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Section 6. Strategy Development and Evaluation
This section presents a menu of potential 
strategies that could help meet the goals and 
objectives identified in the previous section. 
Preferred strategies, presented in the 
Recommended Phasing Plan later in this 
report, were identified in response to specific 
safety and operational issues for all modes of 
travel and input provided by the PMT and SC.  

For strategies that provide potential safety 
benefits, a rough estimate of the economic 
value of the safety benefits (dollar amount of 
savings to the public) is provided. See 
Technical Memorandum #3 in the 
Appendix for assumptions. Technical 
Memorandum #3 also includes for each 
strategy a general definition, a description 
of the issues addressed by the strategy, a 
summary of its potential benefits, a 
description of how it may apply to the 
study area, and a discussion on the efforts 
needed to implement the strategy. 

Access Management Strategies 

Reduce the Number of 
Driveways 

 

Reducing the number of driveways could 
occur by replacing multiple driveways serving 
individual properties with one shared 

driveway or by relocating driveways to side 
streets. This would require a joint access 
agreement between private property owners. 

Every access point (driveways and 
intersections) along Fairview Avenue is a 
potential conflict point for motor vehicles, 
bicycles, and pedestrians. With more than 470 
access points located between Linder Road 
and Orchard Street (most being driveways), a 
motorist traveling at 35 mph will, on average, 
pass an access every two seconds. This 
presents a high level of potential conflicts, 
which reduces the efficiency and safety of 
travel. Movements into and out of driveways 
contribute to approximately one-fifth of all 
crashes in the corridor (or about 75 every 
year).  

Research shows a strong relationship between 
the frequency of access points along a 
roadway and the number of crashes that 
occur. Because the frequency of access points 
on Fairview Avenue is currently very high 
(nearly 60 access points per mile), even 
modest reductions can have meaningful 
impacts on corridor safety. For every five 
driveways per mile that are removed, the crash 
rate is reduced by approximately 4% (rear-end 
crashes, which were the most common type in 
the corridor, drop by 3%). This equates to 
approximately six crashes per year and an 
annual public benefit of up to $360,000. 

Create Inter-parcel Circulation 
Establishing inter-parcel circulation connects 
adjacent developments through on-site 
roadways or parking lots. This allows drivers 
to make short trips between properties 
without using the adjacent arterial. 
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When access is provided to allow vehicles to 
pass between adjacent properties without 
using the arterial, unnecessary conflicts are 
removed. Using the arterial for cross-
circulation between adjacent properties can be 
hazardous since drivers can go the wrong way 
in travel lanes and use small gaps to cross 
traffic. Providing access between adjacent 
properties offers delivery vehicles more 
circulation options and supports opportunities 
for multiple properties to share access. Care 
should be taken not to encourage high-
volume and high-speed cut-through traffic 
over adjacent properties. The intent is to 
connect parking lots so one driveway can be 
used to access multiple properties. 

Reconstruct Driveways to 
Current ACHD Standards 
Reconstructing existing driveways that do not 
conform to current ACHD design standards 
can improve safety. Reasons for non-
compliance could be surface type (e.g., dirt or 
gravel), width (e.g., overly wide or too 
narrow), steep grades, or design that does not 
meet Americans with Disability Act 
requirements.  

Driveways that are improperly designed can 
lead to unnecessary conflicts where right-of-
way for exiting and entering vehicles is 
unclear. Where driveways are too wide or too 
narrow, turning vehicles may drive faster or 
slower than desired, resulting in the slowing 
of following traffic on the roadway and the 
potential for conflicts with pedestrians, 
bicyclists, and other drivers on site. Loose 
surface material, such as gravel, dirt, or 
broken asphalt reduces roadway friction, 
which affects acceleration and braking rates. 
Many older styles of driveway design include 

cross slopes that are difficult for people with 
mobility devices to traverse. 

Remove Access Conflicts near 
Intersections 
Improve the safety and capacity of signalized 
intersections by removing potential conflicts 
within the intersection functional area where 
the driver’s attention is primarily focused on 
the traffic signal indications and the presence 
of other drivers, cyclists, and pedestrians. This 
can be accomplished by either removing 
driveways within the functional area of 
signalized intersections or by restricting turn 
movement to allow only right-in and right-out 
movements. 

Driveways that are too close to major 
intersections introduce turning conflicts that 
can have significant impacts to the safe and 
efficient operation of the corridor. They can 
encourage improper use of center left-turn 
lanes (e.g., wrong way driving), create 
additional conflicts that many drivers are not 
expecting when traveling through traffic 
signals, and may not be visible to drivers 
turning around corners. There were 
observations on Fairview Avenue where 
drivers slowing to enter driveways just beyond 
intersections stopped the flow of traffic, 
reducing the capacity of the signal and 
creating a rear-end collision hazard. 

Frontage/Service Roads 
A frontage road is a smaller road that parallels 
a major road and is located between the major 
road and abutting building sites. When these 
smaller roads run behind abutting properties 
rather than in front (as shown in the picture 
below), they are referred to as service roads. 
Frontage/service roads are publically owned 
and maintained and provide access to major 
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roads at regular intervals. Speeds and traffic 
volumes on frontage/service roads are 
typically moderate to low, making them better 
suited for accommodating a large number of 
access points. 

 

The purpose of these roads is to provide 
lower-speed access to commercial sites along 
a major roadway and to separate business 
traffic from higher-speed through 
traffic. With business access removed from 
the major roadway and relocated to the 
frontage/service road over the long term, 
congestion and safety can be improved on the 
major roadway. 

Non-Traversable Medians with 
U-Turns 

 

Non-traversable medians are most commonly 
seen as raised concrete islands in the center-
turn lanes of roadways. Where cost-sharing 
agreements can be established, decorative 
treatments can be applied to add aesthetic 
value, such as landscaping or stamped and 

colored concrete. Non-traversable medians 
can include openings at intersections and 
driveways to allow for intermittent access and 
can include provisions for U-turns. Where the 
center-turn lane is needed as a left-turn pocket 
at a signalized intersection, a non-traversable 
median may just be a narrow barrier (18 
inches or less) over the yellow painted stripe 
separating the left-turn lane from opposing 
traffic.  

Approximately 26% of all crashes in the 
corridor (or about 515) are related to 
movements into or out of driveways and 
unsignalized intersections. These crashes 
result in roughly $5.4 million of average 
annual damages to the public.  

Non-traversable medians have a significant 
effect on safety compared to two-way left-
turn lanes (TWLTL) because they control 
where turning conflicts occur, resulting in a 
more orderly and predictable pattern of turn 
movements. A substantial amount of research 
has been conducted to evaluate the impacts of 
constructing non-traversable medians on 
urban arterials. It has been consistently found 
that safety is improved when a TWLTL is 
replaced by a non-traversable median, with 
expected crash reductions of at least 23% 
(although in many cases the reductions have 
been much higher). Such a reduction in 
access-related crashes on Fairview Avenue 
could equate to an annual savings of 
approximately $1.2 million to the public.  

Non-traversable medians also improve 
pedestrian safety and connectivity by 
providing a refuge for crossings. Reductions 
in crashes involving pedestrian crossings have 
been found to be as high as 40% when non-
traversable medians are constructed.  
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Many studies have also been conducted to 
determine the effects of non-traversable 
medians on motorist delay. When considered 
together, the results are somewhat 
inconclusive, with some studies showing 
TWLTLs operating more efficiently and 
others showing non-traversable medians 
operating more efficiently. In any case, the 
positive or negative impacts on delay that 
might result from replacing the TWLTL with 
a non-traversable median are likely to be 
relatively minor and would be far outweighed 
by the benefits gained in crash prevention.  

While limiting turning movements by 
constructing non-traversable medians is very 
effective at reducing crashes, a balance should 
be sought between safety improvement and 
maintaining accessibility to businesses and 
neighborhoods along the corridor. The 
construction of full non-traversable medians 
between signalized intersections would create 
a significant amount of out of direction travel 
and would force many U-turning movements 
to the traffic signals, which would worsen 
congestion.  

Therefore, directional openings in the non-
traversable median allowing left turns and U-
turns to be made from Fairview Avenue 
should be provided as needed where there are 
access and circulation benefits. On average, 
the traffic signals in the corridor are spaced 
approximately one-half mile apart. Therefore, 
a typical segment of Fairview Avenue may be 
able to accommodate up to two directional 
openings per direction of travel between 
signals. This means that most customers 
would have to travel less than 1,000 feet out 
of direction to reach a business. According to 
the 2009 National Household Trip Survey, 
this would add about 3% to the average 

shopping trip length.  The location of 
directional openings should align with high-
use driveways or intersections where space 
allows.  

Creating U-turn movements are often thought 
to be less safe than just allowing left turns 
from a TWLTL. However, research has 
shown that replacing direct left turn 
movements from driveways with right turns 
followed by U-turns eliminates many potential 
conflicts and can reduce crashes by 20%. 

The primary concern raised with any non-
traversable median in a commercial area is the 
potential for loss of business if customers 
cannot make direct turns into and out of 
driveways. This issue has been studied in 
many areas around the country were non-
traversable medians have been installed. 

The way in which changes in access could 
affect a business also depends on the type of 
business – drive-by or destination. "Drive-by 
businesses" are those that customers frequent 
more on impulse or while driving by, such as 
convenience stores, gas stations, or fast food 
restaurants. "Destination businesses" are 
businesses that customers plan to visit in 
advance of the trip. Examples include 
electronics stores, most offices, major 
retailers, insurance agencies, sit-down 
restaurants, etc.  

Customers of drive-by businesses generally 
expect to get in and out easily and may be less 
tolerant of out of direction travel. Visibility, 
signage, and convenient access are all 
important for drive-by-businesses. These 
businesses can be more affected by the 
construction of non-traversable medians. 
However, a perception of heavy congestion or 
unsafe conditions can have a similar effect on 
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a customer’s choice to visit a drive-by 
business even where full access is provided. 
Where non-traversable medians are installed, 
close proximity to median openings is 
important.  

Customers of destination businesses typically 
plan their trips in advance. Convenience of 
access is generally of less importance than 
avoiding congested or unsafe corridors that 
may actually intimidate them from making the 
trip. Most customers will have driven several 
miles to their destination, so a little out of 
direction travel has a negligible effect on the 
length of their trip. These businesses are often 
unaffected by the construction of non-
traversable medians and may even benefit by 
an increased market area where the medians 
improve safety and congestion, making the 
trip more desirable to a broader customer 
base.  

There have been a number of documented 
case studies assessing the economic impacts 
of access management applications, and 
specifically the construction of non-
traversable medians, in states such as Texas, 
Florida, Minnesota, Iowa, Georgia, Kansas, 
and Utah. In most cases, it has been found 
that the majority of businesses do well or 
better than before the non-traversable median 
was constructed. 

Signalized Intersection 
Operation and Safety Strategies 

Update Coordinated East-West 
Signal Timing 

 

Outdated coordinated signal timings limit the 
operational efficiency of a roadway, which can 
result in unnecessary congestion, increased 
delay, and longer travel times.  Signal timing is 
a process to allocate “green time” to specific 
movements (motor vehicles, pedestrians, and 
bicycles) at signalized intersections with the 
goal of optimizing the travel. Signal 
coordination is a process to synchronize the 
signal timings of multiple intersections along a 
corridor to allow for a platoon of vehicles to 
travel together through the intersections with 
minimal or no stopping. The goal of signal 
coordination is to have multiple traffic signals 
operate as a group to minimize the travel time 
and delay of vehicles traveling the corridor. 

Optimizing the coordinated signal timing 
throughout the Fairview Avenue corridor 
could reduce vehicle delay and travel times, 
while potentially improving intersection safety 
at low cost. Improved signal timing and 
coordination could also reduce vehicle stops, 
which could lessen rear-end collision 
frequency–one of the primary problems noted 
for the corridor.  
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Operational analysis indicates that preliminary 
modifications to the existing signal timings at 
intersections along Fairview Avenue would 
result in improved motor vehicle operations 
with reductions in average signal delay of 20 
to 25%. However, in improving east-west 
travel, delays on some north-south routes 
increase. Therefore, a broader discussion of 
route priority at different times of the day is 
needed. Furthermore, the actual effectiveness 
of signal timing improvements on corridor 
throughput will be limited if many disruptions 
to smooth vehicle progression are present, 
such as frequent driveways and unsignalized 
intersections. 

Adaptive Signal Timing 
In contrast to traditional coordinated signal 
timing plans, which are predetermined timing 
plans based generally on average conditions, 
adaptive signal timing systems respond to 
varying traffic conditions, such as seasonal 
fluctuations, holiday peak conditions, 
detoured traffic, special events, lane closures, 
collisions, and many other factors, in real 
time. Adaptive signal timing systems are more 
flexible to varying traffic conditions 
throughout an hour, day, or year. 

The installation of adaptive signal timing 
could better manage traffic flow during 
varying traffic conditions that don’t fit average 
“time of day” timing plans, such as when 
crashes occur that block lanes and 
unexpectedly restrict traffic flow. Studies have 
reported the following benefits of adaptive 
signal control systems:  

§ Improved travel times by 9 to 19% 
§ Increased average speed by 7 to 22% 
§ Improved intersection LOS 

§ Reduced fuel consumptions by 2 to 
7% 

§ Reduced pollution emissions by up to 
17% 

§ Benefit-cost ratios ranging from a low 
of 1.6 to 1, to a high of 6 to 1 (i.e., a 
rate of return of 60% to 600%) 

However, as previously noted, the actual 
effectiveness of any signal timing 
improvements on corridor throughput will be 
limited if many disruptions to smooth vehicle 
progression are present, such as frequent 
driveways and unsignalized intersections. 

Red Light Running Photo 
Enforcement 

 

Red light cameras are an effective technique 
to reduce red light running. While red light 
cameras reduce the number of angle crashes 
at intersections, they often increase the 
number of rear-end crashes. However, red 
light cameras are effective at reducing the 
severity of collisions as angle crashes are 
typically more severe than rear-end crashes. 

Red light running cameras reduce intersection 
collision severity and the frequency of angle 
crashes. It has been proven that their use can 
reduce angle and fatal red light running 
collisions by 25% and 24%, respectively. This 
could potentially save the public up to 
$132,000 annually.  
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Photo enforcement cameras will also help 
reduce the frequent red light running that has 
been observed in the corridor. The addition 
of photo enforcement cameras to traffic 
signals has been proven to be effective at 
reducing red light running at urban signalized 
intersections by 86%. 

Currently, there are no laws or programs in 
Idaho that permit the operation of red light 
running cameras. Statewide or local legislation 
would have to be passed in order to approve 
the use of these devices. 

Red Light Extensions 
All-red clearance intervals can be briefly 
extended when vehicles are detected entering 
the intersection during the onset of a red light, 
potentially avoiding a collision. 

Crashes at intersections account for about 
40% of all crashes along Fairview Avenue. 
Angle crashes are typically the most severe of 
intersection related crashes with red light 
running being a common cause. 

Approximately 9% of all intersection crashes 
on Fairview Avenue are angle crashes. A red 
extension strategy can potentially reduce angle 
crashes by 36%, resulting in an annual savings 
to the public of approximately $290,000. 

Balancing Lane Use 
In some locations the use of the travel lanes 
can be unbalanced, resulting in unused 
capacity. Lane configuration modifications 
can often result in more balanced lane use for 
each movement. Traffic control devices such 
as variable lane-use signs, signing, and striping 
are also useful tools for modifying the lane 
configuration at desired locations.   

There are locations along Fairview Avenue 
where the use of the travel lanes for a specific 
movement is unbalanced. This leads to long 
vehicle queues at many signalized 
intersections that block access to driveways 
and turn lanes and spill back to other 
intersections, thereby reducing the effective 
capacity of the system. The benefit of 
balancing lane use is decreased vehicle delay 
and travel time through the corridor. 

Improved Street Lighting 
Upgrading poor or installing new street 
lighting can significantly improve nighttime 
safety. With improved street lighting, 
motorists are better able to see conflicting 
pedestrians/bicyclists and read regulatory 
signs. Improved street lighting also helps alert 
motorists of downstream driveways and 
intersections, especially unsignalized 
intersections. 

Improved street lighting increases safety for 
all modes of transportation. Research shows 
that on average improved street lighting 
creates a 27% reduction in nighttime 
collisions resulting in injuries and a 32% 
reduction in nighttime property-damage-only 
collisions. Considering the history of 
nighttime crashes along Fairview Avenue 
where no lighting was present, the addition of 
more lighting could result in an annual savings 
to the public of approximately $75,000 from 
avoided collisions. 
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Change of Protected-Permissive 
Left-Turn Phasing to Protected 
Only 

 

While protective-permissive phasing generally 
provides more capacity than protected-only 
phasing, the potential for left-turn crashes is 
greater. For intersections where gaps are few 
for permitted left turns, the number of 
opposing lanes is greater than three, and/or 
the number of left-turn collisions is high, it is 
recommended to consider removing the 
permissive phasing. 

Changing from a protected-permissive left-
turn to a protected only reduces left-turn 
collisions by as much as 48%. There are eight 
intersections throughout the corridor yielding 
58 collisions involving a left-turning 
movement. By changing from protected-
permissive left-turn phasing to protected only, 
the number of collisions could be cut in half, 
saving the public a potential of $360,000 per 
year in damages. 

ACHD is currently in the process of installing 
flashing yellow arrows allowing for permissive 
left turns where feasible with the goal to 
increase mobility. Therefore, further 
investigation should be conducted at any 
candidate location for the use of protected 
only left turn phasing to determine the trade-
offs between improved safety and improved 

mobility. A better option might be to limit 
protected only left turn phasing during 
specific times of the day when the left turn 
crash potential is the greatest. 

Installation of Reflectorized 
Borders on Signal Backplates 
Backplates are commonly applied to traffic 
signal heads to improve the visibility of the 
illuminated face by introducing a contrasting 
background. To further improve visibility, 
backplates can be framed with a reflective 
border. Adding reflective borders to existing 
signal backplates involves a simple application 
of 3-inch yellow strips of reflective sheeting. 

Fairview Avenue has the second greatest 
“high-crash” intersections in Ada County and 
approximately 40% of all corridor crashes 
occur at traffic signals. Frequent red light 
running has been observed in the corridor.  

The addition of reflectorized backplates to 
traffic signals has been proven to be effective 
at reducing unintentional red light running 
and reducing the overall number of crashes at 
urban signalized intersections by 7 to 15%. If 
applied to all signalized intersections in the 
corridor, this could result in a reduction of 
approximately 24 crashes per year and a 
potential annual savings of $1.32 million to 
the public. 
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Transit Strategies 

Transit Signal Priority 

 

Transit Signal Priority (TSP) is a traffic signal 
operations strategy that helps to minimize bus 
delay at signalized intersections. TSP systems 
use sensors to detect approaching transit 
vehicles and alter signal timings to improve 
transit performance by minimizing bus delay 
and number of stops. The signal timing 
adjustments for buses typically consist of 
extra green time for the bus movement either 
at the beginning of the phase “early green” or 
at the end of the phase “green extension.” 

TSP is a cost-effective strategy that would 
help support and enhance the quality of 
transit services along the Fairview Avenue 
corridor by improving the transit travel times 
and service reliability, thereby increasing the 
attractiveness of transit as an alternative to 
motor vehicle travel. Studies report the 
following benefits of deploying TSP: 

§ Increases transit ridership by up to 
25% depending on the route 

§ Improves the average transit running 
time by 15 to 25% 

Bus Pullouts 
Bus pullouts are widened areas of the roadway 
shoulder that allow transit vehicles to pick up 
and drop off passengers outside the traveled 

way and are generally provided on high-
volume and/or high-speed roadways. They 
are frequently constructed at bus stops with a 
high number of passenger boardings, such as 
large shopping centers, office buildings, and 
factories. 

By removing stopped buses from travel lanes, 
traffic delays are considerably reduced. They 
also help better define bus stop locations, can 
be used for bus layovers, and create a more 
relaxed environment for loading and 
unloading.  

Disadvantages of bus pullouts can include 
difficulty of reentering traffic leading to transit 
delays and the need for additional right-of-
way. New statutes requiring other vehicles to 
yield to buses re-entering the travel lane 
would be a good complementary strategy for 
bus pullouts. 

Pedestrian and Bicycle 
Strategies 

Complete Bike Lane Gaps 

 

Bike lanes are lanes that have been marked on 
the road for exclusive bicycle use (bicycle 
rider decal on pavement). Bike lanes separate 
bicyclists from the motor vehicle space and 
significantly improve cyclist safety. 
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Currently, the majority of Fairview Avenue 
does not provide bike lanes or clearly defined 
shoulders for bicyclists. Bicycle facilities are 
an integral part of providing a balanced 
transportation corridor that serves all users. 
Filling bike lane gaps improves connectivity 
and would provide safe access to existing and 
future transit stops for cyclists. Research 
indicates that major streets with bike lanes 
present about a 50% lower risk of injury to 
cyclists than major streets without bike lanes. 

Complete Sidewalk Gaps 
Sidewalks remove pedestrians from the motor 
vehicle space. Good sidewalks are continuous, 
accessible to everyone (including ADA 
features), provide adequate travel width and 
feel safe. ACHD policy requires arterials to 
provide sidewalks that are at least 7 feet wide 
if located adjacent to the curb, or 5 feet wide 
if located 6 feet or more behind the curb.  

Gaps in the sidewalk system force pedestrians 
to walk over uneven or muddy surfaces. Many 
such gaps are not passable by pedestrians with 
disabilities. As a result, some pedestrians 
choose to travel along the side of the roadway 
or are deterred from walking at all. Filling 
sidewalk gaps improves the connectivity of 
the pedestrian network and provides safe 
access to existing and future transit stops. 

Pedestrian and Bicycle Crossing 
Enhancements 
Pedestrian and bicycle crossing enhancements 
provide crossing opportunities at intersections 
and midblock locations. Intersection crossing 
enhancements include: 

§ Warning signs for pedestrian crossings 
§ Elimination of the permissive phase 

for protected-permissive operation 

intersections when the pedestrian 
phase is active  

§ Improved illumination 
§ Modified pedestrian phasing, such as 

providing a leading pedestrian interval 
(i.e., providing the “WALK” signal 
prior to giving green lights to 
conflicting vehicle movements) 

Midblock crossing enhancements include: 

§ High-intensity activated crosswalk 
(HAWK) beacons 

§ Pedestrian traffic signals 
§ Street lighting 
§ Refuge medians 
§ Warning signs and striping  

A general examination of motor vehicle and 
pedestrian volumes and speeds, crossing 
distances along different locations on the 
corridor, and comparison to the criteria for 
considering pedestrian enhancements suggest 
that crossing treatments that show a red signal 
indication to the motorist are best suited for 
Fairview Avenue. The red signal devices have 
a high compliance rate and include HAWK 
signal beacons and pedestrian traffic signals.  

HAWK   

 

A pedestrian hybrid beacon or HAWK uses a 
yellow-red lens configuration (two red lenses 
on top and a yellow lens on bottom) to 
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provide a signalized midblock pedestrian 
crossing. This device is designed to require 
traffic to stop for the pedestrian-walk interval 
(steady red) and to allow traffic movement 
during the flashing “don’t walk” stage of the 
pedestrian crossing (flashing red). The 
pedestrian hybrid beacon also provides 
flashing yellow and solid yellow warning 
indication to traffic that indicates the 
upcoming “walk” stage/steady red.  

Pedestrian Traffic Signal: A pedestrian 
traffic signal is a traffic signal used to control 
traffic at midblock crosswalks or locations 
with high pedestrian volumes that do not 
warrant a full traffic signal. Signals remain 
“resting” in green until a pedestrian actuates a 
push button on either side of the crossing. 
These devices provide the pedestrian an 
opportunity to cross at a controlled crosswalk 
during a steady red pedestrian walk interval.  

Currently, the 18 signalized locations provide 
the only crossing opportunities for 
pedestrians and bicyclists along Fairview 
Avenue. On average, the signalized 
intersections are spaced about one-half mile 
apart making for infrequent crossing 
opportunities. This encourages unprotected 
midblock crossings, the use of the continuous 
two-way left-turn lane as a refuge, and acts as 
a barrier by discouraging crossings altogether. 
Under future year conditions, Fairview 
Avenue is expected to experience significant 
increases in motor vehicle traffic volume (and 
possibly road widening) that will reduce the 
ability for pedestrians to cross safely.  

Benefits could include:  

§ Increases pedestrian safety and 
provides more accessible north-south 
travel route options  

§ Provides safe access to existing and 
future transit stops  

§ HAWK signals have proven to help 
reduce all crashes by 29% and 
pedestrian crashes by 69% at crossing 
locations 

Bike Lane Enhancements 

 

Bike lane enhancements include painted 
bicycle lanes and widened bicycle lanes. 
Painted bicycle lanes help remind motorists to 
check for bicyclists when crossing the bicycle 
lane. It is often the case that bicycle lanes are 
designed to the minimum required width. 
Widening bicycle lanes along higher speed 
facilities (e.g., 5-foot bike lanes with 3-foot 
painted buffers separating bicycles from 
motor vehicles where the speed limit is greater 
than 35 mph) increases bicyclists’ comfort and 
safety. 

Colored bike lanes at signalized intersections 
have been proven to help reduce collisions 
between right turning vehicles and bicycles by 
up to 39%. This could potentially reduce one 
to two vehicle/bicycle collisions per year at 
signalized intersections, saving the public an 
estimated $73,000 per year in damages. 
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Intelligent Transportation 
System (ITS) Strategies 

Traveler Information 

 

Traveler information can come in many 
forms, including dynamic message signs, 
highway advisory radio, websites, and 
smartphone applications. Traveler 
information can notify drivers of adverse 
weather conditions, travel times to 
destinations, incidents, construction activities, 
and other pertinent information. 

Today’s society has become accustomed to 
having up-to-date information at their 
fingertips. Providing traveler information 
using a variety of technologies (whether 
publicly or privately managed) allows travelers 
to make informed decisions about trip 
departure times, routes, and travel mode. 
Traveler information systems can alert 
travelers of incidents, special events, and 
congestion, which may avoid secondary 
crashes and help divert traffic around the 
congested location. 

Benefits could include:  

§ Reduces incident-related delays by up 
to 22% 

§ Reduces incident-related traffic queues 
by up to 50% 

§ Increases safety by improving drivers’ 
situational awareness 

§ Potentially improves travel time 
reliability 

§ Provides information for travelers to 
make informed choices 

§ Increases traveler satisfaction with the 
transportation network 
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Evaluating Strategies 
An evaluation matrix (see appendix) was 
created to ensure that the goals and objectives 
are considered when selecting corridor 
strategies. Within the matrix, each strategy has 
been scored according to how well it aligns 
with project objectives and evaluation criteria 
listed earlier in Section 5 (only objectives are 
shown in the matrix for simplicity). The 
intended use of this matrix is not to select 
strategies purely based on the resulting 
scores, but to better understand how 
strategies affect the corridor and to use 
the scores to stimulate a discussion about 
which strategies may be favorable and 
why.  

Strategies for key areas of need in the corridor 
that best aligned with the evaluation criteria 
are shown in Table 7. At this stage where 
recommended strategies remain conceptual in 
nature, any scoring against the evaluation 
criteria must be based on assumptions related 
to how and where actual implementation 
would occur. Therefore, it is important to 
reevaluate strategies as they are refined 
through further design and public outreach to 
ensure they continue to align with the values 
and interests of project stakeholders.  

Table 7: Strategies for Targeting Corridor 
Needs that Best Align with Evaluation 
Criteria 
Safety  

Motor 
Vehicle 

§ Non-Traversable 
Medians with U-Turns 

§ Remove Access 
Conflicts near 
Intersections 

Bicycle  § Complete Bike-Lane 
Gaps 

§ Pedestrian and Bicycle 
Crossing Enhancements 

§ Bike Lane 
enhancements 

Pedestrian § Complete Sidewalk 
Gaps 

§ Pedestrian and Bicycle 
Crossing Enhancements 

Transit § Bus Pullouts 

Mobility  

Motor 
Vehicle 

§ Coordinated Signal 
Timing 

Bicycle  § Complete Bike-Lane 
Gaps 

§ Pedestrian and Bicycle 
Crossing Enhancements 

Pedestrian § Complete Sidewalk 
Gaps 

§ Pedestrian and Bicycle 
Crossing Enhancements 

Transit § Transit Signal Priority 

 

 

  




