more walking paths and trails 


 Sidewalks (18) 


 Bike lanes/trails (7) 


 Streets are too narrow and without 
crosswalks 


Areas of Town 


 On the beach, would love to walk or ride 
next to the ocean, 7 miles of wonderful 
beach connect with stores 


 SE area (Inlet, Jetty, Oar) 


 SW area (11th, Coast, 12th, Fleet, Canyon 
Drive) 


 Nelscott (2) 


 Sidewalk for no man’s land, wetland area on 
S Hwy 101 


 Need in the middle of town with shops 


 From McDonalds down to IGA 


 By the fire station 


 Need better lights and stop lights near 20th 
to 40th  


 Route to the outlet mall 


 Walking in NW (2) 


 In Otis! We need more room to walk. (2) 


 Depoe Bay/Lincoln Beach area 


 Drift Creek to Taft area (3) 


 Between Neslcott and Hill Top Restaurant 
(4) 


 D River, could a boardwalk be built over the 
swampy river area on the east side of the 
hwy for peds and bikes? This is the most 
complicated area in my opinion because 
most of town can be navigated on back 
roads except through D River. (2) 


 By golf course between last stop light and 
Otis 


 Bridge after Taft going south and the area to 
the north 


 The section between Taft and the Mall is 
very sketchy and not walk or bike friendly at 
all! Would love to see sidewalks throughout 
that area. (2) 


 Between Safeway and Rose Lodge route 


 Better access to the hospital 


Local Roads 


 Back roads  


 Road to and areas around schools (4), from 
the gas station to the school (1) 


 NE 14th Street 


 Community Center to Roads End 


 Most side streets have no safe place to walk 


 Logan Road 


 [NE] West Devil’s Lake Road (2) – sidewalk 
continues to [NE] 14th St. and NE 10th  St.   


 Sidewalks west of Hwy 101 


 Sidewalks along SE 3rd Street (2) 


 Roads End Street 


 South 23rd St area  and North 29th St. 


 [NE] Holmes Road (2) 


 Shell to cinema (2) 


 Hard to cross streets 


 Should put a sidewalk in 
from Lincoln goods to the Asian and the pig 
Restaurants 
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Trails/Paths 


 Also, a network of bike/walk trails through 
Lincoln City that are not on the highway 
would make biking and walking much more 
accessible and enjoyable. This network 
should effectively connect most areas in 
Lincoln City through paths that are not on 
the main Highway. This would also 
drastically improve the livability and quality 
of life in Lincoln City. In the long run, it 
would be nice to see a bike trail connecting 
Gleneden Beach and Lincoln Beach to 
Lincoln City. Not only would that be an 
excellent resource for traveling bikers, but if 
placed properly could be a very well used 
trail by locals due to it's proximity to the bay 
and the scenic area surrounding. It would 
double nicely as a recreational trail, 
however allow bike commuting (which is 
basically impossible now) from the 
Gleneden/Lincoln Beach area to Lincoln City, 
which is where most residents there work. 


 A walking trail around the lake 


 Continue the Head to Bay trail (2) 


 Might want to add traction striping on the 
Head  to Bay trail near Hwy 101. Slippery 
when wet for bikes.  


 A greenbelt or safer way to walk or bike to 
Otis.  


 More running paths that are safe 


 Finish the head to bay trail, 10 feet wide. I 
take handicapped walkers on Spring lake 
trail. 


 Boardwalk  


Bus/Other Modes 


 Better bus 


 Bus stops need shelters or benches (2) 


 Buses down Siletz Hwy, longer hours like the 
loop (until 8 better than till 5)  


 Bus shelters by cultural center needs 
improvement  


Bikes 


 Safe bike paths through town/off hwy (2) 


 Bike lanes on Hwy 101 (7) wide enough to 
get you off the road (1) 


 Bike lanes in the center of town (2), from 
the south end of Oceanside to Nelscott 


 Wider bike lanes N 101 from 22nd to 36 NE 


 Bike traveling facing traffic 


Repair/Maintenance Issues/Other 


 The sidewalk in front of the Lincoln Auto 
shop needs to be repaired 


 Need pedestrian education (don’t wear 
black and walk against traffic) 


If you mostly or only get around 


by car, why?  


Check all that apply.  


 Too busy/time = 28 


 Too physically challenging = 4 


 Safety concerns = 28 


 Lack of direct routes = 11 


 Privacy/self‐consciousness = 6 


 Other = weather conditions/heavy rain (5), 
live outside of town/too far away (8), 
convenience (1), no access to transit (1), 
hauling groceries (1), need car for work (2), 
have kids (2), age (1), cool to drive (1), lazy 
(1) 


Some respondents that indicated they regularly 
got around without a vehicle checked some of 
their concerns:  


 Too busy/time = 7 


 Too physically challenging = 1 


 Safety concerns = 8 


 Lack of direct routes =  
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 Privacy/self‐consciousness = 2 


 Other =  


Other comments?  


 Supplement bikes for students 


 I finally have a car, so I don’t mind anymore 
(2) 


 Safety concerns walking during the summer 


 Frequency of biking/walking depends on the 
weather. Sometimes it takes too long to 
bike.  


 Used to take the bus to work from Otis, now 
drive 


 What will you have if you wait? Future 
vision . . . the more development more 
difficult to place trails. Studies are showing 
walking 25 minutes every other day can 
delay the onset of diabetes. Estimated that 
1 in 3 will develop diabetes. CHIP (Coronary 
Health Improvement Project) an ongoing 
program at the Seventh Day Adventist 
church. When I was in the program I walked 
almost every day. While sidewalks may 
provide some walking places it does not 
take the place of paving one ten foot wide 
trail through town to get off Hwy 101. While 
the community center indoor track is nice it 
does not take the place of walking outside. 
Studies are showing that just getting 
outside, closer to nature, is helpful to our 
well being. Last time I walked the Head to 
Bay Trail met a man walking who said he 
walks and has increased his endurance. Trail 
promoted for tourists to help economy.  


 No car 


 We need more public transportation in 
Depoe Bay and Lincoln Beach area. We need 
a drug store between Lincoln City and 
Newport. This is a big need and 
inconvenience for people without a car or 
other transportation.  


  SE 3rd Street should have a posted speed of 
25 MPH, with limited space for walking and 
biking. Car traffic currently exceeds 40 MPH 
at the bottom of the hills. Street popular for 
walking due to access to the crossing.  


 SW Canyon Drive at Canyon Park is very 
narrow and always pedestrians, the city 
should be the lots that are for sale on the 
north side to widen the area.  


 1/22 yet another fatality. There are many 
places I find unsafe, between 28th St and 
Safeway plaza. I hope very soon to rid 
myself of car ownership, make me feel 
confident!  


 We have a haphazard pattern of sidewalks 
in my neighborhood. Newer homes have 
sidewalks. Older homes don't. This makes it 
awkward for walkers. I tend to walk in the 
street rather than getting off and on 
sidewalks. Also, some drivers in my 
neighborhood park on sidewalks.     As a 
recreational walker, I would like to see a lot 
of trails built through our open spaces, for 
example from 101 to Bard Street, down to 
Canyon Drive, or from SW Dune to Canyon 
Drive. The more we get people to use our 
open spaces, the more aware people will 
become of the pleasure and beauty they 
provide and the more likely they will take 
more action to make sure they are 
preserved and protected.    We should also 
promote more biking and create more bike 
lanes. 


 The new Oceanlake Business District design 
is a disaster. It is not a matter of if, but when 
a pedestrian will be injured at one of the 
many uncontrolled crosswalks in the 
District. Auto drivers are already completely 
occupied negotiating thisvery narrow and 
complex strip of highway, with wide 
vehichles mingling and parking in lanes and 
parking areas designed to accomodate a 
sub‐compact auto, at best. Autos parked 
parked along the side of the road in the 
District impede drivers view of pedestrians 
entering the road at the uncontrolled 
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crosswalks.  I strongly recommend 
eliminating the uncontrolled crosswalks in 
the Oceanlake Business District. 


 I live on West Devil's Lake Road.  I wish that 
the Head to Bay trail continued all along 
that road.  If it did, I would be able to walk 
into the Oceanlake District for shopping, etc. 
safely.  I use the Head to Bay trail every day.  
It is the only safe place to walk on West 
Devil's Lake.  The road/shoulder is too 
narrow to be safe for walkers and bicyclists 
and cars don't see you around the curves.    I 
also walk often in the Taft/Nelscott area 
because I work there.  There is no place to 
safely cross hwy 101 between the crosswalk 
near the glass foundry all the way up to the 
outlet mall.  There should be a crosswalk 
somewhere in Nelscott at the very least. 


 (1) Build sidewalk and bikepaths on US101 
between the Lighthouse mall (McDonald's 
restaurant) area to Neotsu post office. For 
runners and cyclists, this is a scary stretch of 
highway.    (2) Widen the bridge over D 
River. Or better, build a bridge for 
pedestrians and cyclists. 


 Also, the intersection of N 17th and Highway 
101 doesn't have sufficient time between 
the light changing from red to green. Cars 
regularly fly through that intersection, 
sometimes going 30mph. It is very scary, 
and I always wait and double check that all 
the cars are stopping before I even set foot 
in the roadway, or pull out if I'm driving my 
car.  Thirdly, the crosswalk by Starbucks is 
still very dangerous for pedestrians. It is 
better than it was, but as a driver, I find it 
difficult to see whether a pedestrian is there 
or not. By the time I do see that somebody 
wants to cross, I am already driving over the 
crosswalk. I think there should be a stoplight 
at every crosswalk, either a timed one, or 
one that can be triggered by a pedestrian 
wishing to cross. 


 Sidewalk from Hwy 101 crosswalk north 
along east side of W Devils Lake Road past 
the W Devils Lake Office Park (DMV)  Ped 


access from Lighthouse Square Shopping 
Center to NE Voyage Ave‐‐there is currently 
a path starting behind the Goodwill Store 
that runs downhill past the Lighthouse 
Square sign and down to the vacant lot, 
then from the lot into the neighborhood to 
the north by way of a city easement 
between houses. The existing path route 
would be fine if it were brushed out, with 
some black gravel added so it's usable in 
wet weather. 


 Bike lane on Hwy 101 between north Lincoln 
City and Hwy 18 (especially along the golf 
coarse where the shoulder is non‐existent).    
A late bus (9pm) from LC to Otis (cafe).       
Thank you and thank you for putting 
together this questionnaire!  The 
interactive/feedback map is GREAT!  The 
question is......how to collect information 
from those who can really give the most 
pinpointed and helpful feedback?    Is 
rideshare in your plan as well? 


 West Devils Lake Road/NE 14th where the 
bike lane peters out:  continue bike/walking 
lane  D River bridge pinch point:  provide 
alternate route separated from heavy traffic  
Head to Coast path:  connect sections and 
expand south  Highway 101 between West 
and East Devils Lake Roads:  create safer, 
wider bike lane on shoulder 


 The portion on East Devils Lake Rd where 
the Trillium is located from the corner of SE 
Jetty to the Post Office needs a sidewalk.      
There needs to be a marked crosswalk on 
East Devils Lake Rd and Keel Ave (the street 
the police station is on).  There is a 
crosswalk at Jetty but I have seen lots of 
people crossing EDLR at the next street 
(Keel?) instead of walking to Jetty to cross.  
EDLR is going to get busier when Bi‐Mart 
opens and there needs to be a concern for 
pedestrian safety along EDLR. 


 I would love to see a pedestrian bridge 
linking Cutler City and Taft.  Also, would 
LOVE to have the guard rail that leads to the 
Schooner Creek bridge opened, so that 
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pedestrians could get off of the sidewalk 
and onto the open space that is west of the 
guard rail.  The sidewalk on the bridge is 
narrow, .........people in cars are in such a 
hurry! 


 I would really love to see better pedestrian 
access to the Canyon Drive beach access. I 
love to walk down to the beach here 
because it's quite close to my home and it's 
a beautiful area, but it's definitely not very 
pedestrian‐friendly ‐‐ the road has poor 
visibility and there are no sidewalks and 
little shoulder. 


 Connectivity from neighborhoods to key 
points like beach access, shopping, etc.  This 
should include continuous sidewalks or at a 
minimum, wide shoulders that allow for safe 
ped/bike travel next to cars.    One example 
is walking from the SE neighborhood of 
Eagle Point to get to the beach or library & 
grocery stores.  Walking to the beach 
includes several unconnected sections with 
no sidewalks, narrow shoulders and poor 
visibility around corners/shrubs.  One 
connection that would make a lot of sense 
would be to cut through the public works lot 
from SE 8th to where it continues by the 
police & fire stations.  These kind of short, 
simple connections to make sense of 
neighborhood routine travel would really 
help residents.    It should be a priority to 
review logical connections from the Taft 
school campuses to locations that kids are 
traveling to, since they are likely to be on 
foot or bike more than adults.  I am at the 
high school often, and regularly see kids 
trying to negotiate the shoulder of Hwy 101 
to get around. 


 At least sidewalks all along highway 101 ‐ 
especially connecting housing with 
retail/commercial (north end of town from 
DMV to Bi‐Mart/Safeway).  There isn't much 
of a shoulder for me to walk to get my 
groceries. 


 Hwy 101. I'm not going to take hilly back 
roads to do business or recreate by bike or 


foot. If there are bike routes, nobody is 
going to use them when they are located on 
the steepest streets in town (NE 22nd st.) 


 An immediate need is to complete the 
section of sidewalk missing on the 
southbound side of highway 101 between 
NW 36th St & NW 39th St..for starters. 


 Between Oregon Coast Community College 
and the center of town ‐ better connections 
for walkers. 


 As a pedestrian, I appreciate sidewalks just 
as much or more than most people. 
However, the place that is most terrifying 
for me as a pedestrian in Lincoln City is the 
shoulder on the east side of Hwy 101, 
between 29th and Holmes Road. It is 
entirely too narrow, and the embankment 
on the non‐highway side is quite 
treacherous. There is a crosswalk just a little 
ways down from this shoulder, but other 
than that, the next closest marked crosswalk 
is at the light by Dairy Queen and Subway, 
near the Community Center. To traverse the 
in‐between area can be quite dangerous, as 
cars tend to drive awfully close to the 
shoulders. 


 There is a big problem with lights on the 
street in the Taft area (51st, to 48th and cross 
streets); they are off/on or off completely. 
I’ve tried calling the power company and 
was told I need the pole numbers, reported 
the numbers as did neighbors to no 
response. This is a huge safety issue. Please 
address by going through each pole at night 
or tell me a better process for me to report.  
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Open House Purpose 
The purpose of the second Lincoln City Walking and 
Biking Plan open house was to: 


• Present and collect public comments on 
recommended improvements based on roadway 
type  


• Present and collect public comments on 
potential funding sources and decisions 


• Provide an opportunity to talk the project team. 
 


Open House Notification 
The open house was held from 9:00 am to 3:00 p.m. on Sunday, July 15 at the Lincoln City 
Farmer’s Market. The event was held at the market as a way to attract people to the event who 
might not otherwise have attended. Approximately 120 people visited the open house, which 
was located in a large tent at the market entrance.  


Notice of the open house was posted to the project website and the City’s website one month before the 
event. Information was sent to the project mailing list on 06/08/12 with a reminder on 07/13/12.  This list 
included all of the individuals that commented on the project website or expressed interest in the project 
through other venues. A notice was posted on the City’s Facebook page one month, two weeks before 
and the week of the event.  The City also dropped off flyers in Spanish and English to approximately 25 
locations around town. Press releases sent to local news outlets, including the News Guard, Newport 
News-Times and News Lincoln County, resulted in a radio interview on 07/03/12 on the  "What's going 
on in Lincoln City" with Karen Richards talk radio program on KCUP 1230AM, and a second radio interview 
on 07/12/12 on Keith Altomare's morning show on KBCH 1400AM. 


 Open House Format 
The open house tent displayed proposed improvements for the various roadway types in Lincoln 
City. Four boards (one for each roadway type*) gave participants opportunity to vote (one 
sticker/dot on each board) for improvements they felt were most important or they valued the 
most. Participants received bookmarks with links to an online survey (available until August 8) 
regarding the information presented at the open house.  Printed copies of the survey were also 
available.  


*Although all attendees were provided four dots, one for each road way type, not everyone 
used all four or posted only one dot per board; some participants posted more than one dot on 
one roadway board and none on others. Even so, the direct count of the dots for each board 
provides some indication of preferred improvements, as follow: 
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• Highway 101 


o Bike Facilities: 48 
o Pedestrian Facilities: 37 
o Intersections: 27 
o Signage and Programs: 5 


• High-Use Local streets 
o Bike Facilities: 35 
o Pedestrian Facilities: 40 
o Intersections: 16 
o Traffic Calming: 14 
o Signage and programs: 7 


• Medium-Use Local streets 
o Bike Facilities: 21 
o Pedestrian Facilities: 61 
o Traffic Calming: 18 
o Signage and programs: 4 


• Low-Use Local streets 
o Bike Facilities: 21 
o Pedestrian Facilities: 50 
o Traffic Calming: 14 
o Signage and programs: 13 


Participants voted on how to fund improvements and preference for  either fewer higher 
quality/ higher cost improvements or a greater quantity of less expensive projects. 


• Quality: 28 
• Quantity: 21 


Verbal Comments Collected 
Of the estimated 120 people who walked through the tent to look at boards and ask questions, 
only 19 people signed in.  The project staff did not record verbal comments on flip charts, but did make 
notes from conversations during the day. The notes under each section below reflect the variety of 
comments heard and do not necessarily represent the number of times each was heard. 


 


Highway 101 


• Biggest concern is traffic and intersection 
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• Emergency vehicles need 
to be able to go down 101; 
if we do a road diet that 
might make it more 
difficult 


• Like concept 3 of the road 
diet; cycle track seems the 
safest 


• There are too many 
crosswalks in Oceanlake as 
it is 


• Need walking path to the Neotsu post office along 101 
• Need a left turn at the traffic light near Maxwell’s 
• It’s confusing to have a sidewalk on only one side of the street – sometimes it switches 


sides  
• Cycle tracks can be hazardous in tourist towns; people don’t know how to use them 
• Want to see bikes and peds completely off of 101 and don’t agree with the road diet 


concept (comment came from representative of fire district) 
• Need to widen the D River bridge – add turn lanes, sidewalks 
• Need a traffic light on Hwy 18 at Slick Rock Road 
• Maintenance of bike lanes on Highway 101 is a big issue, lots of debris in the road makes 


bikers go into car travel lane 
• Adding bike lanes will save 3 live a year 
• People are crazy to bike on 101 
• Want to have bikes off the road, I don’t like them in the road with cars 
• Create a pedestrian overcrossing(s) 
• Highway 101 is really bad 
• Signage is awful, need bigger signs on the overhead lines at every street. Businesses are 


leaving because it is so hard to find them, need better street signs.  
• Create a bike loop off highway 101 
• Restrict left turns during June-September.  
• Main priority should always be sidewalks and higher quality improvements - including 


the funding option  
• A retired couple traveling in an RV (staying in the local campground for a month) was 


interested in riding their bikes, but didn't feel safe on Highway 101, and didn't venture 
around to find better places.   


• Need a bypass for through traffic – particularly truck traffic 
• Crosswalks need flashing lights or something to draw attention to them. Difficult to see 


crossings and people at crossings now.  
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• Schooner Creek Bridge lacks a shoulder and sidewalks 
• Poor pavement condition on sections of US 101 recently re-paved; for example, near N 


22nd Street. Commenter thinks ODOT should recoup cost of fix from contractor. 


Local Streets 


• 15th Street looks nice now; like those improvement 
• Traffic circles can be problematic; they require education. People didn’t understand 


traffic circles 
• Want a local route across Devils Lake 
• Need a traffic light at East Devil’s Lake Road 
• Do not like speed bumps 
• 21st Ave should be listed as high-use – there are a lot of school buses that use it 
• Schooner Road needs a walking/biking path 
• Where the road swerves on 15th Street, it looks like you will hit the column of the arch. 


Better lighting needed.  


Funding 


• Do not like the idea of a parking fee 
• Visitors should contribute to roadway funding; it shouldn’t just be residents 
• Like the grassroots options, better to have improvements that are high quality and fewer 


that are done by or maintained by the public. Don’t go into debt to do the improvements 
(at a local, state, or federal level).  


• Should be building high-quality facilities, and as those get built out more, Lincoln City 
then has a high-quality system 


Other 


• We should link all open spaces with a path like they do in Portland 
• Widen the Head to Bay Trail 
• Want a boardwalk along the beach 
• Need uniform development requirements 
• Skateboarders are the biggest problem, especially near SE 3rd and Inlet – need to educate 


the kids how to skate safely 
• Give free “doggie clean up” bags around town, to reduce pet waste issues 
• Need bus for busy times of the year, businesses on the route should contribute. Partner 


with senior center trips, use for intercity trips in spring and fall, mid week. Stop at tourist 
spots/beaches/hotels, provide bus shuttles to Portland.  


• Need extra disabled parking spaces at accessible beach access points 
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• Be careful about using newer striping/symbols/etc, as many people are older and/or 
visitors and may not understand them 


• A bicycle map showing good recreational routes in and around Lincoln City would be nice 


Comments Collected via Online Survey 
Between the open house on July 15 and August 8, 2012, an online survey was posted to the 
project website and was announced on the project’s Facebook page. During that time, two 
people completed the survey. The low response rate may be due to the fact that so many people 
participated in the open house and the survey was soliciting the same feedback. Feedback from 
the two respondents indicated support for improvements that would be funded using local 
sources, support for the road diet concept, a desire for a bicycle path off of US 101, and support 
for funding sources including economic improvement districts, local bond measures, deferred 
improvement agreements, and development requirements. Appendix A contains a detailed 
summary of the results of this questionnaire. 
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Appendix A: Detailed Questionnaire 
Results 


1. Please tell us your opinion of the following pedestrian and bicycle improvements in Lincoln City. 


Would you like to see this improvement implemented in 
Lincoln City? 


Yes, even if it 
requires 
local funding 


Only without 
local funding No 


Sharrows (shared-lane markings indicating that autos and 
bikes should share lanes) 1 1 0 


Intersection Improvements (such as countdown timers or 
flashing beacons at crosswalks) 2 0 0 


Traffic Calming (such as speed humps or traffic circles) 0 0 1 


Bike Lanes 1 1  


Caution or Share the Road Signs (indicating that bicyclists 
and pedestrians may be present on the roadway) 1 0 0 


Sidewalks – either sidewalks where they don’t exist or 
improvements to existing sidewalks 2 0 0 


Programs promoting safe behavior in bicycling and walking 
and sharing the road 2 0 0 


 


2. Please tell us your opinion of the following pedestrian and bicycle improvements in Lincoln City. 


On which street types would you like to 
see the improvement implemented? 


Any street 
where it will 
work 


Only on 
Hwy 101 


Only on 
local streets 


Don’t use in 
Lincoln City 


Sharrows (shared-lane markings indicating 
that autos and bikes should share lanes) 0 2 0 0 


Intersection Improvements (such as 
countdown timers or flashing beacons at 
crosswalks) 


0 2 0 0 


Traffic Calming (such as speed humps or 
traffic circles) 0 1 1 0 


Bike Lanes 1 0 0 0 


Caution or Share the Road 
Signs (indicating that bicyclists and 
pedestrians may be present on the 


1 1 0 0 
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roadway) 


Sidewalks – either sidewalks where they 
don’t exist or improvements to existing 
sidewalks 


0 2 0 0 


Programs promoting safe behavior in 
bicycling and walking and sharing the road 1 1 0 0 


 


3. Are there other types of bicycle or pedestrian improvements that you would like to see in Lincoln 
City? If so, please specify in the box below what and where. 


• A well-marked, through-town bike route that keeps cyclists off 101. Sidewalks should be a 
priority along 101 and crosswalks need to be much more visible, and located in places where 
pedestrians can safely navigate the highway i.e. NOT at intersections. 


4. In order to build new bicycle and pedestrian infrastructure, new sources of revenue might be 
necessary.  


Which of the following local funding sources do you favor? (please check all that 
apply) Number 


Parking fees for public parking on-street or in parking lots) 0 


Street user/maintenance fee (typically added to a utility bill) 1 


Local fuel tax (added to the existing state and federal fuel tax paid at the gas 
pump) 0 


Economic improvement districts (costs spread out among local business owners) 2 


Local improvement districts (costs spread out among neighboring property 
owners) 1 


Local option tax (addition to property tax) 1 


Local bond measures (would have to be approved by voters and paid back 
through fees or taxes) 2 


Deferred improvement agreement (developers pay a money for infrastructure to 
be developed at a later date) 2 


Requirements of developers to build pedestrian and bicycle facilities with new 
development 2 


  


5. The City of Lincoln City and the Oregon Department of Transportation are considering the possibility 
of a “road diet” on Highway 101. A road diet would include reducing the number of lanes from four to 
three on certain sections of the highway, for example in Oceanlake, to make room for sidewalks, bike 
paths, parking, and/or a turning lane.  


Do you think a "road diet" on Highway 101 is an idea worth pursuing? Number 
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Yes 2 


No 0 


Don’t know 0 


 


6. How often do you travel around Lincoln City by . . . ? (Mark which button on the spectrum below best 
applies to you) 


 Daily Weekly Monthly Rarely Never 


Foot (running, walking) 1   1  


Scooter     2 


Skateboard     2 


Bicycle    2  


Bus    1 1 


Cab    1 1 


Wheelchair     2 


Car/Vehicle 2     


 


 







Memo – Lincoln City Walking & Biking Plan. 
 
RE:  Public Event – Devil’s Lake Revival 
Date & Location: August 4, 2012 at Regatta Park   
 
To:  Project Management Team (PMT) 
From: Timothy Novak, City of Lincoln City 
 
 
Summary:  In a continuing effort to promote the plan and engage the public in its development, City of 
Lincoln City PMT members (Kate Daschel, Debra Martzahn, Timothy Novak, Joseph Primeau, and 
Stephanie Reid, and Richard Townsend) organized a second interactive display of the items used for 
Public Event #2.  Items on display included: 
 


1. Maps of the city with each road categorized as one of the four roadway types. 
2. A List of facility options for each of the four roadway types used for allowing people to vote on 


which options should be given highest priority (see photos of the four panels below). 
3. An explanation of what a Road Diet is. 
4. Lists of potential funding sources and funding trade-offs. 
5. A list of PMT and PAC members. 


 
The items were on display from 10AM to 2:30 PM, the full duration of the event.  No head counts were 
taken at the booth, but 11 people signed up to be on the project’s e-mail list and an estimated 250 people 
attended the event. 
 
Most comments were re-iterations of deficiencies and needed improvements that have already been 
popularly voiced at other project events.  Some examples are:  the need to provide an alternative to Hwy 
101, development of a safe intersection at Hwy 101 and NE EDL Rd.  Utilization of open spaces for 
alternative routes, extending the head to bay trail to Regatta and Hwy 101 at NE 14th Street, and the need 
for bike lanes on Hwy 101, etc.   
    


 


Senior Planner 
Debra Martzahn 
speaking with 
participant inside 
the tent. 







 
 
 
 
 
 
 
 
Roadway type panels with facility types – The following four pages displaying the panels were taken 
after the event.  The votes (dots/stickers) from the second public event were not removed.  Colors used 
for voting during the Revival were yellow, pink, orange, and fluorescent green. 
 


Our Tent 
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