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The selection of surface type has some influence on
the geometric design of roadways and is worthy of
consideration. Criteria for selection includes: traffic
volume and composition, availability of materials,
initial cost and the extent and cost of maintenance. In
selecting a surface type, the following factors are to
be considered:

• The ability of the surface to retain its shape for
the anticipated volumes and traffic loads

• The ability of the surface to drain storm water

• The effect the surface will have on driver
behavior.

Table C.1.1 below shows minimum cross-slope
requirements for the three most common surface
types used in roadway construction.
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Surface Type
Minimum

Cross
Slope
(m/m)

Portland Cement Concrete 0.015
Asphalt Concrete Pavement (ACP)
Asphalt Surface Treatment
Double Seal coat (Asphalt)

0.02
0.02
0.02

Gravel or Crushed Stone Surface 0.03

The maximum algebraic differences in cross-slope
rates between adjacent pavements (that is, cross over
crown line) are given in Table D.6.4.2.
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The following discussion assumes an asphalt concrete
pavement surface on tangent roadway sections:

• On two-lane highways, the pavement is normally
crowned at the centreline and the pavement
slopes down to the shoulder edge at a rate of 0.02
m/m.

• On four-lane undivided highways and four-lane
divided highways that utilize narrow medians,
the crown is normally located in the centre of the
pavement or median and cross-slope proceeds to
the pavement edge at 0.02m/m.

• On four-lane divided highways with wide
depressed medians, the crown is normally
located at the centreline of each roadway with a
cross-slope of 0.02m/m to each pavement edge. If
such a roadway eventually requires expansion to
six lanes, the two additional lanes may be added
to the median side or the outside depending on
the median width, the presence (or absence) of at-
grade crossings or other factors. The additional
lanes will slope away from the crown.

• On six-lane divided highways, the crown for each
roadway is normally located at the common edge
of the centre and median lanes. The two outside
lanes will have a 0.02m/m cross-slope towards
the outside pavement edge, and the median lane
will have the same cross-slope draining towards
the median. If this roadway requires further
expansion to eight lanes, the additional lanes are
accommodated in the median and adopt the same
0.02m/m cross-slope towards the median.

These applications of normal cross-slope are
illustrated in Figure C-1.
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Through-traffic lane widths have a significant impact
on capacity, safety and driver comfort. The standard
width for through-lanes on all divided highways, and
higher standard undivided highways, is 3.7m. This
standard lane width was adopted primarily to
accommodate large trucks which are allowed to be
2.6m wide. Wider loads are allowed to use the
highway systems under special permit only. Log haul
trucks hauling tree length logs are allowed a load
width of 3.2m. However, the haul routes and times
for log haul are controlled by permit.

On lower designation undivided highways, that is,
for RAU-210-110 and lower designations, the
standard width for the through-lane is 3.5m. On
existing highways which are less than 7.0m wide, and
would not conform to any of the standard design
designations used for new construction, the lane
width may be less than 3.5m. Typically on very
narrow highways (less than 7.0m), the lane widths

may be considered to be half of the pavement width;
that is, no allowance is made for shoulders.  On
narrower roads, especially those with less than 7.0 m
width, shoulder lines are often not painted.
Centrelines are generally painted on all primary
highways which have a permanent driving surface,
e.g. asphalt concrete pavement.

Auxiliary lane widths depend on the function of the
lane and the standard design designation. Climbing
and passing lanes are built  the same width as the
through-lane in recognition of the higher operating
speeds typically experienced in those lanes. All other
auxiliary lanes (for left turns, right turns, acceleration,
deceleration and so forth) are 3.5m wide.

A summary of all of the standard lane widths is
shown in Table C.2 below. Lane widths are also
illustrated on the schematic and standard cross-
sections (see Figures C-8a through C-8p).

��3�������
-��(��(������: (-$�

Design
Designation

Through-lane
(m)

Climbing/Passing Lane
(m)

Turning, Acceleration,
Deceleration Lane (m)

All divided highways
RAU-213.4-120/110
RAU-211.8-110
RAU-210-110
RAU-209-110
RAU-208-110

3.7
3.7
3.7
3.5
3.5
3.5

3.7
3.7
3.7
3.5
3.5
3.5

3.5
3.5
3.5
3.5
3.5
3.5
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A shoulder is the portion of roadway running
adjacent to the travel lanes. The shoulder performs a
variety of functions, the more important of which are
as follows:

• Provides lateral support for the roadway
structure

• Provides an area that may be used to avoid a
potential collision or to minimize collision
severity

• Contributes to driving ease through a sense of
openness created by shoulders of adequate width

• Maintains the intended capacity of the highway

• Provides a safety zone for vehicle parking that is
clear of the travelled surface. Reasons for using
this zone may include: motor trouble, flat tires,
rest periods for drivers and parking space for
maintenance vehicles

• Improves sight distance in cut sections

• Provides lateral clearance for the erecting of sign
posts

•  Used by cyclists.

On all paved primary and secondary highways in the
province, the shoulder is fully paved and of the same
material as the travel lane. Cross-slope and

superelevation requirements on the shoulder are the
same as the travel lanes.

Shoulder widths for all classes of rural highways are
listed in Table C.3 and illustrated on the standard
cross-sections (see Figures C-8a through C-8p).

The rationale for selecting the various shoulder
widths shown in Table C.3 is as follows:

A 3.0m shoulder is considered to be a full width
shoulder. Three metres is wide enough to serve all of
the functions of a shoulder while still not being so
wide that it might be confused with a lane by the
road user. Although it would be desirable to provide
a 3.0m shoulder on each side of all roadways, the
additional cost for construction and maintenance
could not be justified. Therefore, to minimize costs
and optimize benefits, a set of standards has been
developed which provides a reasonable shoulder
width based on safety needs, design consistency and
consideration of all road users (including cyclists).

On four-lane divided highways, a full shoulder
should be provided on the right side. However, the
shoulder on the left is not intended to serve the same
purpose and does not need to be as wide. It is still
desirable to have a reasonably wide shoulder on both
sides of divided highways due to the high percentage
of heavier (larger) vehicles and to allow for the
reduction in width that normally occurs at the time of
future overlays.

On six-lane divided highways, a full shoulder should
be provided on the right side and a 2.5m shoulder on
the left side to allow for occasional use by disabled
vehicles.
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Design
Designation

Standard Shoulder Width (m) Shoulder Width Adjacent to Auxiliary
Lane* (m)

RFD-820.8-130/120
RFD-616.6-130/120

RFD/RAD-412.4-130
RAU-213.4-130/120

RAU-211.8-110
RAU-210-110
RAU-209-110
RAU-208-110

3.0 (left), 3.0 (right)
2.5 (left), 3.0 (right)
2.0 (left), 3.0 (right)

3.0
2.2
1.5
1.0
0.5

0.5 (left), 1.5 (right)
0.5 (left), 1.5 (right)
0.5 (left), 1.5 (right)

1.5
1.5
1.5
1.0
0.5

* Auxiliary lane included climbing, passing, turning, acceleration and deceleration lanes.



Alberta Infrastructure
HIGHWAY GEOMETRIC DESIGN GUIDE AUGUST 1999
                                                                                                                                                                                                                                                                                                                                                                

CROSS-SECTION ELEMENTS C-11

On eight-lane divided highways, a full shoulder
should be provided on both sides otherwise it may
not be possible for a vehicle that is having mechanical
problems in the left lane to make it all the way to the
right shoulder before stopping.

On undivided highways, a range of shoulder widths
are available from 3.0m full width, down to 0.5m,
which may be considered the practical minimum to
provide lateral support to the pavement structure.
The 2.2m shoulder provided on an RAU-211.8-110
roadway is intended to ensure that 1.8m shoulder
will be available after the first overlay.

The minimum shoulder width adjacent to auxiliary
lanes is designed to ensure that cyclists will not be
forced to use the travel lane at climbing/passing
lanes or at intersections. In the case of roadways
where the standard shoulder width is less than 1.5m,
the standard shoulder width is maintained adjacent
to auxiliary lanes.
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The purpose of shoulder grooving is to alert errant
drivers when they inadvertently leave the travel
lanes. The grooves are designed to produce a
humming noise, which can be heard inside most
passenger vehicles without producing any noticeable
vibration, which may hinder vehicle control.
Experience has found that the humming noise is
sometimes not heard in larger truck cabs due to the
presence of other noises. Shoulder grooving has been
used by many U.S. State Transportation Departments
with impressive results. Many states have reported
reductions in the number of run-off-road collisions
after shoulder grooves were installed. This reduction
in collision numbers, coupled with the relatively low
cost of installation, has resulted in shoulder grooving
improvements being considered highly cost-effective
based on the overall benefits to society that accrue
over the life of the improvement .

Generally grooved rumble strips are recommended
on first stage paving projects whenever the shoulder
width is 2 m or more and on the left shoulder of
divided highways where the shoulder width is 1.2 m
or more.  Grooved rumble strips are appropriate in
this application because the roadway surface will
normally be re-paved within a short time due to final
paving.

However, on shoulders adjacent to climbing lanes,
rumble strips may be installed on a 1.5m shoulder
rather than the usual 2m minimum.  This exception to
the normal practice is made because the shoulder
adjacent to a climbing lane rarely exceeds 1.5m, an
additional lane is available for slow moving vehicles
and the roadside area is generally not very forgiving
for errant vehicles due to high embankment,
relatively steep slopes and/or traffic barriers.

Grooved rumble strips are not carried through
intersections where the shoulder width is reduced
due to the existence of a turning lane. They are also
not required on sections of highway adjacent to
developed land within urban centres. Grooved
rumble strips, which are constructed by indenting the
hot asphalt surface at the time of paving, are applied
to the top lift only, after final rolling has been
completed, and while the surface temperature is
above 65°C, approximately.  

With this installation method, extra care is required to
maintain good quality control over alignment of
lateral placement and to minimize surface cracking
(cracks) around rumble strips.  Various factors such
as the type of roller, the guiding device of the roller,
temperature and top aggregate size of the hot mix
and the weather can contribute to the quality of the
final product.

The layout and dimensions of grooved shoulder
rumble strips are shown in Figure C-3.1.
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The department began installing milled rumble strips
on selected projects in 1995 to gain more experience
with this method. Milled rumble strips have been
found to be more expensive than the grooved type
however they have several advantages including
accuracy of placement, compaction of surface, no
cracking etc. Because of the above advantages,
designers and project sponsors have been choosing
the milling method of installation  more often in the
recent years.  

Milled rumble strips are installed with a milling
machine or a bobcat equipped with a milling head.
The maximum width of rumble strips is limited by
the overall width of the milling head.  However, the
width may be reduced by removing some milling
teeth from the milling head.  The length (in the
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direction of travel) and the depth are dependent of
the radius and the downward travelling distance of
the milling head.

Milled rumble strips may be installed using a
continuous or intermittent pattern as shown in Figure
C-3.2a  and Figure C-3.2b.  In February 1999, the
standard width of milled rumble strips was reduced
from 500 mm to 300 mm to provide more shoulder
space for cycling traffic, to minimize annoyance to
drivers of vehicles partially encroaching on the
shoulder to allow other vehicles to pass, and to
reduce the noise that is generated as a result of the
encroaching movements.     

Milling-in method of installation is suggested on
divided highways that are part of the National
Highway System to provide a consistent high quality
product on these highly visible routes.
As the cost of milled rumble strip installation has
been gradually coming down since 1995, this
installation method is becoming more common. It
provides flexibility in timing of installation as the
rumble strips may be installed at time of construction
or anytime afterwards.  It also provides better quality
control than the grooved method in terms of accuracy
in lateral placement and dimensions of the rumble
strips.
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Drainage design should provide the most effective
and economical methods through which runoff water
can be passed through and removed from the
roadway. The primary objectives should be to
provide culvert openings for natural drainage
channels, prevent undue accumulation and retention
of water upon and adjacent to the roadway, and to
protect the roadway against storm and subsurface
water damage. The installation of drainage facilities
must not create hazardous conditions for traffic or
have any adverse affect on adjoining property.

•  Designers should note that highway drainage
systems are not permitted to alter the natural
drainage pattern of adjacent land without
obtaining a permit from Alberta Environmental
Protection.
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In determining drainage requirements, a critical
factor is the expected intensity of rainfall during a
storm. Predicting rainfall intensity is difficult, unless
it is based on actual statistics recorded over a
considerable length of time. In most cases this
information is not available, therefore, it is the
responsibility of field staff to provide information
essential for drainage design. Observations of
drainage patterns during spring time, when surface
water runoff is considerable, gives a good indication
of drainage requirements.  Staff from Regional
Services of Alberta Infrastructure or local
municipalities can usually provide valuable drainage
requirement information where existing highways or
local roads are to be reconstructed. The department
has established minimum sizes of culverts for
particular installations even though these sizes may
have capacity exceeding the discharge requirements.
The minimum diameter for circular section pipes
serving as cross drains is 800mm on the main
alignment, 600mm at minor road accesses and 400mm
at field approaches. The purpose of the minimum size
is to facilitate pipe cleaning maintenance operations
and to minimize freeze-up problems. Culverts of
600mm diameter are commonly used to drain
medians on divided highways.

On a typical highway design project, it is not
necessary to undertake a detailed drainage design

calculation for smaller culverts because these culverts
are generally, oversized for ease of maintenance.
Larger bridge sized culverts or structure require a
more extensive investigation as per bridge guidelines.

Where a detailed design is required for a culvert, the
following guidelines should be used:

� Provide a capacity based on a return period of
100 years for primary highways, 50 years for
secondary highways and 25 years for low volume
local roads.

� Overall drainage system should be considered
including ditches, outfalls, ponds, etc.

� Culverts may be designed to allow water to back-
up to height of subgrade (not to top of surfacing
material).

� If the depth of water is going to exceed 1 m in a
ditch or retention pond, the duration of such high
water should be very limited unless the water
hazard is outside the clear zone or protected by
traffic barriers.

� Storm water velocities and erosion control
measures should be considered as required based
on gradients, soil types, and previous experience
with erosion in the local vicinity.

� Designers may refer to AASHTO “Guidelines for
Storm Drain Systems” for additional information.

��.�+���� ��#���$������

Drainage channels perform the function of removing
surface water from the highway right of way. They
should be designed to have sufficient capacity to
keep water velocities below the scour limits where
possible.

Basically, there are five types of drainage channels:

•  Roadside channels or ditches are used in cut
sections to remove water from the highway cross-
section. The desirable minimum ditch slope is
0.2 percent and the absolute minimum is
0.1 percent. The minimum slopes are intended to
eliminate ponding in ditches. The desirable
maximum slope for ditch is three percent. Ditches
which exceed three percent grade for long
sections may require special erosion control
measures. Highly erosdible soils (for example,
silty soils) may experience some scouring even at
relatively low grades.
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•  Toe-of-slope channels convey water from the cut
section and from adjacent slopes to the natural
water course.

•  Catch water ditches are placed at the top of cut
slopes to intercept surface water where required.

•  Chutes carry collected water down steep cut or
fill slopes.

•  Swales or shallow depressions are generally used
to drain medians or islands.

All channels should be streamlined in cross-section
for safety, ease of maintenance and to minimize the
effect of drifting snow. Design standards for the
various drainage channels are shown on the typical
cross-sections (see Figures C-8a through C-8p).
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The trapazoidal ditch configuration shown in all of
Alberta’s standard cross-sections has been adopted
primarily based on safety. Studies4 have shown that of the
common ditch configurations (Vee ditch, round ditch,
narrow trapazoided ditch or wide trapazoidal ditch) the
latter is the safest for errant vehicles which must leave the
road and traverse the roadside area including sideslope,
ditch and backslope. The same study found that
sideslopes of 4:1 or flatter are desirable to reduce collision
severity in the roadside area (particularly by reducing the
occurrence of rollovers), and to permit vehicle
recovery onto the road surface; especially where
embankment surfaces are firm and smooth. Based on
this and other studies, it is recommended that
sideslopes of 3:1 or steeper only be used where site
conditions do not permit the use of flatter slopes.
Depending on design speed, traffic volume and
height of embankment, it may be necessary to
provide guardrail or other mitigative measures where
3:1 or steeper slopes are constructed near the travel
lanes. Section C.5 contains a discussion on treatment
or roadside hazards, including embankment slopes.
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The standard height of fill (sometimes called the depth
of ditch) used in general for all design designations is
one metre. This is the difference in elevation between the

                                                          
4 Weaver, Graeme D., Marguis, Eugene L., and Olson,
Robert M., “The Relationship of Side Slope Design to
Highway Safety”, Texas Transportation Institute,
Texas A&M University, 1975.

graded shoulder and the toe-of-fill slope. Where the
height of fill exceeds one metre, ditches are frequently
not required. However, if the elevation of shoulder is
less than one metre above natural ground, a ditch is
normally excavated as per the standard cross-section
plan. This is termed a cut section.

The principal reason for using a one metre standard
height of fill is to ensure that the roadway
embankment will be essentially free of differential,
frost-heave problems5. This is achieved through
excavating wet or unsuitable frost susceptible soil
and replacing it with selected clay or granular fill
from common or borrowed excavations. The fill
material is placed in layers in the embankment at
optimum moisture content and a high degree of
compaction as required by the construction
specification. The embankment material is selected
based on suitability for road construction; that is,
materials with the lowest degree of frost
susceptibility are preferred. By building a one-metre
embankment, there is an opportunity to ensure that
at least one metre of the clay material underlying a
road surface is less frost susceptible, of optimum
moisture content and of high density. Although this
action does not eliminate the occurrence of frost
heave, it does provide consistency and reduces the
occurrence of localized bumps due to severe heaves.
The construction of the embankment above natural
ground also helps to keep the subgrade relatively dry
as the natural water table generally will not rise
above the natural ground line.

Additional benefits of a one-metre standard height of
fill are listed below:

•  Provision of adequate snow storage capacity in
the ditches

•  Reduction of snow-drifting on the road surface as
wind will clear lighter accumulations

•  Better lines of sight for drivers
•  Adequate cover over most culverts
•  Standard highway right of ways are wide, which

contributes generally to a safer roadside area and
less severe run-off-the-road collisions.

                                                          
5 Dacyszyn, J.M., Materials Engineer, Alberta
Department of Highways, in unpublished paper,
“Frost Design Practices in Alberta”.
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Pipe culverts are manufactured in various sizes and
shapes and from various types of materials. Types of
pipes available for use include:

• Corrugated steel pipe (round and arched)
• Perforated corrugated steel pipe
• Reinforced concrete pipe
•  Corrugated plastic pipe

Large size multi-plate pipe culverts* and anti-
corrosive pipe are also available.

The standard corrugated steel pipe is galvanized.
However, if the culvert is to be installed in a corrosive
soil (for example, an alkali soil), an aluminized steel pipe
may be used to provide a longer life. The additional cost
for aluminized steel is about 10 percent compared with
standard galvanized steel.

Concrete culverts are generally only used in special
circumstances where long life is a major consideration.
Examples are high embankments or high traffic
volumes, interchange ramps, etc. where the replacement
of an existing culvert would be very inconvenient.  With
improvements in the methods available for coring or
pushing of pipes through existing embankments that
have become common in recent years, the need to use
concrete culverts around interchange areas is less critical.
Special materials may be used in the rehabilitation, for
example lining of, existing culverts. Please refer to
Section C.4.6. for more information.

*Note: Culverts over 1400mm in diameter are
considered bridge structures.
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Pipe culverts are manufactured to several different
strength requirements. The principal factors that
influence the strength requirements for pipe culverts
are the height of fill, and in the case of reinforced
concrete culverts, the type of backfill.

Figure C-4.5a identifies the strength requirements for
round, arched and five percent vertically elongated
Corrugated Steel Pipe (CSP). Maximum permissible
cover is shown for various combinations of pipe
diameter, pipe shape and thickness of metal.
Maximum cover is based on the distance from the top
of the culvert to the elevation of the finished roadway
surface.

In the case of the vertically elongated CSP, the culvert
must be installed with the long axis of the pipe
standing vertically to obtain the benefit of the
increased strength.

Figure C-4.5b shows the allowable height of fill over
corrugated aluminum pipe for various gauge
thickness and diameters. This information is based on
standard highway loadings (as used in the other
figures). However, the load carrying capacity of
aluminum culverts is much less than that of steel
culverts due to lower pipe stiffness and lower yield
strengths.

Figure C-4.5c gives strength requirements for
reinforced concrete pipe in terms of maximum
permissible cover for various combinations of the five
classes of pipe.
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A typical corrugated metal pipe culvert installation is
shown in Figure C-4.6a. This drawing illustrates
excavation, culvert base construction, backfilling and
compaction. The excavation must be wide enough to
allow pipe assembly and to accommodate the
operation of compaction equipment on either side of
the culvert. The culvert bed is constructed using
select native or granular material and select material
is also placed under the haunches prior to backfilling.
A clay seal is placed at both ends of the culvert to cut-
off seepage along the pipe.

Sloped end sections are specified for most pipe
installations since they provide better entrance and
exit flow characteristics, fit closely to the subgrade
slope, and are less of an obstruction to a vehicle
leaving the roadway surface. Figures C-4.6b, C-4.6c
and C-4.6d are to be used in determining culvert
installation lengths and the appropriate sloped end
treatment for round and arched corrugated steel and
plastic culverts, respectively.

When culverts are installed on skew, the degree of
skew is measured as the angle between the pipe
installation and a line perpendicular to the highway
centreline. A culvert angle is described in terms of

which end is forward, that is, left-hand forward or
right-hand forward. For example, if the left-hand end
of the culvert, while looking along the highway
alignment in the direction of increasing chainage, is
ahead of the line perpendicular to the centreline, and
the angle is 15 degrees, the installation would be
described as 15 degrees left-hand forward.

Two special methods of culvert installation, the
imperfect trench condition and the negative
projecting embankment, are illustrated in Figure C-
4.6e and C-4.6f, respectively. Both of these installation
types reduce the loading due to backfill and thus
increase the safe height of fill that can be carried.

Where existing culverts need to be replaced or
rehabilitated due to corrosion or extended due to
roadway widening or sideslope improvement a
variety of methods are available. Those methods
include conventional open-cut excavation, trenching,
or coring and pushing smooth wall steel or concrete
pipe for culvert replacement.

Rehabilitation methods may be used if the existing
culvert has retained its correct form. Rehabilitation
may entail lining with plastic pipe and extending the
ends using steel pipe.
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In areas that are generally flat, the culvert invert
elevations should be set as low as, or lower, than the
lowest area adjacent to the right of way without
changing the existing drainage pattern. Invert
elevations are generally set approximately 0.15 x
diameter below the drainage course or ditch
elevation.

When setting the slope for culverts, that is, the
average slope between the inlet and outlet, it is
desirable to ensure that the slope is steep enough to
prevent sedimentation or ponding. The slope must
still be flat enough to prevent high speed flow, which
can cause scouring at joints or erosion at the outlet.
For this purpose, Table C.4.6.1 has been prepared to
show suggested minimum and maximum slopes for
culverts based on diameter.

As shown in the table, a slope of one percent to
two percent is advisable to give a culvert its critical
slope which maximizes the capacity while still
keeping the water velocity within permissible limits.
In general, a minimum slope of 0.5 percent will avoid
sedimentation.

For smooth wall culverts such as concrete, smooth
steel or smooth plastic, the water velocity for any
given slope will be higher than it would be on a
corrugated metal pipe. Therefore, this fact should be
taken into account when setting the slope.

Where it is necessary to have an elevation difference
between inlet and outlet that is greater than what

would result from using the maximum gradient, a
special hydraulic design is required. Based on that
design a drop inlet, downdrain, baffles inside the
culvert, or an energy dissipating pond may be
necessary to allow for a change in elevation without
erosion. A detailed drawing showing a typical
downdrain on a highway embankment is shown in
Figure C-4.6.1a.

Camber

All culvert beds (with the exception of those founded
on rock) undergo settlement and/or consolidation
after construction if they were not previously loaded.
Some camber is generally desirable to counteract the
differential settlement along the pipe that often
occurs, especially in high fills and/or in yielding
ground. Figure C-4.6.1b illustrates a typical camber.
The main problem that results from sagging of
culverts in the centre is ponding, which reduces the
flow capacity, will cause icing, and may accelerate the
corrosion of the metal.

The Technical Standards Branch has developed a
chart for estimating the design camber to be used for
culvert installations based on height of fill and soil
type.  The chart has been developed based on over
500 laboratory tests on Alberta soils. The chart is
reproduced here in Figure C-4.6.1c.

It should be noted that the camber should be less than
or equal to half of the difference between the
upstream invert elevation and the downstream invert
elevation. This culvert camber estimate chart should
only be used where site-specific consolidation tests
are not available.
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Culvert Diameter Minimum Gradient Maximum Gradient
600mm 1% 2%
800mm 1% 2%
900mm 1% 2%

1000mm 1% 2%
1200mm 1% 2%
2400mm 0.5% 1%

Inlet Invert Elevation (m) - Outlet Invert Elevation (m)Culvert Gradient   =
                            Culvert Length (m)

Source: Handbook of Steel Drainage & Highway Construction Products
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Riprap consists of a protective covering of hand-laid
rock, randomly deposited rock, sacked concrete or
sacked soil cement, that is placed around culvert
inlets and outlets, along slopes and embankments,
ditches, gutters or spillways, or at other places as
required. The chief purpose of riprap is to prevent
erosion of constructed fills and channels by water
action. A secondary purpose, in the case of culvert
ends (especially plastic pipe) is to provide some
weight through downward force which will
counteract the upward forces that can cause culvert
ends to rise above the channel bed.

Riprap is generally called for at the inlet and outlet of
all culvert installations on Alberta’s highways. The
typical layout of riprap installations at culvert ends is
shown in Figures C-4.7a and C-4.7b. Aprons may be
required at some installations. Generally, designers
should select the locations which will require aprons
based on the volume and speed of the flow of water
through the culvert and the type of soil. On projects
which have highly erodible soil, aprons may be
required at most culvert installations.

Where aprons are used, the typical minimum length
is 1.5 times the diameter at the inlet and two times the
diameter at the outlet. These minimum lengths

may be exceeded if required at a particular site.
Where a watercourse is required to change direction
at the inlet to a culvert, an apron is generally
required. Similarly, if a culvert outlet occurs above
the natural ground elevation, that is, where there will
be a drop at the outlet, or where the slope of the
culvert exceeds the desirable rate (generally about
three percent) the use of an apron at the outlet is
recommended to prevent scouring. For design and
construction purposes aprons are generally only built
when specified or directed by the Engineer. Riprap of
culvert inlet and outlet only is assumed unless
otherwise noted in the design/construction
documents.

In cases where culvert outlets are constructed above
the toe of embankment, as may be necessary to
control water velocity in the culvert through high
embankments built on sidehills, some erosion control
measures are suggested. A corrugated steel pipe
downdrain as shown in drawing CB6-2.4M4
(standard drawings manual) is suggested for large
differences in elevation. Riprap aprons may be used
for smaller drops.

Rock riprap is generally preferred where rock is
available, due to its longer life. Where rock is not
readily available, sacked concrete or sacked cement
stabilized material may be used as a substitute.
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Motor vehicle accidents inflict a tremendous toll on
Alberta society. In recent years, there have typically
been 350-400 fatal collisions annually resulting in
between 400 and 500 deaths. In addition to the
number of persons killed, there are typically 20,000
casualties involving personal injuries. (Source:
Alberta Traffic Collision Statistics.) The total annual
societal cost of motor vehicle accidents in Alberta is
conservatively estimated at $2,600 million using AI’s
collision cost model contained in the Benefit-Cost
Analysis guide.

Although a detailed breakdown for Alberta was not
available, data from the United States indicates that
about 60 percent of fatal collisions involved only one
vehicle. In about 70 percent of these accidents, the
vehicles left the road surface and either overturned or
collided with a fixed object. Some of these fixed objects
were man-made, including sign supports, utility poles,
traffic barriers, culvert ends, approaches and other
roadside elements that are usually under the direct
control of the highway agency.

While every reasonable effort must be made to keep a
driver on the roadway, the highway design engineer
must acknowledge the fact that this goal will never be
fully realized. Drivers will continue to run off the road
for many reasons, including driver error in the form of
excessive speed, falling asleep, reckless or inattentive
driving, or driving under the influence of alcohol or
other drugs. A driver may also leave the road
deliberately to avoid a collision with another motor
vehicle, animals or objects on the road. Roadway
conditions are a factor in some cases. Poor alignment,
poor visibility due to weather conditions, low pavement
friction, inadequate drainage, or substandard signing,
marking or delineation may play a contributory role.
Finally, vehicle component failures may sometimes
cause a driver to run off the road. Failures in steering or
braking systems or tire blow-outs are typical vehicle-
related causes.

Once a vehicle leaves the roadway, the probability of an
accident occurring depends primarily on the speed, the
trajectory of the vehicle, and what lies in its path. If an
accident occurs, its severity is dependent upon several
factors, including the use of restraint systems by vehicle
occupants, the type of vehicle, and the nature of the
roadside environment.

Of these factors, the highway engineer generally has a
significant measure of control over only one - the
roadside environment.

The forgiving roadside concept has been developed due
to a recognition that drivers do run off the roadway and
that serious accidents and injuries can be lessened if a
traversable recovery area is provided. A current
reference document on this topic is AASHTO's Roadside
Design Guide (1996). Ideally, this recovery area or clear
zone should be free of obstacles such as unyielding sign
and luminaire supports, non-traversable drainage
structures, utility poles and steep slopes. Design options
for the treatment of these features have generally been
considered in the following order:

•  Removal of the obstacle or redesign it so it can be
safely traversed

 
•  Relocation of the obstacle to a point where it is

less likely to be struck
 
•  Reduction in impact severity by using an

appropriate breakaway device
 
•  Delineation of the obstacle if the above

alternatives are not appropriate.

This forgiving roadside concept has been accepted
and applied by highway agencies for almost two
decades. Within that time, there have been significant
advances in our knowledge of roadside safety
hardware performance limits, the average severity of
collisions resulting from contact with barriers and
other obstacles, and the expected frequency of
encroachments based on traffic volume, speed and
shoulder width. In some cases — for example when
considering construction of flat traversable slopes on
high embankments — these factors can be combined
to permit a rational examination of the design options
available to the design engineer. In other cases,
design decisions will continue to be made based on
past experience and state-of-the-art practices.
Selecting the best alternative from a range of
acceptable choices is the continuing challenge that the
highway design engineer must face.

The following sections describe the clear zone concept
and hazards that should be considered for mitigation.
Detailed information on design of traffic barriers should
be obtained from the Alberta Infrastructure's Traffic
Control Standards Manual.
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The clear zone is defined as the border area starting
at the edge of the travel lane that should be clear of
hazards and available for use by errant vehicles.

The movement of an out-of-control vehicle is difficult
to predict. It depends largely on the nature of the
roadside, the circumstances that cause the vehicle to
go out-of-control and the type of vehicle. Tests have
shown that on moderate sideslopes, approximately 50
percent of errant vehicles leaving the road on tangent
alignments are able to recover within 3.0m from the
edge of travel lane and a full 85 percent will recover
within 9.0m (see Figure C-5.2a). Beyond 9.0m, the

return on investment in keeping the roadside clear is
obviously less since the number of vehicles exceeding
that lateral encroachment distance is small and the
additional roadside clearance required to eliminate a
significant number of crashes could be very costly.

The ideal time to consider elimination of hazards is at
the grading design stage. When analyzing hazards,
the clear zone is a primary consideration. The clear
zone distance, which is a function of the design
speed, design AADT, sideslope and traffic volume,
may be determined from Table C.5.2a. Generally, any
hazards located in the clear zone should be mitigated.
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       Source: General Motors Proving Ground Collision Study.
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Fill Slopes Cut SlopesDesign
Speed
(Km/h)

Design AADT +

6:1 Or
Flatter 5:1 To 4:1 3:1 3:1 5:1 To 4:1

6:1 Or
Flatter

60 or less
with barrier

curb
All 0.5 0.5 0.5 0.5 0.5 0.5

60 or Less

Under 750
750 – 1500
1500 – 6000
Over 6000

2.0 – 3.0
3.0 – 3.5
3.5 – 4.5
4.5 – 5.0

2.0 – 3.0
3.5 – 4.5
4.5 – 5.0
4.5 – 5.0

**
**
**
**

2.0 – 3.0
3.0 – 3.5
3.5 – 4.5
4.5 – 5.0

2.0 – 3.0
3.0 – 3.5
3.5 – 4.5
4.5 – 5.0

2.0 – 3.0
3.0 – 3.5
3.5 – 4.5
4.5 – 5.0

70 –80

Under 750
750 – 1500
1500 – 6000
Over 6000

3.0 – 3.5
4.5 –5.0
5.0 – 5.5
6.0 – 6.5

3.5 – 4.5
5.0 – 6.0
6.0 – 8.0
7.5 – 8.5

**
**
**
**

2.5 – 3.0
3.0 – 3.5
3.5 – 4.5
4.5 – 5.0

2.5 – 3.0
3.5 – 4.5
4.5 – 5.0
5.5 – 6.0

3.0 – 3.5
4.5 –5.0
5.0 – 5.5
6.0 – 6.5

90

Under 750
750 – 1500
1500 – 6000
Over 6000

3.5 – 4.5
5.0 – 5.5
6.0 – 6.5
6.5 – 7.5

4.5 – 5.5
6.0 – 7.5
7.5 – 9.0

8.0 – 10.0 *

**
**
**
**

2.5 – 3.0
3.0 – 3.5
4.5 – 5.0
5.0 – 5.5

3.0 – 3.5
4.5 – 5.0
5.0 – 5.5
6.0 – 6.5

3.0 - 3.5
5.0 – 5.5
6.0 – 6.5
6.5 – 7.5

100

Under 750
750 – 1500
1500 – 6000
Over 6000

5.0 – 5.5
6.0 – 7.5
8.0 – 9.0

9.0 – 10.0 *

6.0 – 7.5
8.0 – 10.0 *
10.0 – 12.0 *
11.0 – 13.5 *

**
**
**
**

3.0 – 3.5
3.5 – 4.5
4.5 – 5.5
6.0 – 6.5

3.5 – 4.5
5.0 – 5.5
5.5 – 6.5
7.5 – 8.0

4.5 – 5.0
6.0 – 6.5
7.5 – 8.0
8.0 – 8.5

110

Under 750
750 – 1500
1500 – 6000
Over 6000

5.5 - 6.0
7.5 – 8.0

8.5 – 10.0 *
9.0 – 10.5 *

6.0 – 8.0
8.5 – 11.0 *
10.0 – 13.0 *
11.0 – 14.0 *

**
**
**
**

3.0 – 3.5
3.5 – 5.0
5.0 – 6.0
6.5 – 7.5

4.5 – 5.0
5.5 – 6.0
6.5 – 7.5
8.0 – 9.0

4.5 – 4.9
6.0 – 6.5
8.0 – 8.5
8.5 – 9.0

120 or More
750 – 1500 +

1500 – 6000 +

Over 6000 +

8.0 – 9.0
9.0 – 10.0

10.0 – 11.0 *

9.0 – 12.0
10.0 – 14.0
11.0 – 15.0

**
**
**

3.5 – 5.0
5.5 – 6.5
7.0 – 8.0

6.0 – 6.5
7.0 – 8.0
8.5 – 9.5

7.0 – 7.5
8.0 – 9.0
9.0 – 10.0

* Where a site specific investigation indicates a high probability of continuing accidents, or such occurrences are
indicated by accident history, the designer may provide clear zone distances greater than 9 meters as indicated.
Clear zones may be limited to 9 meters for practicality and to provide a consistent roadway template if previous
experience with similar projects or designs indicates satisfactory performance.

** Since recovery is less likely on the unshielded, traversable 3:1 slopes, fixed objects should not be present in the
vicinity of the toe of these slopes. Recovery of high-speed vehicles that encroach beyond the edge of the shoulder
may be expected to occur beyond the toe of slope. Determination of the width of the recovery area at the toe of
slope should take into consideration right-of-way availability, environmental concerns, economic factors, safety
needs, and accident histories. Also, the distance between the edge of the travel lane and the beginning of the 3:1
slope should influence the recovery area provided at the toe of slope. While the application may be limited by
several factors, the fill slope parameters which may enter into determining a maximum desirable recovery area as
illustrated in Figure C-5.2b.

+ On undivided highways AADT is a total volume for two directions of travel. For divided highways the traffic
volume to be used to establish the clear zone distance is for one direction only.
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The designer should use judgment when applying
the clear zone offsets. Where the cross section or
slope of the terrain or horizontal curvature tends to
channel errant vehicles towards a hazard outside the
clear zone, or for critical isolated hazards, such as
bodies of water, cliffs and bridge piers, just beyond
the clear zone where the consequences of a collision
may be extremely severe, consideration should be
given to providing protection. Similarly, if isolated
objects, such as trees, are found to be just within the
clear zone, while other trees in the immediate vicinity
are outside the clear zone, removal of the trees inside
the clear zone may not significantly reduce the risk to
drivers. Protection or removal may not be necessary
in this case.

The designer may choose to modify the clear zone
distance obtained from Table C.5.2a for horizontal
curvature by using Table C.5.2b.  These modifications
are normally only considered where accident
histories indicate a need, or a specific site
investigation shows a definitive accident potential
which could be significantly lessened by increasing
the clear zone width, and such increases are cost-
effective.

Within unprotected clear zones, cut and fill slopes
should be constructed as flat as economically possible in
keeping with the topography, height of cut or fill, type of
soil and general appearance. On freeways and arterial
roads with reasonably wide right of ways, sideslopes on
embankments and in cuts should be designed to provide
a reasonable opportunity for recovery of an out-of-
control vehicle. Where the roadside at the point of
departure is reasonably flat, smooth and clear of fixed
objects, many potential collisions can be avoided.
Embankment slopes 6:1 or flatter can be negotiated
by a vehicle with a good chance of recovery and
should be provided where practical. Figures C-5.2c
and C-5.2d illustrate appropriate ditch rounding
procedure for 1.0m and 0.6m ditches, respectively.
Slopes at 4:1 may be negotiable, providing that the
embankment height is moderate and rounding at the
slope break points is sufficient.

Slope criteria for all classes of rural highways are
shown on the typical cross-sections (see Figures C-
8.2a through C-8.2p).
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Design Speed (Km/h)
Radius (m)

60 70 80 90 100 110

900 1.1 1.1 1.1 1.2 1.2 1.2
700 1.1 1.1 1.2 1.2 1.2 1.3
600 1.1 1.2 1.2 1.2 1.3 1.4
500 1.1 1.2 1.2 1.3 1.3 1.4
450 1.2 1.2 1.3 1.3 1.4 1.5
400 1.2 1.2 1.3 1.3 1.4 -
350 1.2 1.2 1.3 1.4 1.5 -
300 1.2 1.3 1.4 1.5 1.5 -
250 1.3 1.3 1.4 1.5 - -
200 1.3 1.4 1.5 - - -
150 1.4 1.5 - - - -
100 1.5 - - - - -

CZC = (LC) (KCZ)

Where CZC =  clear zone on outside of curvature (m)
LC =  clear zone distance (m)  Table C.5.2a
Kcz  =  curve correction factor

Note:  Clear zone correction factor is applied
to outside of curves only.  Curves
flatter than 900 m do not require an
adjusted clear zone.
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There are three general categories of hazards:
sideslopes, roadside obstacles and permanent bodies
of water.

� ��/�+���� #$��!3��6!��-�)
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Guardrail protection should be considered on high
embankments, because of the hazard posed to errant
vehicles that may leave the roadway and go down
the slope. The installation of guardrail on
embankments is warranted only when the
combination of height and slope of the embankment
is considered to be a more severe hazard than the

barrier system. The department’s guardrail
embankment warrant (Figure C-5.3.1a) indicates
when an embankment should be considered a
hazard worthy of protection. Slope and height
combinations on or below the curve do not warrant
shielding unless they contain obstacles within or
immediately outside the clear zone that present a
serious hazard to errant vehicles. If the sideslope and
height of fill intersect in the barrier-warranted zone,
the sideslope should be mitigated by either
flattening out the slope or shielding it with a barrier.
The preferred mitigation over the installation of a
traffic barrier is the flattening of the sideslope.
However, all slopes that are not shielded by a barrier
should be free of obstacles and water hazards based
on the clear zone criteria.

��������/�+�����	�������:������
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Source: Alberta Infrastructure “Design Guide for Traffic Barriers”
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Where sideslope flattening is used to eliminate the
need for guardrail on high embankments, a 4:1
sideslope is generally used. A 4:1 sideslope is
generally considered to be safe for embankment
heights up to 14 m provided that the slope itself, and
the area at the base of the embankment, is free of
obstacles and water hazards. If the embankment
height is greater than 14 m, barrier protection is
suggested regardless of sideslope rate.

For embankments up to 14m in height, if the AADT
exceeds 600 on an eight metre road or exceeds 1000
on a 13.4m road, it is generally more cost effective to
build flatter sideslopes than it is to install guardrail.
This was shown in a 1991 study (updated in 1993) by
the former Roadway Engineering Branch. For lower
embankments and/or lower AADT, designers should
refer to the results of the study, which are
summarized in Figure C-5.3.1b. If the barrier system
chosen is more expensive than the conventional W-
beam weak post system; for example, strong post or
concrete barrier, then a special economic analysis can
also be undertaken to determine the cost
effectiveness. A Lotus 1-2-3 spreadsheet customized
for this purpose is available from Technical Standards
Branch.

For low volume roads (AADT less than 400), Table
C.5.3.1 can also be used to determine if barrier is
warranted.
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Side Slope

Suggested Maximum
Unprotected
Embankment

Height (m)

1.5:1 3
2:1 5

2.5:1 7.5
3:1 9
4:1 14
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Roadside obstacles may be nontraversable hazards or
fixed objects and may be either man-made such as
culvert inlets, or natural such as trees. Barrier
warrants for roadside obstacles are a function of the
obstacle itself and the likelihood that it will be hit.
However, a barrier should be installed only if it is
clear that the result of a vehicle striking the barrier
will be less severe than the collision resulting from
hitting the unshielded object.

Object hazards which normally should be considered
for mitigation are as follows:

•  Wood poles or posts with a cross sectional area
greater than 230 square cm (150x150mm) which
do not have breakaway features

 
•  Trees having a diameter of 230mm or more
 
•  Fixed objects extending above the ground surface

by more than 200mm, such as boulders, concrete
bridge rails, piers, and retaining walls

 
•  Non-breakaway steel sign supports
 
•  Non-breakaway luminaire supports
 
•  Drainage structures, such as culvert and pipe

ends. Decision on the use of barrier should be
based on size, shape and location of the hazard.

When feasible, object hazards should be removed.
This practice should focus on the area within the clear
zone but should not exclude consideration of objects
outside this area. Other mitigative measures include
relocating an object outside the clear zone, reducing
the hazard using an appropriate breakaway feature,
and installing a longitudinal barrier such as the
standard W-beam guardrail and/or impact
attenuator.

Within the clear zone, complete removal of stumps is
preferred. In some cases, the smaller stumps should
be removed and the larger ones cut flush to the
ground. Minor grading work should be performed to
mitigate the effect of those stumps that are left.
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Bodies of water with depth of one metre or more
located within the clear zone should be considered
for mitigation.  Longitudinal barrier is typically used
to mitigate this type of hazard.

��/�.����,, &�	��� ���

A traffic barrier is defined as a device to shield a
hazard that is located on the roadside or in the
median, or a device used to prevent cross-over
median collisions.

Traffic barriers are classified into two basic types:
longitudinal barriers and crash cushions.
Longitudinal barriers function primarily by
redirecting errant vehicles. Crash cushions function
primarily by decelerating errant vehicles to a stop.
Where traffic barriers are required, designers should
refer to Alberta Infrastructure’s Design Guide for
Traffic Barriers.

Standard plans showing installation of conventional
W-beam guardrail (weak post system) are included in
the construction specification. Other systems such as
the three-strand steel cable guardrail, steel box beam or
blocked-out W-beam guardrail (strong post generally
used on multi-lane highways) may also be used if
required. Standard drawings for concrete barriers are in
the Standard Drawings Manual (CB-6).

For rural highway applications, the W-beam
guardrail barrier is generally preferred over the
concrete barrier due to lower capital cost, less severe
damage to vehicles and occupants as a result of
collisions with the barrier, and less snowdrifting
problems. A current reference document on this topic
is AASHTO’s Roadside Design Guide (1996).

Concrete barriers are generally only used where
deflection is undesirable such as in narrow medians,
at bridge piers or overhead sign structures. The face
of the standard concrete barrier is the F-shape. Where
concrete barrier is used, the designer must choose
between cast-in-place or extruded type construction
or installation of precast units. Generally, cast-in-
place is preferred due to the superior aesthetics and
smoother line, especially for longer installations.
Precast units are more suitable at locations where
barrier removal may be required.

� ��/�.������-����- '��',�*��(�� ��'��	���
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The normal standard for installation of W-beam
guardrail is shown in the relevant construction
specification. Where guardrail is required on stage-
construction projects, for example, where base course
is to be constructed in anticipation that final paving
will be delayed for between two and 10 years, an
alternative installation method (as shown in Figure C-
5.4.1) may be used. The advantage of using this
installation method is that it may avoid removing and
reinstalling guardrail at the time of final paving.
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Medians are provided on multi-lane divided
highways to separate opposing flows of traffic. Apart
from the obvious safety benefits, medians also
provide space for left turn lanes, snow storage,
collecting surface water, addition of future lanes and
refuge for pedestrians at cross-walks. The width of a
median is measured from the inside edges of travel
lanes of opposing directions of traffic.

��5�����4�����(���( ��

Depressed medians normally have rural application
but may be used as an interim stage in urban design
where additional lanes may be added later. In such
cases, the median width is determined by those
future requirements.

For rural divided highways a very wide median has
many advantages over a narrow median, and for this
reason a 38m centreline to centreline spacing has been
adopted for many of the divided highways built in
recent years. A 38m centreline to centreline spacing
provides a 30.6m median at the four lane and six lane
stages. The principle advantage of a wide median is
that it allows for refuge of one large vehicle or several
smaller vehicles while crossing the highway at at-
grade intersections. A 30.6m median is not
sufficiently wide to provide refuge for the Long
Combination Vehicles (LCVs) however these vehicles
are generally not permitted to cross a divided
highway at at-grade intersections. The 25m long WB-
23 (Super B-train truck-trailer combination), which is
allowed to travel unrestricted on all the highways
unrestricted is able to take refuge in a 30.6 m median.
Additional advantages of a wide median are greater
separation of opposing lanes of traffic, reduced
headlight glare, more flexibility in setting gradelines
and more space to build rounded flat sideslopes.
Right of way costs are generally not a factor in
selection of median width in rural Alberta. The cost
of interchange construction, due to the longer
structure required, is impacted by the choice of
median width. However, a 30.6m median is generally
supported because of the safer operation of at-grade
intersections at the expressway stage.

Where longer vehicles such as log haul trucks (30.5
m) or Long Combination Vehicles (up to 38 m) are
expected to be crossing the highway at at-grade
intersections it is a good practice to provide sufficient

median width to allow refuge for those vehicles plus
a 3 m buffer (offset from travel lanes) at the front and
back of the vehicle.  This may be achieved through
the use of a wide median throughout or the use of
median widening at selected intersections only.

The wider medians provide for desirable 6:1
sideslopes. As a result, vehicles accidentally leaving
the highway have a good chance of recovery with
minimum vehicle damage or occupant injury. A
minimum depressed median width in an urban-rural
situation is normally 13.4m.

On existing paved divided highways where
retrofitting of the existing cross-section is required to
provide flatter slope or greater median width and/or
roadway width, a 14.6m median width is acceptable
for high speed rural conditions (design speed = 130
or 120 Km/h). The 14.6m median is needed to allow
construction of flat (6:1) sideslopes on the median.

When four-lane divided highways need to be
upgraded to six or eight lanes to increase capacity or
level-of-service, the first set of additional lanes are
generally added to the outside. This practice
preserves the median width which is beneficial
especially at the expressway stage. When eight lanes
are required, the final two lanes are generally added
on the median side. Generally eight-lane divided
facilities have very strict access control and therefore
the operational difficulties at at-grade intersections
are minimized. Figure C-6.1 illustrates this staging
procedure.

��5����� ��(���( ��

Raised medians are most commonly used on lower
speed urban arterials. The desirable raised median
width is 6.0m since this allows for either a parallel left
turn lane or a bridge pier protected by concrete or
flex beam barrier. Further information on raised
medians for an urban application is found in Alberta
Urban Geometric Design Standards (Supplement to
the Manual of Geometric Design Standards for
Canadian Roads, RTAC 1986).

Figures C-6.2a through C-6.2e  illustrate various typical
cross-sections used in urban-rural areas, which are
designed to allow conversion to six or eight lanes in the
future by widening to the inside only.
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Pedestrian environments which are designed to be used
by the general public, including those with disabilities,
should be accessible to all persons, as well as being safe,
functional and attractive. The purpose of these
guidelines is to bring together the principles of good
design as well as to highlight some of the commonly
experienced barriers in the pedestrian environment and
to illustrate some design solutions.

� ��9������� �& 4����',�''(���� #�

Pedestrian environments in public places, either
publicly or privately owned, should be designed to
allow safe and convenient access by all pedestrian
traffic. Although the majority of pedestrian traffic is
ambulatory, a significant and growing number of
pedestrians have somewhat restricted mobility due to
disability or age. This group includes persons using
walkers, scooters, wheelchairs (both manual and

electric), people with impaired vision or hearing and
some seniors. An additional group may have limited
mobility temporarily due to the need to bring along a
baby carriage or other wheeled device on their trips.

To ensure that the design of pedestrian environments
accommodates the greatest possible number of people,
it is desirable to adhere to the following:

1. Allow a clear path of travel, free of obstructions to a
minimum height of 1980mm. Examples of
obstructions are directional signs, tree branches,
guy wires and street furniture. Handrails projecting
up to 100mm into the clear path of travel are
permitted. See drawing Figure C-7.1.2a.

2. Provide a firm, even, non-slip, glare-free surface
(for example: broom concrete finish). An elevation
change of 13mm or more is considered to be a trip
hazard and therefore should not be permitted in the
clear path of travel.

3. Ensure that gradients along the path of travel are
very gradual to allow access by all and that
landings are added according to the desirable
spacing shown in Table C.7.1.2, where feasible.

��3�����9�����
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Max. Slope Max. Length Max. Height Landings

< 2% None None Not required

2% < grade < 5% None None

  Landings at 750mm

  Elevation differences
  are desirable

5% None None Every 9m *

6.25% 12m 750mm Every 9m *

8.3% 9m 750mm Every 9m *

10% 1.5m 150mm - *

12.5% 0.6m 75mm - *

* Note: Sidewalks with gradients of 5% or steeper are generally considered to be ramps
and therefore a minimum spacing of 9m between landings is suggested. It is
recognized that the gradient and building layout on some streets may make the
provision of landings impractical.
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4. Provide a sufficiently wide path to suit the
intended traffic. Generally an unobstructed clear
width of 1.5m should be considered a minimum
however intermittent narrower paths of 1.2m
width are allowed for short segments or adjacent to
obstacles.

5. Provide standardized ramps where necessary to
cross curbs, etc.

6. The standardized maximum gradient (0.08m/m)
used on ramps should also be applied where
driveways or alleyways cross sidewalks. This
maximum applies to the sides of the ramp as well
as to the ramp proper.

7. Provide tactile cues for people with impaired
vision and audible cross walk signals where
warranted at intersections. For example, the use of
a 10mm high lip is suggested to delineate the edge
of roadway (beginning of ramp) or other
significant boundaries, see drawing Figure C-
7.1.4e. Tactile cues are also recommended to
delineate the edge of hazard in pedestrian areas,
for example edge of platform at rail station or top
of stairs, etc.

For additional information on Audible Traffic
Signals, designers are referred to the Uniform
Traffic Control Devices for Canada manual,

published by the Transportation Association of
Canada.

8. Ensure that drainage grates on the covers of catch
basins or manholes are located off the clear path of
travel where possible, i.e. not on curb ramps for
example. Where it is not feasible to relocate a catch
basin off a ramp, for example due to excessive cost
on a retrofit project, the second choice is to offset
the ramp provided that the ramp will still give
direct access to the crosswalk. The third choice is to
have the grate installed in the ramp however in
this case the cover should be installed as shown on
Figure C-7.1.2b i.e. so that the long dimension of
the elongated opening is perpendicular to the
pedestrian path of travel on the ramp.

9. Grates for non-drainage structures for example
electrical vaults or access hatches, etc., should be
located off the clear path of travel where possible.
Where grates are necessary, they should have no
opening that will permit the passage of a sphere
more than 13mm diameter. Figure C-7.1.2a shows
the maximum recommended opening size and
orientation for non-drainage grates located in
pedestrian areas. If the gratings have elongated
openings, they should be placed so that the long
dimension is perpendicular to the direction of
travel.
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Although most pedestrian environments in Alberta
that have been designed and built in recent years are
generally barrier-free, there are some construction and
operational practices that present a barrier to the
public at large and can have a much more restrictive
impact on people with transportation disabilities.

One set of obstacles can generally be referred to as
street furniture. This includes light poles, fire
hydrants, traffic signals, signs, bus benches, mail
boxes, newspaper vending machines, sandwich
boards, tables, bike racks, waste receptacles, telephone
booths, bollards, trees, etc. These items are frequently
needed or desired on streets, however their placement
should be carefully planned to ensure that they do not
become a hazard for people with impaired vision or
an obstacle for wheelchair users or other pedestrians.

A second area of concern, especially for older
pedestrians and wheelchair users is the use of paving
stones or bricks in pedestrian areas. The main
difficulty with paving stones is the uneven surface
that can result due to differential settlement that
generally occurs within a few year of construction.
Some paving stones have rounded edges on the
surface which creates a wider and deeper joint. The
uneven surfaces and joints can cause pedestrian to
trip, will give wheelchair users a rough ride and could
contribute to persons falling from their wheelchairs.
Where paving stones are used in an indoor setting,
although frost heaving and differential settlement
may be eliminated, the stone surface still provides a
less than ideal riding surface for people using
wheelchairs.

Based on the above, it is preferred that an even
concrete surface be provided for the main path of
travel through pedestrian areas. Ideally, paving stones
should be used as borders only. Where a designer
chooses to use a paving stone edger on a sidewalk, the
outside edge (adjacent to curb) is generally preferred.
This provides a good tactile cue for people with
impaired vision while also ensuring that the main
path of pedestrian travel is separated from vehicular
traffic. In general, a safer and more functional
pedestrian environment would result if the clear path
of travel was given top priority in all layouts i.e. with
decorative finishes, paving stone tree surrounds and
other street furniture not being permitted to encroach
on the path of travel.
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1. Ensure street furniture does not encroach on the
clear path of travel in pedestrian areas.

In the case of lower volume residential or light
industrial sidewalks where a monolithic curb,
gutter and sidewalk cross-section has been
selected, it is preferred that all street furniture be
placed on the private property side of the
sidewalk i.e. away from the roadway, so as not to
encroach on the clear path of travel.

Where additional right-of-way is available, a
boulevard between roadway and sidewalk is very
desirable aesthetically, provides greater safety for
pedestrians and allows street furniture to be
placed off the pedestrian walking surface.

Where wider sidewalks are required, for example
in commercial or business areas or in the vicinity
of educational or health care facilities, the
sidewalk cross-section should generally be
designed to accommodate street furniture without
encroaching on the clear path of travel and while
still providing a minimum 800mm offset from the
curb to allow for vehicle door-openings. Where
buildings are constructed adjacent to sidewalks, it
is best to place street furniture on the curb side of
the walkway thus providing a greater offset
between the pedestrian clear path of travel and
the vehicular traffic. The absence of obstructions
along the face of buildings is desirable.

On major arterial roads, where higher speeds and
higher traffic volumes are expected, a 3m offset
between curb and sidewalk is desirable. A grass
surface may be used to provide a contrasting
colour and texture for the boulevard.

Figure C-7.1.4a shows the typical cross-sections
for the sidewalks described here.

2. If paving stones are required on a project, they
should not be placed across the main path of
travel where they would be a barrier or possible
hazard to some pedestrians.

In addition to the above, measures should be
taken to ensure that the effects of frost heave
and/or differential settlement of paving stones
are minimized. Experience has shown that the
best way to ensure the integrity of a surface is to
build a strong base. The major cities in Alberta
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have used either lean concrete or soil cement for
this purpose. A leveling course of sand is
generally used on top of the base and the paving
stones are placed on the sand. If the back of the
walkway is within 3.0m of a building, a 50mm
layer of rigid insulation is typically placed under
the base to reduce frost penetration into the
subgrade. A 50mm layer of crushed gravel may
also be used below the insulation. The attached
drawing, Figure C-7.1.4b, shows a typical
structure which should provide a safe, smooth
partially paved sidewalk.

Figure C-7.1.4c is a plan view of a typical urban
intersection where paving stones have been used
to delineate the edge of sidewalk and crosswalk
while not obstructing the clear path of travel.
Figures C-7.1.4d, C-7.1.4e, C-7.1.4f and C-7.1.4g
are also included to show the typical layout and
construction details for ramps where urban
sidewalks meet crosswalks. Figure C-7.1.4h shows
the details of a special catch basin/manhole frame
and cover that is suitable for use on a curb ramp.
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As early as 1992, Alberta municipalities had begun to
make their conventional transit systems more
accessible for persons with disabilities and seniors.
The customary transit bus is being replaced by an
accessible, full-size, low floor bus as fleet replacement
becomes necessary.  By eliminating the need to climb
stairs within buses, seniors find boarding much easier
and ambulatory passengers are able to board quicker.
The use of a ramp on the bus enables persons using
wheelchairs or other mobility aid to easily access the
vehicle and ride the public transit system.

As part of the plan to implement accessible buses into
transit routes, transit management acknowledges the
need to address the matter of access in the pedestrian
environment, specifically at bus stops.  Transit
planners are enlisting the assistance of consumers to
review the current status of the pedestrian
environment and provide feedback on how bus stops
can be made more accessible.  Both consumers and
transit management recognize that in order to ensure
consistency across the province, it is essential that
various guidelines be developed.  The Alberta
Chapter of the Canadian Urban Transit Association
have also endorsed the need for provincial guidelines.
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The Alberta Committee to Review Design Guidelines,
a subcommittee of the Minister of Transportation and
Utilities’ Advisory Committee on Barrier-Free
Transportation, examined a report developed by an
Ontario Ministry of Transportation task force.  This
task force investigated methods to improve
accessibility to conventional transit services and
conducted extensive examination of existing
literature.  They identified key issues and design
considerations which are fundamental to improving
the accessibility and usability of bus stops.

In developing the Alberta guidelines, the Alberta
Committee, comprised of consumers and
representatives from Alberta transit systems and
Alberta Infrastructure personnel, reviewed the design
considerations for bus stops in the Ontario report and
a similar document, the BC Transit Design Guidelines
for Accessible Bus Stops, and in some instances

modified these designs to address conditions for
Alberta transit systems.

The Alberta guidelines have been developed to assist
Alberta transit systems as they move toward
providing accessible transit services through the
implementation of community and low floor buses.
The guidelines are uniform and flexible, and reference
other standards such as the Alberta Building Code
and the curb ramp standards developed by Alberta
Infrastructure.  These guidelines are not meant to be
standards but rather to serve as design guidelines
which can be interpreted and adapted to specific
situations in each municipality.  Information
contained within the guidelines can also be used for
the design of boarding and alighting areas for other
accessible vehicles, including taxis, charter
buses/vans, and in some instances, private vehicles.
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The basic principles of mobility in a pedestrian
environment are:

•  Avoid level changes wherever possible.

•  Provide non-slip finishes, good grip, and sure
footing to ensure surfaces are safe.

•  Provide opportunities for seating adjacent to
travel routes.

•  Plan exterior elements to minimize obstacles and
eliminate travel hazards by ensuring there is
adequate overhead clearance and no protrusions
into the path of travel.  Newspaper boxes and
other street furniture should be placed close to the
edge of the travel path but out of the main flow of
pedestrian traffic.

•  Avoid glare from surfaces in all lighting
conditions.
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The basic principles of orientation are:

•  Provide consistency and uniformity of design
elements and layout.

•  Simplify orientation by using right angles for
design elements and layout.
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•  Provide visual as well as tactile cues and
landmarks within designs (examples:  sidewalks
with grass shoulders or borders; street furnishings
such as benches, trash containers, planters located
adjacent to but not within path of travel; high
contrasts on shelter door frames, benches and
planters).

 
•  Walkways, hazards and waiting areas should be

well illuminated for orientation and security
purposes.

The basic principles of wayfinding are:

•  Provide logical, unbroken path of travel from
sidewalk to bus boarding area.

 
•  Paths of travel may be easily identified by proper

placement of street furniture, which, for example,
can be placed to highlight location of sidewalk or
ends of bus zone.

 
•  Use colour contrast, sound, light and shade to

accentuate paths of travel between shelter,
sidewalk and bus boarding area.

 
•  In rare circumstances, tactile wayfinding tiles may

be used to accentuate paths of travel if pedestrian
pathway is broken or wayfinding is complicated
(note, however, such wayfinding tiles must be
consistent in design and well differentiated from
tactile warning strips).  Wayfinding tiles are
usually of gentle and corduroy textures, whereas
warning tiles are typically of raised dot textures.

The basic principles of warning are:

•  A bus stop with good ergonomics and effective
wayfinding/colour contrast or tactile cues will
also be beneficial for safety and warning
purposes.

 
•  Placement of street furniture such as benches,

newspaper stands and planters for creation of a
barrier from hazards will assist in preventing
mishaps.

•  Tactile indicators such as tactile warning tiles may
be used in rare circumstances to accentuate a large
difference in elevation (note, however, such
warning tiles must be consistent in design and
well differentiated from tactile wayfinding tiles).
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When developing a design standard or guideline, it is
generally necessary to select a "design user" or "user
envelope", as well as a "design vehicle" in this case the
bus.  In the case of accessible bus stops and transit
zones, a design envelope for the user has been
selected to accommodate most conventional
wheelchairs and other mobility aides which could
gain access to low floor transit buses.  This is
considered to an extension of the person using the
mobility aid.  This envelope has the following
dimensions:

1.22 m (length) x 0.76 m (width).

Height of the design envelope is not considered to be
a critical factor or constraint.  Accessible buses or
other vehicles to be used to transport wheelchair users
normally have enough vertical clearance within the
vehicle to accommodate wheelchair users.  The
dimensions of the design envelope have been adopted
by Alberta based on recommendations contained in
the Americans with Disabilities Act (A.D.A.) passed in
the United States of America which uses a "design
envelope" of 1.20m x 0.75m (48" x 30").  Figure C-7.2.5a
shows the dimensions of the design envelope to
accommodate wheelchair users.

The "design vehicle" for transit zones accessible to
wheelchair users is the low floor ramp-equipped
transit bus as shown on Figure C-7.2.5b.  Transit zones
should also be suitable for smaller ramp-equipped
vehicles.  Modification to the concrete pad size may be
required for larger buses, such as the articulated low-
floor buses, or lift-equipped buses.  Section C.7.3
discusses the minimum clearance area in further
detail.
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The barrier-free path of travel from a person’s origin
to his/her destination includes walkways, curb
ramps, bus stops, shelters, seating, signing, lighting,
and streetscape.  The design considerations for these
elements will be discussed in detail in the following
pages and can be used as a resource tool and adapted
to meet the specific needs of the particular
jurisdiction.
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Walkways or sidewalks are the essential link between
the origin/destination of the trip and the bus stop.
Their proper design and regular maintenance are
important in providing a barrier-free path of travel for
all persons.

Design considerations:

•  Provide non-slip surfaces that are solid, smooth,
level and well drained in all weather conditions,
with a desirable cross slope of 2%.

•  Walkways must be well maintained to be clear of
snow, ice, and other debris.

•  Avoid service elements such as manholes or
gratings on walkways.  If they are used, they must
be flush with the surface and must not have any
opening larger than 13 mm in diameter.  If the
gratings have elongated openings, orient them so
that the long dimension is perpendicular to the
direction of travel, as shown on Figure C-7.1.2a.

•  Keep obstructions, such as newspaper boxes,
benches, sign posts, guy wires, tree branches, and
other street furniture, out of the path of travel.

•  Minimum overhead clearance from grade is
1980 mm, as illustrated in Figure C- 7.1.2a.

•  To assist persons with visual impairments, the
surface of the walkways should be easily
discernible from the surrounding areas.  Use

different textures (grass, concrete, paving stone),
contrasting colours, and curbs to delineate paths.

•  The desirable clear walkway width is 1.8 m,
although a minimum width of 1.5 m is commonly
acceptable.

•  In areas near hospitals and seniors’ homes where
wheelchairs users are more common on
walkways, additional width may be required as
illustrated in Figure C-7.2.6.4a.
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Sidewalk curbs (and raised islands) remain the single
most common and difficult barrier in the path of
travel for persons with reduced mobility to negotiate.
Any level change without the aid of a ramp would
pose a mobility barrier.  It is important that curb
cuts/ramps are provided at all points of level change
in the path of travel.

Curb ramp standards developed by Alberta
Infrastructure are shown in Figure C-7.2.6.2 and
Figure C-7.1.4e.  The key elements are summarized as
follows.

Design considerations:

•  Curb ramps at intersections must be located
within crosswalks.  Persons using wheelchairs
must be able to use the ramps safely away from
the travel path of vehicular traffic.

•  Ideally, the bottom of the ramp should have a
cane-detectable lip.  The maximum rise for that lip
is 10 mm to allow a smooth path for wheelchairs.
See Figure C-7.2.6.2 and Figure C-7.1.4e for
illustration.

•  All raised platforms/islands in transit centres
must have curb ramps and appropriate ramp
access into the transit centre from the adjacent
pedestrian system.

� 
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The location of bus stops relative to the origin and
destination of the trip is important to accessibility of the
system.  To some users, the walking distance to a bus
stop may well be the major barrier to accessing the
conventional transit system.  Planning for bus routes
and location of bus stops should be an essential and
integral part of any major development planning.

Design considerations:

•  In areas near seniors’ homes, hospitals, institutions
and other high transit usage locations, bus stops
should be located as close to these facilities as
practically possible to reduce walking distances.
Conversely, developers of seniors’ homes and high
density developments should consider locating
their facilities close to transit routes/stops.

•  The minimum obstruction clearance area to
accommodate the deployment (lowering) of the
wheelchair ramp from the bus and to allow for
wheelchair movement after clearing the ramp is
2.1 m by 1.98 m, as shown on Figure C-7.2.5b.  This
minimum clearance area is based on the current bus
ramp specifications and wheelchair design
envelope.

•  The waiting pad or street-side sidewalk at the bus
stop should have a minimum length of 8.5 m, a
minimum width of 2.1 m, and a barrier type curb
height of 150 mm.  Those transit systems with
articulated buses may need to consider a longer bus
pad.

•  The 2.1 m width is considered to be a practical
minimum requirement, sufficient to allow a
wheelchair user to get on and off a bus.  If the bus
stop is expected to accommodate scooters or a high
number of patrons, a wider (2.4 m) bus pad should
be considered.

•  At locations where more than one route uses a bus
stop and the frequency of more than one bus
stopping simultaneously at the same stop is high,
an additional 17.3 m (12.3 m for vehicle length and
5 m pull-out space) should be added to the length
of the concrete pad for each additional bus
simultaneously using the stop.

•  The bus pad should be clear of any obstacles, such
as benches, newspaper boxes, garbage containers,

trees and other street furniture.  Regular
maintenance is important to remove snow, ice and
other debris.

•  Bus stops should be located on sections of tangent
and relatively flat roadway, and stops on steep
slopes should be avoided.
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Bus stops and shelters are comprised of a number of
individual elements that must be planned in a
coordinated manner.  There are a variety of road right-
of-way conditions in a municipality.  Each bus stop and
shelter must be designed to meet the users’ needs
within the available right-of-way conditions and be
compatible with the neighbourhood environment.

Figures C-7.2.6.4a to C-7.2.6.4e illustrate suggested bus
stop and shelter arrangements in a variety of sidewalk
and boulevard conditions in built-up and suburban
locations.  The suggested guidelines are flexible and
may be tailored to the sidewalk and boulevard
conditions at a particular stop.  It is not possible to show
every bus stop situation; however, these exhibits
attempt to illustrate the principles of designing
accessible bus stops.  The exhibits are briefly described
as follows:

•  Figure C-7.2.6.4a shows a bus stop in a built-up
area, such as central business districts, where the
sidewalk occupies the space between the road and
adjacent buildings.

•  Figure C-7.2.6.4b shows a bus stop in a built-up
area, where the sidewalk is separated by a
boulevard from the road.  Note that the placement
of the shelter does not interfere with the sidewalk.

•  Figure C-7.2.6.4c is a bus stop in a suburban area,
where there is no boulevard separating the
sidewalk from the road.  The width of the bus pad
is a minimum of 2.1 m, as compared to the 1.5 m
width of the sidewalk.

•  Figure C-7.2.6.4d shows a bus stop in a suburban
area with a boulevard separating the sidewalk from
the road.  The sidewalk is part of the bus pad.

•  Figure C-7.2.6.4e illustrates a bus stop in a suburban
area with a wide boulevard (more than 2.1 m).  A
walkway is needed to connect the bus pad and the
sidewalk.
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Design considerations:

•  Provide a non-slip, solid, smooth, well drained
(desirable cross slope of 2%), and paved (usually
with concrete) area around the shelter and with
connections to adjacent walkways.

•  Locate street furniture and signing to keep
pedestrian access free of obstructions.

•  Eliminate any level changes/steps between the bus
pad and the shelter.

•  If on-street parking adjacent to the bus stop is
allowed, the transit zone may be extended by
locating the transit zone marker 5 m ahead of the
bus pad, to provide a pull-out space.

•  Illuminate bus stop areas for orientation and
security.

•  Signing must be easily recognizable and legible.
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Bus shelters primarily provide overhead protection and
a certain degree of climatic protection.  Shelters vary in
materials and dimensions.  Many of them are funded or
provided by advertising companies for the return of the
right to display advertising on the shelters.
Municipalities should specify the standards and
location of the shelters in the contracts with these
companies, so that good design and location criteria are
not compromised by the involvement of commercial
interests.

Design considerations:

•  Shelter dimensions vary.  A size of 3 m long and
1.5 m wide is quite common.

•  Shelters should be designed with transparent sides
for visibility and security.

•  Include transit route maps, schedules, and seating
in shelters.  Maps and schedules should be easily
readable by persons using wheelchairs and, to the
extent possible, persons with a visual impairment.

•  Glass panels should be marked with horizontal
contrasting stripes.

•  Provide seating, if feasible, with sufficient space to
move around.

•  There should not be steps between the
sidewalk/bus pad and the shelter.

•  Shelter openings must be a minimum of 800 mm to
allow a wheelchair to pass through.

•  Doorways and doors in enclosed shelters in major
transit centres must be designed to the standards
specified in the Alberta Building Code (see the
Barrier-Free Design Guide produced by Alberta
Labour).

•  Heated shelters should be considered in major
transit centres.

•  Where public telephones are provided, at least one
telephone should be accessible by persons using
wheelchairs.  It must be located so that the receiver,
coin slot and control are no more than 1200 mm
above the floor.
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It is very desirable to provide seating at bus stops.
Standing for even a short time may be unacceptable or
even painful for some, and would impede accessibility
to the transit system.

Seating can be provided inside or outside of bus
shelters.  Some may find the confined space inside a
shelter uncomfortable, and would welcome the
provision of outside seating, which may be located
directly adjacent to the shelter, if one is available.

Design considerations:

•  Seating benches should be placed outside the
circulation of pedestrians and should not encroach
upon sidewalks or bus pads.

•  Seats should be located a minimum of 600 mm from
the walkways so that legs do not protrude into
pedestrian traffic.

•  Typical dimensions are: 450 mm to 500 mm high
and 400 mm to 500 mm deep.  Lengths are
determined by the availability of space.

•  Armrests of 180 mm to 250 mm above seat height
are desirable.
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There are occasions when bus stops are needed in
outlying areas, where the roads have open drainage
ditches along the sides.  Figure C-7.3.1a on page C-77
shows an accessible bus stop  that can be constructed
along the shoulder of the road.

If the bus stop usage is very light, the length of the
raised bus pad can be shortened to a minimum of 2 m
to reduce the costs.  At least one curb ramp must be
provided to allow persons using wheelchair to access
the bus pad.
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Unlike other traffic signs, which conform to national
standards, bus zone signing is typically unique in each
municipality.  The following design considerations are
intended to provide some guidance on bus zone
signing, and not intended to standardize signing
practices.  Essentially, bus zone signing should be
readily identifiable, legible, clear, and consistent.
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Design considerations:

•  For regular bus zone marker signs (about 30 cm
wide and 45 cm high) situated above normal head
level, the route number should be shown in 72
point lettering (helvetica compressed) size, with at
least a 70% contrast with the sign background.

•  For large bus terminal marker signs (about 60 cm
by 60 cm) situated above head level, the route
number should be shown in 432 point lettering or
about 15 cm in height (helvetica bold) size, with at
least a 70% contrast with the sign background.

•  Some bus zone marker signs, which do not extend
beyond the edges of their support post or structure,
may be located at eye level, providing a person may
have a clear path of travel up to the sign.

•  Schedule information must be well situated to
allow approach by a person using a wheelchair and
an initial or preferred approach by a person with a
visual impairment.

•  For name or identification signs, high contrast titles
of significant bus zones may be situated at a height
of about 1500 mm above the ground level and in at
least 0.75 mm relief above the background
(helvetica medium or similar lettering).  The
lettering should have a height of no less than
50 mm (X- height).

•  For easy identification of a bus zone, it is desirable
to have a pictorial representation of a bus on the
signs.
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The use of tactile warning strips has been briefly
discussed in Section C.7.2.4.  Tactile warning strips are
used specifically for warning an individual with a
visual impairment that an obstruction (or in most cases
a substantial change in elevation) is located within the

person’s immediate path of travel.  Warning strips are
not generally used for wayfinding systems.
Research work is continuing in developing effective
wayfinding tactile cues which will be easily
differentiated from warning surfaces.  Until such work
is completed, tactile warning strips must only be
installed where a significant change in elevation exists
(for example, train platforms, the top landings of stairs
and docks).  Any other application of warning strips
will only create confusion in safety related situations.

Tactile warning strips are not considered necessary at
bus stops.  Other methods of effective wayfinding may
be used for bus stops, such as effective placement of
street furnishings and/or shelters (see Figure C-
7.2.6.4f), to naturally guide the flow of pedestrian traffic.
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Since the introduction of low-floor buses to public
transit bus fleets, more people with mobility aids are
using public transit.  Some inherent design deficiencies
in existing transfer stations, those with and without
buildings, are making access difficult for persons with
disabilities.

Using the information from the Guidelines for Design
of Safe Accessible Environments and the original
Design Guidelines for Accessible Bus Stops,
recommendations were drafted and incorporated into
Figures C-7.3.1a and C-7.3.1b.  The previously prepared
Design Guidelines for Accessible Bus Stops is now
expanded to incorporate desirable and recommended
features for Bus Transfer Stations.

Two types of bus transfer stations are illustrated in
these extended guidelines:

•  Transfer Stations with buildings, and

•  Transfer Stations without buildings.
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Buildings should be accessible around the perimeter
with at least 1.5 m of relatively level walkway.  The
exterior doors of the building should be provided with
automated (push-button) door openers with a
minimum clear opening of 0.9 m.  All internal doorways
should have a minimum width of 0.75 m.  Washroom
accessibility should be included.  Placement height of
accessible public telephones is critical.  There may be
more of a need for access to telephones for persons with
disabilities than able-bodied partons.

Transfer stations without a shelter building are usually
constructed on smaller more compact sites.  The
requirements for the proper placement and alignment
of curb ramps is very critical.  Figure C-7.3.1b
demonstrates how other fixtures should be placed to
allow a minimum path of travel of 1.5 m width.

Small shelters should be accessible.  Existing shelters
have floors which are constructed with a
1200mm x 2400mm x 12.7mm (4’ x 8’ x 1/2") plywood
on a 600mm x 1200mm (2’ x 4’)  frame.  The 101 mm (4")
high lip at the doorway cannot be mounted by scooters
or wheelchairs.  It is recommended that at the doorway
the floor be flat with the outside slab or a ramp be
constructed which will allow wheelchairs or scooters to
travel on and enter the shelter.  The recommended 1.5
m shelter width allows wheelchairs freedom to
manoeuvre within the structure.
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Please refer to Section C.7.2.6.2 for guidelines which
address this feature.

Because most transfer stations are placed in or adjacent
to shopping centres, care should be exercised in placing
curb ramps and aligning them for a direct path of travel
to the shopping centre.
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It is important to keep streetscape fixtures like garbage
containers, benches etc, from encroaching on clear path
of travel.  Please refer to Figures C-7.2.6.4e and C-
7.2.6.4f for recommended placement of fixtures.
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For persons with visual disabilities, light standard and
bus stop bases should not have any bolts protruding

from the base.  It is recommended that recessed heads
be installed for all bases.  Placement of poles should
either be near the curb or completely out of the path of
travel.
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A curb is a raised element running adjacent to the
travel lane or shoulder whose function is to control
drainage and provide delineation of the pavement
edge. Curb and gutter treatments are extensively used
on all types of urban highways. On rural highways,
their function is primarily that of delineation since
drainage is usually accommodated by drainage
channels.

Basically, there are three types of curb and gutter
treatments6, as illustrated in Figure C-7.4:

•  Semi-mountable type curb is considered to be
mountable under emergency conditions. Its face
slope ranges from 0.25m/m to 0.625m/m with a
maximum vertical face height of 125mm. Semi-
mountable curb is sometimes used at channelized
intersections that require raised islands or
medians.

•  Barrier curb is relatively steep faced, with a
vertical face height of 150mm (normal) to 200mm
(maximum). It is intended primarily to control
drainage as well as inhibit low speed vehicles
from leaving the roadway. Barrier curb should not
be used on rural freeways and is considered
undesirable on expressways and high speed
arterials (those having a design speed in excess of
70 km/h). When struck at high speeds, barrier
curb can cause drivers to lose control of their
vehicles. It is inadequate to prevent a vehicle from
leaving the roadway and contributes to vehicle
vaulting over all types of traffic barriers.
Consequently, barrier curb should not be used in
combination with traffic barrier systems.

•  Mountable type curb contains a relatively flat
sloping face (0.1m/m to 0.25m/m) to permit
vehicles to easily cross over it, with its vertical
face height varying from 50mm to 100mm
maximum. While mountable type curb can be
used in conjunction with either semi-rigid or rigid
type barrier systems, only the mountable type of

                                                          
6 Alberta Urban Supplement to the TAC 1986 Design
Guide.
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curb (not barrier or semi-mountable) should be
employed in combination with a rigid barrier
system such as concrete F-shape or New Jersey
shape.

 
Gutters, which provide the principal drainage system
for urban roadways, are located on the travel side of
barrier, semi-mountable and mountable curbs. The
use of 500mm wide gutters has been adopted
throughout the province to contain the majority of
storm water run-off and restrict the amount of
overflow entering onto the outer travel lane (which in

turn results in the lowering of maintenance
expenditures, based on experience).
Whenever a rigid traffic barrier system is used, either in a
median or along the roadside, the gutter line of the
mountable type curb should be offset at least 0.7m from
the rigid traffic barrier’s top face. This ensures that a
vehicle makes contact with the curb first before the
barrier. Likewise, this 0.7m offset is also used with semi-
mountable curb and gutter in combination with semi-
rigid traffic barrier systems, provided the curb width
equals the 0.5m gutter width. When curb width is less
than the gutter width, then the minimum offset equals
the curb width plus 0.2m.
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In 1999 Alberta Infrastructure adopted a strategy to
address the problem of narrow pavements.  This
strategy was intended to reduce the need to grade-
widen existing paved roads currently and in the
future through the use of forward-thinking design
concepts and innovative pavement rehabilitation
methods.  The strategy is approved for full
implementation on all projects built in the year 2000
construction season.  Subsequent projects should also
be planned and designed following the same strategy.

Alberta Infrastructure’s policy has been developed
following extensive investigation and review with
input from representatives of the Alberta
Roadbuilders and Heavy Construction Association
and the Consulting Engineers of Alberta.  Other
transportation agencies in Canada and the United
States were surveyed for comments and strategies.
The new policy addresses the roadway-width problem
comprehensively in the three distinct phases of a
roadway’s life namely: the new construction,
rehabilitation and reconstruction phases.

New Construction
On all ’new construction’ projects, the grade and base-
course is to be built wider to allow the top layer, the
Asphalt Concrete Pavement (ACP), to be built at a
very flat slope.  This will allow two future overlays
(160 mm total thickness) to be placed without any
reduction in width. This is illustrated in Figures C-8.2a
to C-8.2h.

Rehabilitation
When pavement rehabilitation is being undertaken, all
possible alternatives to minimize the loss of surface
width are to be considered, however, design choices
are to be based on life cycle cost-effectiveness of
various options available for each project.  The
residual value of the roadway, based on surface width
at the end of the service life must be considered in the
economic analysis.

Figures C-8.1a and C-8.1b illustrate schematically a
number of alternatives that should be considered in
the roadway design.  The suitability of various options
will depend on structural needs, existing conditions,

funding availability and possibly other factors.  It is
essential that roadway design choices be made based
on a combination of geometric design and surfacing
considerations.  This is best achieved through the use
of an integrated team of design professionals.

Although the department’s objective is to minimize
pavement width loss on a network basis, it is
recognized that the elimination of pavement loss on all
projects is impractical.  Therefore designers must
analyze the various options available on each project
and make appropriate cost-effective and consistent
recommendations (supported by engineering and
socio-economic considerations) to support the
department’s strategy.  It is desirable to undertake this
analysis at the planning or preliminary engineering
stage however past experience has shown that some
decisions involving surfacing/grading strategies may
be made at the detailed design stage.

Reconstruction
Where grade-widening or reconstruction is required
on higher volume roads, a new-construction type
standard is to be provided so that future widening
will not be needed for 50 years under normal
circumstances.

On intermediate or lower traffic volume roadways
(AADT<1500 approximately) which require grade-
widening, a partial grade-widening may be provided.
Several different strategies or methods of construction
may be considered to achieve a partial grade-
widening in a cost-effective way while still achieving
acceptable quality.  The strategies may include one-
side widening, pre-overlay benching etc. however in
all cases the design objective is to construct a roadway
which will not require widening again for a period of
50 years based on current projections.  Given that this
will generally involve construction of very flat
sideslopes, the option of widening on both sides is
probably more attractive than one-side widening in
most cases.  Where one-side widening is being
considered, designers should carefully assess the
additional cost for crown shift especially related to
additional pavement thickness and examine the
location of the wheel paths for the proposed cross-
section.  A cross-section which would result in a wheel
path near the joint or one wheel path on the new
embankment and one on the old is undesirable.  This
is due to the tendency to have greater settlement in the
new embankment than the old.

The options available for reconstruction of existing
paved highways may be influenced or restricted due
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to the nature or proximity of existing developments.
Where right-of-way or other physical constraints
dictate, widening on one side, horizontal realignment
etc. may be the most practical solution.
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Figures C-8.2a to C-8.2h, which follow, illustrate the
standard cross-sections for each of the commonly used
design designations. Guidelines for selecting
appropriate design designation are shown in
Chapter A. Special cross-sections showing log haul
resource road, gravel surface local road (RLU-207-80),
highway within a provincial park (RCU-208P-80),
sections through muskeg and rock and modified
cross-sections for stage construction of nine metre and
10m roadways, are illustrated in Figures C-8.2i
through C-8.2p.

Where grade-widening is involved the life cycle cost-
effectiveness of various options should be considered
and therefore it is appropriate for designers to have
more flexibility in choosing the width. (See Section 
G.1.3.)

Each of the standard cross-section plans shows a basic
right of way width, in some cases this is shown as a
desirable and/or minimum width.

Right of way is that area of property established to
accommodate a road and its accompanying features
and elements. Right of way width is determined by
establishing dimensions for each roadway element,
such as roadway width, median width, cut and fill
slope requirements, provision for landscaping or noise
attenuation devices. Each of these elements, added
together, establish a basic right of way width. These
widths are given for each class of roadway in
Chapter A, Table A.7.
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When a railway intersects with a roadway, the
crossing can either take the form of an at-grade
crossing or a grade separated crossing. At-grade
crossings are discussed in Section C.9.2 and grade
separated crossing are covered in Section C.9.3.
Encroachment and drainage on railway property is
discussed in Section C.9.4.
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The construction of a new railway at-grade crossing,
or any modification of an existing one, requires a
formal application to, and approval by, the National
Transportation Agency. Since January 1, 1989, all
railway crossing safety considerations have come
under the jurisdiction of Transport Canada’s Railway
Safety Directorate. Their standards regarding the
construction of public at-grade road crossings outline
geometric and sign/signalization requirements. All
new crossings must conform to this regulation unless
an exemption is granted by the Minister of Transport,
Government of Canada. If a federal government
contribution is required for the capital cost of crossing
works, an application must be made by the railway,
road authority or the department on behalf of the road
authority, prior to commencement of the works.

*Note: The designer is responsible for obtaining
approval from the National Transportation
Agency to construct or modify at-grade
railway crossings.
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Desirably, the roadway should intersect the tracks at a
right angle with no nearby intersections or driveways.
In no case should the angle of crossing be less than 75
degrees unless the crossing is signalized. This layout
enhances the driver’s view of the crossing and tracks
and reduces conflicting vehicular movements from
crossroads and driveways. To the extent practical,
crossings should not be located on either roadway or
railroad curves. Roadway curvature inhibits a driver’s
view of the crossing ahead, as a driver's attention may
be directed toward negotiating the curve rather than
looking for a train. Railroad curvature may inhibit a

driver's view along the tracks from both a stopped
position at the crossing and on the approach to the
crossings. Those crossings, located on both roadway
and railroad curves, present maintenance problems
and poor visibility for road traffic due to conflicting
superelevation.

A crossing should have a width of eight metres, or  the
width of the highway and shoulders plus 0.5m on
each side of the roadway and shoulders, as measured
at the approaches to the crossing, whichever is greater.
The maximum approach grade to a public crossing
should be no greater than five percent. Horizontal
alignment should be on tangent for at least 60m on
each side of the railway crossing (see Figure C-9.2.2).

Where appropriate, applications for lower standard
crossings may be submitted for approval due to lower
traffic volume, low speed on the roadway, physical
constraints or other factors.

� ��7���+����- &����� #�!��-

New railway grade crossings or modifications to
existing crossings must meet the terms of the Railway
Act.

Section 205 of the Railway Act governs the height of
the track in relation to the road surface at a grade
crossing:

"Whenever the railway crosses any highway at
rail level, whether the level of the highway
remains undisturbed or is raised or lowered to
conform to the grade of the railway, the top of
the rail may, when the works are completed,
unless otherwise directed by the Commission,
rise above or sink below the level of the highway
to the extent of 1" without being deemed an
obstruction."
(1" = 25.4 mm)

It is desirable to provide a level portion, nine metres
each side of crossing, connected to a suitable vertical
curve with a gradient of no more than five percent, in
accordance with the Railway Act.

At a railway grade crossing, the grade of the highway
matches the cross slope of the railway tracks as closely
as possible. Any departure from this practice might
cause vehicle occupants to experience discomfort.
Such discomfort, however, will not be objectionable if
the values shown in Table 1, Figure C-9.2.2 for
allowable difference between highway gradient and
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rail cross slope, are not exceeded. The sharpness of
vertical curves on approaches to the crossing should
be selected based on the highway design speed. In the
case of crossings with multiple railway tracks, the
width of the actual crossing should be adjusted
accordingly.

Where appropriate, applications for lower standard
crossings may be submitted for approval due to low
traffic volume, low speed on the roadway, physical
constraints or other factors.
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Sight distance is a primary consideration at railway
crossings. The desirable sight distance arrangement at
unsignalized crossings allows a driver sufficient time
to stop the vehicle if a train is approaching (see Figure
C-9.2.4). To satisfy this condition, two sides of the
minimum sight triangle are:

• A distance along the highway, measured from the
crossing, corresponding to the minimum stopping
sight distance for the design speed of the
highway, as shown in Table B.2.3. Note that this
requirement is shown based on posted speed in
Figure C-9.2.4 (to be consistent with Transport
Canada guidelines) however for new construction
projects the use of design speed is recommended.

• A distance along the track, measured from the
crossing, equivalent to the distance travelled by
the train during the time interval required for the
highway vehicle to be brought to a stop. This
depends on the maximum train speed and the
design speed of the highway.

For simplicity, Transport Canada requires a minimum
sight distance along the tracks equal to the distance
travelled by the train (at maximum allowable speed)
in 10 seconds. In order to meet the Transport Canada
requirements and allow for the stopping time of
vehicles on the highway, AI uses 10 seconds for
posted speeds up to 80 km/h and 11 and 12 seconds
for posted speeds of 90 km/h and 100 km/h,
respectively.

For the purpose of measuring sight distances, an eye
height of 1.05m (representative of a design passenger
vehicle) and an object height of zero (representing the

track level) should be used. Justification for use of low
object height is based on the possible need to see an
empty flat-bed rail car or a small track maintenance
vehicle.

Stopping sight distances are based on a model which
includes a passenger car design vehicle, braking
capability based on the design vehicle, wet pavement
conditions and a low eye height (1.05m). Trucks,
especially the longer and heavier units, require longer
stopping distances from a given speed than passenger
cars. However, there is one factor that tends to balance
the additional braking distance required by trucks.
The truck operator, because of the higher seat
position, is able to see substantially farther than a
passenger car driver.

When horizontal sight restrictions occur at the
approach to railway crossings, particularly at the ends
of long downgrades, the greater height of eye of the
truck operator is of little value and truck speeds may
approach or exceed those of passenger cars. In this
case, it is advisable to provide stopping sight distances
that exceed the desirable stopping sight distances by a
generous margin.

In some locations, it might be necessary to rely on
speed control signs and other warning devices and to
base sight distance on a reduced vehicle speed.

In urban areas, no sight obstructions of any kind,
including commercial signs, should be permitted near
a railway grade crossing for a distance of 100m
measured along the roadway on each approach. The
safety warning devices associated with such crossings
should be clearly visible.

The sight distance requirements for unsignalized
railway crossings are shown in Figure C-9.2.4.
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At-grade railway crossing protection need is site
specific and generally based on the traffic and train
volumes, safety record and engineering assessment of
the site characteristics.

The basic protection of each at-grade crossing consists
of standard cross-buck, crossing warning sign (WC-4)
and pavement symbol as shown in Figure C1-5 of the
1998 Manual of Uniform Traffic Control Devices for
Canada.  This is also shown in Alberta Infrastructure’s
Typical Pavement Markings plans in the Traffic
Control Standards manual.
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Signals are considered if any one or more of the
following site conditions exists:

•  crossing sight clearance cannot  be provided per
the standards in section C.9.2.4;

•  the cross product of daily train and roadway
AADT exceeds 1000;

•  there are specific safety concerns and operational
improvement needs.

Where it has been decided that railway crossing
warning signals will be placed on a rural highway, the
placement standards shown in Figure C-9.2.5.2a will
be used. This drawing provides the minimum and

desirable offset of signals masts from the centreline of
the highway and identifies the centreline for
providing a cantilever signal.

Cantilever signals are required when crossing signals
will have to be placed at 7.6 m away from the highway
centreline or if any of the stipulations shown in
Figure C-9.2.5.2b cannot be met.

When warranted, Transport Canada or the railway
company may also request that additional signal
heads, and gates also be considered to give additional
warning and control.

As an alternative, Transport Canada will also consider
"Prepare To Stop At Railway Crossing Sign (WB-6)",
equipped with a set of two alternating flashing amber
beacons, as a part of a crossing protection system at
locations where high vehicle speed, sight restrictions,
vertical profile changes, and environmental (fog, etc)
concerns exist.

� ��7���/�+���'�� �#��!4�'2�!��-��'�-

$�� �#

Transport Canada provides subsidies for approved
crossing improvement projects, including signal
installation and improvements. The balance is shared
between the railway company and the road authority.
The designer should always confirm the cost sharing
arrangements for crossing projects at the conceptual
design stage.
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Grade separations are required at all railway/freeway
crossings. It is also desirable to provide grade
separated crossings at all expressway and arterial
highways planned for future upgrading to freeway
standards. A warrant for a grade separated crossing
on other primary highways and all secondary
highways is to be evaluated individually. Such a
warrant is normally based on the cross-product of the
AADT and the number of train crossings daily.
However, additional considerations are the design
speed of the road and railway and the type of
environment (rural or urban). For example, higher
cross-products at at-grade crossings are tolerated
more in urban areas than in rural areas.
� 
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The overpass bridge is defined as having the subject
road passing over the railway. The following
minimum clearances are to be used in conjunction
with roadway design:

• The minimum vertical clearance from the top of
the rail to the underside of the superstructure is
7010mm*, plus an additional 50mm of
construction tolerance.

• The critical vertical clearance is established along
the outside limit of the horizontal clearance box,
which is discussed below.

• Unless otherwise authorized, all overpasses shall
be designed to allow at least a minimum
horizontal clearance of 5486mm* measured from
the centerline of the tracks to both sides. The
5486mm is a maximum dimension used for cost-
sharing between the highway authority and the
railway company, that is where either party
requests a larger clearance the additional cost is
not shareable. Lower clearances may be
negotiated between the highway authority and the
railway company if required. An absolute
minimum horizontal clearance of 3.35m from the
centreline of tracks has been used previously to
ensure safe passage of trains through the opening.
The combination of the horizontal and vertical
clearances form a clearance box. In some special
cases, the clearance box may be modified to suit
special structures such as tunnels. Also, in some
instances, the railway company may request

clearances that exceed the minimum
requirements. Minimum clearances must also take
into consideration the possibility of future
additional tracks. See Figure C-9.3.1.

*Note: The designer is responsible for obtaining
approval from the National Transportation
Agency to construct railway grade separation
projects.

In all cases, however, each grade separation is treated
individually and the actual final vertical and
horizontal clearances are to be submitted to Technical
Standards Branch for review.
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An underpass is defined as having the subject road
passing under a railway. The following minimum
clearances are to be used in conjunction with roadway
design:

(These clearances are also appropriate for overhead
signs or where the subject road passes under another
roadway.)

A minimum vertical clearance of 5350mm, measured
from the finished roadway surface to the bottom of the
structure, is required for subway structures occurring
on primary and secondary highways. In some special
cases where the subject road is purely local, the
minimum clearance may be reduced to 4750mm or to
an absolute minimum of 4150mm. With all of these
minimum vertical clearances, an additional 50mm of
construction tolerance is required. Where very low K
value sags are proposed at underpasses, the clearance
should be checked for long wheelbase truck
configurations. On private road underpasses, there is
no minimum restriction and the final vertical
clearance decided upon is a matter subject to
agreement with the landowner.

The full highway shoulder width shall be maintained
through all subways. Where an auxiliary lane or taper
is extended under the structure, the shoulder width,
as established preceding the structure, shall be
maintained through the subway. The minimum
horizontal distance from the edge of the finished
shoulder to the face of the pier column shall be
2800mm on rural roadways with proper barrier
protection as needed. The clearance box for railway
underpasses and typical headslope details are shown
on Figure C-9.3.2.
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In cases where the highway is located parallel to the
railway and shares a common boundary, it is often
necessary and desirable to encroach on the railway
property. The encroachment may be required to
accommodate large fills or to construct a common
ditch for drainage and aesthetic purposes. Special
precautions should be taken to ensure that railway
ballast is protected from contamination by soil when
highway construction work is undertaken
immediately adjacent to the railway. Contamination
could occur during construction of a common
railway-highway ditch.

Prior to any form of construction within the railway
right of way, it is necessary to request and receive

permission from the railway company involved. The
request for permission should provide some details
and reasons for encroachment. It is usually
advantageous to support the reasons with sketches
and typical cross-sections.

Particular attention must be given to the design of
the drainage system. It is desirable to maintain the
existing, established drainage. Generally, the
highway centreline culverts should provide the same
capacity as the existing railway facilities. If the
railway drainage system must be revised, the
proposed revisions should be surveyed and the
necessary plans and profile prepared to show the
proposed drainage revision. This information should
be collected well in advance of the proposed
construction, so that the submission can be made to
obtain permission from the railway company.



Alberta Infrastructure
JUNE 1996 HIGHWAY GEOMETRIC DESIGN GUIDE
                                                                                                                                                                                                                                                                                                                                                                                              

C-122 CROSS-SECTION ELEMENTS

� ���<�������

���<�����-�'(*&- '�

The fencing of highway right of ways is a design
consideration on most grading projects which
involve new alignment or upgrading of existing
alignments that include acquisition of new right of
way. The following information is required by a
designer prior to estimating the fencing quantities:

•  Is fencing required along right of way or
elsewhere on the project, for example at borrow
areas?

 
•  What type of fencing is required?
 
•  Is there an existing fence, and if so, is the

position and condition satisfactory for the
highway needs throughout the design life of the
highway?

 
•  Are gates or temporary openings required?
 
•  Who is responsible for construction cost and

maintenance of the fence?

The following section provides general information
regarding the above.
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The basic purpose of erecting fences is to prevent
farm animals and possibly some wild animals from
gaining access to the highway right of way. The
presence of animals on the highway right of way
constitutes a hazard to the road user, especially in
high speed and poor lighting conditions. This
condition is also deadly for animals. Legislation in
Alberta places the responsibility for control of farm
animals on the owner. This is stipulated in the Stray
Animals Act 1976 which states “no person shall
permit or allow any livestock owned by him or in his
possession to be on any highway unless it is in his or
another person’s direct and continuous charge and
he or that person is competent to control the
livestock”. Roads in counties and municipal districts
are under the control and management of the local
council, who may pass by-laws to enforce herd laws
for controlling farm animals. Responsibility for
fences is therefore transferred to livestock owners

who are generally the landowners (except in the case
of leases).
The following criteria are used to establish the need
to provide fencing on primary highways. AI will
generally construct a fence as part of a grading
project involving widening or new alignment where
any of the following conditions exist:

•  There was an existing fence along the original
right of way

 
•  The new alignment severs existing fenced

enclosures
 
•  The landowner indicates present or immediate

future use of adjacent land for livestock grazing
 
•  The land use is predominantly livestock grazing.

Isolated quarter sections which are not at present
used for livestock should also be fenced

 
•  Where fencing is required during construction to

protect livestock or people from borrow
excavation, and so forth. In this case, temporary
fence should be installed.

All new right of way fencing shall connect to existing
fences to form an enclosure.

In cases where land usage adjacent to right of way is
predominantly grain farming, fencing is not
required. Similarly along sections of highway that
are constructed through undeveloped forested land
which is often owned by the Crown, fencing is not
necessary. Through Crown lands that have been
leased for cattle grazing purposes, highway right of
way should be fenced.

The need for fencing along secondary highways,
local roads and roads through Indian Reserves is
generally the same as along rural primary highways,
however, the responsibility for construction and
maintenance varies (see Section C.10.4).
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All of the standard types of fences used by AI are
shown in Figure C-10.3. Additional drawings
showing installation details of each fence including
corners, gate openings and so on are included in the
Standard Drawings Manual (CB-6). A special
drawing is also included showing a modified Class B
fence using metal stays. This may be used provided
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the landowner is agreeable and that it will result in
some savings in wood posts. Generally along
primary highways, Class B fence is used.
Fencing is classified according to type as follows:

Class A: three barbed wires with wooden posts at
five metre maximum spacing

Class B: four barbed wires with wooden posts at
3.75m maximum spacing

Class C: two barbed wires with 813mm paige wire
with wooden posts

Class D: two barbed wires and 914mm paige wire
with wooden posts

Class E: two barbed wires and 1067mm paige
wired with wooden posts

Class F: 2134mm paige wire with wooden posts

Class G: four barbed wires with wooden posts at
five metre maximum spacing

Details of each classification are shown on the plans.

Class A fence is generally used for temporary
installations at borrow areas, etc.

Class C is generally used for hog enclosures.

Class D is generally used for farm yard and sheep
enclosures.

Class E is generally used for ranching areas.

Class F may be used in parks in special cases. This is
an extra tall fence that may prevent antelope from
crossing the highway.

Standard highway fences are generally accepted to
be ineffective in preventing most wildlife (such as
deer or moose) from crossing the right of way.
Therefore it is inadvisable to spend construction
dollars in this pursuit.
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In the case of primary highways, AI is responsible
for the cost of fence construction, however the
landowner or leasee (in the case of Crown grazing
leases) is responsible for fence maintenance.

On secondary highways and local roads, the local
municipality is generally responsible for fence
construction costs, however, the landowner is again
responsible for maintenance.
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