
Part 5: Travelway Facilities 
This guidance document provides direction for designing Complete Streets in Easton to 
accommodate all types of vehicles while not compromising the safety, comfort, and 
efficiency of any mode of transportation. The following sections detail how vehicle 
facilities are incorporated into a Complete Street. 

● Travelway Standards for All Users of All Abilities 
● Bicycle Facilities (Bicycle Travelway and Pedestrian Clear Subzone) 
● Micromobility Facilities (Bicycle Travelway and Pedestrian Clear Subzone) 
● Transit Facilities 
● Speed Management 

Travelway Standards for All Users of All Abilities 
Town streets should be designed for people and vehicles in accordance with the following 
standards and guidelines: 

● Town Code: 
o Chapter 5 Bicycles, Roller Skates, Skateboards, and Scooters 
o Chapter 17 Motor Vehicles and Traffic 
o Chapter 24 Streets and Sidewalks 
o Chapter 25 Subdivisions 

● Maryland MUTCD 
● AASHTO A Policy on Geometric Design of Highways and Streets 
● AASHTO Roadside Design Guide 
● NACTO Urban Street Design Guide 
● NACTO Urban Bikeway Guide (latest Edition) 
  



Vehicle Definitions 

Design Vehicles  
These vehicles represent the least maneuverable vehicles that routinely use a street. They 
are used by designers to set lane widths, corner radii, median nose design, and slip lane 
design.  

Design vehicles vary by Street Type, and exceptions should be considered to design for 
smaller vehicles on specific intersection corners that do not need to accommodate a bus 
or a truck.  

General Design - DL-23 
A standard delivery vehicle often used for 
package delivery services to both residential and 
business locations. The DL-23 will be the design 
vehicle on any street that does not 
accommodate a transit route or a truck route. 
This is based on the most recent edition of 
NACTO Urban Street Design Guide. 

 

Transit Streets Design - BU-40 (approximate) 
The largest Delmarva Community Transit buses 
are 40-foot standard transit buses. These buses 
are about 12 meters (39.37 feet) long, 2.55 
meters (8'4") wide, and 2.99 meters (9'10") high. 
This vehicle specification should be the design 
vehicle along transit routes, and for turning 
movements at intersections where transit routes change streets.  

Truck Routes - WB-50 
A standard sized 5 axle tractor trailer: 



● Design vehicle for intersections 
connecting nonrestricted through 
truck routes.      

● Control vehicle for intersections in 
which trucks turn to/from local, 
restricted, or restricted-local truck 
routes. This is based on the most 
recent edition of NACTO Urban Street Design Guide. 

 

Tractor Trailer - WB-67 
The largest tractor trailer that is most 
appropriate for interstate travel and heavy 
freight movement. This design vehicle is not 
appropriate for Town streets with the 
exception of those that travel through 
industrial areas. To use a WB-67 as a design 
vehicle, exceptions must be granted by the 
Town Engineer.  

(1) WB-67 are permitted on (state) interstates and in Industrial areas. 

 

Control Vehicles 
Control vehicles are vehicles that infrequently use a facility but still must be 
accommodated in street design. Control vehicles include Emergency Service (EMS), fire 
engines, moving trucks, and sanitation trucks. These vehicles may be on low-speed streets 
with good sight distance and should be evaluated by designers of new streets to ensure 
that there is acceptable width for control vehicles.  

At intersections, control vehicles can encroach into the opposing traffic lanes, make 
multiple point turns, or have minor encroachment into the street side (providing they avoid 
impacts to utilities, lights, signal equipment, signs, and the sidewalk zone).  

  



 

Bicycle Facilities 
A Complete Streets network includes bicycle infrastructure that allows cyclists and other 
micromobility users safe and stress-free transportation throughout the Town.  

Shared Facilities 
Shared facilities are sections of the roadway that bicycles and electric scooters share with 
vehicles and/or transit. They should be limited to streets with speed limits at or below 30 
MPH or streets with limited right-of-way precluding the addition of bicycle lanes. Most low 
volume roadways with calmed traffic can be considered low stress shared facilities, since 
it is comfortable to cycle on these roadways.  

Source: NACTO 

The following types of enhanced shared facilities should be considered: 

Shared Lanes 
Typically, designated shared lanes are enhanced with pavement markings including 
sharrows and signs to help reinforce the legitimacy of bicycle traffic on the street and to 
provide guidance on the recommended route for cyclists.  

Bicycle Boulevards 
Bicycle boulevards are roadways that place an emphasis on bicycle and pedestrian access 
over vehicular access. They are low traffic, low speed roadways that often parallel 



thoroughfare roadways, and can serve as spines in the overall bicycle network. Traffic 
calming features such as chicanes, bulb-outs, traffic diverters, altering one-way patterns 
with counterflow bike lanes, speed humps, and mini-roundabouts are often incorporated 
to help slow moving cars and keep traffic volumes low.  

In residential areas, these facilities reduce traffic volumes and speeds, while 
neighborhood connectivity by foot and bicycle remains unchanged. 

Bike Lanes 
A bike lane is a dedicated portion of the roadway for 
preferential use by bicycles. Bike lanes may also be 
used by pedal assist electric bicycles (e-bikes) and 
electric stand-up scooters. Bike lanes allow cyclists 
and scooter users to ride at their own pace with 
reduced conflict from motor vehicles. The bike lane is 
separated from vehicular travel lanes with paint as 
described in the various configurations below. 

Bike lane installation can be completed at the same time as resurfacing or street 
reconstruction, but also as a retrofit to an existing roadway. When constructed as a 
retrofit, careful attention should be paid to the condition of the roadway surface. One of 
the following treatments should be considered for new bike lanes on old asphalt 
pavement: 
● Fog seal 
● Seal coat 
● Micro-milling and thin overlay  
● Mill and pave 
 

Because of the limited or non-existent vehicular travel in bike lanes, low-cost methods for 
refreshing the roadway surface on these facilities can provide a smoother safer surface on 
that portion of the roadway that will not significantly degrade within the usable life of the 
adjacent asphalt surface.  

Green Paint 
Green paint can be used at conflict points between bicycle and motor vehicle facilities. 
The use of green paint helps to facilitate the exclusive or preferential use of a portion of the 
road by cyclists or micromobility users.  
 
Guidance 



● The application of green paint should be limited to high conflict areas as overuse of the 
color can have diminishing effects on its ability to draw attention to a bicycle facility. 

● A methyl methacrylate product with a high frictional coefficient shall be the primary 
treatment for green bike paint. Alternative products must receive approval from the 
Town Engineer. 

 

 

The following types of bike lanes can be implemented as part of a Complete Street: 

Standard Bike Lanes 
Standard bike lanes are separated from the vehicular travel lanes with striping, pavement 
marking symbols, and signage. Standard bike lanes are typically located to the right side of 
vehicular travel lanes and run in the same direction as traffic.  

Buffered Bike Lanes 
Buffered bike lanes function in the same manner as standard bike lanes with the addition 
of a buffer between the adjacent vehicle lane and/or parking lane. This provides extra 
protection for users from vehicles and serves as a zone to be avoided by both cars and 
bikes.  

Counterflow Bike Lanes 
Counterflow bike lanes are bicycle lanes on one-way streets that allow bicycles to travel in 
the opposite direction of vehicles. They are typically coupled with a shared lane or bike 
lane that provides bicycle accommodations in the same direction as vehicle traffic.  

Separated Bike Lanes 
A separated bike lane is a bike lane that is a dedicated portion of the roadway for 
preferential use by bicycles that is physically separated from the vehicle travel lanes. 
Separated bike lanes allow cyclists to ride at their own pace with the only conflict with 
motor vehicles occurring at intersections and driveways.  

The following types of buffers may be considered: 

● Curb separated bike lanes are comprised of a bike lane that is at the same elevation as 
the street with a physical curb separating the bike lane from the vehicle lane or parking 



lane. Depending on context, this space may be used as 
a door zone for the parking lane, or for transit stops, 
curb ramps, or green stormwater infrastructure. 

● Object separated bike lanes are comprised of a bike 
lane that is separated from the travel lanes or parking 
lane by low-cost materials including pinned curbs, 
planters, bollards, and/or flexible delineators.  

The following types of separated bike lanes can be 
implemented as part of a Complete Street: 

Street-Level Separated Bike Lane: Street-level separated bike lanes are one-way separated 
bike lanes that are at street level and are physically separated from travel lanes. This may 
include a parking separated bike lane where parked vehicles and a buffer space function 
as the physical separation 
between the bike lane and 
travel lanes, or a curbside 
separated bike lane with a 
physical barrier or 
delineator between travel 
lanes and the bike lane. 
 
Two-Way Separated Bike 
Lane: Two-way separated 
bike lanes are two-way bike lanes that are at street level and are physically separated from 
travel lanes by a variety of methods. This may include a parking separated bike lane where 
parked vehicles and a buffer space function as the physical separation between the bike 
lane and travel lanes. 
 
Sidewalk-Level Separated Bike Lanes: Sidewalk-level separated bike lanes are one-way or 
two-way cycle tracks that are above street-grade and contained within the Curb Buffer 
Subzone of the sidewalk.  They can be at half-height, or a mid-level height between the 
roadway surface and sidewalk level, or at sidewalk level.  They are separate from the 
Pedestrian Clear Subzone and are intended to be used primarily by bicycles. 

Shared-Use Path & Trails 
Shared-use paths accommodate various recreational users such as walkers, runners, 
rollerbladers, skateboarders, scooters, and cyclists on both non-motorized bicycles and e-



bikes. The paths often provide safe and accessible connections to schools, community 
centers, parks, and essential services such as jobs, and groceries.   

The following types of shared-use paths can be implemented as part of a Complete Street: 

Sidepaths (Trails): Sidepaths run parallel to roadways, but unlike sidewalks they are not 
designated primarily for pedestrian use. Additionally, their vertical alignment can differ 
from the road in order to provide an optimal alignment for trail users.  

Multi-Use Trails: Multi-use trails are shared-use paths that run on their own alignment 
separate from a roadway. Trails are defined as a pedestrian route developed primarily for 
outdoor recreational purposes. A pedestrian route developed primarily to connect 
elements, spaces, or facilities within a site is not technically a trail.  

The term “Trail” means an unimproved or sometimes improved recreational facility 
intended for recreational use such as hiking, mountain biking or equestrians. Care should 
be taken not to use Share-use path and Trail interchangeably because they have distinctly 
different design guidelines.  

 

Micromobility 
Micromobility devices are small, electrically propelled vehicles that primarily serve short-
distance trips. These devices take many shapes but are currently most popular as electric 
scooters. These devices are privately owned, either by the user or deployed by a permitted 
shared mobility provider. The shared micromobility devices are dockless, allowing a trip to 
start from and stop anywhere within the Town.  

Bicycle Facility Optimization for Micromobility  
The Town prefers that scooters operate within bike facilities when available, and bike 
facilities should be designed to encourage use by scooters and other micromobility 
devices. To promote the use of bike facilities, the following should be considered by 
designers: 

● Enhanced signing and pavement markings. In addition to standard bicycle pavement 
markings, these lanes also include markings for electric scooters.  

● Facility Design: Electric scooters have different riding characteristics than bicycles. 
Designers should consider the differences between vehicles, including turning radii, 
tire diameter, and breaking distance, when designing bicycle facilities. 



● Maintenance: Since micromobility devices have a smaller wheel size than bicycles, 
micromobility users are more prone to safety issues due to asphalt in poor condition. 
As such, the Town should strive to minimize the number of large pavement joints, 
potholes, and utilities within bike lanes.  

● Changes in the Bicycle Network: Given that scooters are primarily used for short trips, 
the desired routes of users may be different than those of cyclists. The bicycle network 
may need to be expanded or adjusted to accommodate and better fit the changing 
needs of scooter and micromobility users.  

Travel Way Optimization for Micromobility 
Where there are no bike lanes on a street, travelers on scooters should ride on the right 
side of the lane when safe and practical. Scooters should obey motor vehicle traffic laws 
and yield to pedestrians. To enhance the use of micromobility within the travel way, the 
following should be considered by designers:  

Enhanced Signing and Pavement Markings 
As with bicycle facilities mentioned above, signing and pavement marking should be 
enhanced for in-lane use to not only let micromobility users know that this is an 
appropriate place to operate, but to let motorists know that this is a shared facility.  

Maintenance 
The Town strives to minimize the number of large pavement joints, potholes, and utilities 
trenches within shared facilities to improve safety and ride quality for micromobility users. 

Sidewalk Optimization for Micromobility 
On streets where sidewalk riding is permitted, and if there is not enough roadway width to 
provide on-street bicycle facilities, sidewalks should be kept free and clear of debris and 
obstructions. Sidewalk amenities, such as poles or tree pits, should be aligned when 
possible to leave a clear path of travel for ADA users primarily, but also for scooter riders 
who are using the sidewalk. Long term maintenance on these sidewalks must also be 
prioritized to ensure that sidewalk joints and cracks do not pose a safety hazard to users. 

Parking 
Under the dockless model, users can finish their ride and park them on the sidewalk within 
the Curb Buffer Subzone of the pedestrian area. A minimum 4’ wide space of the 
Pedestrian Clear Subzone in the pedestrian area should be kept free and clear of parked 
scooters for ADA accessibility. Parked scooters should also be kept away from curb 
ramps, transit stops, and other areas which need to be accessed, like doors or driveways.   



Micromobility Corrals 
To encourage micromobility users to park shared scooters correctly and courteously, 
micromobility corrals can be installed. Unlike docked shared facilities, corrals require very 
little capital investment, typically consist of signs and markings, and can be deployed in a 
greater number of locations. To promote the use of corrals, companies are experimenting 
with incentivizing their use.  

There are two locations for micromobility corrals: 

Off-Street: These corrals should be placed entirely within the Curb Buffer Subzone and 
have an ideal width of 6’ and a minimum width of 4’. They should include a white border 
showing the boundary of the corral as well as stencils showing a parking symbol, scooter 
symbol, and bike symbol. Signs indicating that this is a micromobility parking area can also 
be provided.  

On-Street: These corrals should be placed within the curb zone management area and be 
marked as the width of the parking lane. They should be a minimum of one parking bay 
(20’) in length, though a constrained length of no less than 12’ is acceptable.  

Pavement markings for the corral shall include a white border showing the boundary of the 
corral as well as stencils showing a parking symbol, scooter symbol, and bike symbol. The 
corral can also be bordered by delineator posts and/or raised channelizing systems to 
further define the space.  

Transit 

Transit Stop Types and Locations 
A transit stop should be placed to properly interface with the other modal needs on Easton’s 
Complete Streets. Depending on the Street Type, the stop may be placed in the Curb Buffer 
Subzone, curb space, or in rare cases the median subzone. Stops should be placed so that they are 
easily accessible to people of all ages and abilities. Stops should function as gateways to a 
community, facilitate ease of movement, and be designed to enhance safety. Stops should also 
coordinate with bicycle and micromobility corral locations to further enhance mobility of people 
throughout the Town. See Micromobility for further details. Detailed information on the stops, 
including recommended placement locations can be found in the MDOT MTA Bus Stop Design 
Guide.  

The purpose of the following section is to provide an overview on how these stops interface with a 
Complete Street at an intersection or mid-block. 



Pull-Out Stops 
At pull-out stops, buses shift out of the travel lane and into the curb space to board and alight 
passengers at a stop that is placed in the Curb Buffer Subzone. Once all passengers have boarded 
and alighted, the bus pulls back into the travel lane. Pull-out stops function better for vehicular 
traffic than for bus operations, as bus operations are typically slowed by the need to wait for a gap 
to reenter the stream of traffic. Types of pull-out stops include: 

Near-Side Pull-Out Stop 

At near-side pull-out stops, buses shift out of the travelway prior to an intersection for the stop. 
After boarding and alighting have occurred the bus pulls through the intersection and merges back 
into the travel lane. This configuration benefits vehicle traffic over transit efficiency and should not 
be the initial choice in the planning and design of a bus stop. 

Near-side pull-out stops can create a sight distance issue, since stopped buses can prevent 
motorists from seeing pedestrians trying to cross the street. Near-side pull-out stops should be 
avoided, particularly at unsignalized intersections. Near-side pull-out stops should be avoided 
when bike lanes are present unless the bike lane is a left-side bike lane or protected bike lane. 
Design of near-side pull-out stops should comply with MDOT MTA Bus Stop Design Guide Section 
2.3.2. 
 

Far-Side Pull-Out Stop 
At far-side pull-out stops, buses shift out of the travelway as they go through the intersection to 
access the stop. After boarding and alighting has occurred the bus then merges back into the travel 
lane. This configuration benefits vehicle traffic over transit efficiency. This configuration is safer for 
pedestrians than a near-side stop since the crosswalk is generally prior to the bus stop.  
 
Far-side pull-out stops should be avoided when bike lanes are present unless the bike lane is a left-
side bike lane or protected bike lane. Design of far-side pull-out stops should comply with MDOT 
MTA Bus Stop Design Guide Section 2.3.1. 
 
Mid-Block Pull-Out Stops 
At mid-block pull-out stops, buses shift out of the travelway to access a stop that is not adjacent to 
an intersection. This configuration benefits vehicle traffic over transit efficiency. If a mid-block pull-
out stop is decided on, there should be a mid-block crosswalk to serve pedestrians and include a 
median refuge if feasible.  
 
When configured with a mid-block crosswalk it is recommend that the stop be placed after the 
crosswalk so stopped buses limit impacts on sight distance. Mid-block pull-out stops are the last 
option that should be considered and should only be used if stops closer to an existing crossing are 
not feasible.  However, if located and signed/signalized properly, mid-clock stops do provide some 



benefits.  There are typically fewer lanes to cross and in the case of “long” blocks a HAWK or 
standard R-Y-G signal that is tied in with the existing interconnected timing system could be used.  
 
Mid-block pull-out stops only apply at locations where there is a high likelihood of pedestrians not 
going to an adjacent intersection. Design of mid-block pull-out stops should comply with MDOT 
MTA Bus Stop Design Guide Section 2.3.3. 
 

In-Lane Stops 
At in-lane stops, buses can make a stop without leaving the travel lane. At these stops, the 
passengers board and alight from a bus stop that is located within the curbside lane. Since buses 
do not shift out of the travel lane at stops, their operational delay is minimized. Additionally, since 
the buses do not need area within the curbside lane to shift over to the stop, additional space can 
be retained for curbside lane features such as micromobility corrals, parklets, or additional 
parking.  
 
In-lane bus stops are most appropriate on roads with two or more lanes of travel in each direction, 
but can also be effective on one or two-lane roads with high traffic volume and longer headways, or 
low to medium volume and frequent headways. There are three types of in-lane stop 
configurations: 
Near-Side In-Lane Stop 
At near-side in-lane stops, buses stop in-lane at a stop that is prior to an intersection. This 
configuration benefits transit efficiency over motor vehicle efficiency. Near-side in-lane stops on 
roadways with two or more lanes in each direction can create a sight distance issue, since stopped 
buses can prevent motorists from seeing pedestrians trying to cross the street. To avoid this, near-
side in-lane stops should be avoided at unsignalized intersections on multi-lane approaches.  
 
Refer to the following sections in the MDOT MTA Bus Stop Design Guide for design of a near-side in-
lane stop: 
 

Condition Stop Configuration 

No Curbside Lane Near-Side In-Lane Stop 

Curbside Lane Near-Side Boarding Bulb Stop 

Curbside Lane with Parking and Cycle 
Track 

Boarding Island Stop 

Curbside Lane with Cycle Track (no 
parking) 

Shared Cycle Track Stop 

 



Far-Side In-Lane Stops 

At far-side in-lane stops, buses stop in-lane at a stop that is beyond an intersection. This 
configuration benefits transit efficiency over motor vehicle efficiency. This configuration is safer for 
pedestrians than a nearside stop since the crosswalk is generally prior to the bus stop. If bike lanes 
are present, a boarding island or shared transit cycle track stop should be used. See Section 2.6 
and 2.7 of the MDOT MTA Bus Stop Design Guide for further details.  

 

Refer to the following sections in the MDOT MTA Bus Stop Design Guide for design of a far-side in-
lane stop: 

Condition Stop Configuration 

No Curbside Lane Far-Side In-Lane Stop 

Curbside Lane Far-Side Boarding Bulb Stop 

Curbside Lane with Parking and Cycle 
Track 

Boarding Island Stop 

Curbside Lane with Cycle Track (no 
parking) 

Shared Cycle Track Stop 

 

Mid-Block In-Lane Stops 

At mid-block in-lane stops, buses stop in-lane at a stop that is between intersections. This 
configuration benefits transit efficiency over motor vehicle efficiency. If a mid-block crosswalk is 
present, a mid-block crosswalk should be placed prior to the bus stop. Refer to the following 
sections in the MDOT MTA Bus Stop Design Guide for design of mid-block in-lane stops: 

Condition Stop Configuration 

No Curbside Lane Mid-Block In-Lane Stop 

Curbside Lane Mid-Block Boarding Bulb Stop 

Curbside Lane with Parking and Cycle Track Boarding Island Stop 

Curbside Lane with Cycle Track (no parking) Shared Cycle Track Stop 

 

 



Speed Management  
Managing vehicular speed on Town streets with tactics can be accomplished proactively or 
reactively. Traditionally, streets were designed to optimize vehicle mobility thus design 
speeds on many existing streets exceed the target speeds identified in this document to 
optimize street safety. In street design, incorporating a target speed prioritizes controlling 
vehicle speeds to enhance the safety of vulnerable road users, while also aiming to 
minimize delays for motor vehicles, rather than simply optimizing mobility based on 
existing prevailing speeds. Street Types such as thoroughfares and emergency access 
routes have higher target speeds to complement the restricted access by vulnerable 
travelers and vehicle access points.  

Designing to a Target Speed 
An important outcome of this Guidance’s design standards is to align a street’s design 
speed with the desired target speed on all new Town transportation and community 
development projects. Assigning target speeds to Street Types aligns design and target 
speeds to fit the surrounding community as well as dictating the safe movement of people 
and goods consistent with the street’s function. 

Generally speaking, streets serving residential communities, activity centers, and priority 
safety / overlay areas such as school zones possess lower target speeds. Streets 
connecting communities with less on-street multimodal activity possess higher target 
speeds. When pedestrian activity exists and / or on-street micromobility facilities are 
present, the speed that accommodates the most vulnerable of modal priorities should be 
selected (i.e., bicycle first, transit second, and motor vehicles third). Some streets do not 
serve pedestrians or cyclists and therefore, on those streets, the target speed can be 
increased to optimize safe vehicular travel.  

Traffic Calming 
Traffic calming tactics are generally applied reactively to a street that has a design speed 
misaligned with the surrounding environment, street’s function, and / or modal priority. 
Thus, traffic calming tactics are deployed to retrofit the street’s design to slow vehicles to a 
desired target speed. Recommended traffic calming tactics/tools are detailed in the 
Intersections, Crossings, and Mid-block Treatments Section. Refer to USDOT’s Safe 
System Approach for Speed Management for traffic calming guidance.  

 

 

https://highways.dot.gov/sites/fhwa.dot.gov/files/Safe_System_Approach_for_Speed_Management.pdf
https://highways.dot.gov/sites/fhwa.dot.gov/files/Safe_System_Approach_for_Speed_Management.pdf


Curbside Management: A New Process to Prioritize Curb Space 
This section introduces a streamlined curbside management allocation process for Town 
practitioners, designed to integrate with Easton’s planning, design, and operational 
procedures. It supports land development application reviews, project planning, Complete 
Streets design, traffic safety studies, small area plans, and routine curbside management 
assessments. The process enables the optimal allocation of curb space in alignment with 
the broader objectives of each study or assessment.  
 
Follow the nine steps listed below for the new curb space allocation process. Further 
information on the allocation process is published in the Forward Progress website. The 
steps are presented in the following groups: 
 
Define the Guide's Application (Steps 1 & 2) 
● Step 1: Integrate the Guide into Each Relevant Easton Study Procedure  
● Step 2: Determine the Study Area 
 
Understand the Study Area Context and Street Network Functions (Steps 3 & 4) 
● Step 3: Define Community Context 
● Step 4: Understand the Function of the Street Network  
 
Systematically Assign Curb Space (see Steps 5–8) 
● Step 5: Reserve Curb Space for Prerequisite Uses 
● Step 6: Allocate Space by Applying the Curb Hierarchy for Each Street 
● Step 7: Consider Special Conditions 
 
Tailor Allocation to Balance Block-level Needs (Step 8) 
 

https://www.forward-progress.com/curb-guide


Achieve Your Program’s Mission (Step 9) 



 


