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EXECUTIVE SUMMARY

This report summarizes 2 traffic impact study that was preparcd for the proposcd Lancaster Ridge
Subdivision, to be located on Sicele Road in Wesl Knox County. The study resulted in the conclusions

and recommendations discussed below:

It 15 the primary conclusion of this study that no significant traffic volume related impacts will result from
the development of the Lancaster Ridge Subdivision. In fact, capacity analyscs of propoesed side street (2-
way) stop traffic control, indicates that very good traffic operational conditions (LOS “B™ or better) can
be expected during all time periods. In addition, analyses of the need for auxiliary traffic lanes such as

left and right turning lanes, indicates that no such lanes will be warranted under the anticipated traffic

conditions.

Infersection turning sight dislance was also cvaluated for the proposed Lancaster Ridge Subdivision
access roadway intersection. This evaluation found that sight distance will be excellent, over 500 feet
looking north and over 600 feet looking south. These distances significantly exceed the 400 foot
minimum that is required per the 40 mph speed lirit on Steele Road, and even a 500 [oot distance that is
rccommended in this report,  Minor irimming of existing brush may be required to fully provide the
above stated distances. Therefore, such action 1s recommended prior to opening the subdivision roadways

to traffic.



INTRODUCTION AND PURPOSE OF STUDY

This report provides a summary of the traffic impact study that was performed for the proposcd Lancaster
Ridge Subdivision to be located on Steele Road in the Hardin Valley Community of Knox County. The
project site is approximately % mile north of Hardin Valley Road, and the new Hardin Valley Elementary
School, and approximately 3 miles west of the Pellissippi Parkway. FIGURE 1 is a location map that

identifies the project site in relation to the roadways in the vicinity of the proposed subdivision.

The conecept plan for this project proposes a subdivision of 90 buildable lots at full build-out. The
subdivision entrance will be at a new three-leg intersection on Steele Road, located approximately 1250
feet north of the existing Valley View Landing Lane, and approximately 1300 feet south of the existing
Sam Lee Road. FIGURE 2 provides a detailed layout of the proposed subdivision as shown on the

concept plan.

The purpose of this study was the evaluation of the traffic operational and safety impact of the proposed
development upon the adjacent portion of Steele Road. Of particular interest was the proposed

intersection of Steele Road with the subdivision main entrance roadway.



Z

\TO 0AK RIGGE

&) S
o N,
R\
N,T.S. ,530 @Q
o
X
Lo
&
’%.&
&
Q@‘
Qg) PELLISSIPPI  STATE
QO COMMUNITY  COLLEGE
&
v
S ™
\%/\ o
S
P <
\fcg’ LB
9 A
0\
S PROJECT S 0
A
A
<
@
’330 VALLEY VIEW
A LANDING L ANE
HARDIN
VALLEY
i SCHOOL.
FIGURE |
- Cannon & Cannon, Inc. LOCATION MAP
! Civll Engineering - Fleld Surveying LANCASTER RIDGE SUBDIV|S|ON
TRAFFIC IMPACT STUDY




SCALE: {"=200’

[ Ry kT

{ ovod 37133LS !

—————————

FIGURE 2

Cannon & Cannon, Inc. >ITE PLAN

Civll Engineering - Flald Surveying LANCASTER RIDGE SURBDIVISION
TRAFFIC IMPACT STUDY




EXISTING CONDITIONS

Existing Roadway Conditions

Steele Road is a two-lane roadway that is classified by the Knoxwville-Knox County Metropolitan
Planning Commission (MPC) as a Minor Collector roadway. [t is located within Knox County, and is
thus maintained by the Knox County Department of Engineering and Public Works. The roadway
pavement consists of two traffic lancs of approximately cleven feet in width, with minimal shoulders.

The speed limit is posted as 40 mph.

Existing Traffic Data

A traffic count station for collecting average daily traffic data (ADDT) is located on Steele Road, north of
Hardin Valley Road, {count station M277). Thc mast recent dala was provided by MPC, with a resulting
ADT of 2150 for year 2001,

In order to collect more refined data, and to establish a basis for trip distribution patterns, turning
movement traflic counts were collected at the miersection of Steele Road and Valley View Landing Lane,
approximately 1250 feet south of the proposed Lancaster Ridge Subdivision intersection. These counts
were conducted during the A.M. and P.M. peak traffic hours. Raw data summary sheets for these counts

are coniained in the APPENDIX.

In addition to helping establish trip distribution pattems, these turmning movement counts were used 1o
establish the existing-background traffic volumes for this study. Specifically, the north-leg volumes from
the counted intersection were used for this, as displayed on FIGURE 3. 'These volumes are the count data
adjusted to an average weckday basis using adjustment factors developed by the University of Tennessee

Transportation Research Center.
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Level of Service Evaluation

Intersection Capacity Analyses employing the methods of the Highway Capacity Manual (HCM 20060)
were used to evaluate the proposed study intersection of Steele Road and the Lancaster Ridge Subdivision
access roadway. Hawever, since this intersection will not exist until the subdivision is constructed, such
analyses were not possible for existing conditions. It should be noted that due to the low existing traffic
volumes, Steele Road almost certainly currently operates at a Level of Service “A”. Please see the

following section for an explanation and discussion of Level of Service concepts.

Level of Service Concepls

In a general sense, a roadway is similar to a pipeline or other material carrying conduit in that it has a
certain capacity for the amount of material (vehicles) that it can efficienily carry. As the number of
vehicles in a given time period gradually increases, the quality of traffic flow gradually decreases. On
roadway scctions this results in increasing turhbulence in the traffic stream, and at intersections it results in
increasing stops and delay. As the volumes begin to approach the capacity of the facility, these problems
rapidly magnify, with resulting serious levels of congestion, stops, delay, excess fuel consumption,

pollutant emnissions, efc.

The Federal Highway Administration has published the Year 2000 Highway Capacity Manual

(HCMZ2000), which establishes theoretical techniques to quantify the capacity conditions on all types of
roadways, intersections, ramps, pedestrian facihties, etc. A basic concept that is applicable to most of
these techniques is the idea of level of service {LOS). This concept establishes a rating system that
quantifies the quality of traffic flow, as perceived by motorists and/or passengers. The general system is

similar to a school grade scale, and 15 outlined as follows:



Level of Service General Quality of

(LOS) Traffic Flow
A Exccllent
B Very Good
o Good
D Fair
E Poor
F Very Poor

Description of Corresponding Conditions

Roadways — Free flow, high maneuverability
Intersections — Very few stops, very low delay

Roadways — Free flow, slightly lower maneuverability
Interscetions — Minor stops, low delay

Roadways — Stable flow, restricted mancuverability
Interscetions — Significard stops, significant delay

Roadways — Marginally stable flow, congestion scriously
restricts maneuverability
Intersections — High stops, long but tolerable delay

Roadways — Unstable flow*, lower operating speeds,
congestion severely restricts maneuverability

Intersections — All vehicles stop, very long queues and very
long intolerable delay

Roadways — Forced flow, stoppages may be lengthy,
congestion severely restricts maneuverability

Intersections — All vehicles stop, extensive queues and
extremely long intolerable delay

*Unstable flow is such that minor fluctuations or disruptions can result in rapid degradation to LOS F.



PROPOSED CONDITIONS

Backeround Traffic Growth

The anticipated time for full build-out of the Lancaster Ridge Subdivision 1s 2 years, with the project
beginting in 2004. Therefore, year 2006 was established as the appropriate design/analysis year for this
study. In order to determine traffic volumes resulting solely from background traffic growth to year 2006,
it was necessary to establish an annual growth rate for existing traffic. Because existing volumes are
relatively tow in the study area, a fairly high growth rate was considered appropriate in order to provide a
conservative assessment. Therefore, a background ammual growth rate of five percent was assumed.
FIGURE 4 contains the background traffic volumes that would result from a 5.0 pereent annual growth

from year 2003, when counts were conducted, to year 20006,

In order to estimate the expected traffic volumes to be generated by full build-out of the proposed
Lancaster Ridge Subdivision, the data and procedures of Trip Generation, Sixth Edition (Institute of
Transportation Engincers, 1997) were utilized. The generated traffic volumes were determined based on
the tota} weekday morning, and evening peak hour of adjacent street traffic regression equations for
single-family detached housing development (Land Use Codc 210, Volume 1, pages 263 to 2065). As
noted earlier in this report, the anticipated number of umits upen full build-out 1s 50, which was used to
determine the number of new trips generated. TABLE 1 summarizes the number and directional split of

entering and exiting trips for peak periods for the proposed subdivision.

TABLE 1
TRIP GENERATION SUMMARY

LANCASTER RIDGE SUBDIVISION — 90 LOTS
SINGLE FAMILY DETACHED HOUSING — I T. E. LAND USE CODE: 210

Total % % Number Number

) New Trips Entering Exiting Entering Exiting
Weekday 942 50% 50% 471 471
AM. Peak 72 25% 75% 18 54
P.M. Peak 98 64% 36% 63 35




[
<T.
]
x”
L
—J
i
L
i._
7]
________ LANCASTER RIDGE
SUBDIVISICN
66 69
(80) (906)
VOLUME
NOTE: LEGEND
ANMUAL GROWTH ASSUMED AM
= FIVE PERCENT (5% {(PM)
FIGURE 4
PEAK HOUR TRAFFIC VOLUMES
Cannon & Cannon, Inc. BACKGROUND TRAFFIC - YEAR 2006
Civll Enginesring - Fiseld Surveying LANCASTER RIDGE SUBDIVISION
TRAFFIC IMPACT STUDY




Trip Distributiot)

FIGURE 35 provides a summary of the wip generation patterns developed for the proposed subdivision
intersection with Steele Road, which were based on the existing patterns at the nearby (1250 feet south)
intersection of Steele Road and Vailey View Landing Lane. Because these intersections will be in close
proximity and along the same roadway, it was assumed that their trip distribution patterns would be very
sitmilar. In addition, FIGURE 5 also provides the generated traffic volumes as assigned to the local
roadway nctwork in accordance with these patterns. FIGURE 6 shows the combined year 2006 volumes
reflecting the existing traffic, the background traffic growth, and the newly generated traffic from
Lancaster Ridge Subdivision at fuil build-out. These are the volumes used in the analysis of full build-out

conditions.
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Proposed Level-of-Service

Unsignalized interscction capacity analyses were conducted wtilizing the combined traffic volumes of
FIGURE 6, at the proposed intersection of Steele Road and the Lancaster Ridge Subdivision access
roadway. The results indicate that all traffic movements are expected to operate at level-of-service “A” or
“B” during both peak hours These resufts are summarized on the “Two-Way Stop Control Sunumary”

printouts contained in the APPENDIX.

Intersection Sight Distance and Other Issues

A field review was conducted to identify any sight distance problems, geometric problems or other issues

of concemn that could impact the proposed subdivision. The resuits of this review are summarized below:

1} Sight Distance for Vehicles Exiting the Proposed Subdivision:
Looking left (south) from a STOP position at Steele Road, on the proposed subdivision roadway, the
sight distance exceeds 600 feet. Looking right (north} from the same STOP position, the sight

distance cxeeeds 500 feet.

The posted speed limit on Steele Road is 40 mph. Ilowever, when establishing the required sight
distance, it is good practice to consider higher speeds where appropriate. Therefore, in consideration
of observed approach speeds in excess of 40 mph, it is recommended that sight distance be provided

for a minimum of 50 mph (500 feet).

Based on the abave information, the required sight distance exceeds the desired minimum of 500 feet
for both approaches. It should be noted that some minor brush exists on the subdivision property

looking both directions.

2) Auxiliary Lanes for Proposed Subdivision Intersection:
Left and right turn Jane warrant analyses were conducted for the proposed subdivision intersection.
These analyses employed Tables 5A and 5B from turn lane warrants developed by Harmelink. The
results were that the anticipated traffic volumes are not sufficient to satisfy the minimum warrants.
Therefore, auxiliary turn lanes are not warranted. Copies of Tables 5A and 5B are located. in the

APPENDIX for review,
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CONCLUSIONS AND RECOMMENDATIONS

It is the primary conclusion of this study that no significant traffic volume rclated impacts will result from
the development of the Lancaster Ridge Subdivision. In fact, capacity analyses of proposed side street (2-
way) stop traffic control, indicatcs that very good conditions (LOS “B” or better) can be expected during
all time periods. In addition, analyses of the need for auxiliary traffic lanes such as left and right furning

lanes, indicates that no such lanes will be warranted under the anticipated wraftic conditions.

Intersection turning sight distance was also evaluated for the proposed Lancaster Ridge Subdivision
access roadway mterscetion. This evaluation found that sight distance will be excellent, over 500 feet
locking north and over 600 feet looking south, These distances significantly exceed the 400 foot
minimum that is required per the 40 mph speed limit on Steele Road, and even a 500 foot distance that is
recommended in this report. Minor trimming of existing brush may be required to fully provide the
above stated distances. Therefore, such action is recommended prior to opening the subdivision roadways

to traffic,

15



APPENDIX

16



Traffic Count

Steele Road at Valley View Landing Lane File Name : 11-5-03AM
AM Peak Period Turning Movements Site Code : 00000000
Raw Data Start Date : 11/05/2003
Counts by JDS PageNo 1
. Groups Printed- Unshifted
; STEELE VALLEY VIEW STEELE -
: FromMNorth ~__From East From Satsth From West
_ Start Thme | Right| Thru| Left| Peds| Right | Thru| Left| Peds| Right| Thru; Left; Peds) Right| Thru| Lleft| Peds T;rt];]
' Factor 1.0 19 1.0 1.6l 1.9 1.0 1.0 1.0 1.0] iaf 1.0 T EY 1.¢] 10| 1.0
07:00 AM 0 23 0 0 0 0 0 0 0 6 0 0 0 i} 0 0 29
07:15 AM 0 42 0 0 a 0 2 0 0 18 0 0 0 0 0 0 62
07:30 AM 0 47 ¢ 0 ¢ 0 2 0 1 28 0 0 o 0 0 0 78
07:45 AM ) 20 0 0 o ) 2 ¢ 0 7 0 0 0 0 0 0 29
Total o @32 o0 o o 5 6 0 1 s o o © © 6 6 198
08:00 AM 0 30 a 0 0 0 4 ! 0 0 0 0 0 0 0 39
08:15 AM 0 14 0 0 0 0 ) 0 1 & 0 1 0 0 0 0 2
08:30 AM ] 13 0 0 0 9 0 0 0 11 0 0 0 0 0 0 24
08:45 AM 0 16 0 0 D 0 2 0 0 9 0 0 0 0 0 0 27
Total o 73 o o o o & o0 1 31 0 1 e o o 9 1z
Grand Total 0 205 0 0 c 0 12 0 2 90 0 1 0 0 0 o 310
Apprch% 0.0 1000 00 00| 60 00 1000 00| 22 %8 00 L1| 0O 0.0 Q0 00
Total% 060 661 00 00] 00 00 39 00| 06 290 00 03| 00 00 00 00




Traffic Count

Steele Road at Valley View Landing Lane File Name : 11-4-03PM
PM Peak Period Turning Movements Site Code : 00000000
Raw Data Start Date . 11/04/2003
Counts by NCK Page No :1
o . Groups Printed- Unshifled
STEELE VALLEY VIEW STEELE -
Fram Nerth From Cast | .. . _FromSouth From West
Start Time | Right | Thru| Left| Peds| Rignt| Thru| Left| Peds| Rignt| Thru| Left| Peds| Right| Thru| LeR| peds| .0
Fador] 1.0] 10| 10| 1.0} 10| 16| 16] ol 0] 10 &0 £0[ 10f 16] 10f 1.0
04:00 PM 0 12 1 0 0 0 ] 0 1 13 0 0 0 0 0 0 27
04:15 PM 0 17 0 0 1 0 0 0 1 16 0 0 0 0 0 0 35
04:30 PM 0 16 0 0 0 0 0 0 1 15 0 0 0 0 0 0 32
D445 PM 0 16 0 0 0 ) 3 0 1 2 0 0 0 0 0 0 46
Total 0 61 1 a 1 0 3 0 4 70 0 0 0 0 ¢ 0 140
05:00 PM 0 16 0 0 0 0 o 0 2 12 0 0 ) 0 0 0 30
05:15 PM ¢ 14 0 0 0 0 0 0 1 23 0 0 0 0 0 0 38
05:30 PM 0 21 ) 0 0 0 i 0 32 0 0 0 0 0 0 45
05:45 PM 0 12 0 0 0 0 1 0 0 16 0 0 0 0 0 0 29
Total 0 63 0 0 0 0 2 0 6 71 0 0 G 0 0 h) 142
GGrand Tofal a 124 1 4] 1 0 5 0 10 {41 0 Q 0 0 4] 0 282
Apprch% 00 99.2 68 00) 167 00 833 00! 66 934 00 00| 060 @00 00 00
Total% 06 440 94 00] 64 00 18 00) 35 500 00 GO] 00 00 00 00




TRAm . LmTITL s ey —— -2 -

] —-" e e == = E = === r = - T mer———— i n o R R
Meitive g

T ——— S T e T L ST T

0D ¥ YL U0 peseq I d wesing Low) | Agpadojese] - 3 F 41 STTIVY
{muep 2661 4ONGAD grEL U0 Pasen) vonedsury) (o UIU MU S2SEBIe] — ¥ J1gvy) exnog

‘saunion Avprg sllvissn 0 Aupyaom olrieaw “Avp ofinnw Bunruwigse 10) ©1s0g U S0 RSN 84 POU NS $AIPILOY UD 6l SINOD ¢
“9180 08 Jouls 30 (oA smues Buiddays) sdesmarin uo sewnioa oy papddu e Jou pirony Asly] Aue senjos 1pegs xoflvw pue femyBu ejaig o peiclde eq pjnoys sooed 7
(vt} umtbory gouisiesy vonmpadeurs; eosseucal ol A peqn 461 10|dise) -2 | LANIGT Y 51 S[UT I GlUnna — 194Uy T eUBS oHa ], ) selon

001 01 00N 60 1680 a6'0 S6H'0 60 66’ zo't $Q°1 S0 Yepyad
60 cof Fdon! S0l S0t [{*I e FQ LU 601 i’y 9171 Aepemy}
ot 114 o4 6371 L0710 ' L Fisl) fAv Y (1 ¢ Lo gi' Aepaoupep
€1t Zi ot 80°1 200 504 aNyL &) at'y 18 91 PN Aupserr)
[§ 78 ¥ Ll oLl B9 o o't el oLl 1) i (A fapuoyy
BauEay FQUIBAOM WLOIS0 wmowndag nloy fine e Aupy iy TRT =T Arraqay A roruey
{, poved own mpuns v o) sawnjon depiyg eleawe poimugse waqgo o oo vanl Aqunos proe Adepeiy] .~
Aopui) eBexray ~ . 9310wy e snipy Wary ung i) Koap Jo Aepfaytuopy a9 TWYI
ot et e e e ee o e e R — —_— r—— e
EET 0oL E6 0 oG oS50 1670 e 060 60 ¥6 0 G50 660 Aapyiy
101 1oL ool D ELR a0 B0 asn 260 104 5L FL gl Lops iy
<l e [Ao &m. 't 191 oo G0 W0 oot o0 E0't L00 &1 dupssupap
= ¢} Lt oWt 1L (LA EG O €60 i 2L CrL 0 il Aepoon)
FARN ol oyt At L oot RAD ol EALl ) Ga oyl Rt Aepuiopy
Mivanarg JacjLasnty mamiay | sequiandag 1snfny Amnr ounr Aapy kg TEIH Anreyigay Arnuer
{ ( pobed eum mptas v aof seuinios epyaam offaizan porvuriss urigo O] o oe) wosmB Ag unoo enpae dagyy e
Avpyeops aBeosy — | 210100 ueiarsnipy wely ung ] yeap jo Aeghnuor H 319¥L
51 a4k b 13 Y {074 a0l roY ot LEL 6Oy CEl (A4 Aepmieg
wa Z60 990 £9'D too Z=0] 180 2 1) S4°0 F1: 3o} 680 160 Loy iy
£6 0 €60 z6a )] 050 59°0 890 640 060 £6C 3] 660 Lepramy)
50 860 FG'Q £850 260 3:99 o460 a6'0 o6 0 SeC 66'0 1o Aepsoupap
160 as'0 F6'C k50 TE0 160 1§10 60 ¥50 S60 €60 Dot Aepsen)
£ eG o o6 0 5O £60 80 150 £G0 r6'g 160 oot ¥l fepuon
9! JLRE 9| S A oel LA b | LE°1 ab'L &r't o9 Aepung
seuanzy FIQUUBACH Fl:Tels] ety @ipwesdeg ysnbery finp aunp Aopy mady Yamy Amniga.g Amrimp
£ povad aws myuns v 0 sswnjoa Lep eBesese paewise unmqo of xoef vasl g uhos [Ereme Adyye) =
Arg aBepay — | 20190 WaISHpY ey UTTN] HPOM Jo AeRinop ¥ 310vL

[

T STy T W T T W e RS S o o L - e raer=

e ;T If OIURISISSY UONFIIOdsun] aesseuue syl ki pengrys)() puv pamdely
GSINVHBYM INNTOA — SISATYNY LNYHUYMA TYNDIS DId3vHL. HLIM G380 39 OL SHOLIVH LNINLSNFAY JRAT0A Dugdvdl




Two-Way Stop Control

Page 1 of 2

TWO-WAY STOP CONTROL SUMMARY
1General information Site Information
Analyst ALC Intersection Steele / Lancasler Ridge
Agency/Co. Cannon & Cannon, inc. Lurisdiction Knox Caunty
Eate Performed 11/7/03 Analysis Year 2006
nalysis Time Petiod AM Peak Hour
[Project Description  Full Build Qut Traffic
[EastWest Street:  Lancaster Ridge Subdivision INorth/South Street:  Stceie Road
ntersection Orentation.  North-South Study Period (hrs):  0.25
%cle Volumes and Adjustments
IMajor Streset Northbound Southbound
Movement 1 2 3 4 5 6
L T R L T R
Volume 0 69 17 1 166 )
Peak-Hour Factor, PHF 0.85 0.85 0.85 0.85 (.85 0.85
Hourly Flow Rate, HFR 4] 81 19 1 195 o
Percent Heavy Vehicles 0 — - 2 — -
Median Type Undivided
RT Channelized ] 0
Lanes a 1 0 0 1 0
Configuration TR LT
Upstream Signal e 0
IMinor Street Westhound Eastbound
IMovement 7 8 9 10 11 12
L T R L T R
clume 51 0 3 0 0 o
|Peak-Hour Factor, PHF 0.85 0.85 0.85 0.85 .85 0.85
[Hourly Flow Rate, HFR 59 0 3 0 ) 0
|Percent Heavy Vehicles 2 2 2 ¢ 0 0
{Percent Grade (%) 0 0
IFIared Approach N N
IStorage 0 4
IRT Channelized 0 o
fLanes 0 1 4 ) 0 a
Eonﬁguration | LTR
play, Queue Length, and Level of Service
Approach NB SB Westhound Eastbound
Povement 1 4 7 8 9 10 11 12
JLane Configuration LT LTR
v (vph) 1 62
IC (m) (vph) 1493 712
/G 0.00 0.09
j95% gueue iength 0.00 0.28
{Control Detay 7.4 10.5
lLos A B8
Approach Delay - - 10.6
Approach LOS - - 8
>
Copyright £ 2000 Liniversity of ¥lorida, All Rights Reserved Version 4.1¢c
file://CAWINDOWS\TEMPwZk1136, TMP Y1/7/G3



Two-Way Stop Control

Page 1 of 1

TWO-WAY STOP CONTROL SUMMARY

eneral Information

Site Information

nalyst ALC Intersection Steele / l.ancaster Ridge
gency/Co. Cannon & Cannon, Inc. Lurisdiction Knox Counly
Date Performed 11/7/03 Analysis Year 2006
alysis Time Period PM Peak Hour

{Profect Description  Full Build Out Traffic

|East/West Street.  Lancaster Ridge Subdivision

iNorth/South Street:  Steele Road

Jintersection Orientation.  North-South

[Study Pericd (hrs).  0.25

Vehicle Volumes and Adjustments
Major Street Northbound Southbound
Movement 1 2 3. 4 5 6
L T R L T R
olume 0 96 60 3 80 0
Peak-Hour Factor, PHF 0.85 0.85 0.85 0.85 0.85 0.85
Hourly Fiow Rate, HFR 0 112 70 3 94 0
Percant Heavy Vehicles g - - 2 - -
* [Median Type Undivided
RT Channelized a 4]
Lanes 0 1 g a 1 0
Configuration R LT
Upstream Signal 4] ] G '
iMinor Stroet Westbound Eastbound
Movement 7 8 9 10 11 12
L T R L T R
holume 33 0 2 e 4] 4]
|[Peak-Hour Factor, PHF (.85 0.85 0.85 0.856 0.85 .85
[Hourly Flow Rate, HFR 38 0 2 0 o 0
IPercent Heavy Vehicies 2 2 2 0 0 0
[Percent Grade (%) 7 0
[Flared Approach N N
Storage 7] 0
JRT Channelized 0 0
Lanes 0 1 0 0 0 0
Fgonﬁguration LTR 1
Delay, Queue Ler.lgt-ﬁ:. and Level of Service T T
Approach NB 5B Westbound Eastbound
[Movement 1 4 7 8 2] 10 11 12
|Lane Configuration LT LTR
v (viph) 3 40
[C (m) (vph) 1393 746
v/c 0.G0 0.05
5% queue length 0.01 a7
Controf Delay 7.6 10.1
RO A B
Approach Delay - - 10.1
Approach LOS - - B
HCS20p0™M Copyright © 2000 University of Florida, All Righis Reserved Version 4.1
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(If the left-turn volume exceeds the table value a left -turn lane is peeded)

TABLE 5A

LEFT-TURN LANE VOLUME THRESHOLDS
FOR TWO-LANE ROADWAYS WITH A PREVAILING SPEED OF 36 TO 45 MPH

THROUGH VOLUME PLUS RIGHT-TURN VOLUME *

OPPOSING
VOLUME 100 - 149 120 - 199 200 - 249 250.299 | 300349 | 350-39%
100 - 149 sk 2w o ¥ :\ (30) &5, 140 110 80 70
150 - 199 Poc ik ( 290) T3 et W 2 ] 145 08 it &0
200 - 249 160 115 85 73 65 35
250 - 299 130 100 73 63 60 30
300 - 349 110 9% 10 60 55 45
350 - 399 100 80 65 55 50 40
400 - 449 % 70 60 50 a5 35
450 - 499 30 45 3 43 40 70
500 - 549 20 P a5 33 15 33
550 - 599 65 55 40 13 30 23
§00 - 649 60 a5 35 30 25 23
650 - 699 53 35 35 30 15 20
700 - 749 50 33 30 25 20 20
750 or More a5 35 25 25 20 20

OPPOSING THROUGH VOLUME PLUS RIGHT-TURN VOLUME *
VOLUME 350 - 399 00 - 449 450 - 499 SH0-540 | S50-599 | =/ >6M0
100 - 149 7 60 50 45 40 3
150 - 199 0 35 45 40 35 30
200 - 249 55 0 R s 30 a0
250 - 299 a0 3 35 30 340 30
3060 - 349 45 4 35 30 25 25
350 - 399 ® 35 30 13 25 20
400 - 449 33 30 16 25 20 20
450 - 449 30 15 25 28 20 mn
500 - 519 25 25 20 20 20 5
S50 - 509 25 20 20 20 20 15
600 - 649 15 20 20 20 20 15
650 - 699 20 20 20 20 20 135
T - T30 20 Fi\; 20 15 ) 15
750 or More 2 20 0 15 15

* Or through volume only if a right-turn lane exists




TABLE 5B

RIGHT-TURN LANE VOLUME THRESHOLDS
FOR TWO-LANE ROADWAYS WITH A PREVAILING SPEED OF 36 TO 45 MPH

THROUGH VOLUME PLUS LEFT-TURN YVOLUME *

RIGHT-TURN
VOLUME <100 100 - 199 200 - 249 250-299 | 300-340 | 350-399
Fewer Than 25 ¥ AM P'E-t k ¥
25 - 49
50-99 i Pl Peok#
100 - 149
150 - 199
200 - 249 Yes
250 - 299 Yeg Yes
300 - 349 Yes Yes Yes
330-39% Yes Yes Yes Yes
400 - 449 Yes Yes Yes Yes
450 - 499 Yes Yes Yes Yes Yes
300 - 349 Yes Yes Yes Yes Yes
550 - 599 Yes Yes Yes Yes Yes Yes
M} or More Yes Yes Yes Yes Yus Yes
RIGHT-TURN THROUGH VOLUME PLUS LEFT-TURN VOLUME *
VOILUME 350 - 399 4{H) - 449 450 - 499 00 - 349 330 - 600 + /> 600
Fewer Than 25
25-49 Yes Yes
S0-99 Yes Yes Yes
10 - 149 Yes Yeus Yes Yes
150 - 199 Yes Yes Yes Yes Yes
204 - 249 Yes Yes Yes Yes Yes Yes
250 - 299 Yes Yes Yes Yes Yes Yes
M) - 349 Yes Yes Yes Yes Yes Yes
350~ 300 Yes Yes Yes Yes Yes Yes
4040 - 449 Yes Yes Yes Yex Yes Yes
450 - 499 Yes Yes Yes Yes Yes Yes
500 - 549 Yes Yes Yes Yes Yes Yes
550 - 399 Yes Yes Yes Yes Tes Yes
&4 ot More Yes Yes Yes Yes Yes Yes

* Or through volume only if a left-turn lune exists.



