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Discussion Paper No. 13

RIGHT-IN RIGHT-OUT CHANNELIZATION

General Goal

This and other discussion papers were prepared to provide background, enhance understanding
and stimulate discussion among individuals representing a variety of groups, agencies, and
interests who have concern in Oregon highways.

Specific Objectives
The specific objectives of this discussion paper are to:

1. Summarize the literature and technical knowledge regarding the design and use of right-in
right-out channelization.

2. Determine current traffic engineering practice and safety experience at channelized
intersections using right-in right-out channelizations.

3. Conduct and analyze field studies of the operational and safety potential of right-in right-out
channelization.

4. Prepare guidelines and recommended design standards for right-in right-out channelization.

Acknowledgements and Credits

Mr. Del Huntington is project manager for ODOT. Dr. Robert Layton, Professor of Civil
Engineering at Oregon State University, is project director for Transportation Research Institute,
OSU. Dr. Vergil Stover is consultant to TRI on this project.

The background research and report on this topic was prepared by Ahmet Aksan, graduate
research assistant, TRI, OSU. Ahmet Aksan and Dr. Robert Layton co-authored this discussion

paper.



Discussion Paper No. 13

RIGHT-IN RIGHT-OUT CHANNELIZATION

OVERVIEW

Content This paper summarizes the literature, issues, criteria, standards and
experience with right-in right-out channelization. It also recommends
guidelines and standards for the use of right-in right-out channelization.
The primary focus in establishing these guidelines and design standards is
on the operational and safety impacts that result.

| ssues Right-in right-out channelization is used to control left-turn movements

into and out of road approaches. The effective operation of this strategy
depends on the size of idand, presence of wing idands, presence of median

idands, and the magnitude of design standards.
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BACKGROUND

Right-In
Right-Out
Definition

Intersections at grade are unique elements of the highway. Low volume
approach roads and driveways to local activities also create intersections
with major facility. By definition, intersections represent points of potential
conflict and are thus susceptible to accidents. Intersections require drivers
to make decisions about turning or crossing, and present conflicting traffic
flows and changing roadway geometrics, which increase driver workload.
In urban areas, intersections are of such importance that they control the

capacity of a street network.

Two prime objectives of intersection design and control are operational
quality and safety. The design layout and features, and traffic control
scheme must be developed jointly to provide acceptable quality of

operations and to reduce accident potential and severity.

Right-in right-out channelization has been used to improve operations
and safety by placing islands or devices that force drivers to enter or exit
alocation with aright turn movement, eliminating left turns. However, at
some locations, such islands have been found to be ineffective in
eliminating the number of left turns. Generally, such idlands impose an
inconvenience on drivers, and some drivers violate the traffic laws by
making a left turn where it is prohibited by a channelizing island. At some
locations, drivers are not even aware that they are violating traffic laws by
making a left hand turn into the right turn channelization due to the small

size of the idands and lack of proper traffic control devices.
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BACK GROUND (continued)

Channdlization
Defined

Right-In
Right-Out
Applications

AASHTO Policy on Geometric Design (1990) defines

channelization in the following way:

“Channelization is the separation or regulation of conflicting traffic
movements into definite paths of travel by traffic idands or pavement
markings to facilitate the safe and orderly movements of both vehicles and
pedestrians. Proper channelization increases capacity, improves safety,
provides maximum convenience, and instills driver confidence. In some
cases a simple channelization improvement can result in a dramatic
reduction in accidents. Improper channelization has the opposite effect and

may be worse than none at all.”

Right-in right-out channelization is applicable on all highways where left
turn-in and left—out maneuvers create operational or safety problems. The
left turn maneuvers are restricted by a channelizing island in the driveway
throat. The important design elements for this technique are the triangular
idand and its location. The isand should be large enough to command the
driver’s attention and should be offset from the through traffic lanes. Figure
1 shows atypical right-in right-out channelization iland. The triangular
island may be supplemented by “wing” separating isands that extend out
from the triangular idland, parallel to the major highway.
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Figure1l. Driveway Channelizing Idand to Prevent Left-In and L eft-Out Turns (7)
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BACK GROUND (continued)

Right-In
Right-Out

Conflicts

The right-in right-out channelization reduces the frequency and severity

of conflicts by reducing the basic conflict points from nineto two at a
driveway or an approach road, as shown in Figure 2. This measure is
intended to eliminate the crossing conflicts that accompany left turn ingress
and egress maneuvers completely. However, the reduction in the number
and severity of conflictsis moderated by the possible increase in right and
inappropriate indirect left turn maneuvers. A travel time increase may be

incurred by vehicles that cannot make left turns.

Sight Distance
and Right-In
Right Out

Channelization

The intersection sight distance is a mgjor control for the safe operation of
intersecting roadways. It is a particular concern for access management
with the numerous driveways and approach roads that must be safely
accommodated. All intersecting driveways and roadways must have
adequate intersection sight distance. At some locations, right-in right-out
channelization can be used to eliminate crossing conflicts that are created

by poor sight distance.
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Before Channelization

® 0 major conflict
O 2 minor conflicts
‘ 2 total conflicts

£
A4

After Channelization

Figure 2. Number of Conflicts Before and After Channelization (TRI-1, 1995)
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BACK GROUND (continued)

Left Turn
Accident

Experience

The left turn movements at an intersection have a major impact on
operations, capacity, and safety. The left turn movements generally
generate alarge share of total accidents. The left turns also are major
contributors to other accident types. According to the literature, 74% of
driveway accidents involve left turn maneuvers (18). Of these accidents,
47% are left turn-in maneuvers, as shown in Figure 3. Because the
application of this technique is limited to driveways where left turn
maneuvers congtitute a small percentage of the ADT, the elimination of left
turn maneuvers may cause less reduction in total accidents than the
percentages stated above. In earlier research, the elimination of both left
turn maneuvers was estimated to result in a 50% reduction in total
accidents at the driveway, according to a 1975 FHWA study. Eliminating
left turn egress maneuvers is expected to result in a 30% reduction in total

accidents (7).

Figure 3. Percentage of Driveway Crashes by Movement (18)

7
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Table 1 shows annual accident reductions per driveway for restricting both

left turn-in and -out maneuvers.

Tablel. Annual Accident Reductions per Driveway for Restricting Both Left-Turn-In and
Out Maneuvers (7)

HIGHWAY ADT (vpd)
Low Medium High
<5,000 5000-15,000 > 15,000

Low <500 0.13 0.23 0.31
Medium 500-1,500 0.31 0.55 0.75
High >1,599 0.49 0.85 1.15
Typical A typical right-in right-out channelization warrant on undivided highways
Right-In with speeds of 30-45 mph, ADT’ s greater than 5,000 vpd, and driveway
Right-Out volumes of at least 1,000 vpd requires the prohibited turns to number less
Warrant than 100 vpd.
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BACK GROUND (continued)

Functional Right in right-out channelization is also used on arterials where medial and

Warrant marginal access to arterials may jeopardize the primary function of the
arterial. Figure 4 shows the region along the property frontage where right
turn only access might be permitted on the basis of the AASHTO policy
that a driveway should not be situated within the functional boundary of an

intersection (24).

SITE

REGION FOR
POTENTIAL

\— FUNCTIONAL AREA /

OF INTERSECTIONS

SITE

RIGHT-TURN
ACCESS

(77277777770 /IIII’
; ///////// /
/4///////
777 C 7

Figure4. Condition Where Right-Turn Only Access Should Be Permitted (24)

9



Discussion Paper No. 13

RIGHT-IN RIGHT-OUT CHANNELIZATION

FUNDAMENTAL CONCEPTS

Obj ectives of

Channelization

Potential conflicts between vehicles and pedestrians are reduced through

channelization of traffic movements. The traffic channels may be designed

to separate and direct traffic movements into specific and clearly defined

vehicle paths. Good channelization design should meet the following

objectives (22):

1. Separate conflicting movements — usually on intersection
approaches.

2. Control angles of conflicting movements.

3. Reduce excessively large paved areas — large paved intersection
areas invite unpredictable vehicle and pedestrian movements.

4. Regulate traffic flow and indicate proper use of intersection.

5. Favor predominant turning movements.

6. Protect pedestrians.

7. Protect turning and crossing vehicles.

8. Provide proper and safe location for traffic control devices.

9. Provide “reference’ points.

10.  Discourage prohibited movements.

11.  Control speed.

12.  Protect bicyclists and pedestrians.

13.  Control or restrict access.

14.  Redtrict through traffic.”

Design of a channelized intersection at an approach road usually involves

the following significant design controls. the type of design vehicle, the

cross section on the mgjor roadway, the projected traffic volumesin the

relation to capacity, the number of pedestrians, the speed of vehicles, the

location of any required bus stop, and the type and location of local traffic

control devices. Furthermore, the physical controls such as right-of-way

10



Discussion Paper No. 13

RIGHT-IN RIGHT-OUT CHANNELIZATION

FUNDAMENTAL CONCEPTS (continued)

Obj ectives of
Channdlization

(continued)

Channelization
Design

Principles

and terrain have an effect on the extent of channelization that is

economically feasible (1).

In order to achieve the purposes of channelization, certain design

principles or rules should be followed. The type of intersection control

used, that is stop, yield, or traffic signal, has a large impact on many of the

design rules. Neuman describes nine design principles (19). The portion of

those principles appropriate for right-in right-out channelization are given

below.
1.

“Undesirable or wrong way movements should be discouraged or
prohibited. Channelization — traffic iSland, raised medians and
corner radii — should be used to restrict or prevent undesirable or
wrong way movements. Where such movements can not be
completely blocked, the channelization scheme should discourage
their completion.” (19)

“Desirable vehicular paths should be clearly defined. The design of
an intersection — including its approach alignment, traffic islands,
pavement markings, and geometry — should clearly define proper or
desirable paths for vehicles. Exclusive turning lanes should be
clearly delineated to encourage their use by turning drivers. . .
Traffic idands should not cause confusion about the proper
direction of travel around them.” (19)

“Desirable or safe vehicle speeds should be encouraged.
Channelization should promote desirable vehicle speeds wherever
possible. . . In other cases, channelization may be used to limit
vehicle speeds in order to mitigate serious high-speed conflicts.”
(19)

11
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FUNDAMENTAL CONCEPTS (continued)

Channelization 4. “Points of conflict should be separated where possible. Separation
Design of points of conflict eases the driving task. Channelization
Principles techniques, such as development of turning lanes, design of
(continued) idands, and control of access points, all serve to separate points of

conflict. This enables the driver to perceive and react to conflictsin
an orderly manner.” (19)

5. “Traffic streams should cross at right hand angles and merge at flat
angles. When traffic streams cross without traffic signal control, the
crossing should be made at or near right anglesin order to reduce
the potential impact areas, to reduce the time of crossing a
conflicting traffic stream, and to provide the most favorable sight
lines for driversto judge relative positions and relative speeds of
other vehicles. When they merge, they should merge at small
angles. Merging at angles of 10° to 15° permits traffic streamsto
flow together with minimum speed differentials. Drivers entering
the magjor traffic flow may use relatively short gaps (Homburger,
Hall, Loutzenheiser, and Reilley, 1996).” (19)

6. “High priority traffic movements should be facilitated. The
operating characteristics and appearance of intersections should
reflect and facilitate the intended high priority traffic movements.
Selection of high priority movements can be based on relative
traffic volumes, functional classification of the intersecting
highways, or route designations.” (19)

7. “Desired traffic control scheme should be facilitated. The
channelization employed should facilitate and enhance the traffic
control scheme selected for intersection operation. Location and
design of exclusive lanes should be consistent with signalization or

stop-control requirements. Location of traffic isands, medians and

12
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FUNDAMENTAL CONCEPTS (continued)

Channelization
Design
Principles

(continued)

Common
Errorsin
Right-In
Right-Out

Channdlization

curb returns should reflect consideration of the need to place
signals and signsin locations visible to drivers.” (19)

“Decelerating, stopped, or slow vehicles should be removed from
high-speed through-traffic streams. Wherever possible, intersection
design should produce separation between traffic streams with large
traffic speed differentials. Vehicles that must decelerate or stop
because of traffic control or to complete a turn should be separated
from through traffic proceeding at higher speeds. This practice
facilitates safe completion of al movements by reducing rear-end
conflicts.” (19)

“Provide safe refuge for pedestrians and other non-motor vehicle
users. Channelization can shield or protect pedestrians, bicycles,
and the handicapped within the intersection area. Proper use of
channelization will minimize exposure of these vulnerable users to

vehicle conflicts, without hindering vehicular movements.” (19)

Virtualy, all of these design principles are appropriately applied at right-in

right-out channelized locations.

Given below are some of the common design errors that may occur in

right-in right-out channelization (19).

1
2.
3.

“Channelizing where it is not warranted by traffic conditions

Use of more idands than are necessary to accomplish purpose.
Channelizing in areas too small to permit islands of adequate size.
An island should have a surface area of at least 75 square feet.
Use of channelization where approach sight distances are

inadequate.

13
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FUNDAMENTAL CONCEPTS (continued)

Common
Errorsin
Right-In
Right-Out
Channélization

(continued)

Traffic |Idands

10.

11.

12.

Failure to eliminate conflicts of acute angles.

Inadequate design of approach end of channelizing islands. Design
approach end to give desired natural vehicle path such that island
does not create an obstruction in roadway.

Geometric design inadequate to accommodate the size and
operating characteristics of vehicles.

Inadequate design in speed change areas.

Inadequate illumination and reflectorization.

Planting in idlands too small to permit adequate maintenance. Small
isands should be paved or gravel.

Not recognizing access requirements to properties adjacent to the
channelized area.

Bicycle and pedestrian movements not properly recognized in the
design.” (19)

Anisland is a defined area between traffic lanes for control of vehicle

movements. Within an intersection, a median or an outer separation is

considered an idand. Ilands vary widely in characteristics and design

features. It may be an area delineated by a curb or a pavement area marked

by paint. Islands may provide an area for pedestrian refuge and traffic

control devices. Design of traffic isands must consider their intended site

specific functions. According to Newman, application of design guidelines

and standards to reflect these functions involves the following

considerations (19):

1.

“Selection of an appropriate island type (raised or barrier type,
mountable, painted or flush).

Determination of the proper size and shape of the idands.

14
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FUNDAMENTAL CONCEPTS (continued)

Traffic |dands

(continued)

Idand Types

3. Location of the isand relative to adjacent traffic lanes or
crosswalks.

4. Design of individual elements of the idand itself.”

Aswith other channelization elements, the above considerations are
affected by traffic characteristics, such as volume, speed, and

environmental factors.

Selection of an appropriate type of traffic isand should be based on traffic
characteristics, cost considerations, and maintenance needs. Flush
channelization is not effective in prohibiting or preventing traffic
movements, nor isit appropriate for idands intended to serve as locations
of pedestrian refuge. Painted (thermoplastic) or flush channelizations are
usually not appropriate for right-in right-out channelizations unless
accompanied by devices that prohibit vehicles from driving through the
area, such as batons, jiggle bars, or delineators.

Raised traffic idands are typically required for right-in right-out

channelization (19):

1. Where the idand is intended to prohibit or prevent traffic
movements.

2. Where the primary function of the idand isto shield pedestrians
from traffic.

3. Where a primary or secondary island function is the location of

traffic signals, signs, or other fixed objects.

4. On low to moderate speed highways where the primary function is

to separate high volume from opposing traffic flows.

15
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FUNDAMENTAL CONCEPTS (continued)

Idand Types 5. At locations requiring more positive delineation of vehicle paths,

(continued) such as at major route turns or intersections with unusual geometry
(29).

Idand Island sizes and shapes vary significantly from one intersection to another.

Geometrics Ilands should be of sufficient size to command attention. The smallest

curbed idand that normally should be considered is one that has an area of
approximately 50 ft* for urban streets, and 75 ft* for rural intersections.
However, 100 ftis preferable for both. Accordingly, triangular islands

should not be less than about 40 ft on a side after the rounding of corners.

Islands should be delineated or outlined by a variety of treatments,

depending on their size, location, and function. The type of areain which

the intersection is located, rural versus urban, also governsthe design. Ina

physical sense, idands can be divided into three groups:

1. Raised idlands outlined by curbs.

2. Islands delineated by pavement markings, buttons, or raised (jiggle)
bars placed on all-paved areas.

3. Non-paved areas formed by the pavement edges, possibly
supplemented by delineators on posts or other guideposts, or a

mound-earth treatment beyond and adjacent to the pavement edges.

16
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FUNDAMENTAL CONCEPTS (continued)

Raised Idand
Design

The edge of through traffic lanes and turning roadways are used to outline
acurbed island. For visihility and construction simplicity, the points at the
intersections of the curbed island are rounded or beveled. A curbed island
may be offset from the through traffic lane, depending on the type of edge
treatment and other factors such as island contrast, length of taper or
auxiliary pavement in advance of the curbed island, and traffic speed. 1land
curbs that are introduced abruptly should be offset from the edge of
through traffic lanes, even if they are mountable. A mountable curb on an
isand can be located at the edge of a turning roadway, unless it cannot
withstand traffic. Barrier curbs should be offset from edges of through and

turning roadway pavements.

Details of triangular curbed idand design are shown in Figures 5 and 6,
based on the 1990 AASHTO Greenbook (1). The lower right corner of
each curbed idand is designed as the approach end. Figure 5 shows curbed
idands adjacent to through traffic lanes, without shoulders. Where there
are no curbs on the approach, the minimum offset of the edge of the curbed
isand should be 2-3 ft. With a mountable curb on the approach, a similar
curb on the curbed island can be located at the edge of the through lane
where there is sufficient length of curbed island to effect a gradual taper
from the nose offset. Barrier curbs should be offset from the through
pavement edge, regardless of the size of the curbed idand, to avoid a
lateral restriction and shy effect on drivers. When an approach shoulder is
used, the curbed island should be offset from the through travel lane by an
amount equal to the shoulder width, as shown in Figure 6 (1). Where
Speeds are intermediate or high and the curbed idland is preceded by a
deceleration lane or a gradual widening auxiliary pavement, it may be
desirable to offset the nose of the large curbed islands an additional 2-4 ft,
according to AASHTO (1).

17
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Note:

Layouts Shown Also Apply To Large And
Intermediate Islands Without Curbs, Island
Side Offsels Desirable But May Be Omitted.

Painted Stripes,Contrasting Surface,
Jiggle Bars, Etc.

1 ]
Through i, ! 221.-‘2',?3.
T{_g:.,g?/f/' - 2.To3' Offset
' e ST SS 4 To 6 Offset
2 To3 Through Traffic
Lane

_Curb

Figure5. Detailsof Triangular Idand Design (curbed idands, no shoulders) (1)
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Note:
Layouts Shown Also Apply To Large And
Intermediate [slands Without Curbs, Island

Side Offsets Desirable But May Be Omitted.

/////] Shoulder

|
by
2'To 3'—-ip
Through |
Traffic )
Lane :f
!

T Sivough Traffic
Lane

-
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e . Ge > - - o
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! '"To 3'
| t
1
I -

Figure 6. Detailsof Triangular Idand Design (curbed idands, with shoulders) (1)
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FUNDAMENTAL CONCEPTS (continued)

Approach

End Treatment

Various methods of approach end treatment have been found to be
effective: contrasting pavement colors or textures, raised bars, buttons, and
median blocks. Various types of illumination, signing and marking may be
needed to supplement the pavement surface treatments to provide adequate

vigibility, warning, and delineation.

The ends of idands first approached by traffic should be preceded by a
gradually diverging marking on the roadway surface to guide vehiclesinto
desired paths of travel aong the island edge. These markings may contain
dightly raised (usually less than 1 inch high) sections of coarse aggregate
or other suitable material that may be crossed readily even at considerable
speeds. These rumble sections provide increased visibility of the marked
areas and produce an audible warning to vehicles inadvertently traveling

across them (1).

Small curbed idands are delineated primarily by curbs. Large curbed islands
may be delineated by severa methods, including color and texture contrasts
of vegetative cover, mounded earth, shrubs, delineators, signs, or any
combination of these. In rural areas mountable type island curbs should be
used, except a barrier is needed to preclude vehicles and protect structures
or pedestrians. In those cases, barrier curbs are suitable. Both barrier and
mountable curbs are appropriate in urban areas, depending on conditions.
High visihility curbs are advantageous at hazardous locations or on isands
and roadway forks approached by high-speed traffic (16).

20
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FUNDAMENTAL CONCEPTS (continued)

Approach
End Treatment

(continued)

Island Visibility

Raised bars or buttons may be used in advance of idands having barrier
curbs, but they should not create an unexpected hazard. These devices
should not project more than 1 to 3 inches above the pavement surface, to
provide visibility without loss of control of the vehicle if impacted. Where
practical, rumble strips of pavement may be provided in advance of the bars
or buttons, or their height should be gradually increased as approached by
traffic. Pavement markings may be used with raised bars or buttons to
better designate the idand area (1).

Adequate reflectorization and/or illumination should be used to make all
idands clearly visible at night. The general layout of the isand and
immediate vehicular travel paths should be adequately illuminated by
overhead lighting or auto headlights, with the greatest illumination at

potential hazardous points, as at barrier curbs or other structures (1).

According to the 1988 Manual on Uniform Traffic Control Devices all
approach noses of idands in the line of traffic should have an appropriate
sign and/or marker (16). The signs used on islands must be reflectorized or
illuminated. They should be located where the idand has sufficient width, at
least 1 foot wider than the sign. These signs should be located back from
the approach nose of the isand to reduce the likelihood of being struck by
avehicle. In rural areas this set back can be up to 50-75 ft since they are
viewed at a distance, and still provide a proper perspective. The posts shall
be designed to break away or yield when struck by a vehicle. Where
delineators are used the idand installations, they shall be the same color as
the respective edge lines except that, when facing wrong-way traffic, they
shall be red (16).
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FUNDAMENTAL CONCEPTS (continued)

Turning Radii

The corner radii are important design elementsin that they influence the
operational characteristics, construction cost, and maintenance of the
intersection. Design of the right corner radii entails more than
consideration of turning and tracking requirements for right turning
vehicles. Additional factors include the presence of pedestrians and
bicyclists, other intersection geometry such as grades and curvature, or

traffic idands, desired traffic control, and available right of way (19).

The dimensions for fifteen design vehicles representing vehicles that make
up anormal traffic stream are givenin Table 2 (1). In the design of any
highway facility the largest design vehicle likely to use the facility with
considerable frequency or a design vehicle with special characteristics must
be taken into account in dimensioning the facility. This design vehicle
determines the design of such critical features as radii at intersections and
radii of turning roadways (1). Figures 7 and 8 present the minimum turning
paths for P (passenger car) and SU (single unit truck) design vehicles. The
principal dimensions affecting design are the minimum turning radius, the
tread width, the wheelbase, and the path of the inner rear tire. The paths
indicated, which are dlightly greater than the minimum paths of nearly al
vehicles in each class, are the minimums attainable at speeds less than 10

mph, and consequently offer some leeway in driver behavior.

22



“nun JuIMo[[0] 34} JO X8 3AIIRJJ PR3] Yt 01 Wiod YAY Y WO JURISIP Y1 ST |
“utod Yoi1Y Y1 OF AXT SA11I9JJ9 I8 AY) WOJJ DURISIP Y1 SI §
*SISBQ[IIYM J[INYIA FALIIAYJI 1B g m "t ‘tEM lEM
*parewnIsa st }[ds ‘¢’ 6 UOISUSWIP PAUIQWO) = P
‘porewsns? 51 1[ds ‘g UOISUIWIP PAUIQUWIO) =
‘paBWNSS st 31{ds *p 6 UOISIWIP PAUIQWIO) = q
“porewINS? st ids *pT uoISAWIP PAUIqUWO) = B
(10y vourisissy uonelsodsuel] 98JING) VVIS 7861
ut pasaiejpuead se J9[1ed) €6 YIM OIYA UBISAT = 4
19y 2oumsissy uoneuodsuel] aeng)
VVLS 7L861 vt paidopn se 331iea1 g YA A udisact =

Discussion Paper No. 13
RIGHT-IN RIGHT-OUT CHANNELIZATION

9 1T 0t 8 v £ 8 g/HN J9[tel} leog pue JWOH JOION
S Sl 1 3 £ [Ad 8 ad - Ja[len Jeoq pue e
S 81 Il 0l £ &b 8 id Jopren) Jadwed pue 180
_ 0t 9 v 0t 8 HW S0y 1010
9[O1Y9A UONILIITY
Jo[lenIwsg
144 9 oC ov (44 [4 4 811 §'8 g€l PlI-AM siqnoq ay1duny,
L1z L1z % pt't Lot $'el £ $T [40) $'8 s'el 96-9M Bnremwog oidug,
=S¥ 0T € € vL $'8 SEl  =xl9-HM Ja[leniwag dlel1SIA]
w-or 0T £ £ 69 $'8 SEl #79-9M JojiBniag dNeisAu|
Jajten-{|nj—isa[ien
6'0C at'S Y4 114 L6 £ [4 59 §'8 Sel 09-9M -wes wonog dqno(.,
0¢ 0T [4 £ 99 $'8 S'El 0S-9Mm Japielliwos adse
L €l 9 14 0§ $'8 SEl  Oob-aMm JR[Imnues aeipaamu]
SyoNI) uonTUIqUWOD)
0T P 8l §6 S8 09 §'8 $ol  sSng-v snq pajenonly
ST 8 L 1] ¢'8 Sel snd snq 1un 3|duig
0T 9 14 0¢ $'8 sel ns }onuy jiun ajulg
11 Y £ 61 L sTP d Iro 1a8uasseq
dM fam L S M 'EM ¥vIY uodd  qBua yipim IYBRH  joquids adAy, 2piya udisaq
3ueytarQ A EIYG)

(1) uogsuauy(q

(T) suosuswigapiypA ubsea zaldqeL

23



Discussion Paper No. 13

RIGHT-IN RIGHT-OUT CHANNELIZATION

THIS TURNING TEMPLATE SHOWS THE TURNING PATHS OF THE AASHTO DESIGN
VEHICLES. THE PATHS SHOWN ARE FOR THE LEFT FRONT OVERHANG AND THE

OUTSIDE REAR WHEEL. THE LEFT FRONT WHEEL FOLLOWS THE CIRCULAR CURVE,
HOWEVER, 1TS PATH IS NOT SHOWN.

<08

o 10 20 30 40

M N |

SCALE IN FEET

Figure7. Minimum Turning Path for P Design Vehicle (1)
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THIS TURNING TEMPLATE SHOWS THE TURNING PATHS OF THE AASHTO DESIGN
VEHICLES. THE PATHS SHOWN ARE FOR THE LEFT FRONT OVERHANG AND THE
OUTSIDE REAR WHEEL. THE LEFT FRONT WHEEL FOLLOWS THE CIRCULAR CURVE,
HOWEVER, ITS PATH IS NOT SHOWN.

208!

0 10 20 30 40

e R |

SCALE IN FEET

Figure8. Minimum Turning Path for SU Design Vehicle (1)
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Turning Roadway Design

In order to accommodate the design vehicle when making aturn at a speed consistent with the
operation of the intersection, the alignment of the inner pavement edge and the pavement width
are the principle controls for the design of turning roadways. With radii greater than minimum,
these controls result in an area large enough for an island, generally triangular in shape, between
the inner edge of the turning roadway and the pavement edges of the through highway. The inner
edge of pavement on the turning roadway should be designed to provide at least the minimum size
idand and the minimum width of the turning roadway pavement. The turning roadway pavement
should be wide enough to permit the outer and inner wheel track of a selected vehicle to clear the
edges of the pavement by about 2 ft on each side. Although the turning roadway pavement width
should not be less than 14 ft, pavement widths designed for larger vehicles may be reduced with
paint or color contrasting treatments to channelize passenger cars and discourage the appearance

of two turning lanes.

Figure 6 shows minimum designs for turning roadways for a 90° right turn to fit these controls. A
design based on a minimum size island and a minimum width of channel of 14 ft resultsin a
circular arc of 60 ft radius on the inner pavement edge of the turning roadway or in athree
centered curve with radii of 150, 50, 150 ft with the middle curve offset 3 ft from the tangent
edges extended. This design not only permits passenger vehicles to turn at a speed of 15 mph, but
also enables SU design vehicles to turn on aradius of approximately 65 ft and till clear the
pavement edges of the channel by about 1 ft on each side.

Turning Roadway Design for Trucks

By increasing the pavement width to 18 ft and using the same combination of curves, i.e., 150-50-
150 ft, but with the middle curve offset 5 ft from the tangent edges extended, SU and WB 50
design vehicles can use a 70 ft turning radius with adequate clearances (1). At locations where a
significant number of semi-trailer combinations will be turning, the design with a minimum curve
of 65 ft radius, offset of 6 ft, and terminal curves of 180 ft radii should be used. It will provide for
aWB 50 design vehicle passing through a 20 ft turning roadway pavement and will benefit the

operation of smaller vehicles. For each minimum design, a three centered symmetric, compound
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curve is recommended; however, asymmetric compound curves could also be used, particularly

where the design provides for the turning of trucks (1).

Minimum design dimensions for obligue angle turns are given in Table 3 (1). Curve design for the
inner edge of pavement, turning roadway pavement width, and the approximate idand size are

indicated for the three chosen design classifications described at the bottom of the table.

Exclusive Right Turn Lanes

Drivers leaving a highway at an intersection are usually required to reduce speed before turning.
Drivers entering a highway from a turning roadway accelerate until the desired open road speed is
reached. Right turn lanes remove the decelerating right turning vehicles from the through traffic
lanes and thereby eliminate the need for through traffic to sow down or change lanes behind
them. Consequently, right turn lanes improve the operational efficiency of the roadway by
eliminating the through vehicle delay and operating cost associated with speed-change cycle (7).
The delay experienced by the through vehicle can range from a few seconds to over 20 sec per
right turn, depending on the speed and the volume of traffic. When undue deceleration or
acceleration by leaving or entering traffic takes place directly on the highway traveled way, it
disrupts the flow of through traffic and often is hazardous. To preclude or minimize these
undesirable aspects of operation at intersections, speed change lanes are accepted practice and are
frequently used on main highway intersections. They often are effective with right-in right-out

channelized designs.

Accident Potential of Exclusive Right Turn Lanes

The relative accident involvement ratesin Table 4 indicate that a vehicle traveling on an at-grade
arterial at a speed of 35 mph sower than the speed of the normal traffic speed is 180 times more
likely to be involved in an accident than a vehicle traveling at the same speed as the other vehicles
in the traffic stream. A vehicle traveling 35 mph slower than the traffic stream has 90 times the
chance of being involved in an accident as a vehicle traveling 10 mph slower (25). Stover and
Koepke (23) indicate that, although the relative ranges may be in considerable error, for any
specific section of street or freeway, they clearly show that increased accident potential.
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Table 3. Minimum Design for Turning Roadways (1)

Three-Centered Width  Approx.

Angle Compound Curve of Island
of Turn Design Radii Offset  Lane Size
(degrees) Classification (ft) (ft) (ft) (sq ft)
75 A 150-75-150 3.5 14 60

B 150-75-150 5.0 18 50

C 180-90-180 3.5 20 50

90* A 150-50-150 3.0 14 50

B 150-50-150 5.0 18 80

C 180-65-180 6.0 20 125

105 A 120-40-120 2.0 15 70

B 100-35-100 5.0 22 50

C 180-45-180 8.0 30 60

120 A 100-30-100 2.5 16 120

B 100-30-100 5.0 24 90

C 180-40-180 8.5 34 220

135 A 100-30-100 2.5 16 460

B 100-30-100 5.0 26 370

C 160-35-160 9.0 35 640

150 A 100-30-100 2.5 16 1400

B 100-30-100 6.0 30 1170

C 160-35-160 7.1 38

1720

* INustrated in Figure IX-29.
NOTES: Asymmetric three-centered compound curves and straight tapers with a sim-
ple curve can also be used without significantly altering the width of pavement or cor-

ner island size.

Painted island delineation is recommended for islands less than 75 ft® in size.

Design classification:

truck to turn with restricted clearances.

29

A—Primarily passenger vehicles; permits occasional design single-unit

B—Provides adequately for SU; permits occasional WB-50 to turn with
slight encroachment on adjacent traffic lanes.
C—Provides fully for WB-50.
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Therefore, designs which produce small speed differentials of less than 10 or 15 mph are the

desirable functional design of arterials.

Table 4. Relative Accident Involvement Rates (23)

Speed Differential (mph)
0 -10 -20 -30 -35
Accident Rate 110 220 720 5,000 20,000
Ratio, O mph differential 1 2 6.5 45 180
10 mph differential 1 3.3 23 90

Exclusive Right Turn Lane Width

A speed change lane should be of sufficient width and length to enable a driver to maneuver a
vehicle into it properly, and once in it, make the necessary change between the speed of operation
on the highway or the street and the lower speed on the turning roadway (1). They should be at
least 10 ft wide and preferable 12 ft wide. Desirably, the lane width should be in addition to that
of the gutter pan.

Exclusive Right Turn Lane Warrants

Theright turn deceleration lane is applicable on al highway types. According to Glennon et al.
(7), highway ADTSs should exceed 10,000 vpd and highway speeds should be at least 35 mph.
Driveway volume should exceed 1,000 vpd with at least 40 right turn ingress movements during
peak periods. This technique should not be applied on frontages less than 150 ft in width or where

the deceleration lane will restrict access to upstream properties.

Exclusive Right Turn Deceleration Lane Lengths

The recommended lengths for right turn deceleration lanes, according to Glennon et al., are listed
in Table 5 (7). However, the effort underway in this project under Discussion Paper No. 11, and
the resulting standards should be applied.
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Table5. Recommended Lengthsfor Right-Turn Deceleration Lanes (7)

Highway Speed (mph) Deceleration Lane Length (ft)
55 380
50 310
45 250
40 210
35 170
30 150

Exclusive Right Turn Lane Accident Reduction
The literature revealed that 15% of all driveway accidents involve right turn ingress movements.
The deceleration lane is expected to eliminate 50% of these accidents. Thus, an overall annual

accident reduction of 7.5% is expected by implementation of this technique (7).

Exclusive Right Turn Acceleration Lane Lengths

Installation of aright turn acceleration lane reduces through lane deceleration requirements by
facilitating higher speed driveway merge maneuvers. The merge maneuver is facilitated by the
availability of the right turn acceleration lane for use by right turn egress driveway vehicles. The
speed difference of the driveway-to-highway merge is reduced by allowing driveway vehicles the
necessary length to accelerate. The merge maneuver can be accomplished more safely when the
speed is more compatible with highway running speeds. The recommended lengths for right turn
acceleration lanes, according to Glennon et a., are listed in Table 6. Again, the effort underway
with the ODOT Technical Design committee will set these requirements.

Exclusive Right Turn Acceleration Lane Warrants

A right turn acceleration lane may be warranted on all highway types. Highway volumes should
exceed 10,000 vpd and speeds should be greater than 35 mph. The technique should be
implemented only at driveways that have at least 75 right turn egress movements during peak
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demand periods. These warrants must be made compatible with those resulting from the efforts of
the ODOT Technical Design committee.

Table 6. Recommended Lengthsfor Right-Turn Acceleration Lanes (7)

Highway Speed (mph) Deceleration Lane Length (ft)
55 850
50 680
45 450
40 310
35 210
30 150

Use of a Channelizing Idand with the Exclusive Right Turn Lane

The application of a channelizing island, or wing, prevents right turn deceleration lane vehicles
from returning to the through lanes, as shown in Figure 10. It also eliminates some of the left
ingress movements from the opposing lanes. A reduction in the encroachment conflict, basically
sideswipe, occurs. However, an increase in the number of single vehicle mishaps may occur due to
vehicles striking the island. This median should possess the following dimensions and

characteristics:

e 2 ft width, minimum

e 2 ft separation from through traffic lanes, minimum

e Minimum of 6 ft extension into intersection

e Reflectorization for night time driving

e Extend far enough to prohibit reentry into through lanes

e Consist of sufficient lane width to accommodate traffic safely.
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Figure 10. Right-Turn Lane Channelization (7)
M edians

A nontraversible raised median on the mgjor facility can improve the operations of aright-in right-
out design by precluding the left turning movements. The safety benefits of medians are discussed
in Discussion Paper 4, TRI, OSU for the ODOT Access Management Project.

RESEARCH RESULTS

Research Study

The research results and recommendations in this report are based on a study of 20 different
locations in Oregon and Washington. The intersections were selected to investigate the effects of
the following factors on performance of right-in right-out channelization:

e Location setting

e |dandsize

e |dand shape

e Mediantype

e Useof traffic control devices

e Existence of acceleration and deceleration lanes
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Seventeen of the isands are located on arterials as a secondary entrance to an activity center, such
as a shopping mall or warehouse. Although sufficient access is available from a signalized
intersection, the existence of this access reduces the turning volume along the other roads. The
other three idands are located at the crossing of an arterial and local street. Table 7 provides
information about the locations. A comprehensive discussion of this research effort and the results
are given in the unpublished Masters of Science research project report, “Right-1n Right-Out
Channelization,” Ahmet Aksan, TRI, OSU, 1997.

Left-In and L eft-Out Violations

There are three types of violations at right-in right-out channelized sites:
e Left-inviolations

e Left-out violations

e Wrong way operation

The violations at the study locations are given in Table 8. The left-in and left-out turn percentages
given in Table 8 are found by dividing the total number of left-in or left-out violations by the total
number of right-in right-out movements, respectively. Wrong way movements are not included in

left turns.

In general, there were less left-out violations than left-in violations at the intersections studied.
The left turn from the approach is the most difficult maneuver to execute at an unsignalized
intersection. Firgt, it faces the most complex set of conflicting flows, such as major street flows, in
addition to the opposing right turn and through movement on the minor roadway. Secondly, a
“Right Turn Only” sign warns the drivers who enter the major street from an approach that a left-
out turn is prohibited. Few locations have “No Left Turn” signs for left-in turning vehicles. At
some locations, where another driveway is located across from the right-in right-out channelized
island, some drivers make the left turn by crossing the street into the approach on the other side,
making a U-turn, and then making aright turn from that approach.
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There were different types of left-in violations. At locations without raised medians, drivers
usually make a direct left-in turn and enter the approach road. A long-raised or short-raised
median forces the drivers with the intention of a left-turn to make a U-turn after passing the island

to enter the approach.

L ocation Settings

After carefully reviewing the research data, four common settings for channelized island locations
were found that help define the performance of right-in right-out locations. The location setting
reflects the location of the channelizing island with respect to the best directional desire line to the
major activity at the site for drivers approaching the site. Driverstry to take the most direct route
to their desired destination. Data aso indicated that there is a strong correlation between the
channelized idand settings and violation rate. At locations where the only means to decrease the
travel time to or from an activity center is through a violation, the violation rate is found to be
high. The location settings are developed based on how the right-in right-out channelized

intersection is placed relative to other access and primary activities.

At some locations drivers have to pass by the channelized entrance on the arterial to enter the
activity center because a left-in turn is not permitted. They enter the activity center through the
signalized intersection which is located farther along the arterial. At these locations, where the
driver can save some time by taking aleft-in turn, the violation rate is found to be high. However,
if the drivers arrive at the signalized intersection with a crossing roadway that has an entrance to
the activity center right-in right-out before the right-in right-out island on the arterial, the

violation rate is found to be low.

Setting A (Figure 11a)

In this setting the activity center has two entrances. The main entrance is onto the crossing
roadway connected by a signalized intersection. The second entrance has a channelization island
which is located on the arterial. For drivers coming from the west (W), the entrance on the arterial
is the best option to enter the activity center. Drivers coming from the north (N) and the east (E)

have to pass the signalized intersection and use the main entrance conveniently.
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Figure11. Setting A and B
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However, if the main traffic generator in the mall areaislocated close to the isand and far from
the main entrance, the shortest way to that location is through the entrance on the arterial where
theidand is located. This also applies for drivers who do not want to interfere with the pedestrian
and vehicle traffic at the entrance and at the parking of the activity center. Basically, by making a

left-in turn, drivers can avoid delays and therefore decrease their travel time.

For drivers leaving the activity center, there are several options. Drivers going E can either use
the main entrance or the channelized entrance on the arterial without any problem. It is the same
for drivers going N or S. However, for adriver going W, the shortest way out of the activity

center is through the entrance on the arterial and a left-out turn.

Setting B (Figure 11b)

There are two entrances for the activity center. The main entrance is onto a crossing roadway
connected by a signalized intersection, and the second one is through a channelized intersection
on the arterial. Drives come from W and N would usually go through the intersection and enter
the area either through the main entrance or through the channelized intersection without any
difficulties. However, drivers coming from E have to take alonger path. They have to drive to the
intersection, wait for the left turn signal, and after passing through the intersection, enter the
activity center. For these drivers, making aleft-in turn on the arterial saves them from the delay

and additional distance that they would have to drive at their destination.

In leaving the shopping area, none of the drivers can make their trip shorter by taking the left-out
turn. The left-out turn is a better option only for drivers who want to avoid the traffic inside the

activity center. However, this type of movement has seldom been observed.

Setting C (Figure 12a)

The activity center is provided with three entrances. The channelized entrance is located at the
arterial between the other two entrances, which usually are signalized. None of the drivers would
save any time, nor would they take the shortest path by making a left-out turn at the channelized
island.
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Figure 12. Setting C and D
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Setting D (Figure 12b)

Theidand islocated at the crossing of an arterial and a local street. In most cases, the drivers who
feel the need for aleft turn can go to their destination with the help of a parallel street without
much delay. It is believed that most of the violations are by drivers who are not familiar with the
location. It is observed that some drivers stop after seeing the “Right Turn Only” sign. They back

up, make a turn and drive into the opposite direction.

Location Settingsvs. Violation Rates

Information on the violation rates relative to location settings are given in Table 8. Figures 13a
and 13b show the percentages of the left-in and left-out violations sorted by the settings. Setting

B for left-in turns results in more violations than the other three settings. For left-out turns,
however, locations with Setting A have more violations than any other setting. Location #18 has a
very high violation rate among the islands with the same setting. This location has a painted

island, and painted ilands are not very effective in preventing traffic movements.

Locations 3 and 10 show high violation rates for left-in turns compared to other locations with the
same setting. However, in both cases, drivers have easier access to the main traffic generators

through the channelized idland, as shown in Figure 14.

Violations by Median Type

In this analysis there are seven different types of median: flush median, TWLTL, left turn lane
(LTL) for the opposing traffic, no median, short raised median, long raised median, and
continuous raised median. Each location is analyzed separately for left-in and left-out turns
because at some locations the length of the median had an influence only on one turn and not on
both. Table 9 provides information on the violation rates relative to the median types of each

location.
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Figure 13b. Violation Ratesfor Left-Out Turns
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Table9. Median Type and Violation Rates of L ocations

Location Location Median Type Median Type Left-in Left-out
Number Setting for Left-in for Left-out percentage percentage
#3 A TWLTL TWLTL 0.12 0.07
#10 A TWLTL TWLTL 0.39 0.03
#2 A No No 0.00 0.06
#11 A No No 0.01 0.00
#13 A No No 0.08 0.05
#12 A No No 0.10 0.03
#3 B TWLTL TWLTL 0.22 0.00
#17 8 TWLTL TWLTL 0.25 0.00
#9 B Flush Flush 0.10 0.01
#7 ] No (LTL for thru traf) |No (LTL for thru traf) 0.11 0.00
#5 B No (LTL for thru traf) |No (LTL for thru traf) 0.60 0.01
#15 B No Shott Raised 0.04 0.00
#16 B8 Long Raised Shott Raised 0.03 0.01
#5 B8 Short-Raised Long Raised 0.73 0.00
#1 C TWLTL TWLTL 0.01 0.09
#4 C No No 0.05 0.01
#14 C No Short Raised 0.08 0.00
#18 D No No 0.19 0.10
#19 D Raised Raised 0.00 0.00
#20 D Raised Raised 0.00 0.00
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It is observed that for Setting B, a signalized intersection near the isand has a significant influence
on the left-in violation rate. When the traffic light is red for the traffic from W, drivers with the
intention of aleft-in turn can easily find the gap they need to make the turn. If the idand is within
the functional limits of the intersection, the drivers coming from E, with the intention of aleft turn
at the intersection, are backed up past the idand. In this case, drivers who want to make a left-in
turn don't create problems for the drivers behind them. Since the volume from the cross streets
into the arterial is usually not that high, the drivers find the gap they need and make the left-in

turn.

The locationswith TWLTL or LTL for opposing traffic have higher violation rates than the others
(Figure 15). In both cases, the drivers who want to make the left-in turn can protect themselves
from the through traffic by pulling into the TWLTL or into the LTL. When the traffic light is red
for the through traffic, they find the gap they need and complete their turn. For Setting B,
Location #8 and #17 have high left-in violation rates. For Setting A, Locations #3 and #10
experience the highest violation rates. All of these locations have TWLTLS. Locations #6 and #7
have LTLs and aso high violation rates.

At the locations with continuous raised medians, no violations were found (Locations #19 and
#20). Long raised medians manage to keep the violation rate low but do not eliminate them
completely. Short raised medians help to keep the violation rate low at certain locations but also
create other problems. It is observed that drivers enter the lanes of the opposing traffic, drivein
the wrong direction until they pass the idand and finally cross the street. There are not many
problems at undivided streets with no median. This may be because drivers on the through lanes

would feel pressure from the cars behind and not attempt to make the turn at all.
The analysis of left-out turns and median type indicate very low correlation (Figure 15).

Continuous raised medians showed no violations. Long raised medians showed very low violation

rates.
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Figure 15b. Left-Out Violation Rates Sorted by Setting and Median Type
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Isand Length

The analysis of alocation for violations requires the consideration of the setting, median type,
distance to the closest intersection, and the size of the iand. The data collection effort was
limited to 20 locations which is not sufficient for a good comparison. However, the locations

observed provided some insight on the effect of iand length.

In this project three different terms were used to identify island dimensions. Upstream length (Lu),
meaning the idand length on the upstream side of the isand, downstream length (Ld), meaning
the length of the isand on the downstream side of the island, and depth, meaning the length of the
idand from the arterial into the side street. (Figure 16)

Downstream length and upstream length are analyzed separately because many of the iands are
not symmetrical (Table 10). It is believed that, although the idand size plays an important role in
reducing the number of violations, other factors such as setting and median type are more

important factors.

Right-turn lanes are desirable at arterials to accommodate speed changes. However, for left
turning vehicles from the arterial into the activity center, they provide some additional space to
complete the turn. The vehicles can easily manage turning angles up to 135° within the extra
width provided by the right-turn lane. Unless the upstream side of the idand is large and the width
of the deceleration lane is narrow, they can have a very comfortable turn at locations with a

traversable median.

For Setting A in Figure 17, the smallest iSands have the most violations. Locations #3 and #10
both have TWLTLSs. It is believed that when alocation has a small size idand and a TWLTL, it
creates a good setting for violations. Locations #2 and #11 have large isand sizes and also very

low violation rates.
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Table 10. Idand Sizesand Right-Turn Lanes

Location Location Inght tum Right tum Island Upstream Downstream
Number Setting decel lane accel lane Depth Length (ft) Length (ft)
#10 A Yes (10 ft shoulder)  INo 17.4 10.7 4.0
#3 A No No 64.2 15 12.8
#12 A Yes (10 ft Shoulder) |Yes (10 ft Shoulder) 39.9 15.7 14.1
#13 A Yes (15 ft shoulder)  |Yes (15 ft shoulder) 53.0 27.4 25.5
#11 A Yes (15 ft shoulder)  [Yes (15 ft shoulder) 45.4 41.4 33.8
#2 A Yes No 39.4 44.1 11.3
#17 B Yes (15 ft shoulder) |Yes (15 ft shoulder) 14.7 8 6.2
93 B No No 20.7 9 8.6
#9 B No No 23.7 11 11.0
#16 B Yes No 17.2 15.8 7.3
#7 B Yes No 64.0 30 35.8
#6 B Yes No 57.0 31 26.8
#5 B Yes No 107.7 36.3 14.1
#15 B Yeos Yes 30.5 76 50.4
#4 [o] Yes No 38.5 11.4 18.5
#14 [} No No 28.7 20.4 15.7
#1 c Yes No 47.6 112.6 24.8
#20 D No No 325 7 33.3
#19 D No No 28.7 135 15.7
#18 D No No NA NA NA
Lu Ld
'S
Depth

Figure 16. Island Terminology
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Figure 17a. Left-In Violation Rates Sorted by Setting and Upstream Length
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Figure 17b. Left-Out Violation Rates Sorted by Setting and Upstream Length
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When analyzing the data for Setting B, an obvious pattern between the length and the left-in
violation rate could not be found. The idands with the most violations are also the largest ones.
However, at Locations #5 and #6 the islands are within the functional area of the intersection and
the drivers can easily find the gap they need to make a left-in turn. The size of the isand can not
help keep the violation rate down. Locations #3 and #17 also have high violation rates. The
reason for thisis believed to be the small isand sizesand TWLTLSs. Location #16 has the lowest
violation rate. At thislocation the long raised median prevents all of the left-in turns. Location
#15 has the longest upstream length and also one of the lowest violation rates. At this location the

idand size is believed to be the most important factor in keeping the violation rate low.

For left-out turns, Setting A has the highest violation rate. There is no obvious correlation
between the isand size and violation rate among these idands. Location #11 has zero violations
and also the biggest idand size. However, other locations with similar setting and idand size

experience high violation rates.

Wrong Way M ovements

Four locations experienced wrong way movements. The data do not indicate any obvious reason
for these locations to have wrong way violations. Locations #6, #12 and #18 have already had
high left-in rate when compared with other islands in the same setting. However, it is observed
that at Locations #6 and #12 the drivers did not have any difficulty in entering the wrong way.
Location #18 has a painted island that has been run over by many drivers as well. The driver who
committed the violation at Location #15 had to drive aimost 150 ft in the wrong way to enter the
activity center from the wrong way. At other locations where drivers could easily make a violation

no violations were observed.

Right-In Speeds
A speed change lane helps the driver make the necessary change between the speed of the
operation on the highway and on the turning roadway. In a more complete analysis of the right-in

maneuver, speed and conflict data were collected.
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Figure 18a indicates that there is not much difference between the right-in speeds at locations with
a deceleration lane (12.38 mph) or without a deceleration lane (12.24 mph) (Locations #18 and
#19 were excluded). However, conflict data (Table 11) indicate that right turn same direction

conflicts are substantially lower at locations with a deceleration lane.

No correlation could be found between the size of the idand and right-in speed. Therefore, data
were organized based on the site specifications (Figure 18b). Some locations have crowded
entrances due to vehicle and pedestrian traffic. At some other locations drivers had to drive
downgrade or upgrade after leaving through traffic lanes. The rest of the locations were not

crowded and were level.

At locations with crowded entrances (11.5 mph) or where the drivers had to go upgrade (11.75
mph), the average entrance speed is low. However, drivers coming to alocation with a
downgrade entrance can enter at higher speeds (13.70 mph). Locations #18 and #19 were
excluded from the calculations because these idands are located at the crossing of an arterial and
alocal street and also merge with an angle that provides a higher entrance speed for the vehicles.
Locations without any specia conditions average an entrance speed of 12.31 mph. Locations #3
and #20 have lower right-in speed than the others with the same conditions because of poor sight

distances.

Conflict data indicate that there are not many conflicts created by violations (Table 12). It was
observed that drivers who violate usually take their time and wait for a convenient moment to
complete their turn. They are much more careful than if they were making aregular left turn. The
reason for this may be that the drivers already know that they are in violation, so they take extra
caution and do not put themselves into jeopardy.
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Right-in Speed

Right-in Speed

Without Deceleration Lane

With Deceleration Lane

275

25.0

#14 #3 #18 #19 #8 #9 #20 #5 #2 #4 #15 #

Locations

#16

132

Figure 18a. Right-In Speeds Sorted by Right-Turn Lane
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129
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#10 #17 #14 # #11 #3 #2 #4 #15 #12 #18 #19 #8 #9 #1 #16 #7 #13 #20 #6
Location

Figure 18b. Right-In Speeds Sorted by Speed Reason
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Table 11. Speed Information of L ocations

Location Right tum Right turn 85th % Average Right in Speed Speed
Number Setting decel lane accel lane Speed Speed speed Differance | Reason
#10 A Yes (10 f shoulder) _[No 37.5 2.4 11.6 20.73 c
n7 B8 Yes (151 Shoulder) _ |Yes (15 ft shoulder) 355 20.6 11.4 18.20 c
{#14 c No No 303 26.1 12.9 13.22 D
#5 B Yes No 29.4 26.3 14.1 12.19 D
|#11 A Yes (15 ft Shoulder) _[Yes (15 ft shoulder) 38.2 346 14.3 20.32 D
I A No No 24.8 21.6 125 9.06 D
le2 A Yes No 20.7 259 11.5 14.40 u
lea c Yes No 29.7 25.9 11.7 14.15 u
#s 8 Yes Yes 4.7 37.9 12.2 25.70 U
12 A Yes (10 ft Shoulder) _[Yes (10 ft Shoulder) 34.4 20.7 1.5 18.19 U
|18 D No No 30.2 27.4 18.7 8.7 A
|#1s D No No 39.5 355 252 10.25 A
les B No No 33.9 30.1 12.5 17.56 NR
Fs B No No 339 30.1 12.0 18.08 NR
# c Yes No 40.7 7.0 125 24.49 NR
Ims B Yes No 54 46.2 12.8 33.61 NR
114 B Yes No 25.4 20.6 13.2 7.47 NR
#13 A Yes (15 ft shoulder) | Yes (15 &t shoulder) 38.2 34.6 12.4 22.90 NR
#20 D No No 423 378 11.3 26.60 NR
6 B Yos No 26.2 23.0 12.0 11.02 NR
C= Crowded D= Downgrade U= Upgrade NR= No Restrictions
Table12. Total Conflictsfor 2 hoursPeriod
Location Right tum Slow vehicle Lane change Lane change | Opposing lett Right tum Left tum
Number | same directio | same direction | from left to right { from right to left cross from right | cross from right

£1 1 0 1 0 0 1 0

22 4 1 1 2 0 4 1

£3 53 25 4 8 6 5 0

%4 2 0 0 0 1 38 0

25 4 3 0 0 6 15 0

%6 7 3 0 0 8 0

£7 7 2 3 2 1 0

238 9 5 0 1 1 0

£9 11 5 0 1 1 10 0

%10 11 6 0 0 8 2

%11 2 0 0 0 0 0

#12 2 1 0 1 2 0 0

£13 2 1 0 0 2 0 0

%14 8 3 0 0 0 12 0

215 1 0 0 0 0 0

£16 0 0 0 0 0 0

£17 7 2 1 3 2 0

%18 21 10 0 4 2 3 3

£19 52 21 0 s 0 12 0

£20 75 39 0 3 0 69 0
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Accident Rates

Traffic accidents often follow certain patterns that can be identified. Accidents reflect a
shortcoming in one or more components of the driver-vehicle-roadway system. Table 13 shows
the accident rates for the locations. The analysis shows that 10 of the locations did not experience
any accidents. Only five locations had some accidents; however, the accident rate at these
locations is very low. Location #20 has the highest violation rate. The majority of the accidents at
this location are rear-end accidents. The reason for that is believed to be the high average running
speed (37.9 mph) and the lack of right turn lanes. Location #17 also has a high accident rate
compared to other locations with right turn channelization. However, it is believed that the

accidents are related to the intersection traffic and not to the idand itself.

DISCUSSION OF RESULTS

L ocation Setting Most Important Consideration

Specific guidelines are not available to evaluate the violation rates fully at right turn only
channelization. The results of the research show that the setting of the island is the most important
element in analyzing the violation rates. The median type and the size of the idand are believed to

be other critical factors in decreasing the rate of violations.

Continuous Raised M edian Eliminates Violations

For left-in turns, it is believed that the size of the upstream length of the island plays a big role in
keeping the violation rate down. Other sites with continuous raised median prevents al left-in or
left-out turns. Locations that are very to close to an intersection may experience high rates of
violation if they can use the left turn bay and turn when the signal blocks approaching traffic.

Locations with continuous raised median had zero violations.

For left-out turns, sites with alarge downstream length had zero violations. A site with a painted
isand had the highest rate among all islands. As it was with left-in turns, sites with continuous
raised medians had zero violations. Sites with short raised medians had violation rates that are

very low. However, they still experience some violations.
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There is no pattern for wrong way violations. However, at most of the locations where wrong
way violations occurred, the drivers had good sight distance and could see whether somebody
was exiting or not. Also at locations with very low volumes, some wrong way violations occurred

even though sight distance was poor.

CONCLUSIONSAND RECOMMENDATIONS

Conclusions

On the basis of the findings of this study the following conclusions are made:

1 The rate of violation depends on the setting of the iSand. At locations where a left turn
could decrease the travel time, a high rate of violations is found.

2. A continuous raised median is the only solution for preventing left turnsto and from a
right-in right-out island. Long raised medians, short raised medians, and bigger iland sizes
have been found helpful but are not sufficient to prevent violations.

3. At arterials with amiddle lane (TWLTL or LTL) between through traffic lanes, the
violation rate is high.

4, Right-in speed can be increased dlightly by increasing the radius. However, the most
important element in right-in speed is the site specifications such as the grade or vehicle
and pedestrian traffic at the entrance.

5. Right-in right-out channelization reduces the accident rate significantly. However, no

correlation between the accident rate and the violation rate could be found.

Recommendations

Table 14 summarizes the recommended improvements for different settings.
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