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Introduction 

Shared lane markings, increasingly referred to as Sharrows, are sections of road lanes where bicycle 

right-of-way is physically marked within the driving lane. Sharrows differ from traditional bike lanes in 

that they are within the driving lane and not parallel to it. Sharrows are typically utilized when road 

characteristics do not lend themselves to a traditional 

bike lane, such as narrow sections of road or when 

parallel street parking is present. Sharrow lanes are 

also helpful to clearly define the preferred travel 

path for cyclists and to communicate to drivers to 

be aware of their presence. Figure 1 shows a typical 

application of sharrow lanes.  

 

FHWA Evaluation of Shared Lane Markings (Sharrows) 

In December of 2010 the Federal Highway Administration (FHWA) conducted an evaluation of shared 

lane markings to evaluate their impact on operational and safety measures for bicyclists and motorists. 

Sharrows were evaluated in three cities, Cambridge, MA, Chapel Hill, NC, and Seattle, WA, to explore the 

following hypotheses: 

 The markings may help indicate a preferred travel path and thereby improve bicyclist 

positioning relative to parked motor vehicles when riding in shared lanes with on-street parking. 

 The markings may help to improve spacing or operations when motorists pass bicyclists on 

streets both with and without parking 

 The marking could improve bicyclist positioning relative to the curb or other hazards along the 

roadway edge including unsafe drain grates or uneven pavement. 

 The markings could be used in a situation where a bicyclist needs to take control of the lane, 

such as on a section of steep downgrade where more operating space is needed and there is not 

enough width to provide a sufficiently wide bicycle lane. Another such situation might be on a 

narrow lane where bicyclists need to move away from the door zone or other hazards. 

 The marking may reduce wrong-way and sidewalk riding, which can cause collisions. 

 The markings may increase the distance of motor vehicles in the travel lane from parked motor 

vehicles or from the curb or edge of pavement in the absence of bicyclists, thereby providing 

more operating space for bicyclists. 

 

Findings of the evaluation showed that usage of Sharrows was high, with between 88% and 97% of 

riders riding over the markings, when used on flat sections of road both with and without on-street 

parking. Alternatively, where the Sharrows are placed on steep grades, usage was low, with only 15% of 

riders riding over the markings. Other findings indicate that Sharrows increase operating space for 

bicyclists, reduce sidewalk riding and increase safety in variables related to the interactions between 

Figure 1: Sharrow lane markings 

Source: http://sdotblog.seattle.gov 
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bicycles and motor vehicles. In general, conclusions from the study were minimal and it documented a 

need for further research.  

 

AASHTO Guidelines on Marked Shared Lanes  

Included in AASHTO’s fourth edition of its Guide for the Development of Bicycle Facilities, is a section on 

the design of on-road facilities. Included within this section are these guidelines on the proper 

application of Sharrows (AASHTO 2012, Pages 4-4 – 4-5): 

 In a shared lane with adjacent on-street parallel parking, to assist bicyclists with lateral 

positioning that reduces the chance of a bicyclist impacting the open door of a parked vehicle. 

 On wide outside lanes, to indicate more appropriate positioning away from the curb or the edge 

of the traveled way. 

 On a section of roadway with shared lanes, to fill a gap between two sections of roadway that 

have bike lanes, or to fill a gap between a shared use path and a nearby destination, or other 

similar connections. 

 On a section of roadway where the lanes are too narrow for a bicyclist and motorist to travel 

side-by-side in the lane.  

 On a steep downgrade section of roadway where there is room for only one bike lane. In these 

situations, a bike lane should be used on the upgrade section due to the bicyclist’s slower 

operating speed moving uphill. 

 It may be appropriate to use shared-lane markings, rather than a bike lane, on a steep 

downgrade section of roadway where bicycle speeds are high and parking is present, since 

bicyclists may choose not to use a bike lane when traveling at high speeds adjacent to parked 

vehicles.  

 At multilane intersections where there is insufficient width to provide a bike lane, and conflicts 

make it desirable to indicate proper positioning.  

 At transit stops, to provide visual cues to motorists and bicyclists on the correct path to follow. 

 Shared-lane markings are not appropriate on paved shoulders or in bike lanes, and should not 

be used on roadways that have a speed limit above 35 mph. Shared-lane markings should be 

placed immediately after an intersection and spaced at intervals not greater than 250 ft 

thereafter. 

 Shared-lane markings should be marked on an alignment that represents a practical path of 

bicycle travel under typical conditions. For some streets, that may be the center of a shared 

travel lane. On a one-way street designated as a bicycle route, where the bicycle route makes a 

left turn, it may be appropriate to place shared-lane markings on both the outside right and left 

lanes of the street.  
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Comparative “Peer Community” Sharrow Policy Overview 

In the 2011 Traffic & Transportation Master Plan peer cities were identified for the purposes of 

demographic comparison. The communities were selected due to their location in the Intermountain 

West and their existence as recreation-oriented communities. These cities were again looked to, but for 

the purposes of finding shared lane marking and Sharrow policies which could be used to guide the 

formulation of Park City’s own guidelines. 

Town of Jackson and Teton County, WY 

Jackson’s 2013 Bicycle Improvement plan identifies “bicycle boulevards” as a recommended facility 

type. These “bicycle boulevards” are described as low-volume, low-speed streets modified to enhance 

bicyclist comfort and feature share-lane markings. Requirements for these boulevards are speeds less 

than or equal to 25 mph and motor vehicle volumes less than 3,000 vehicles per day.  

Crested Butte and Gunnison Area, CO 

The City of Gunnison makes reference to the usage of sharrows, but does not provide much guidance 

surrounding their usage. They state that their usage is to be restricted to “low-volume” streets, however 

no specifications are provided.  

Flagstaff and Coconino County, AZ 

Flagstaff’s Zoning Code identifies three classes of bicycle facilities. Class III: Sharrow/Bicycle Boulevard 

are described as a road shared by bicycles and vehicles and are allowed on streets with a design speed 

of less than 25 mph.  

Breckenridge and Summit County, CO 

The town of Breckenridge describes “sharrows” as a shared lane marking used on roads to: 

 Assist bicyclists in lateral positioning in a shared lane with on-street parallel parking in order to 

reduce the chance of a bicyclist impacting the open door of a parked vehicle.  

 Assist bicyclists with lateral positioning in lanes that are too narrow for a motor vehicle and 

bicycle to travel side by side within the same traffic lane.  

 Reduce the incidence of wrong-way bicycling 

 Encourage safe passing of bicyclists by motorists 

 Alert road users of lateral location of bicyclists within the travel lane.  
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Proposed Park City Sharrow Policy 

The goal for the Park City Sharrow Policy is to act as a supplement to the existing documents which 

guide transportation related decision-making. Two such documents exist: the 2011 Park City Traffic & 

Transportation Master Plan and the 2008 Park City Trails Master Plan. The Traffic &Transportation 

Master Plan does have a Non-motorized Vehicles/Trails section, but mainly points to the Trails Master 

Plan, and does not provided any guidance on Sharrows specifically. The Trails Master Plan does cover 

shared roadways, the category which Sharrows would fall under, but only looks to signed and unsigned 

roadways and does not contain guidance on Sharrows or shared lane markings. 

The recommended guidance on the usage of Sharrows to be amended to the Park City Traffic & 

Transportation Master Plan and the Park City Trails Master Plan is as follows: 

Although many roadways may have characteristics which are suitable for Sharrows, not all are ideal 

candidates. When selecting for Sharrow locations, one should look for roadways which contain on-street 

parking, where there is danger for a cyclist to collide with the open door of a parked car, or roadways 

with inadequate width to safely allow for parallel travel of a motor vehicle and a bicycle. When possible, 

traditional bike lanes are preferred as they allow for both bicycles and automobiles to travel 

unencumbered by each other.  

A Sharrow can be incorporated into a roadway only: 

 When consistent with existing corridor plans (SR-224 & SR-248) 

 When the speed limit does not exceed 25 mph 

 When the average daily traffic volumes is less than 3,500 

 Where the slope is less than 6 percent 

For sections of roadway where the slope exceeds 6 percent, Sharrows should only be applied on the 

downhill slope. These should be considered on a case-by-case basis.  

 

Park City Sharrow Network 

Figure 2 shows roadway sections in Park City which are suitable for Sharrows. Blue lines indicate roads 

with speed limits of 25 mph or less and with an ADT of less than 3,500. A majority of the roads identified 

already contain either a primary (paved, separated path) or a secondary (striped shoulder) bicycle route 

(see Figure 6-12 of the Park City Traffic and Transportation Master Plan). These paved separated paths 

and striped shoulders are typically preferable to a Sharrow style bike route, especially in the absence of 

on-street parking, and so in most cases should be kept in place. Figure 3 highlights the sections of roads 

that do not currently contain a primary or secondary bicycle route and are also suitable for a Sharrow 

lane, as well as sections of road where a secondary route is in place, but a Sharrow lane is preferable. 

These sections of road could be marked as Sharrows to help supplement the current bicycle network.  
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Figure 2: Road Segments Suitable for Sharrow Application 
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Figure 3: Potential Sharrow Lane Application Sites 
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Lucky John Dr. 

This is the Northern most road identified which could support a Sharrow and does not currently contain 

a primary or secondary bicycle route. This is a local street which services a residential neighborhood and 

has an ADT of 1,112. Due to the low volume of traffic and unmarked travel lanes, it may not be 

necessary to provide a bicycle facility of any kind.  

 

Snow Creek Dr.  

It connects Kearns Boulevard and Park Avenue, to the north of where they join. This could be a great 

application of a Sharrow as it would provide a needed connection between three existing primary 

routes.  

 

Prospector Ave./Sidewinder Dr./Comstock Dr. 

Although these are currently secondary bike routes, Sharrows along these three roads would be 

preferable to current infrastructure and would complement the current bicycle network. Together 

Sharrows along these roads would connect the Rail Trail, Kearns Boulevard, and Bonanza Drive, 

providing good bicycle access to the businesses located in this portion of the city.  

 

Main St. 

As one of the few streets in Park City which contains on-street parking, a Sharrow lane would be 

necessary to avoid potential “dooring” accidents. A Sharrow here would connect the primary bicycle 

facility along Deer Valley Drive to the heart of Park City. 

 

Conclusions 

 

In Park City, a Sharrow Lane policy is a good complement to its existing transportation planning 

documents, as many similar cities have found them to be effective tools. Sharrows are important in 

executing contiguous bicycle networks, where existing infrastructure does not allow for more traditional 

practices. To best manage, change and promote acceptance and utilization, it may be advantageous for 

Park City to do a pilot Sharrow project on one segment of road, before more large-scale adoption. Snow 

Creek Drive is likely the best suitable option for such an endeavor.  Community reaction could then be 

gauged before trying to apply Sharrows to roads such as Main St. which are more closely focused in the 

public eye.  


