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Foreword

This Road Diet Guidance Manual has been developed to provide a more streamlined approach for local
municipalities to request road diets on state facilities. Prior Road Reconfiguration and Road Diet
guidance was included in the Geometric Design Criteria (Chapter 2) of the TDOT Roadway Design
Guidelines, which focused heavily on traffic volumes and level of service analysis as the parameters by
which a road reconfiguration or road diet was considered appropriate. This new guidance is intended to
be less heavily centered around traffic analysis and more focused on allowing local agencies to provide
contextual evidence of how a road diet will improve the safety and enhance the infrastructure to
accommodate all transportation modes. Road Reconfiguration requests that do not reduce the traffic
capacity of the roadway will no longer be subject to the analysis requirements laid out in this Road Diet
Guidance Manual and should refer to the TDOT Roadway Design Guidelines.

1.0 Introduction

The Federal Highway Administration (FHWA) has designated road diets as proven safety
countermeasures to improve safety, calm traffic, provide better mobility and access for all road users,
and enhance overall quality of life. This Road Diet Guidance Manual outlines TDOT’s road diet request
process, which encourages working with local agencies to implement successful road diet projects either
as independent projects or during resurfacing projects. Applying striping and marking changes in
conjunction with resurfacing projects is a cost-effective approach for implementing road diets; however,
due to the limited scope of resurfacing projects, more complicated road diet projects should be
constructed as independent projects.

1.1 Relationship to TDOT Roadway Design Guidelines

Until this Road Diet Guidance Manual was created, Road Diet guidelines were contained in Section
2-1101.00 of the TDOT Roadway Design Guidelines, which is a subsection of Section 2-1100.00: Road
Reconfiguration. This Road Diet Guidance Manual is now a standalone document which is referenced in
the TDOT Roadway Design Guidelines. It should be noted that a Road Diet project must adhere to the
standards and guidelines in the TDOT Roadway Design Guidelines and Standard Drawings, particularly
Chapter 3: Multimodal Design. Note also that all Road Reconfigurations must meet TDOT’s roadway
typical section design standards (Roadway Standard Drawing RD11-TS-Series) or require completion of a
Design Exception request or a Design Waiver request

justifying the reason for the deviation. Approval of design Design Guidelines to Remember:
exceptions will be dependent on the context and purpose - 11-foot lanes on transit routes

of the roadway. For example, 10-foot travel lanes are - Sidewalk Lateral Offsets

allowed per the Roadway Design Guidelines; however, - Bike Lane Widths (including buffer)

the minimum lane width for a transit lane is 11 feet.

All Design Exception requests will be addressed by the Roadway Design Division as outlined in Chapter
2-105.00 Design Exception Requests. Design Waiver requests will be addressed by the Roadway Design
Division as outlined in Chapter 2-201.00 Design Waiver Requests.



1.2 Terminology

There are many terms used by Departments of Transportation (DOTs) to describe when the layout of a
roadway is altered within the existing right-of-way limits: Road Diet, Lane Repurposing, Right-Sizing,
Reallocating Street Space, Retrofits, and Road Reallocation. Road Diet is still the most common term
used in the transportation industry, so it is used as the title of this manual and throughout this guidance.

Road Reconfiguration

Road Reconfiguration is a broad term used to describe any repurposing of the existing available
pavement width by modifying roadway geometric design elements (lane width, shoulder width, and
speed). Road Reconfigurations use striping and reduced travel lane widths to slow operational speeds or
use the available pavement width to improve safety and to accommodate multimodal facilities. As
shown in Figure 1 below, Annadale Road was restriped from two overly wide 16-foot travel lanes and
parking lanes to a new configuration that includes narrow travel lanes, bike lanes, and parking lanes.

Figure 1 — Road Reconfiguration Example

Annadale Road (before)

/
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Source: Virginia Department of Transportation Roadway Reconfiguration Guidance

Road Reconfigurations provide the opportunity to address existing safety issues or accommodate
multimodal facilities in an expedited and cost-effective manner by using pavement markings only. When
planned in conjunction with a resurfacing project, a Road Reconfiguration can be implemented at
virtually no extra cost. Once the Resurfacing Plan is received by a local municipality, they are
encouraged to review the resurfacing list for facilities they intend to reconfigure and then submit
potential candidates to a TDOT Office of Community Transportation (OCT) representative and/or the
Region’s Traffic Engineering office. While it is more economical to combine a road reconfiguration with a
resurfacing project, the fact that a roadway is not slated for resurfacing should not preclude the local
municipality from submitting a request for a road reconfiguration. Other funding mechanisms may be
available to offset the cost to locals.

Road Diet

A Road Diet is generally described as removing one or more travel lanes from a roadway to enhance
safety or utilize the space for other uses or travel modes. Typically, these involve converting an existing
four-lane, undivided roadway to a three-lane roadway consisting of two through lanes, a two-way left
turn lane, and either bike lanes, a paved shoulder, or parking (shown in Figure 2). Other, less common,
road diet scenarios include five lanes to three lanes and six or seven lanes to five lanes.


https://www.tn.gov/tdot/long-range-planning-home/longrange-oct/longrange-octcontacts.html

Figure 2 — Typical Road Diet Conversion from 4 to 3 Lanes

BEFORE AFTER

A Road Diet can be, and often is, part of a Road Reconfiguration project in that the number of vehicular
lanes is reduced within the existing pavement width. However, a Road Diet is not always a Road
Reconfiguration because it can involve modifying existing curbs or pavement. For example, the
additional width gained from reducing the number of vehicular lanes could be used to widen the

sidewalks, which would not fall into the Road Reconfiguration

definition. Road Diet projects involving changes to the curb line will A Road Diet can be a Road
likely require more robust design and right-of-way and utility Reconfiguration project,
coordination, so may not be appropriate for implementation in but it does not have to be.

conjunction with a resurfacing project but would instead be more
applicable as independent projects.

This Road Diet Guidance Manual specifically addresses Road Diets and provides instructions for local
agencies to follow when presenting a candidate project to TDOT.

e Any Road Reconfiguration project that does not reduce the number of travel lanes and meets
the current approved design standards does not need to be reviewed by the State Traffic
Engineer.

e Any Road Reconfiguration project that does not reduce the number of travel lanes but does
require design variances will be reviewed by the Roadway Design Division as outlined under
Chapter 2-105.00 Design Exception Requests or Chapter 2-201.00 Design Waiver Requests in the
TDOT Roadway Design Guidelines.

e Any Road Diet project that modifies the number of travel lanes shall follow the guidelines
presented in this Road Diet Guidance Manual.

1.3 Road Diet Approval Components

The intent of this Road Diet Guidance Manual is to provide as much flexibility as possible to local
communities so that their transportation and mobility goals can be accommodated. It begins with an
Annual Average Daily Traffic (AADT) assessment, which categorizes the project as either Level 1, Level 2,
or Level 3. These categories indicate the level of analysis required to advance to review by the State
Traffic Engineer.



Regardless of the level of traffic analysis needed, the local agency will need to provide information for
the items listed in the Initial Screening component. It is also recommended, but not required, that local
agencies provide additional information to give TDOT a contextual background as to why a Road Diet
would be beneficial for the area. Figure 3 provides a generalized overview of what is expected to be
submitted with every Road Diet request. An in-depth review of each component is provided in the
subsequent sections of this manual.

Figure 3 — Road Diet Approval Components Overview

AADT Assessment
(required)

Context Elements
(optional, but strongly

Initial Screening
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2.0 Typical Lane Conversions

The most common road diet conversion has typically been from a four-lane undivided roadway to a
three-lane section with a two-way left turn lane because four-lane roads without turn lanes have proven
to be problematic relative to safety and operation. However, in the State of Tennessee other typical
sections have had road diets applied, so it is important to provide guidance for all types of lane
conversions. The AADT criteria in this Road Diet Guidance Manual is based on the resulting typical
section, which is most often “to 3-lanes” or “to 5-lanes”. In other words, the AADT of the road diet
typical section is critical in evaluating whether the project is viable. The initial AADT assessment to
determine the level of traffic analysis needed is grouped by lane conversions “to 3”, “to 5”, and “other”
as shown in Figure 4. All Road Diet projects designated as “other” are required to undergo an advanced
traffic study.

Figure 4 — Road Diet Typical Conversion Groupings

Other

e Other conversion

to3 to5

¢ 4 |anes to 3 lanes * 6 lanes to 5 lanes

e Removal of turn
lanes

¢ 5 lanes to 3 lanes e 7 lanes to 5 lanes

3.0 AADT Approval Process

Many other state DOTs use Annual Average Daily Traffic (AADT) as a criterion for considering whether a
road is a feasible candidate for a road diet. The initial AADT component is intended to provide applicants
with a quick assessment to determine the level of effort that will be needed to submit their Road Diet
request. AADT is a widely used and understood

transportation term that is readily available on TDOT’s TN
Times website; therefore, it should be simple for all local
agencies to gauge the likelihood of their request being
approved before expending valuable resources. For roads

For roads that have more than one
AADT, the largest should be used in
going through the initial screening.

with more than one AADT, the largest AADT should be used.

Planning for future traffic volumes is important to ensure that changes made now will still be effective in
the future. As such, the AADT criteria for a potential road diet should be based not only on the future
reduced lane configuration but should also reflect future traffic projections 10 years from the current
year. The 10-year traffic projections will apply to the potential road diet facility as well as the
intersecting streets. Once a growth rate factor has been developed, it can be applied to the existing
AADT and peak hour volumes as needed for more detailed traffic analysis. The growth rate factor shall
be developed using historical data from TN Times, which is detailed in Section 4.0 of this Road Diet
Guidance Manual.



Figure 5 illustrates the AADT road diet approval criteria for

converting any existing roadway to a road with 3 or 5-lanes. All potential road diet corridors need

to be evaluated based on traffic

Roads that are proposed to be reduced to 3-lanes with a
projections 10-years in the future.

projected AADT of less than 12,000 and roads proposed to
be reduced to 5-lanes with a projected AADT of less than
18,000 fall into the Level 1 category and are likely to be approved. The initial screening criteria also need
to be assessed and it is recommended that the context elements are also included for review.

Roads with a projected AADT between 12,000 and 20,000 and between 18,000 and 30,000 for a 3-lane
and 5-lane conversion, respectively, fall into the Level 2 category and will require additional capacity and
level of service analysis along with the assessment of the initial screening criteria before a road diet will
be approved.

Roads that are proposed to be reduced to 3-lanes with a projected future AADT of more than 20,000
and roads proposed to be reduced to 5-lanes with a projected AADT of greater than 30,000 fall into the
Level 3 category and will require a comprehensive analysis. Approval for the Level 3 candidates will be
more complex because additional analysis is required. For example, in order for a roadway with an AADT
greater than 20,000 vehicles per day to be reduced to three lanes and effectively accommodate traffic,
vehicles will need to divert to alternative routes or the bicycle, pedestrian, and transit facilities need to
be robust enough to provide a significant modal shift. These scenarios need to be modeled and analyzed
in the Road Diet application.

Figure 5 — AADT Approval Criteria

l * t0 3: < 12,000

Level 1 ¢ 0 5: < 18,000
| o (Likely Approval)

¢ to 3: 12,000 - 20,000

Level 2 e to 5: 18,000 - 30,000
* (Moderate Analysis Required)

* to 3: > 20,000
* to 5: > 30,000
e (Significant Analysis Required)

It is important to stress that TDOT does not want to discourage local governments from pursuing road
diets for roads with an AADT greater than 20,000 or 30,000. Instead, it is TDOT’s desire to work with
local governments in such cases and provide a pathway to approval, if possible, based on community
goals and the needs of all road users. TDOT wants to balance the needs of automobile drivers, transit
users, bicyclists, pedestrians, and newer modes of travel like scooters and electric bikes.



4.0 10-Year Traffic Projections using TN-TIMES

The Tennessee Traffic Information Management and Evaluation System (TN-TIMES) is an analytical, data
processing tool used by TDOT to maintain, analyze, and report traffic data. All Road Diet applicants must
provide a 10-year AADT forecast to use in the AADT assessment and subsequent capacity and level of
service analysis, if required. Use the spreadsheet provided to the calculate the 10-year traffic projection
or follow the step-by-step process for determining the 10-year traffic projections:

Step 1: Access the TN-TIMES website and find the nearest count location to the project location.
If there are multiple count stations along the project corridor, use the count station with the
highest AADT. Document the recorded AADT for the previous 5 years.

Step 2: Calculate the growth rate between the most current year and the fifth previous year
Current Year AADT—Previous Year AADT)

using the following equation: Growth Rate = ( .
Previous Year AADT

Step 3: Multiply the Current Year AADT by 1 plus the Growth Rate calculated in Step 2 to get the
5-year traffic projection. If the Growth Rate calculated in Step 2 was negative, assume zero to be
conservative instead of forecasting a lower AADT volume in the future.

Step 4: Assume an annual growth rate of 1% for the last 5 years. Multiply the value from Step 3
by 1.05 to calculate the 10-year traffic projection.

If it is determined that capacity and level of service analyses are required, calculate the 10-year
projected AADT for all roadways that intersect the project corridor at a signalized location and all
roadways with an AADT greater than 3,000 that intersect the project corridor at a stop-controlled
location using the same methodology described above.

Example Calculation for SR 343 in Morristown, TN
Step 1:
- Two count locations — STA 32000113 (12,117 AADT) and STA 32000047 (12,722 AADT)
- Use the higher of the two locations, which would be STA 32000047
- Document 5 years of AADT volumes:
o 2021-12,722 (Current Year)

o 2020-12,868
o 2019-12916
o 2018-12,433
o 2017 - 13,405 (Previous Year)
Step 2:
- (220
’ growth rate for 5-year projection.
Step 3:
2026 AADT =12,722 * (1+0) = 12,722
Step 4:

2031 AADT = 2026 AADT * (1+(0.01*5)) = 12,722 * 1.05 = 13,358



https://tdot.public.ms2soft.com/tcds/tsearch.asp?loc=Tdot&mod=TCDS

5.0 Safety Analysis Requirements

Safety analysis is a component of the Initial Screening that must be completed for all Road Diet requests
because if the applicant can argue that the Road Diet will improve the safety of the roadway, then the
TDOT is likely to take the project into consideration even if the traffic and operational analysis criteria is
not met. Figure 6 provides the safety analysis requirements.

Figure 6 — Safety Analysis Flowchart

Tabulate 5 years of segment crash
data by Type and Severity

Note vulnerable user crashes

Crash Rate > *Map Crashes
Calculate segment crash rate and @ dle=| (@ =11 EEE e Conduct HSM Analysis

compare to average and critical

crash rate for similar facilities WCEHILEIERE | eSummary Table is
Critical Crash Rate  EUiilE s

The applicant should obtain the most recent five-
year period of crashes from the Enhanced
Tennessee Roadway Information Management
System (e-TRIMS) or from the Tennessee Integrated
Traffic Analysis Network (TITAN) database. If the
applicant does not have access to either source,
they can request the data from TDOT.

The crash rate should then be calculated using the
calculations for either crash rate by vehicle miles
traveled or crash rate by segment length. The
calculated crash rate should then be compared to
the critical crash rate provided by TDOT.

If the calculated crash rate is lower than the critical
crash rate, a summary table of the types and
severity of crashes is sufficient information. If the
calculated crash rate is higher than the critical crash
rate, a map of the crashes should be provided and
Highway Safety Manual analysis should be
performed. The purpose of the safety analysis is to
show how the proposed changes to the cross-
section will provide a safety benefit to the facility.



https://e-trims.tdot.tn.gov/
https://www.tn.gov/safety/stats/titan.html

According to FHWA, safety benefits of Road Diet installations may include:

e Reduction of rear-end and left-turn crashes due to the dedicated left-turn lane

e Reduced right-angle crashes as side street motorists cross three versus four travel lanes

e Fewer lanes for pedestrians to cross

e  Opportunity to install pedestrian refuge islands, bicycle lanes, on-street >
parking, or transit stops O%

e Traffic calming and more consistent speeds

e A more community-focused, Complete Streets environment that better
accommodates the needs of all road users g

If the applicant can provide evidence that a Road Diet will help to mitigate rear-end
and angle crashes or improve vulnerable users’ safety, the result will be a favorable m
safety analysis.

6.0 Approval Guidelines

This section presents a detailed description of the Road Diet approval guidelines.

6.1 Summary of Data and Information Required by Level

A summary of the road diet AADT thresholds and other assessment requirements are shown in Figure 7.
Note this report’s terminology: ‘to 3’ means converting any typical section to 3 lanes and ‘to 5’ means
converting any typical section to 5-lanes. Each assessment level lists the AADT limits for converting to
3-lanes and converting to 5-lanes. In all cases, an initial screening is required. Levels 2 and 3 require
capacity and level of service (LOS) analysis. Level 3 also requires a traffic study to be performed. The
basis of the criteria is that, as the AADT increases, the complexity of the evaluation criteria also
increases. Hence, roads with high AADTs require more studies, but approval by TDOT of a road diet is
still possible.

The ‘Context Elements’ category includes community-based elements and criteria that are mostly
unrelated to traffic operations. One of the most important criteria in this category is bike and pedestrian
activity because the goal of many road diets is to
FEATURES OF ROAD DIET GUIDANCE MANUAL improve safety and mobility for non-motorized
travel. Regardless of whether the candidate road
diet facility meets the criteria set forth for the
initial screening, capacity and LOS analysis, or
traffic study analysis, the context elements will be
considered with significant emphasis placed on
bike and pedestrian mobility and safety. For
example, if a road has an AADT in the middle
range of 12,000 to 20,000 for a 4 to 3 lane
conversion but it fails to meet the capacity/LOS
criteria, the road diet will still be considered if a
compelling argument is made that bike and
pedestrian mobility and safety are improved.

e C(Clear path to TDOT approval

e 3 /evels of assessment based on AADT

e 10-year traffic volume forecasts

e Safety analysis is always required

e Traffic studies with turning movement
counts often required

e Considers other criteria including community
goals and context

e  Must have local support

e Local municipalities work with TDOT Region
OCT and/or Traffic Division
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Likewise, all of the ‘Context Elements’ criteria will be considered even if the AADT and initial screening
criteria are not met, even a roadway that falls into the Level 3 category. For example, the road has an
AADT of over 20,000 for a ‘to 3-lane’ conversion or over 30,000 for a ‘to-5-lane’ conversion and it fails
the capacity/LOS and/or the Traffic Study evaluation. Although more difficult to attain approval, the
road diet will still be considered if a compelling argument is made within the ‘Context Elements’ criteria.

Figure 7 — Road Diet Approval Requirements for AADT Ranges

AADT

Initial
Screening

Capacity/LOS
Analysis

CONTEXT

Traffic Study | ELEMENTS

to 3: <12,000

to 5: <18,000

to 3: 12,000 or 20,000

to 5: >18,000 or <30,000
(Moderate Analysis Required)

to 3:>20,000
to 5: >30,000

ANANAN

\/
v

v

+ + +

Must be included
Optional, but must be included if Initial Screening criteria are
not met for Level 1; Initial Screening and Capacity Analysis
criteria are not met for Level 2; or Initial Screening, Capacity
Analysis, and Traffic Study criteria are not met for Level 3

NOTE: Any other conversion besides to 3 lanes or to 5 lanes will

require a Level 3 assessment

6.2 Initial Screening
All road diet proposals must be evaluated on the initial screening
criteria listed in Figure 8. It is highly desirable for the road diet
candidate facility to meet the Initial Screening criteria but not
meeting all of the criteria does not remove the project from
consideration. As explained in Section 6.1, projects will be evaluated
based on context and may move forward in evaluation if there are
community goals that merit the implementation of the road diet. The
main purpose of the Initial Screening is to assess, on a very broad
level, whether the existing environment and conditions would be
conducive to a road diet. An example of the Initial Screening Form is provided in the Appendix.

11

In addition to the AADT
requirements, it is highly
desirable that the Road Diet
candidate facility meet the
initial screening criteria.




Figure 8 — Initial Screening Criteria

Q‘ Positive safety analysis
‘ﬂ Not a bus route or agency allows pull-offs to reduce
9, impact to traffic operations

Not an interstate diversion route or other
diversionary routes are available

d Project has local support
‘\ Speed limit is less than 45 mph
«[’ No intersecting roads with AADT > 3,000

6.3 Capacity/LOS Analysis

If a road diet candidate falls within the Level 2 or Level 3 categories, a capacity and LOS analysis must be
performed. Other less conventional roadway reconfigurations such as removing a left- or right-turn lane
or reducing the number of one-way lanes are also required to submit a capacity/LOS analysis in addition
to the Initial Screening criteria and safety analysis. These conversions do not have AADT thresholds,
rather they automatically fall into the Level 2 category.

Figure 9 depicts the capacity and LOS evaluation guidelines. A standard
software package like Synchro or Highway Capacity Software (HCS) is
required to perform the analysis. It is very important to have recent AM
and PM peak hour turning movement counts to input into the capacity/LOS
software. The primary intent of the existing capacity/LOS analysis is to
determine a baseline of how key intersections perform now and in the
future without the road diet. This baseline analysis is then compared to
how the key intersections will perform with fewer lanes now and in the future, assuming 10 years of
traffic growth. Some road diets may result in vehicular traffic diverting to alternative routes or in mode
shift to non-motorized or transit trips, but no traffic diversion should be considered in order to be
conservative with the capacity/LOS analysis.

All signalized intersections within the limits of the road diet should be analyzed; however, judgment is
required in determining which unsignalized intersections need to be included in the capacity/LOS
analysis. In general, classified roads and major commercial driveways should be considered as significant
unsignalized junctions. It is important to analyze unsignalized intersections because a road diet could
improve the safety and operation of a stop-controlled intersection by providing a refuge area for two-
stage left turns within the two-way-left-turn-lane.

12



Figure 9 — Existing and Proposed Capacity/LOS Guidelines

B Existing Year Existing Geometry Capacity/LOS Analysis

¢ Use the existing lane configuration
¢ Collect or use recent intersection turning movement counts at key intersections
¢ Conduct peak hour capacity/LOS analysis at key intersections

Future Year Existing Geometry Capacity/LOS Analysis

¢ Use the existing lane configuration

¢ Project the turning movement volumes using growth rates established in Section 4.0
e Conduct peak hour capacity/LOS analysis at key intersections

¢ Optimize signal timing and phasing

Existing Year Proposed Geometry Capacity/LOS Analysis

¢ Use the proposed lane configuration

¢ Collect or use recent intersection turning movement counts at key intersections
¢ Assume no traffic diversion or mode shift

¢ Conduct peak hour capacity/LOS analysis at key intersections

. Future Year Proposed Geometry Capacity/LOS Analysis

¢ Use the proposed lane configuration

* Project the turning movement volumes using growth rates established in Section 4.0
¢ Conduct peak hour capacity/LOS analysis at key intersections

¢ Optimize signal timing and phasing

TDOT will review the capacity/LOS analysis based on the standards shown in Figure 10. Urban and Urban
Core areas are defined as areas with high density, mixed land uses and prominent destinations that
often provide on-street parking and sidewalks. Suburban areas are defined as areas with medium
density, mixed land uses within and among structures (including mixed-use town centers, commercial
corridors, and residentials areas). Rural Towns are defined as areas with low density, but diverse land
uses with commercial main street character, potential for on-street parking and sidewalks.

Urban and Urban Core areas often experience some traffic congestion. Because these areas are
constrained, congestion and lower levels of service are often viewed as acceptable. For this reason, the
Urban and Urban Core criteria is less stringent than the Suburban/Rural Town criteria. Traditionally,
volume-to-capacity (v/c) ratios of 0.85 and above indicate poor traffic signal operation; however, the
main objective of road diets is not to optimize traffic throughput. The goal of a road diet is to balance
acceptable traffic operations and opportunities to implement safe multimodal options. The most
important factor to take into consideration regarding vehicular operations is that the queues do not

13



extend back through an upstream intersection, causing delays and unsafe conditions. If the queues can
be accommodated, the road diet should operate sufficiently.

Figure 10 — Acceptable Traffic Signal Operation

Urban and [

ev/cratio< 1.0
Urban Core * Queues can be accommodated

e UptoLOSE
e v/cratio< 0.9
® Queues can be accommodated

Suburban and
Rural Town

6.4 Traffic Study

Roads being considered for a road diet that have AADTs of over 20,000 (to 3-lanes) or over 30,000 (to
5-lanes) must undergo a comprehensive traffic study in addition to the Initial Screening and
capacity/LOS analysis required for the Level 1 and Level 2 categories. Components that are part of a
comprehensive traffic study are described below.

Driveway Spacing — Multi-lane roads with frequent driveways but no left-turn lanes may be good
candidates for a road diet because the inside lane often becomes a de facto left-turn lane. The traffic
study should include the number and location of driveways in the road diet candidate corridor. When
implementing a road diet, the spacing of driveways is an important factor to consider. Driveways spaced
too closely together could be negative in terms of road diet approval because vehicles turning right into
driveways will impede through traffic and increase the risk of rear-end crashes. However, the
introduction of the two-way-left-turn-lane could be positive because this allows vehicles turning left a
safe refuge from the through lane, potentially reducing the number of rear-end crashes.

Driveway Usage — This criterion directly relates to the driveway spacing criterion. The road diet
candidate does not necessarily need frequent driveways to impact traffic flow. On a corridor with less
frequent, but heavily used driveways, the introduction of the two-way-left-turn-lane provides a refuge
for vehicles turning left into driveways instead of using the inside lane as a de facto left-turn lane. This
criterion is data-intensive but very useful in making a case for implementing a road diet along a corridor.
A corridor with fewer occurrences of driveways that experience heavy usage is likely to bode well in
terms of a road diet approval.

Quantify Travel Time Increase using Microsimulation — Microsimulation software packages like
SimTraffic and Vissim have the capability of estimating before and after travel times within a corridor.
For a comprehensive traffic study, AM and PM peak hour microsimulation must be run to estimate
corridor travel times before and after the proposed road diet. Some increase in future projected travel
times is expected and may be tolerated.

Quantify Diversion to Other Routes — For the Level 3 traffic analysis, the local agency is required to
quantify the diversion of traffic to parallel routes and perhaps some perpendicular routes (as traffic
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seeks a parallel route), usually using a Travel Demand Model (TDM). Alternatively, techniques that use
Probe Data to estimate Origin-Destinations is acceptable. This analysis will allow TDOT to determine if
other routes are significantly negatively impacted. In most cases the diversion can be estimated for daily
traffic, although TDOT reserves the right to request peak hour traffic diversion estimates. In some
circumstances, it may be necessary to also provide capacity/LOS analysis and travel time estimates for
the diversion routes.

6.5 Context Elements

This Road Diet Manual is structured to provide a clear and easy path to approval if AADT’s are modest
and the candidate road meets the Level 1 screening criteria. AADT’s in the middle range require a Level
2 screening and AADT’s in the high range require a Level 3 screening. Hence, the higher the AADT, the
more investigation and analysis is required. The final column in the Road Diet Criteria Graph shown in
Figure 7 is the ‘Context Elements’ category, which includes any supplemental information that the
requesting agency would like to include to provide reviewers a better understanding of why the Road
Diet is desired. Figure 12 presents a list of potential criteria that could be included.

Figure 11 — Road Diet Context Elements

\)
‘ Land use and economic development goals
. Fulfillment of a bike route/network need
\

‘ Proximity to parallel or diversion routes
|

‘ Bike and pedestrian activity
|

‘ Satisfies purpose and need defined by stakeholders

{
‘ Predicted safety analysis

‘ In harmoney with community goals
4

Local agencies are encouraged to provide contextual evidence that a Road Diet will be beneficial for
their community but also present information and data on how the negative implications of the road
diet can be mitigated or are not relevant to the project. Below are some examples of information that
will be useful to the reviewer in determining whether the benefits outweigh any unmet criteria in the
required assessments:

e Increased economic activity due to more frequent trips made by active transportation users
e Increase in market value of the land surrounding new active transportation infrastructure

e Local plans for bike and pedestrian facilities that will tie into the roadway

e Evidence of existing bike and pedestrian activity
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e More equitable facilities for historically disadvantaged communities or areas of persistent
poverty

In addition to the required safety analysis presented in Section 5.0, local agencies may also utilize the
Multimodal Priority Ranking Tool to help justify the safety benefits of the Road Diet. The tool takes into
consideration pedestrian demand, existing roadway characteristics, equity, and crash history to provide
a proactive risk assessment for the corridor. The only information the local agency needs to provide is
the location of the project. If the local agency would like to use this tool, email
tdot.multimodalplanning@tn.gov to request the Multimodal Priority Ranking Tool.

7.0 TDOT Approval Process

Figure 14 outlines the approval process for Road Diet requests. The Road Diet approval process begins
with the local agency, who must follow the guidelines laid out in this Road Diet Guidance Manual. After
the local agency has performed all the necessary analysis, the Road Diet request is submitted to the
Regional Traffic office either directly by the applicant or via the regional Office of Community
Transportation (OCT) representative. Once the application has been reviewed by the Regional Traffic
division, they can either request further evaluation from the local agency or submit to the Region
Director for approval.

It should be noted that the Road Diet request must be approved at the Region-level before advancing to
the State Traffic Engineer. The State Traffic Engineer will evaluate the overall impact (positive and
negative) of the project to determine if the tradeoffs are appropriate and support TDOT’s mission:

“To provide a safe and reliable transportation system
that supports economic growth and quality of life.”

Figure 12 — TDOT Approval Process
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8.0 Using Resurfacing Project to Implement Road Diet

If TDOT determines the Road Diet can be implemented during a resurfacing project, OCT will work with
Multimodal, the Region Resurfacing Coordinator, and Region Design to coordinate the development of
road diet plans to be included with the resurfacing plans. The requesting agency may be required to
provide these plans. It should be noted that with the realignment of travel lanes, the realignment of
signal heads needs to also be taken into consideration. The requesting agency may be responsible for
the relocation of signal heads.

Due to the volume of resurfacing projects, there are tight deadlines for development and delivery of
resurfacing plans. If the Road Diet can be included in a project listed in the published 3-year resurfacing
plan, local agencies should communicate their Road Diet request and work with the regional TDOT OCT
representatives and/or regional traffic division to ensure plans are submitted before the scheduled
letting date of the resurfacing project. Otherwise, local agencies should work with OCT, Multimodal, and
their respective Region to determine if it is feasible to include the Road Diet in a future resurfacing
project. The entire resurfacing delivery schedule is available on the TDOT Asset Management —
Pavement Office webpage.

If TDOT determines the Road Diet project should be implemented as an independent project, OCT will
work with the locals on approvals to perform the work or with other TDOT Divisions to determine which
eligible TDOT programs could potentially assist with funding for the Road Diet project. Additional
information on some of the TDOT programs available to local agencies can be found on the TDOT Local
Programs website and in the TDOT Local Government Guide.

9.0 Additional Resources

Additional guidance from national resources is available to assist in the development of Road Diet plans
and are listed below:

e Functional Classification Guidelines and Updated Guidance for the Functional Classification of
Highways (FHWA)

e A Guide for Achieving Flexibility in Highway Design (AASHTO)

e  Flexibility in Highway Design (FHWA)

e A User's Guide to Positive Guidance (FHWA)

e Handbook for Designing Roadways for the Aging Population (FHWA)

e Guide for the Planning, Design, and Operation of Pedestrian Facilities (AASHTO)

e Guide for the Development of Bicycle Facilities (AASHTO)

e Urban Bikeway Design Guide (NACTO)

e Designing Walkable Urban Thoroughfares (ITE)

e TCRP Report 19 Guidelines for the Location and Design of Bus Stops
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https://www.arcgis.com/apps/webappviewer/index.html?id=6017cd68c553403592c4b2e291d26b55
https://www.arcgis.com/apps/webappviewer/index.html?id=6017cd68c553403592c4b2e291d26b55
https://www.tn.gov/tdot/program-development-and-administration-home/local-programs.html
https://www.tn.gov/tdot/program-development-and-administration-home/local-programs.html
https://www.tn.gov/content/dam/tn/tdot/programdevelopment/localprograms/documents-and-forms/LGG_Manual.pdf

10.0 Appendix
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