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APPROXIMATE CONVERSIONS TO SI UNITS

Symbol When You Know Multiply By To Find Symbol
LENGTH
in inches 254 millimeters mm
ft feet 0.305 meters m
yd yards 0.914 meters m
mi miles 1.61 kilometers km
AREA
in? square inches 645.2 square millimeters mm?
ft? square feet 0.093 square meters m?
yd? square yard 0.836 square meters m?
ac acres 0.405 hectares ha
mi? square miles 2.59 square kilometers km?
VOLUME
fl oz fluid ounces 29.57 milliliters mL
gal gallons 3.785 liters L
ft* cubic feet 0.028 cubic meters m?®
yd® cubic yards 0.765 cubic meters m?®
NOTE: volumes greater than 1000 L shall be shown in m?®
MASS
oz ounces 28.35 grams g
Ib pounds 0.454 kilograms kg
T short tons (2000 Ib) 0.907 megagrams (or "metric ton") Mg (or "t"
TEMPERATURE (exact degrees)
°F Fahrenheit 5 (F-32)/9 Celsius °C
or (F-32)/1.8
ILLUMINATION
fc foot-candles 10.76 lux Ix
fl foot-Lamberts 3.426 candela/m? cd/m?
FORCE and PRESSURE or STRESS
Ibf poundforce 4.45 newtons N
Ibf/in? poundforce per square inch 6.89 kilopascals kPa
APPROXIMATE CONV ERSIONS FROM Sl UNITS
Symbol When You Know Multiply By To Find Symbol
LENGTH
mm millimeters 0.039 inches in
m meters 3.28 feet ft
m meters 1.09 yards yd
km kilometers 0.621 miles mi
AREA
mm? square millimeters 0.0016 square inches in?
m? square meters 10.764 square feet ft?
m? square meters 1.195 square yards yd?
ha hectares 2.47 acres ac
km? square kilometers 0.386 square miles mi?
VOLUME
mL milliliters 0.034 fluid ounces fl oz
L liters 0.264 gallons gal
m® cubic meters 35.314 cubic feet ft
m® cubic meters 1.307 cubic yards yd?®
MASS
g grams 0.035 ounces oz
kg kilograms 2.202 pounds Ib
Mg (or "t") megagrams (or "metric ton") 1.103 short tons (2000 Ib) T
TEMPERATURE (exact degrees)
°C Celsius 1.8C+32 Fahrenheit °F
ILLUMINATION
Ix lux 0.0929 foot-candles fc
cd/m? candela/m? 0.2919 foot-Lamberts fl
FORCE and PRESSURE or STRESS
N newtons 0.225 poundforce Ibf
kPa kilopascals 0.145 poundforce per square inch Ibf/in?

*Sl is the symbol for the International System of Units. Appropriate rounding should be made to comply with Section 4 of ASTM E380.
(Revised March 2003
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CHAPTER1: INTRODUCTION

This report documents the procedures, findings, and discussions related to a project with
the following objectives, conducted for the Arkansas Department of Transportation (ARDOT).

* Examine the presentaccess management practices at the state and local level in Arkansas.

* Compare the current Arkansas practices at the state and local levels with those in other
states, and with the state-of-the-practice.

* Developand propose revisionsin current ARDOT policies and practices to enhance the
application of access management techniquesto roadways in Arkansas.

Access management concepts were well known by the 1970s, and state departments of
transportation began to implementaccess management programs in the 1980s. Since then,
research and experience have contributed to the evolution of the concepts and the
implementation mechanisms. Even though access management can improve safety, traffic flow,
and capacity —and more indirectly, provide economicbenefits—the extent to which state and
local agencies have applied access managementvaries widely. Adoption and implementation of
access management is challenging because it cuts across organizational linesand involvesa
number of interrelated practices.

Chapter 2 of this report presents an abbreviated review of literature, mainly focusingon
the documented effects and benefits of access management techniques. Chapter3 summarizes
the current state of access management practice in Arkansas, at the state level and at selected
local levels. Chapter4 relates access management practices and experiences of other states.
Chapter 5 raisesissuesto considerand decisions to make before proceeding. Chapter 6 offersa
limited comparison of access management benefits and costs. Chapter 7 contains
considerationswhen preparing to implementan access management program.

Exhibit 1-1 provides a partial list of abbreviations usedin this report, and Exhibit 1-2
definesa number of terms used herein.
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EXHIBIT 1-1 Partial list of abbreviations

Abbreviation Meaning

AASHO American Association of State Highway Officials
AASHTO American Association of State Highway and Transportation Officials
ADT average daily traffic volume

AMAG Access Management Application Guidelines
AMM2 Access Management Manual, 2™ ed.

ARDOT Arkansas Department of Transportation

CA control-of-access

Chp chapter

CMF crash modification factor

DOT Department of Transportation

dway driveway

FHWA Federal Highway Administration

ft foot

HSM Highway Safety Manual

ITE Institute of Transportation Engineers

mi mile

mph miles per hour

MPO metropolitan planning organization

NCHRP National Cooperative Highway Research Program
NHI National Highway Institute

NHS National Highway System

p page

PE professional engineer

RCUT reduced conflict U-turn intersection

ROW right of way

TIA, TIS trafficimpact analysis, trafficimpact study

TRB Transportation Research Board

TWLTL two-way leftturn lane

VMT vehicle milestraveled

vph vehicles perhour
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EXHIBIT 1-2 List of terms and definitions

Term

Definition

Abutting property

Real property bordering the right-of-way of a public way.

Access

Egress and/or ingress, eitherdirect or indirect, between aproperty and
the publicroadway.

Alternative access

For situationsin which there are multiple means of providingaccess to a
property, usually refers to providingaccess by a means that is not the
requested choice of the property owner.

Access

A way that approaches a state roadway, such as a driveway, a city
street, or an access ramp.

Access break

A place where access to a state roadway isallowed. ARDOT’s policy per
Minute Order 2017-112 governs the granting of access breaks.

Channelize Using trafficislands or pavement markingsto regulate or separate
conflicting traffic movementsinto defined paths of travel. (see 2011
Green Book, Chp 9)

Conflict Meaning depends on context.
Potential conflict: a situation in which traffic paths intersect or cross
each other.
Actual conflict:an eventinwhich one or more parties takes evasive
action to avoid a collision, orin which a collision occurs.

Connection The junction of the subject roadway with a source of traffic to or from

the side (e.g., a driveway, roadway, or ramp).

Controlled-access
highway

A highway or street especially designed forthrough traffic over, from, or
to which owners or occupants of abuttingland or other persons have no
right or easement, or only a controlled right of easement of access,
light, air, or view, by reason of the fact that their property abuts upon
the controlled-access facility or for any other reason.

Corner clearance

The distance betweenanintersection and the nearestunsignalized
access connection, either upstream or downstream of the subject
intersection. (see Access Management Manual, 2" ed, Chp 15)

Crash modification
factor

A number that indicates the effectthat a specifictreatment will have on
the expected number of crashes, relative to some assumed baseline
condition. For instance, a CMF of 0.90 means that on average, the
treatment will resultinthe number of crashes decreasing from a base
condition of 100% to 90% of the previous number, or a drop of 10%.

Driveway

The way extending from the traveled way of a publicroadway into an
abutting property. (In the context of access management, it may not
include the full length of a way that provides access between public
ways and the activities or buildings on abutting land.)
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EXHIBIT 1-2 List of terms and definitions

Term

Definition

Dust pan

A driveway entry or exit shape with the plan view designed with a flared
or tapered edge. With this design, the curb heightalong the roadway
edge transitions from full heightto no curb height. Thus, the design
incorporates a taper inboth the plan and in the front elevation views.

Functional area (of
an intersection)

The space that includes notonly the physical area where roadways
cross each other, but alsothe areas upstream and downstream of the
physical intersectionin which perception-reaction, maneuvering,
deceleration, queue storage, and acceleration occur that are related to
the operation of the intersection. (see 2011 Green Book, Chp 9)

Grandfathered

The condition of allowinga situation that does not conform to new rules
or regulations to continue to exist.

Green Book

A Policy on Geometric Design of Highways and Streets, by the American
Association of State Highway and Transportation Officials (AASHTO)

Joint-use driveway

A driveway that provides access to multiple properties. When this
techniqueisemployed, a common pattern is the driveway straddles the
boundary between the two adjacent properties served by the driveway,
witha legal instrumentin place allowing both properties’ trafficto use
the driveway. (see AMM2, Chp 9)

Landlocked A property that has no legal direct access to a publicway. In practice,
the concern is usually access by motor vehiclestoa publicroadway.
Median The portion of a roadway separating opposingdirections of the through

lanes of the traveled way. Note that leftturn lanes, two-way leftturn
lanes, and inner shoulderslie within the median. (see 2011 Green Book,
Chp 4)

Non-restrictive median: one such as a two-way left-turn lane (TWLTL),
designedto be easily crossed by a motor vehicle.

Restrictive median: one such as a raised or depressed median, designed
not to be crossed by a motor vehicle except at selected locations.

Median opening

A space in a median intentionally created to allow one or more traffic
movementsto fully cross said median.

Full median opening: one at which all applicable crossingand leftturn
maneuvers are accommodated.

Directional or partial median opening: one at which some but not all
applicable crossing and left turn maneuversare accommodated. Such
designs often employ channelizing techniquesto deterunauthorized
maneuvers.
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EXHIBIT 1-2 List of terms and definitions

Term

Definition

Police power

The government’sinherentauthority to exercise reasonable control
over personsor property inorder to safeguard the welfare of the public.

Roadway

The portion of a highway for vehicularuse, including shoulders; a
divided highway has multiple roadways. (see 2011 Green Book, Chp 4)

Spillback

When a situation exists such that the traffic conditions at the subject
driveway influence or affect the operation of vehiclesin the outside
through lane at or inadvance of the driveway upstream of the subject
driveway.

Throat

The length of a driveway from the outer edge of the traveled way of the
intersectingroadway to the first point along the driveway at which
there are conflictingvehiculartrafficmovements. Also known as the
driveway connection depth, driveway reservoirlength, driveway
stacking distance, driveway storage length, driveway stem. (see NCHRP
Report 659)

Traffic impact study,
Trafficimpact
assessment

Strictly defined, arequirementby a jurisdictionthat a developeror the
developer’sagentpresenta report that evaluatesa new development’s
effects on the transportation network, and offers suggestionsto
ameliorate anticipated problems. In practice, the scope of such studies
may be expandedto include an examination of other development-
related trafficissues, including access management.

Traveled way

The portion of a roadway for the movement of motor vehicles,
excludingshouldersand bicycle lanes. (see 2011 Green Book, Chp 4)

Trip

A one-directional vehicle movement between two end points. A vehicle
leavingthe highway and enteringa propertyis one trip, and the same
vehicle leavingthe property and enteringthe highway isa second trip.

Variance

A permissionintentionally granted by a governmentagency that allows
the receiving entity to comply with a rule or requirementat a level that
is below the level statedin rule or regulation.

Waiver

An exemptiontocomply with a rule or requirement, intentionally
granted by a governmentagency to some entity, e.g., aland developer.
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CHAPTER2: LITERATURE REVIEW

For lists of abbreviations and definitions, see Chapter 1.

Task 2 of this project is to summarize existingliterature that assessed effects of access
management, chiefly reflecting contentfrom the recently published the Access Management
Manual, 2nd ed. (AMM?2), and the Access Management Application Guidelines (AMAG).

The term “access management” defiesaconcise definition. The first edition of the Access
Management Manual (AMM1, p 3) defined access management as follows.

“Access management is the systematic control of the location, spacing, design, and
operation of driveways, median openings, interchanges, and street connectionsto a
roadway. It alsoinvolvesroadway designapplications, such as mediantreatments
and auxiliary lanes, and the appropriate spacing of trafficsignals.”

The authors of the second edition developed a markedly different description (AMM2, p 3).

“Access management isthe coordinated planning, regulation, and design of access
betweenroadwaysand land development. It encompasses a range of methods that
promote the efficientand safe movementof people and goods by reducing conflicts
over the roadway systemand at its interface with other modes of travel.”

Inherentin the difficulty of offering a straightforward definition of the term is that access
managementis not a single “thing”, but (as impliedinthe second edition’s definition) instead is
a body of policies and practices that work in concert to improve both safety and flow of traffic
on roadways, by broadly managing the movementsto and from a subjectroadway. Among the
elementsthata comprehensive access management program will affectare:

* The location, spacing, and design of driveways and side street connections;
*  Where and what type of left-turn movements are allowed,;

* The type of median treatment, and median openinglocations; and

* Spacing between successive signalized intersections.

A comprehensive and effective access management program affects policies and practices
broadly across an agency, including those of right-of-way, legal, planning, design, and
operational divisions.

Over 70 years of research documents the effects of access management. In 1943, the
PublicRoads Administration (a precursor of FHWA) reported the adverse impacts of frequent
access: “While many of our newerimprovements are of the latestengineeringdesign,
compellingevidence indicates that some of these roads will become functionally obsolescent
long before they deteriorate physically. This condition persists despite attempts at its
correction because of the absence of effective control of access”. The AMM2 groups these
effects of access management underthe categories of safety, operations, economics, and the
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environment. Two of the core access managementtechniques, requiringa minimum spacing
between successive connections (side streets, driveways), and placinga median that allows
relative infrequent crossing movements (i.e., “restrictive median”) tend to be a focus of many
of the studies.

SAFETY

One of the benefits of access managementis a reduction in collisions. Anumber of safety
comparisons among roadways with various levels of access control have been conducted ina
variety of environments. Only a few typical findings are presented herein.

Consideringthe combined effects of various access management treatments on urban
roadways, the Highway Safety Manualstates “a high level of access control appears to reduce
injury and non-injury crashesand may also reduce angle and sideswipe crashes at intersections
and midblock areas. However, the magnitude of the crash effectis not certain at this time”
(HSM p 17-12).

Number of Access Connections and Safety

Exhibit 2-1 displays a general trend of crash frequency along a roadway corridor
fluctuatingto a considerable degree with the access frequency. The data are from a 29 mile
segment of US 101 in Oregon, which had a mixture of two-lane, TWLTL, and non-traversable
median cross sections. Note that the part with the non-traversable or restrictive median
(labeled “parkway”) is an exceptionto the general trend, in that in this part the crash rate does
not increase markedly as access density increases. This study also found that the crash rate
increased as the number of access points per mile increased, and the rate of increase for both
rural and urban parts increased when access densities exceeded 50 per mile. Similartrends
have been mirrored by many other studies overthe years.

Exhibit 2-2 displays relationships between the number of access pointsand numbers of
crashes, with 10 access points per mile as the baseline (AMM2, p 26). The relationshipsin
columns 2 through 7 are copied from the Access Management Manual, 2™ ed., while the
proportions incolumn 8 are from a separate research study of Arkansas roadways (Gattis). For
reference, connections on both sides of the road spaced at 300 ft on center equals
approximately 35 access points per mile. Each of the sources indicatesthat as the access
densityincreases, the number of crashes increases; for instance, in column 2, increasingthe
number of access points per mile from 10 to 40 more than doublesthe number of crashes. The
Arkansas proportional relationships (column 8) do not escalate as rapidly as those from the
other sources, but do indicate a marked deteriorationin safety as access frequencyincreases.
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EXHIBIT 2-1 Densities of crashes and access points for a 29 mile segment of US 101 in Oregon

EXHIBIT 2-2 Comparing crash rate indices based on access density

(1) (2) (3) (4) (5) (6) (7) (8)
Access Allroads Urban & Urban & Urban & Urban & Allroads Urban &
points (literature suburban suburban4- suburban4- suburban (Square suburban 4-

per synthesis) roads lane,no Lt lane,w/ Lt roads root rule) laneroads,
mile (safety  turnlane turn lane (Indiana) 15,000 ADT
analysis) (Minnesota) (Minnesota) (Arkansas)

10 1.0 1.0 1.0 1.0 1.0 1.0 1.0

20 1.3 1.4 1.4 1.4 1.2 1.4 1.1

30 1.7 1.8 1.7 1.6 15 1.7 1.3

40 2.1 2.1 2.0 1.8 1.8 2.0 1.4

50 2.8 2.3 2.5 2.3 2.1 2.2 1.6

60 4.1 2.5 2.8 2.9 2.5 2.7 1.8

NOTES: Column 7, square root rule, from examination by Levinson
Column 8, from MBTC 2067, roads with either TWLTL or restrictive median

Exhibit 2-3 shows relationships between access density and crash rates, based on data
from a 766-mile sample of the Minnesota trunk highway system (Preston).
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EXHIBIT 2-3 Minnesota crash rates and access densities

Access Patterns and Safety

A synthesis of studies (Rawlings) of driveway-related collisions found a number of
consistent patterns among the findings. Note that “driveway” in this context refers to the area
where the driveway connects to the publicroadway. The Skokie, Indiana, and Springdale
columns reflect urban roadways, while the Texas and Arkansas columns show statewide data.
The percentagesin Exhibit 2-4 show that the percentage of all urban crashes that are driveway
relatedis inthe teens;that large majority of driveway related crashes occur at commercial
sites; and that a disproportional number of driveway related crashes involve left return
maneuvers.

The Springdale study involved individual examinations of the 2227 reported collisionsina
givenyear. At the time of the study, all arterial roadways were eitherundivided ordivided with
a TWLTL; restrictive medians were practically nonexistent. The summary data, based on
categorizations by the reporting officer, listed 16.2% of all crashes as driveway-related, but the
detailed examination of individual reports found that this percentage was 18.5%. This raisesthe
possibility thatthere may be a tendencyfor those involvedin crash coding to not recognize
some driveway related crashes as such.
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EXHIBIT 2-4 Comparing driveway-related collision studies

Attribute Skokie Indiana Texas Arkansas Springdale
percent of urban crashes that are
) 11 14 15 13 19
driveway-related
ercent of driveway-related that
P y-retat 75 72 - - 73
occurred at commercial sites
percent of driveway-related that
. 65 - - 63
involvedleftturns
percent of driveway-related that
31 14 11 38 ?

resultedininjury

Exhibit 2-5 presents the vehicle movement patternsfoundin the Springdale driveway
crash study. Over40% of such crashes involved a vehicle makinga left-turn maneuver out of
the driveway.

11% 11% 9% 30% 13% 6% 1%
20— < 29 4 =p o
- N TN NI NV
Rtin Ltin Ltin Lt out Lt out Rt out Rt out
Note: schematics may not show all . ::>8%<}:| 8% mm
possible vehicle orientations 3% _\f!li;/_ _\j]i;/_
% of all driveway crashes Springdale other backing- backing-
moving parked

EXHIBIT 2-5 Vehicle maneuverpatternsin urban driveway crashes

Median Types and Safety

A 2010 Federal Highway Administration (FHWA) publication stated that the presence of
raised medians or pedestrian refuge areas at pedestrian crossings with marked crosswalks
reduces pedestrian crashes by 46%, and at unmarked crosswalk locations by 39%.

The following Exhibit 2-6 draws from a number of studies examining crash rates to
presenta comparison of safety between roadways having two-way left-turn lanes and
roadways with raised or depressed medians (Gluck, p 75). Exhibit 2-7 shows comparisons of
representative crash rates on roadways with undivided, two-way left-turn lane (TWLTL) and
restrictive (raised or depressed) median cross sections; both exhibits were adapted from
NCHRP Report 420 (Gluck).
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EXHIBIT 2-6 Comparing differentroad segments

Location Year Crash rate Crash rate Crash rate percentage
TWLTL  restrictive median difference
Jimmy Carter Boulevard, Atlanta 1990 8.1 6.5 -20
Memorial Boulevard, Atlanta 1996 11.9 7.9 -34
Phoenix 1989 5.9 5.7 -3
Tucson 1989 5.2 4.0 -22
Virginia 1983 6.1 4.4 -28
Michigan four lane arterials 1988 9.6 4.1 -57
Michigan six lane arterials 1988 11.07 5.63 -49
Georgia four lane sections 1989 9.0 7.7 -15
Georgia six lane sections 1989 10.8 8.2 -25
Floridafour lane arterials 1993 3.2 2.1 -35
Floridasix lane arterials 1993 4.3 3.2 -25
Tennessee 1995 6.5 6.0 -8

NOTE: crash rates expressed per million vehicle miles of travel (VMT)

EXHIBIT 2-7 Representative crashrates by type of area and median treatment

Total access points Rural areas Urban and suburban areas
per mile Undivided TWLTL  Restrictive |Undivided TWLTL Restrictive
> 30 4.6 1.7 15 - - -
15.01 -30 3.6 1.3 1.2 - - -
<15 2.5 1.0 0.9 - - -
> 60 - - - 10.6 9.2 8.2
40.01 -60 - - - 9.4 7.9 6.8
20.01 -40 - - - 7.3 5.9 5.1
<20 - - - 3.8 3.4 2.9

NOTE: crash rates expressed per million vehicle miles of travel (VMT)

A before-and-aftercomparison of 18 sites, totaling 17.5 miles, converted from TWLTLs to
raised medians found that the six-lane locations experienced an aggregate 37% reductionin
crashes, while the seven four-lane sites had a 5% decrease (Alluri).

The 2010 Highway Safety Manual (HSM) includes factors to suggest the safety effects of
medians. The HSM’s crash modification factors (CMF) indicate the effect of a giventreatment
on the predicted number of crashes.

For rural multilane roadways withouta median barrier, the following CMFs (HSM p 11-31)
apply to total crashes, but representonly the effect of median width in reducing cross-median
collisions. They do not reflect effects of reducing left turn movements. To illustrate, these
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factors indicate that decreasinga rural median width from 30 ft to 10 ft would produce an
expected 4% increase in the number of crashes.

Median width 10 ft 20 ft 30 ft 40 ft 50 ft
CMF (Rural) 1.04 1.02 1.00 0.99 0.97
Next are the factors for urban and suburban arterial median widths (HSM p 12-42).
Median width 10ft 15ft 20ft 30ft 40 ft
CMF (Urban and Suburban) 1.01 1.00 0.99 0.98 0.97

For both the rural and the urban/suburban divided roadway settings, cross-median collisions
are said to comprise 12% of crashes.

The CMFs in Exhibit 2-8 reflecta broader range of the effects of having a median on rural
multilane highways and urban arterials (HSM p 13-14). The base condition of CMF =1.0 isfor
not having a median. The source did not state the range of volumes or numbers of through
lanes. All standard errors are 0.03 or less. These valuesindicate reductionsin injury crashes of
10% to 20%. Note that inthe urban environment, non-injury crashesincreased.

EXHIBIT 2-8 Safety effects of a median

Road setting Crash severity CMF
Rural Allinjury 0.88
Rural All non-injury 0.82
Urban Allinjury 0.78
Urban All non-injury 1.09

U-turns and Safety

A discussion of the safety effects of a raised or depressed median logically leads to
guestions about the safety of U-turn movements necessitated by the installation of such a
median. NCHRP Report 524, Safety of U-Turns at Unsignalized Median Openings, examined U-
turns and crash data from both rural and urban arterial corridors. The study computed crash
rates for mid-block median openings where only U-turns were allowed, and crash rates for both
directional (some movements prohibited) and conventional (all movements allowed) three-and
four-legintersections.

At the 103 urban unsignalized median openings studied, there were an average of 0.41 U-
turn plus left-turn crashes per year. At the 12 rural locations, this figure was 0.20. At all of these
openings combined, 58% of the movements were U-turns. Major road average daily traffic
volumes (ADTs) ranged from 13,000 to 42,000.

In the urban corridors, mid-block median openings had substantially lower median
openingcrash rates than did three- and four-legintersection median openings. The rural
sample size was too small to allow firm conclusionsto be made.
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At three- and four-legged urban intersections, two or more directional median openings
are neededto serve the same movements as one conventional median opening. For three-leg
intersections, the combined directional crash rate was markedly lessthan the rate for
conventional openings. For four-legintersections, the combined directional crash rate was
about the same as that for the conventional openings (Potts).

Turn Lanes and Safety

Crash modification factors (HSM p 11-34, 12-43) in Exhibit 2-9 demonstrate the safety
benefits of providing turn lanes on through roadway uncontrolled approaches.

EXHIBIT 2-9 Safety benefits of providingturn lanes at intersections

Three-leg Four-legintersection, Four-legintersection,
intersection one major approach  two major approaches

Rural multilane:leftturn lane,

0.56 0.72 0.52
total crashes
Rural multilane:leftturn lane,
L. 0.45 0.65 0.42
fatal + injury crashes
Rural multil rightt lane,
ural multilane:rightturn lane 0.86 0.86 0.74
total crashes
Rural multilane:rightturn lane,
L. 0.77 0.77 0.59
fatal + injury crashes
Urban and suburban arterial,
0.67 0.73 0.53
leftturn lane, total crashes
Urban and suburban arterial,
Hbur ' 0.86 0.86 0.74

right turn lane, total crashes

OPERATIONS

A number of sources reflectthe concept that frequent driveway access to roadways
increases delay and reduces capacity. Such effects may be insignificanton alocal or collector
roadway, but have more pronounced implications on highervolume, higherspeed arterials. For
instance, the 2010 Highway Capacity Manual procedure called for reductionsin free-flow speed
as access points per mile increased.

Itis rather obviousthat the presence of a raised median creates greater delay for drivers
wanting to turn leftinto a specificdriveway than does a TWLTL, although the driver may be
oblivioustothe better overall travel time from the trip originto the point of the leftturn
afforded by more restrictive access management.
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In 1981, Coloradobecame the firststate to adopt a modern, comprehensive access
management program. They conducted a study to compare and analyze travel efficiency on
arterials with and without access management. Using trafficmodel TRANSYT7F and two
theoretical five-mileroadway segments, travel time and travel delay was measured. The access
controlled roadway assumed full movementsignalized intersections every one-half mile and
right-inright-outintersections at one-quarter mile points. The unrestricted roadway assumed
full movementsignalizedintersections every one-quarter mile, with lesseraccess points every
600 feet. Exhibit 2-10 contrasts the simulation outcomes (Colo.).

EXHIBIT 2-10 Estimated savings intravel time and delay for a five-mile roadway segment

Total Travel Time  Total Delay (vehicle

(vehicle-hours perhr) hours per hr)
Uncontrolled access - 1/4 mile signal spacing with
. ess - 1/4 mile signal spacing wi 942 675
typical commercial driveways
Access-managed - 1/2 mile signal spacing 542 275
Percent change: Uncontrolled to Access-managed -42% -59%

Using traffic simulation software to model different scenarios and determine delay for
driveway users, a Michigan DOT study found that the delayfor a driveway close to the
intersection was greater than delay at a driveway farther away from the intersection.

NCHRP Report 420 (Gluck p 79) stated simulation “models show TWLTLs resultingin
lowerdelaysthan raised medians”. The authors noted that part of this modeled delay resulted
from blockages created by inadequate design of the left turn bays.

Fewerand better-spacedsignalized intersections make it more likely thata signal timing
plan withimproved two-way progression can be achieved. NCHRP Report 420 (Gluck, p 28)
contained an estimate of the effects of increased numbers of trafficsignalson travel time
(Exhibit2-11). Exhibit 2-12 illustrates that for 40 to 45 mph arterials, a lowersignal density
helps move vehicles along. Conversely, as signal density goes up, speed goes down (Gluck p 28).

EXHIBIT 2-11 Effect of signals on travel time
Signals  Travel timeincreased over a base
per mile condition of two signals per mile
3 9%
4 16%
6 29%
8 39%
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EXHIBIT 2-12 Effects of signal density on speed of 40 to 45 mph arterials

Gan and Long identified the following eight operational problems caused by access points

too close to a signalized intersection. These factors adversely affect both throughput efficiency

and safety.

1.

Blocking driveway egress movement—The through vehicle queue extends upstream so as
to block an access point, preventinga vehicle from exitingthe driveway.

Blocking driveway ingress movement—The through vehicle queue extends upstreamso as
to block an access point, preventinga vehicle from entering the driveway.

Incomplete turningmovement— A driver intends to make a right turn from a driveway into
a roadway, followed by a leftturn at a nearby signalizedintersection. The driveris not able
to complete the maneuverdue to queuedcars in the leftturn lane and isthus leftexposed
to trafficin through lanes.

Insufficient weavingsectionlength— A driverexitinga driveway is required to immediately
maneuveracross multiple lanesto make the nextturn.

Conflicts withintersection turning movements— A driver exitingadriveway is often not able
to see turningvehicles at a nearby intersection because these vehicles are hidden behind
other queuedvehicles atthe traffic signal. Also, having to monitor for vehicles coming from
multiple intersection approaches complicates the drivingtask.

Misinterpretations of right turn signals— Vehicle Bis on a driveway or side street, about to
turn onto the through roadway. The driver of vehicle B may think that approaching vehicle
A on the through roadway displayingaright turn signal will turn right before or at their
location. Instead, the driverof vehicle Aintendsto turn somewhere downstream of
vehicle B.
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7. Merging bay vehicularconflictand reduced merginglength —A driver who turns right from a
traffic signal into a merging lane may be too distracted by the merge maneuverto notice a
vehicle turningfrom a driveway immediately downstream.

8. Emerging vehicular conflicts from driveways on right turn bays — A driveris required to turn
across a right turn bay into the through lane when performinga right turn maneuver.

ECONOMICS

The transportation network supports a wide range of economic activities occurring in
both rural and urban environments. The efficiency — or inefficiency —of the network has broad
impacts on attributes such as reliability and costs that affecta wide range of manufacturing,
agricultural, and wholesale trade activities. The network’s attributes affect travel time from
residential areasto job locations, and therefore in part influence the availability of labor. Traffic
crashes result ineconomic losses. However, the primary concern whenroadway projects
propose restrictive medians and driveway modifications has been the potential economic
impact on retail roadside businesses.

Researchers have found it more challengingto quantify the economic effects of access
managementon roadside businessesthan on other attributes, because private businesses are
not prone to release theirfinancial statements. The following economicstudies were reported
in the Access Management Manual (AMM2, p 33-36).

Economic Impacts on Roadside Business

The Kansas DOT examined 15 roadside businesses that had previously filedinverse
condemnation lawsuits based on access related factors, in which a common complaint was that
access management would have a detrimental impact on their business or land-use. In 14 of
the 15 cases, the plaintiff was eitherstill operatingthe business, a different entity was
operatingthe same business, or the property had been upgraded. The one businessfailure
involved a gasoline station for which the access change caused driversto incur about two miles
of additional travel to reach.

Aninnovative lowa effort collected data on businessesin eightcorridors that had
undergone access managementtreatments, along with other statewide data for comparisons.

* Inall but one case studied, the five-year businessloss rate for the access-managed corridors
was substantially lowerthan that for their overall communities.

* Inthe access-managed corridors, retail sales grew at an average annual rate of 7.3%,
compared to only 3.3% in the overall community.

* Inthe study corridors after construction was completed, sales growth exceeded that of the
overall community by 10% to 20%.
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* Most businessownersand managers reported after-project saleswere eitherthe same
(53%) or greater than (33%) theirbefore-projectsales; while 5% reported a sales decline
after completion of the project.

A Texas study investigating the economicimpacts of restricting left-turn movementsto
and from businesses due to installinga median found the following.

* Most of the negative impacts occurred during median construction.

* Perceptionsof businessownerswere more pessimisticbefore the medianinstalled, but
improved after.

* Most types of roadside businesses (including specialty retail and restaurants) reported
increasesin customers and gross sales. Gasoline stations and automobile repair shops
reported decreases.

* Except for during construction, overall employmentinthe corridor trended upward.
* The value of most tracts in the corridor stayed the same or increased.

A North Carolina DOT study collected perceptions of access management from 789
business owners. After project completion, general business owner perception of the medians
was more favorable than before their construction.

Broader Economic Impacts

The economic impacts that can be easily overlooked are the impacts on the general public
and on arange of business sectors that depend on roadway transportation. By preservingthe
functionality and utility of the roadway (i.e., higherlevels of mobility and safety), and beingless
susceptible to degradation, access management helps preserve the public’sinvestmentinthe
public’sinfrastructure.

The VirginiaDOT’s access management program has five established goals, enumerated
by the state’slegislature (Connelly). The following three of the five have an economic focus.

3. Support economic developmentinthe Commonwealth by promotingthe efficient
movement of people and goods.

4. Reduce the needfor new highways and road widening by improvingthe performance of
existing systems of state highways.

5. Preserve the publicinvestmentin new highways by maximizingtheir performance.

A given roadway that has better mobility and less congestion allows potential customers
to travel to a site within a specified number of minutes from a greater distance; this has the
effect of creating a larger potential market area for any given tract of land. Improve mobility
and less delay also makes the hauling and distribution of freight more economical. Specifically,
the trucking industry is impacted by congestion, trafficsignal delay and lowering of speed limits
— any factors that resultin more time to delivergoodsto their destination (Torrey).

17
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One of the largest overnight package delivery companies, UPS, is known for studyingand
refiningitsvehicle routingto improve efficiency, operations, and profits. The company
implemented arouting strategy consistent with basic access management principles. By routing
trucks to make right turns and minimize the number of left-turn movements, the company is
saving millions of dollars on its gasoline bill. It recognized that the time the trucks spentin left-
turn lanes leadsto more engine idling, fuel consumption, and traffic delays. The company also
recognized that leftturns are not as safe as right turns. This conclusion was reached based on
the extensive experience of its drivers and reconfirmsthe crash analysis findingsinthe access
managementresearch (Gattis & Gluck).

ENVIRONMENT

Numerous sources that discuss the fuel efficiency of automobilesand light trucks show,
withinthe range of speeds normally encountered on urban and suburban roadways, improved
fuel economy as speedsincreases. The exact values vary among different makes and models,
butitis not uncommon to see fuel efficiencies steadily rise up to speeds of 25 to 35 mph and
then plateau. Access managed roadways are less likely toincur stop and go driving, and more
likely toallow driversto maintain a steadierrange of speeds, thus producing better fuel
economy. Reducing the amount of deceleration and acceleration in the stream of traffic also
reduces both air and noise pollution.

CLOSING

Numerous studies conducted by different groups, in different environments across the
country tend to show that implementing comprehensive access management strategiesand
treatments leads to improved conditions, as compared to roadways with little or no access
management.

e Safety:fewercrashes
* QOperations:lessdelay, greater mobility

* Economics: broad economic benefits;impacts on specificbusinesses may be negative,
neutral, or positive

* Environment:access managementcreates operating conditions conducive to less pollution,
betterfuel economy

The operational and safety examination of suburban multilane roadways reported in
NCHRP Report 282 (Harwood) reached somewhat different conclusions. Using data from
Californiaand Michigan highways, a number of cross section alternatives were compared for
roadways with over 7000 ADT, speedsinthe 35 to 50 mph range, and at least % mile between
signalizedintersections. Afour-lane divided section was recommended for major arterials with
high through volumes, and only with lessthan 45 driveways permile (p 17). It was noted thatin
a developingarea, selectingadivided section could “influence the course of future
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development, sothat the traffic movementfunctionis preserved”. The stated expectation (p
25) that six-lane lane roadways with eithera median or a TWLTL would have similarsafety
performance has been challenged by some subsequentstudies.

The second edition of the Access Management Manual (p 30) summarizes benefits of
access management techniques, as Exhibit 2-13 shows. The AMM2 did not report any context
or assumptionsthese findings were based on, so one cannot assume that all of them are
broadly applicable. Note that the current CMFs for providingleftturn lanes range from 0.73 to
0.52 for total crashes, and for right turn lanes range from 0.86 to 0.74, generally agreeing with
the “percent decrease” numbers in the table.

EXHIBIT 2-13 Summary of effects of access managementtechniques

Treatment Effect

Add continuous TWLTL  35% reduction intotal crashes
30% decrease indelay
30% increase in capacity

Add nontraversable >55% reductionin total crashes
median 30% decrease indelay
30% increase in capacity

Replace TWLTL with 15% to 57% reductionin crashes on four-lane roads
nontraversable median 25% to 50% reductionin crashes on six-lane roads

Add left-turn bay 25% to 50% reductionin crashes on four-lane roads
25% increase in capacity

Add right-turn bay 20% reduction in total crashes
Limit right-turninterference with platooned flow, increased capacity

Long signal spacing with 42% reduction intotal vehicle hours of travel
limited access 59% reduction indelay
57,500 gal of fuel saved per mile per year

Source: S/K Transportation Consultants, Inc. Participant notebook for National
Highway Institute Course No. 133078: Access Management, Location, and Design.
National Highway Institute, FHWA, U.S. Department of Transportation, 2000.

Exhibit 2-14, from the AMAG (p 243), offersthe followingevaluation of three choices for
cross sectional treatments.

The nature and location of connectionsto through roadways can contribute to significant
problemsif not administered by staff trained to have a firm grasp of theseissues, and
supported by a well-developed set of policies and regulations. In a 1969 paper examining
driveway crashes (Box), the late Paul Box remarked “Data such as thisverifiesthe needfor
careful design studies at commercial driveways. The day should be long past when junior

19
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engineersor buildingdepartmentclerks can process driveway permitapplicationson a routine
basis similarto water or sewer main connections.”

EXHIBIT 2-14 Comparing attributes of roadway median treatments

Effect Undivided TWLTL Restrictive
Median

KEY: @ = most effective, most preferable
O = somewhat effective, somewhat preferable
O = least effective, least preferable

Safety
Reduce vehicularcrashes O o o
Pedestrianrefuge ©) ©) [
Positive guidance, effective communication to motorists O O ]
Operational
Reduce the delay to major roadway traffic O [ o
Improve capacity @) [ [
Reduce the delayto major roadway leftturns O [ o
Reducedthe delayto minor roadway leftturns
on low-volume major roadway @) [ o
on high-volume majorroadway NOTE1 O O O
Other
Aesthetics O O [
Snow removal o [ O
Construction costs o o o

NOTE 1: have low capacity for directleftturns due to few adequate gaps in traffic; a non-
traversable median accommodates these left turns by a right turn followed by a U-turn
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CHAPTER 3: CURRENT ACCESS MANAGEMENT IN ARKANSAS

For lists of abbreviations and definitions, see Chapter 1.

Task 3 of this project is to document the current state of access management practice in
Arkansas, both at the state and local levels; it consisted of the following sub-tasks.

a. Reviewapplicable state laws and regulations;
b. Conductinterviewswith ARDOT right-of-way and legal staff about access-related case law;

c. Conductinterviewsin ARDOT central office divisions mostinvolvedin access management,
and review permit processing procedures;

d. Conductinterviewswith ARDOT Permit Officersin five of the ten districts;

e. Conductinterviewsinselectedlocaleswhere there are state-numbered access managed
roadways; and

f. Conductinterviews withselected local governmentstaff and with metropolitan planning
organizations (MPOs).

Understanding and documenting the current procedures and practices in Arkansas, both at the
state and local levels, isa requisite stepin order to construct a path from “where we are now”
to “where we could be”.

The discussion of current practices can be broadly grouped into two major categories:
1. Administrative organization and procedures;and

2. Specificrequirements (e.g., standards, guidelines forroadways and developments).

ROADWAYS CURRENTLY EXHIBITING ACCESS MANAGEMENT

Transportation Policy & Planningstaff named the following state routes as having fully-
executed multi-party access management agreements. The road names and general
descriptions have beenadded.

* SH 60, Conway: Dave Ward Drive, 4-lane with curbed median;

e SH 100, Maumelle/North Little Rock: Maumelle Boulevard, 4-lane with curbed median;
* SH 265, Fayetteville: Crossover Road, 4-lane with curbed median; and

* SH 391, North Little Rock: Galloway Road, 1300 ft long, 4-lanes plus TWLTL.

The ARDOT district cooperates with local governmentsin enforcinglocally-adopted plansfora
short length of SH 183 in Bryant, and for SH 165 in North Little Rock, whichis currently a two-
lane road.

A few roadway corridors that exhibitaccess managementelements, eitherby design or
unintentionally, have existed for decades. In more recent years, this list has grown. Some of the
urban corridors in Exhibit 3-1 are very short.
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EXHIBIT 3-1 Urban roadways exhibitingaccess management elements

City Roadway name State route number
BellaVista Hwy 71 us 71
Bentonville SW “1” St. SH 112
Bryant Bryant Pkwy. na
Bryant N. ReynoldsRd. SH 183
Cabot Hwy 5 SH5
Camden Dr. Martin Luther King Exp. SH7
Camden Branyan-Hunnicutt Bypass us 278
Conway Dave Ward Dr. SH 60
Fayetteville Crossover Rd. SH 265
Fayetteville Razorback Rd. SH 112
Ft. Smith Hwy 71 us 71
Helena Martin Luther King, Jr. Dr. us 49
Jacksonville (Air Force base) VandenbergBlvd. na
Little Rock Chenal Pkwy. na
Little Rock S. University Ave. us 67
Maumelle / North Little Rock  Maumelle Blvd. SH 100

North Little Rock

Riverfront Dr.

formerly SH 100

North Little Rock

Valentine Rd.

SH 391

Pine Bluff Martha Mitchell Exp. Us 65
Sherwood Brockington Rd. na
Siloam Springs Hwy 412 Us 412

A few multilane routes crossing expanses of rural areas reflectaccess management

elements, such as the following.

e SH 1: Lee, St Francis Counties;

e SH 7: Union, Ouachita Counties;

e US 64: Faulkner County;
e US 65: Boone County;

e US 65: southeast part of state;

e US 71: Little River County;

e US 71: Sebastian County;

e US 79: Calhoun, Dallas Counties;

* US 167: south-central part of state;

* SH 226: Craighead County; and

e US 412: Benton, Washington, Madison Counties.

24
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ARDOT staff commented that some two-lane highways (e.g., US 71 Waldron Bypass) have
partial control of access.

ACQUIRING INFORMATION

To betterunderstand the current state of policies and practices that affectaccess
management, the research team conducted interviews and acquired a range of documents. The
scheduling of interviews with ARDOT, MPO, and city governmentstaff began in late August
2017. The research team conducted the initial interviews from late October through early
December. Some follow-up and clarification telephone discussions occurred later.

The process began with preparing a list of interview topics and questions, then sending
the listin advance to the personor personsto be interviewed. The duration of an interview was
typically 60 to 90 minutes. Some interviews were audio-recorded, while the records of other
interviews were kept with written notes. In many of the interviews, the staff supplied the
research team with relevant supportingand explanatory documents.

STATE DEPARTMENT OF TRANSPORTATION POLICIES AND PRACTICES

The control of access along ARDOT’s roadways is a cooperative endeavor, involvinga
number of offices. To learn about these interactions, the research team scheduled interviews
with the following ARDOT personnel. In some instances, additional staff were present.

ARDOT Central Office
Legal: Rita Looney and Maria Schenetzke
Maintenance: Joe Sartini
Right-of-Way: Perry Johnston and Jennifer Williams
Roadway Design: Trinity Smith
Transportation Planningand Policy:Jessie Jones
ARDOT District Offices

District 3, Hope: Mike Calhoon; District 4, Ft Smith: James Vaught; District 6, Little Rock:
Daniel lvy; District 9, Harrison: Doug Mears; District 10, Paragould: Rick Carmack

Current Practices for New Roadways and Major Redesigns

Presently, there are a number of possible mechanismsthat can initiate a study to
consider proposed roadway construction or reconstruction. A local body may come to ARDOT
with a request, or study may beinitiatedin-house. The scope and limits of such studiescan
range from consideringa specificintersection andits approaches to consideringa lengthy
roadway corridor.
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When a proposed project is programmed for study, representatives froma number of
divisions provide input that will define the scope and general design parameters for that
specificproject. Examples of things that may affectthese parameters include the master street
plan for the local area, and whetherthe roadway being consideredis a component of the city
bicycle plan. Recently, many of these studies have included a general access management
consideration as part of the findings.

Afterscoping, the projectdevelopment proceedsto Roadway Design. There, decisions are
made that can affect access spacing. If a higher level of access management isapplied,
Roadway Design would work with Planning on the level of access control and on coordination
withlocal governments about access managementcriteria.

A discussion of access management with local parties may generate intense opposition,
especially fromlocal businessinterests who are fearful that applying access managementto a
roadway abutting their property will have a negative financial impact on theiroperation. This is
in spite of countless examples across the country of businessesthrivingin an access-managed
environment. Such opposition can make it politically challenging to apply access management,
and thus deny its safety and operational benefits to the broader public.

In December 2017, the Arkansas State Highway Commission adopted Minute Order

2017-112 establishingthe followingcriteriaforaccess control and median openingsto “clarify
the Department’s policy and as a guideline forfuture projectsinvolvingthese issues”.

ACCESS CONTROL

A. Full Access allowed at interchangesonly
Control

B. Partial Two Lane » At-grade access allowed at selected intersecting public
Control  Facilities roads/streets

e Each abutting property ownership to have access based on
amount of frontage, as follows:

-- Lessthan 1200 feetfrontage - 1 break in the Control of Access

-- 1200 feetor more frontage - 1 breakin the Control of Access
for each FULL 600 feet of frontage

-- Criteriaappliesto each side of highway when highway divides
a parcel

Four Lane High Type Control

Divided e At-grade access provided at selected intersecting public
Facilities roads/streets

e No direct private access permitted
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Four Lane Low Type Control

Divided Access control provided as set out for "Two Lane Facilities"
Facilities
Others e As established by the Arkansas Highway Commission

e Access control is within the discretion of the Arkansas
Department of Transportation, with consideration givento the
design, safety, location and terrain of the specificfacility.

MEDIAN OPENING SPACING

Rural ® Openingsto be spaced generally at 2 mile intervals.

Suburban/Urban e Openings may be spaced generally at % mile intervals.

Appendix A presents selected excerpts from the Arkansas Code related to access
management. Appendix B discusses the followingtopics.

e The authority to regulate access;

e Access related statutes;

e (Case law regarding access changes;
e Violations;and

e Records.

Legal Division - Current Role Access Permitting

The role of the Legal Divisionin day-to-day permittingis mostly limited to the occasional
call for legal advice from ARDOT staff dealing with unhappy owners relative to access permit
application processingand difficult permitterms and conditions. In the rare instance that there
is an appeal of a driveway permit decision, the Department is represented by an attorney from
the Legal Division.

The Rules for Access Driveways to State Highways, 2017, (Driveway Rules) was updated
primarily to provide an administrative appeal processin line with the state Administrative
Procedure Act (APA, § 25-15-201). An appeal of a driveway permitdecisionafew years earlier
wentdirectly to county circuit court, as ARDOT did not have an administrative appeal process
in the Driveway Rules.

When an administrative appeal is made it passesto the Director. The Director can choose
a Hearing Officerto hear the appeal and prepare an analysis and recommendation. There have
beenno recent hearing requests. Such a hearing is semi-formal, with attorneysand a court
reporter, where both sides put on evidence. The applicant has the burden of proof if the DOT
has made a denial or has required terms the applicant does not wish to abide by.
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In regards to project access changes of existingdriveways, itis not clear if a project access
change wouldfollow an administrative process or eminentdomain. The answer might be
eminentdomainif a taking of property isinvolved, and the administrative proceduresif no
property acquisitionisinvolved and access modifications are within the existing ROW.

Legal Division - Role in Project-Related Access Management

The primary Legal Divisionrole in access matters is during ROW acquisition when private
access is closed or modifiedin the course of a highway improvement project. Property is taken
for highway purposes under the authority of the Commission. Ina contested access related
legal proceeding, a typical claim to the court is that the action be enjoined (stopped) onthe
basis that the actions of the Department constitute a taking, or were not includedinthe
acquisition papers, or that it is an inverse condemnation and without due process of law or
without compensation.

Changes in property access due to highway projects do not require legal support unless
there are legal problemsthat require Legal Divisioninvolvement. Itis important that a right of
way agent is not authorized to agree to provide an access duringa right-of-way settlement. But
the ROW agent can work with the Legal and Roadway Design Divisionsto include the access in
the plansif the design engineeragrees.

During a project, an access permit is not issued fora new or modified driveway as the
access change isin the ROW papers and on the design plans. As a result, the ownerdoes not
have a permit to use the driveway. The owner can assume the DOT approves of the driveway as
it was provided. The access provided by a project, or a ROW agreement, is provided without
terms, conditions and noted responsibilities. Absent apermithanded to the owner, the owner
has no knowledge of theirresponsibilities underthe Commission Driveway Rules.

Projects have built new driveways at owner’s request for future private development. The
driveway is only builtto the ROW line, and again, no permitisissuedand unlessinthe future
the ownerneedsto modifya portion in the ROW, no permitis required to connect to the
driveway once development proceeds. Inaddition, addinga new driveway where there was not
a driveway before is considered a ‘betterment’ yetit is usually not part of the valuationto off-
set acquisition costs. There are enhancement provisionsinthe law but appraisers are reluctant
to use them intheir valuation calculation.

There has been some confusion on the use of the term “driveway” insettlements. Inone
ROW settlementcase the DOT promisedto build a driveway. The DOT meant the “access”
connection from the pavementto the right of way line but the owner, in accepting the
settlement, assumed the DOT meant it would build the entire driveway, a longone, to the
residence. In court, the ownerwon. In part, the problem was that there was no plan showing
the DOT intention. The DOT had to build the driveway at a significant project cost. Any
construction mentionedin acquisition papers should always include an illustration as to what
will be constructed for the benefit of both the owner and the DOT contractor.
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What is approved on design and right of way plansand inagreements may not be what is
installed by the project. Based on DOT experience, access conditions and location may change
in the field from time to time during construction and designand ROW are not informed and
documents are not updated and there is no record of the changes.

When it is necessary for a project to modify a driveway, it sometimesimpacts on-site
circulation such as requiringa change in parking lot circulation. In these cases, the DOT pays for
on-site improvements called “cost to cure”, as necessary to adjust for DOT project changes and
impacts. This isnot considered a change in value;itis a method to avoid damages.

There must be a taking of property to get compensation. When there are impacts due to
road design changes withouttouching private property, there is no compensation. But from
time to time there can be a need to provide some sort of compensation due to unique
circumstances and in these cases the DOT includesa “TCE” (temporary construction easement),
to provide a legal vehicle for compensation where there will be a specificimpact. An example
might be a very old highway and property conditions dating back hundreds of years and more
than standard adjustments are necessary to preventthe highway changes from overwhelming
historical property conditions.

Access control has also beenan issue inareas of the State where the topography makes it
more expensive fora property ownerto develop access. It is sometimes discovered that while
the access opening “break in access” looks good on two-dimension paper, inthe fieldit has
unacceptable topographic problems. A “break inaccess” in the ROW settlementis not always
field checked for feasibility. Some access control projects have left access openings at locations
that are too difficult or expensive to build ordo not meetthe site plan anticipated by the
owner. Paperwork changes are then necessary to move the openingin the access control line.

To a certain degree, access changes can be made without compensation. But there are
certain legal constraints on the Department in the taking or changing of private access. Police
powers, the authority of the regulations without compensation, generally end when the action
of the Departmentcan be shown to cause a substantial impairment of property access. Thisis
fact driven by the specificconditions at the location and sometimes by prior Department
actions such as access control by deed or the existence of an official openinginthe deed
granted to the owner. In addition, some owners consider any impairment compared to existing
conditions as warranting compensation, such as reducing three driveways to two drivewaysin
the course of a new project.

Maintenance Division

The electronic, connected permit system, implementedin 2017, is housedin the
Maintenance Division. Prior permits have not been enteredinto the new system, but records
from the recent past are kept in paper form. Each district has read-only access to statewide
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data; one benefitof this is that a personin one district can see how a situation has been
handledin other districts. Among the benefits of the new systemis improved consistency
among districts.

The Maintenance Division staff located inthe Central Office complex (central office) runs
queries periodically tocheck a variety of items, such as ifa bond has beenheldtoo long. Our
understandingis that there is not day-to-day oversight from the central office. Quarterly
meetings between central office and district personnel are held to discuss how situations are
beingaddressed.

With this system, an applicant can access and download forms, but not submitthem
online. There are two general driveway permit categories, Non-commercial and Commercial.
The Non-commercial group includes single family residences, fields, and farms, evenifitisa
corporate farm. The applicantis responsible for submittingany required design plans, which are
reviewed by ARDOT and returned for correction as needed.

The system stores not only the permitapplication, but also supporting documents such as
11” x 17” plansheets. This facilitates communication between the district and central office
personnel.

The 2017 Rules forAccess Driveways to State Highways, approved by the Commission,
addressesa number of aspects of the driveway permit process. When staff are processingan
application, if a possible sight distance restrictionis observed, then they make physical
measurements. Consideration of a leftturn lane is typicallyinitiated by the developer, not the
Department. If an applicantrequestsa right turn lane, itis not normally allowed.

The property owneris responsible forthe costs associated witha new or revised
driveway. Once installed, the Department does not maintain Commercial driveways or their
drainage pipes.

There is nothing currently to automatically inform a permit officer of the existence of an
access management plan in effect for a roadway. The officer has to know or suspect of a need
to manually search the systemto determine this.

If the land use changes from Non-commercial to Commercial, but the land owner does
not wish to change the driveway, thenthe Department would not require a new permit.

It was noted that grass medians create additional maintenance work, and inner curb-and-
gutter requires more sweeping. Commitments by a local governmentor other organizationto
maintaina median may fade over time.

Right of Way Division

This section summarizesinformation gathered from Right of Way Division staff to gain
insightregarding the policies, standards and issues related to management of access in right of
way procedures. Comments are grouped by related topics.
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Topic

Right of Way Division (ROW) interview responses

A. Staff

B. Agents

C. Property owner
access change
requests

D. Promise of direct
access

E. Frontage Road
Access

The majority of access matters relative to highway projects is
handledin-house. When right of way work is contracted out, such
as for larger corridor projects, in-house staff closely monitors the
work of the consultants.

Right of way staff contributingto access decisionsincludesagents,
appraisers and managers.

ROW agents are the primary contact with property owners. Agents
are not authorized to authorize driveways, but do facilitate the
process by working with the ownerand designerstodetermine
mutually agreeable access in the after condition (roadway
completion). District permitting officers are typically not involved.

When the property ownerwants to modify the proposed driveways
in the design plans, the agent takes the proposal to ROW. For minor
adjustments, ROW does the design review and checks with
designersto confirm. If the proposed changes are significantthe
proposal goesdirectly to the Roadway Design Division for
consideration.

While the ROW and design process does not promise access, it is
more or lessimplied. There israrely an owner-agentdiscussion
regarding closure of access. The driveways will be shown on the
ROW plansand the design plans which are shown to the owner.

However, on partial control of access projects, thereis a guarantee
of access in terms of the settlement papers showing “breaks in
access” along the acquired control of access line (CA).

On a fully controlled highway, the CA line is at the outer limits of
the right of way. If a frontage road exists, breaksin the CA line are
noted for access. If a frontage road will not be built, the settlement
paperwork says access will be allowed should a frontage road be
installed at a later date consistent with whatever driveway policyis
in place for frontage road access permits.
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Topic

Right of Way Division (ROW) interview responses

F.

Openingsin CA line

No new breakin
access

Current policyon
partial access

600 foot spacing

Mostly low type
partial control
corridors

Circuity of Route

Loss of leftturns

Where a “break inaccess” will be given, the normal widthis 50
feet. This distance can accommodate almost any activity. When it is
later necessary to shiftan openingto accommodate development,
an “access modification agreement” is processed. There isno
before and after appraisal or a determination of change in property
value. There isa procedure for before and after appraisals due to
requested CA changes but it isso rare that thereis no recollection
of the last time it occurred. Part of the assumption isthat it would
be difficultto determine if a change in value occurs and if so, the
value of the change.

For highways with access control, an access change will notbe
made and a new break in access will not be allowed to
accommodate furthersubdivision of property. Shifts are allowed,
but not additional breaks.

Guidance on access breaks provided by appendix C of the roadway
manual has resultedin some confusion as to if a “break” meansa
driveway or just a written descriptioninthe settlement. The 600’ is
used to grant more openingsthan are necessaryand some are
granted at locationsthat are not feasible to construct. A better
approach wouldbe look at reasonableness and necessity for access
to findreasonable locations and a reasonable level of access to
serve the property which might mean access to a local street.

Part of the purpose of the 600" guidance is in part to support access
for subdivision developments.

Partial control includes ‘high’ type and ‘low’ type. ROW is mostly
doing low type. Who determineswhento do ‘high’ or ‘low’ is not
known but assumedto be part of the design process.

When a median project changes local travel patterns or a leftturn
openingis closed, the courts have determined thatcircuity of route
is not compensable. So far the issue before the courts has only
beenfora few blocks. Longer circuity of route changes has not
been tested.

No compensation for loss of leftturns isincluded in appraisals.
However, sometimesthe loss of leftturns is determined by the
appraiser to require property changes, or damage to the remainder
such as on-site circulation changes, and the appraiser discusses the
valueissuesin theirreport.

32
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Topic

Right of Way Division (ROW) interview responses

M. Access damages

N. Costto cure

©

Access
compensation

Highestand bestuse
Keepcurrent
driveways

Providein and out
access

Fix old driveways
Excess property
disposal

CA on approach

roads

CA at interchanges

CA at interchanges

Access damages to the remainder of the property are listed
separately from property acquisition costs.

“Costs to cure” is a process where the Department fixes or pays for
on-site changes necessary due to the highway project such as
parking lot modifications. Thisis not a value change payment.

There isno “rule of thumb” as to when ROW determines that
compensation for changes in access will be paid. Usually
observation of conditionsis applied and the questionis what will
happen to the property, not the effecton the business. The
questionis “what will a reasonable buyer pay” for the property in
the after condition compared to the before condition”. They look
for an effectoverall.

Appraiserslook for value change in the highestand best use.

There isan assumptionthat a change, a limitation, inaccess such as
a reductionin the number of driveways, isa limitation on property
use and is compensable.

There isan assumptionthat a property needsan “in” and an “out”
and that typically meanstwo driveways. The ideato only provide
one driveway does not seemreasonable.

Existing driveways are brought into compliance, improved, to
current standards such as wideninganolder 16’ commercial to the
new minimum of 24’. “Betterment” value is not added.

When disposing of excess property, retaining access rights along
the frontage is not a consideration unless on a partially controlled
highway. There is no access feasibility check.

It would be rare to wrap a CA line around the corner and downa
local connectingstreet to protect the intersection. The limit of
controlled access is the depth of the right of way line, or the end of
the “turn-out” radius whicheveris greater.

The standard on interchange cross roads is to extend the CA line for
150 to 300" beyond the ramp unless designersrequesta greater
distance. When they acquire CA down a local street cross road, that
portion of the local road is maintained by the Department.

The CA distance down the cross-road may be based on the
recommendationin the lJR. (interchange justification report).
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Topic Right of Way Division (ROW) interview responses

X. Access permits In the ROW process with property owners, no access permitsare
issued and normally the district permit person is not consulted.
Documentation of allowed access is in the design and ROW plans
and in settlement paperwork.

Roadway Design Division

Many Roadway Design Division (Roadway) practices are influenced by the contentin
national publications, such as those by AASHTO. The Arkansas Highway Commission has
adopted AASHTO guidelinesas policy. The nature of a project (e.g., roadway speed, funding
source) will affect design choices. Roadway Design observed that sometimes, AASHTO
minimums do not adequately address a particular design situation, such as spacing at
interchanges.

In the design process, Roadway determines whatthe access will be. The Right of Way
agent makes contact with and conveys this to property owners, and if a property owner wants
somethingdifferent, thenthe agent conveysthis to Roadway for reconsideration. If a tract
already has access, then Roadway puts it back, but tries to comply with newercriteria. If a
project altersan existingdriveway, there is not a mechanismto record that in the permit
records. For a new road on a new right-of-way, and if the abutting owner has access to other
existingroads, an abutter does not automatically have right of access.

Determiningwhento designa TWLTL and when to choose a restrictive median occurs
during the planningand environmental process, and incorporates input from abutting owners
along the route. It isnot uncommon to receive pushback against restrictive medians from
abutting ownersand political powers.

Perhaps criteriathat would give district staff more guidance as to whento send a
situation to Roadway would be beneficial. Having adequate sight distance is not always
sufficient to evaluate an access location. Larger safety and operational aspects are also factors,
and can be somewhat akin to intersection control evaluations (ICE).

In response to questions about terminology, Roadway is not currently employing the
terms “variance” or “waiver”, so usingthem in proposed access management applications

would not create term-use duplication. There has been confusion both internally and externally

about the meanings of terms “access”, “driveway”, and “access break”.

Transportation Planning and Policy (TPP) Division

Among the many activities performed by TPP are playing major or leading roles with
safety, transportation demand management, congestion management, bicycle and pedestrian
planning, and access management. Corridor preservation has not been a major departmental
focus.

34
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ARDOT has a statewide bicycle and pedestrian plan, which identifies a preliminary
network. Some parts of the state do not have identified routes, butinstead have identified
corridors which have potential for development. The policy called forbike lanes on curb-and-
gutter sections, and shoulderuse on sections with shoulders. Separate bike paths have been
installed where local government have supplied funding.

Access pointsare not presentlyincludedinroadway inventory data. There is no current
activity that routinely queries for driveway locations with safety problems.

There isno mechanismto require the local governments to work with the State in
addressingland use issuesthat as a byproduct make it more difficultto effectively manage
access on the state network.

The Commission recently adopted a long range plan that included a statement about
developingand implementing more access managementguidelines for bettersafety and
efficiency of the highway system. This impliesaneedto develop more detailed access
management policiesand procedures.

Access management plans, such as three-party agreements among a city, the MPO, and
ARDOT, require Commission approval.

Presently, decisions of how much access management to apply to a given project are
made on an ad hoc basis. The issue may be raisedin a planning study. However, by the time a
project has been designed, the usual practice is to accept a defaultlow level of access control. A
more structured, formalized access decision earlyin the process would be beneficial. Inthe
same manner, a defined policy as to when developers are required to fund improvements
related to their developments (e.g., leftturnlanes) would provide state-wide consistency.

District Interviews
This section lists discussions of procedures and insight from the interviews conducted
with Permit Officersinfive of the tendistricts. Comments are grouped by related topics.

Topic District interview responses

A. Permitvolume The numbers of driveway permits and of total permitsissued per
year vary greatly among districts, which means that the district
workloadsvary. From the districts we sampled, driveway permits
constituted roughly % to % of all permitapplications processed.

Most driveway permitsissuedare for new locations, not for
modifying (e.g., widening) existing driveways.

A permitfor one site may include multiple driveways. During
interviews, logging each of the driveway locations was mentioned.
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Topic

District interview responses

B.

C.

D.

E.

Applicationand
permit process

Time to process
permitapplication

Feesand bonds

Permitdenial

District Permit Officers process Commercial permits themselves,
while Area Maintenance Supervisors (AMS) also process some Non-
commercial permits. District Engineers (DE) and District
Construction Engineers (DCE) are more likely to be involvedifitis a
Commercial situation. The extent of DE and DCE involvement with
Commercial permit applications seemsto vary somewhat among
districts; one factor that may influence thisis the length of time the
Permit Officer has beeninthat position.

It seemed common to meet applicantsin the field to discuss
locationsand the permit application.

When evaluating permit applications, two of the major concerns of
Permit Officers are sight distance and drainage in the ditch.
Consideringcrash history seemed to vary among districts. None of
those interviewed indicated they consider projected future year
volumes when evaluating permit applications (unless a traffic signal
isinvolved), or considered likely design vehicles fora site.

We did not identify guidance for Permit Officers about requiringa
turn lane on the state roadway.

Processingtimesseem to vary among districts. This may reflect
workload variations.

There are no feesto apply for a driveway permit, but Commercial
applicants do have to post a bond that is refunded upon
completion and approval of the driveway.

Bond amounts vary among districts. Some expressed concernsthat
the bond amount may not be enough to pay for a remedyif a
driveway installation does not conform to the permit conditions, or
to be an incentive for contractor compliance.

One interviewee noted thatrequiringa bond for temporary
driveway permits might insure a betterclean-up on the part of the
applicant.

Denyinga permitapplicationis uncommon; the Permit Officers try
to work with applicantsto find a solution that can be approved.
One scenariothat does generate denialsisapplicationsalong
roadways with partial access control. Anotheris insufficient
frontage for a third driveway.
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Topic

District interview responses

F.

Deviationsand
Variances

Applicantnot
conforming with
permitterms

Requiring driveway
modification due to
changed conditions
(e.g.,increasesin
crashes, volume).

Record keeping

Working with local
governments.

One common cause of not beingable to meetdesired minimum
access spacing isthat the lot is too narrow.

One Permit Officermentioned encountering access easements that
were too narrow.

Dependingupon district workload, it may not be possibletoinspect
a site during construction, to spot and correct non-compliancein
earlierstages.

The practice was mentioned of, for large developments, requiring
the owner’sengineerto signthat construction conformed with the
requirements.

It seemsthat Permit Officersregularly see certain types of non-
compliance. In response:

1. Some districts have preparedtheir own explanatory drawings
and additional notes to attach to permits.

2. Onedistrict has prepared standard “fix-itletters” tosend for
applicants.

We did not find instances of requiring changes to existing
drivewaysinresponse to increased crashes or trafficvolume.
However, we did hear of an instance in which another driveway
was requested, so required closure of an existing problematic
driveway.

Responsesto land use changes from Non-commercial to
Commercial seemedto vary.

The new electronicpermitsystem stores records at the central
office. Practices for storing old permits vary among districts.

If a construction project entails driveway changes, is that
information enteredintothe permitsystem?

Commonly, the driveway applicant will also need a municipally-
issued building permit. One Permit Officer mentioned that some
building permits are contingent upon receiving driveway permit
from the DOT.

Sometimesa municipal government may not want access at a
location at which Departmental rules allow.
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Topic

District interview responses

K. Knowingwhere
thereis “control of
access”.

L. Right-of-way
acquisitionand new
projects

M. Miscellaneous

We were not able to identify a resource to inform Permit Officers
where access was already controlled, such as locations at which
access rights had previously been purchased. If dealing with a new
project, then plans will show control-of-access. Otherwise, the only
way to know this seemedto be institutional knowledge, or
interpreting gaps in a fence to be a break in access control.

When right-of-way negotiations occur, a property owner may
assume they will receive a free driveway; emphasize to owners that
they will be responsible for costs of new or expanded driveways.
Owners seeing new construction in progress will sometimes
suddenly want a new driveway.

There isgeneral consensus that the relatively new online permit
systemis a significantimprovement.

There may be differentunderstandings about what level of
approval (i.e., Commission, Legislature) isrequiredin orderto
revise the Manual.

There were some suggested minor changes.
1. On the form, change “owner” to “applicant”.

2. On the form, have place for owner if not the same as the
applicant.

3. On the form, change “address” to “applicant’s mailingaddress”.
Retain physical address of the site.

4, On the form, include an inset map showing driveway location.

5. A single entry for right-of-way widthis inadequate ininstances
where the width varies.

6. Is a one-yearduration sufficienttime fordriveway permits? (A
somewhatlonger term could reduce the number of extension
requests and paperwork.)

7. The desire for requiringa bond for Non-commercial driveways
was expressed, because withoutit, enforcementcan be
challenging.

8. Link the permit systemto MMHIS, so can view the driveway
location.

9. Isthere a form for and record kept of a driveway removal?
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In response to questions about compliance with the four multi-party access management
agreementsin effectat this time, Permit Officers did not report any significant problems. One
officermentioned the creation of a large development afterthe agreementand road
reconstruction, for which a new street connection was allowed.

LOCAL GOVERNMENT POLICIES AND PRACTICES

The interviews with selected local governmentand MPO staff were conducted in locales
where there are eitherstate-numbered access managed roadways or where ARDOT staff had
identified some level of access managementactivity. These interviews from a sample of local
governments within the state provide the basis for understanding and assessing current access
management practices. Interviews were scheduled with the following personnel; sometimes,
other staff were present.

Bryant — Truett Smith, Planning & Community Development

Cabot — Bill Cypert, Mayor

Conway — Bryan Patrick, Planning & Development; Finley Vinson, Street & Engineering
Fayetteville —Chris Brown, Engineering; Andrew Garner, Planning

Little Rock — Bill Henry, Traffic Engineering

Maumelle — Mayor Mike Watson; Jim Narey, Planning & Zoning

Metroplan — Casey Covington

Northwest Arkansas Regional Planning Commission— Tim Conklin

Siloam Springs — Ben Rhodes, Planning; Justin Bland, Engineering

Springdale — Patsy Christie, Planning; Brad Baldwin, Engineering

The following Exhibit 3-2 listsa number of access managementtechniques, and the
extentto which local agencies were found to be employingthem. The exhibit contents focus on
commercial sites and arterial roadways within cities. The responses made during interviews and
information foundin agency documents are the basis for entriesinthe table.

We found no evidence that comprehensive access managementhas been broadly applied
by local governments within the state, but some locales have taken steps to preserve safety
and mobility through access management. For instance, in their2014 Master Street Plan, North
Little Rock called for access management plans on four of theirarterial roadways.

There have been a few Arkansas access management success stories, such as Bryant’s
Bryant Parkway, or Conway’s Dave Ward Drive. These could serve as examplesin presentations,
or perhapslocal government staff could be part of a presentation.
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EXHIBIT 3-2 Access managementtechniquesand requirements of local governments

Access managementtechnique Local government policy or practice

Access number and location
Require approval for a driveway Most require property ownersto obtain permits
connection for new driveways and for major redevelopment.
Strongly limits or prohibits access to Differentagenciesdo thisto varying degrees.

major arterials
Limits number of driveway connections The main mechanism employedis minimum

to public roadway per lot spacing requirements, which basesthe number of
connections allowed on the length of the frontage.
If corner lot, only allow access from Few agencies seemto employ this technique.

side/lesserstreet
Jointaccess In general, agencies encourage but do not require
this. In one instance, various practices of the local

governmentact in concert to ineffectrequire it.

Spacing

Corner clearance For those agenciesreporting corner clearance
requirements, distances range from 100" to 300’.

Between driveways, same side This requirementis common. Reported distances
range from 50’to 440’; both average and median
valuesare in the lower200’ range.

Between driveways, opposite side Separate requirementgenerally notfound.

Betweensignalized intersections Some address this; require %2 mile.

Driveway dimensions
Width and radius Width requirements fortwo-way drives generally
range from 20’ to 40’. Minimum radii range from
20’ to 25’, with one agency specifyinga minimum
of 10, but tailored to the designvehicle.

Throat length A few agenciesaddress this, with requirements
from 40’ to 200'.

Medians
Require restrictive median The policy of most agenciesis a preference fora
restrictive median on major arterials.
Distance between full openings Seldom addressed.
Distance between partial openings Seldom addressed.

Turn lanes

Left turn Seldom addressed.
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Access managementtechnique Local government policy or practice

Right turn Seldom addressed.

|
General policy

Do you have roadway design standards These are common in one form or another.
or guidelines?

Do you locate crashes on a map, then Most local governments are not conducting
study to seek solutions? engineering examinations of crashes.

Do you regulate frontage of commercial Most local governments are not addressing this
lot along street issue, whichwhen unregulated, can adversely
affect attempts to manage access.

Do you require developers to submit To some extent, local governments do require
traffic studies, undersome these.
circumstances?

In recent decades, some municipalities have begun attempting to apply desirable
driveway spacing standards, and requiringjoint access in certain situations. But it is
unreasonable to expectthese recent effortsto, in a short time, significantly “change the
landscape” — or in this case, “change the roadscape”. Thus, past practices which allowed access
levelsunsuited forthe traffic volumesand speeds found in both large and small cities across the
state have created a legacy that will remain. The application of access managementtechniques
is more likely to be visually apparentin areas more recently developed.

There was some dissatisfaction expressed aboutthe amount of time it takes to process
local requests.

We did find that some local governmentslabel theirdriveway spacing programs as
“access management”. While driveway spacing is a key component of access management, it is
just one of the many components of access management.

The interviews created the impressionthat, based on the proportion of major routesto
which a city wished to apply access management, the city of Cabot had in the past exhibited
considerableinterestin access management. This interest was derived from their experience
withthe land developmentand resulting traffic patterns along Highway 89 between downtown
and the US 67 freeway. The sentiment expressed by Cabot leadership was “we know thereis a
betterway to do this”.
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CHAPTER4: ACCESS MANAGEMENT PRACTICES OUTSIDE OF ARKANSAS

For lists of abbreviations and definitions, see Chapter 1.

Task 4 of this projectis to presentinformationto allow a comparison among Arkansas’
access management practices, the state-of-the-practice as presented by the Access
Management Manual, 2nd ed. and the Access Management Application Guidelines, and the
access management practices of six other states, of which at leasttwo abut Arkansas.

As before, these comparisons may be grouped into two major categories:
1. Comparisons of specificstandards and guidelines, and
2. Comparisons of administrative organization and procedures.

Each state’s transportation agency structures its own access program to fit, as best they
can, the capabilities and constraints of theirown environment. Therefore, while certain or
similar practices may be commonly found among the access management programs of many
states, no one state’s program can be considered as typical. Said another way, while
descriptions of access management practices and examples from other states can helpone

understand and appreciate the possibilities, such descriptions from any one state should not be
construed as typical.

CONDUCTING INTERVIEWS AND DOCUMENTING PRACTICES

The researchers employed avariety of meansto obtaininformation about otherstate’s
departments of transportation access management programs. They sought information that
described the administrative policies and practices, and the specificrequirements that land
developers are to comply with.

To obtaininformation from the requisite two adjacent state, in-personinterviews were
scheduled with staff of the Louisiana Department of Transportation and Development
(LADOTD) and the Mississippi Department of Transportation (MDOT) in December2017.
Telephoneinterviews were the means by which the interviews were conducted with DOT
representatives of the other four states (Georgia, lowa, North Carolina, Virginia).

Georgia DOT: Daphne Cuautela, State Access Management Supervisor

lowa DOT: Willy Sorenson, Traffic & Safety Engineer, Office of Traffic & Safety

Louisiana DOTD: Ryan Hoyt, Traffic Engineering Management Administrator

Mississippi DOT: James Sullivan, State Traffic Engineer

North Carolina DOT: Joe Hummer, State Traffic Management Engineer; James Dunlop,
Congestion Management Engineer, Transportation Mobility & Safety Division

Virginia DOT: Robert W. Hofrichter, Assistant Division Administrator, Transportation & Mobility
Planning
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These discussions were supplemented by identifyingand acquiring relevant documents, such as
those detailing policies orspecificrequirements forland developers. Also, in addition to the
practices from the listed six states, some information from access-related documents found on
websites of other state departments of transportation was incorporated.

The following discussion presents transportation agencies typical policies and stated
requirements. From time to time, scenarios can arise that involve one or more factors that
make it difficultto provide reasonable access and still adhere to the stated norms; in such
cases, agencies grant variances. In fact, itis common for a state’s access management program
to explicitly describe aprocess by which a land owner can appeal an access-related decision,
and a process for granting variances. Also, all state agencies operate inan environment
influenced by publicopinion, politics, and political pressures. The communications with access-
program managers informedthe researchers than some degree of flexibility, and occasionally
accepting lessthan ideal outcomes, isto be expected.

EXAMPLES OF ACCESS CLASSIFICATION AND SPACING

Exhibits 4-1, 2, 4, 5, and 6 show examples of the various ways in which different state
DOT’s have chosen to classify their roadways for access management purposes. These
classifications affect, among other things, access spacing requirements.

Some states have not developed classifications foraccess management purposes, but
instead employ other criteria as a basisfor access decisions. For instance, Georgia bases their
access spacing upon speed, with rural/urban environment affecting median openings.

“Spacing between driveways should be at least equal to the distance traveled, at
the posted speedlimit, duringthe normal perception and reaction time plusthe
distance traveled as the vehicle deceleratestoa stop.”

Source: Ga. Regulations for Driveway and Encroachment Control, p 3-1, 2016

EXHIBIT 4-1 lowa DOT primary system access classification

Category General Description Spacing
[ Fully controlled-access multi-lane highways na

Il 2-lane or multilane with high degree of control 1 mile
[l 2-lane or multilane 1000 ft
IVa primary highway constructed as a 2-lane facility 600 ft
IV b primary highway constructed as a 2-lane facility 300 ft

Vand VIl primary highwaywhere access rights to it were  varies
acquired between 1956 and 1966

Source: lowa Access Policy, 2012
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The table listing the Kansas access classes and control levelsis supplemented by color-
coded maps (Exhibit 4-3) which offersome insightinto the degree to which the DOT appliesthe
various access classifications. The upper map shows an entire district, while the lower map
shows a subpart of that same district. These maps show that for some parts of the state, the

application of higherlevels of access management is extensive.

EXHIBIT 4-2 Kansas DOT access classification matrix

Class Description

Percent Access control optionsfor this class

of Miles
A Fully controlled-access 8%  Full
routes
B Routes that serve as the 21 %  Partial access Partial access
most important control 1, for control 2, for

statewide corridors ...
These routes average
5,100 vehicles perday.

routes that may routes that will
be upgradedto not become

C ... forregional travel and
connect to higher-speed,
limited-access roads...The

freewayin freeways.
23 % future. * Intersection Partial access
* [ntersection spacingat 1 mi,  control 3, for

spacing at 2 mi, onlyfor public arterialslikely

average number of onlyfor public  roads. to remain 2-
vehicles perday on these roads. * Eliminate access lane.
routes is 3,800. * Considerwider wherethereare ¢ Minimize
median. passing lanes. access; deny
D The routes are important 31 % No access control. new access if

forintercounty
movement... 1,800
vehicles perday.

Access spacing alternate
criteria do apply. exists.
* Eliminate
access where
there are
passing lanes.

E Primarily for local service
only ... typified by very
short trips ... 800 ADT.

17 %

Note: If a route is part of the National Highway System (NHS)
or a designated planned area/corridor, then will be upgraded
to Class B.

Sources: Access Management Policy, 2013; percent milesfrom 2016 data
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The KDOT policy was reported to be well-followed for new and totally-redesigned
roadways, and for requests for new access. If a tract has access to both a local roadway and a
KDOT highway, thenthe agency does not have to pay for removingaccess to the state route.
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EXHIBIT 4-4 Mississippi DOT access classification

Access class Description Minimum unsignalized
spacing

Type 1 — Freeway fully access control na

Type 2A —Partially controlled eventual frontage road access ?

Type 2A —Partially controlled purchase access rights ?

Type 3 — Conventional “consisting of two (2) trafficlanesor Varies by road speed,
divided highways withtwo (2) or more  road and driveway
lanesin each direction without volumes.

frontage roads ... direct access may be ADT 2000, 50 mph,
restricted for safety and / or as driveway > 50
indicatedin the Access Management trips/peak hr: 425 ft
Manual and the Department’s Rules” < 50 trips/peak hr:

100 ft
Source: Access Management Manual, 2012
EXHIBIT 4-5 South Dakota DOT access classification
Access class Description Approximate Minimum

proportion of non- unsignalized
freeway system spacing

Interstate fully access control na na

Expressway high-speed divided highways serving 4% 2640 ft
interstate and regional travel needs

Free flowurban  higherspeed facilities with access 1% 1320 ft
subordinate to through traffic
movement.

Intermediate serves through traffic while allowing 1% 660 ft

urban moderate access density

Urban developed traffic artery with high access density; 4% 100 ft

access and through movementhave
equal priority

Urban fringe developingareaimmediately adjacentto 2% 1000 ft
a city ortown
Rural low volume, high-speed facility 88% 1000 ft

Source: Road Design Manual, accessed April 2018
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EXHIBIT 4-6 VirginiaDOT access classification

Highway functional class Description Full access commercial entrance spacing
Rural principal arterial > 50 mph 750 ft
35 to 45 mph 565 ft
Rural minor arterial > 50 mph 590 ft
35 to 45 mph 470 ft
Rural collector > 50 mph 445 ft
35 to 45 mph 335 ft
Urban principal arterial > 50 mph 750 ft
35 to 45 mph 565 ft
Urban minor arterial > 50 mph 590 ft
35 to 45 mph 470 ft

Source: Background on the Revisionsto VDOT’s Access Management Spacing Standards, 2011

EXAMPLES OF ACCESS TYPE CLASSIFICATIONS

Exhibit4-7 liststhe access classification types used by a selection of states. Such
classifications affect the type of permitrequired. Note that a numberof these states have
created more than two driveway access classifications.

EXHIBIT 4-7 Access typesfound inagency documents

State Permittypes
Georgia Residential Commercial Temporary
lowa <20 veh/hr 20—150 veh/hr > 150 veh/hr
(residential, farm) (2 lanedriveway) (multi-lane
approach)
Kansas 0-49 ADT (four 50-499 ADT and > 500 ADT or
types) <50 hr > 50 veh/hr
Louisiana  Single family Non-commercial Traffic Temporary
residential agriculture generator
Mississippi Non-commercial Commercial  Sidestreet
North Traditional Residential Commercial  Educational; Temporary
Carolina neighborhood subdivision Emergency
development service
S. Dakota  Agricultural Residential Business Other
Virginia Private (two Low volume Commercial (> Temporary
residential; commercial 50 ADT)
agricultural) (<50 ADT)

Note: NCDOT does not require permitfor single family residential.
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Sources:

GA  Regulations for Driveway and Encroachment Control, 2016

IA https://iowadot.gov/traffic/access-management/entrancetypes

KS Access Management Policy, 2013

LA https://www.ltrc.Isu.edu/ltc_11/pdf/New%20access%20connections%20rule%20LA
C%20Ch.%2070,%20Part%20I11,%20531.pdf

MS  interview

NC  Policy On Street and Driveway Access to North Carolina Highways, 2003

SD  https://www.state.sd.us/eforms/secure/eforms/S_E2232V2-
ApplicationforHighwayAccessPermit.pdf

VA  Access Management Regulations, 2013

COMPARING SPECIFIC ACCESS MANAGEMENT REQUIREMENTS

Comparing requirements among agenciesis challenging, because there is great variation
in the criteria that differentagenciesselect upon whichto base a requirement. For instance,
one state may establish a spacing requirementbased on the access classification of a given
roadway, while anotherstate may base the requirement on roadway speed. To work toward an
“applesto apples” comparison, we sought the requirements that most closely met those for a
commercial driveway to a suburban Arterial with a 40 to 45 mph speed, unless stated
otherwise. The access managementrequirements presented for comparison are subdivided
into the following categories.

a. Access number and location (how many driveways and where)
b. Spacing (separationdistance between features)

c. Drivewaydimensions (width, radius, throat length)

d. Medians

e. Turn lanes

f.  Traffic study

Exhibit4-8 presents side-by-side comparisons amongsix states, and with nationally recognized

guidelines containedintwo Transportation Research Board publications, the second Access
Management Manual and the Access Management Application Guidelines.

To supplementthe information gleaned from contacts made during these interviews, we
have alsoincludedresultsfrom a survey conducted by Virginia DOT, and transmitted to ARDOT
in late 2017. Exhibit4-9 presentsresponsesfrom states whose standards differentiated
between full and partial (or directional) median openings. Summarizing, the more common
minimum spacing for full openings on principal arterials with speeds of 40 mph or more was
1320 ft (Yamile). On rural arterials with speedsin excess of 50 mph, three of the six states
required 2640 ft (% mile).


https://speed.To
https://www.state.sd.us/eforms/secure/eforms/S_E2232V2
https://www.ltrc.lsu.edu/ltc_11/pdf/New%20access%20connections%20rule%20LA
https://iowadot.gov/traffic/access-management/entrancetypes

0€C-,98T paseq-paads
K44 0€€ (AJuo1y) |era14y JOUIA PAPIAIQ
099 ,009-,00T ,06€-,00€ 0SS ,00€-,517¢ 099 |elJ31Jy JOUIA
WAL 15d 8Cd NWVSIN  vvd 0/3 311 61-vd 1€ GLed ZNINY dpISaWes ‘SAeMaALIp USIMI]
1uaduey eale ,GGT<shem|e Supedswouy
,06Z:ydw ot lped |[euonouny ‘ease jeuonouny AjPiesedas ,0€€:ydw ot
,08Z:ydw Gy  wouy,00T SCT ulypimiou uiypimiou passaippelou ,099:ydw Gy
€1-L1d zqd LTAININVSIN  €€d0/apIL 6¢-vd 78€d WAV 9dUeJes|d J3uJod
Supeds
pagesnooua  padesnooud pamoj|e pageJsnooua d|qeJaja.d pauojuaw
9-,1d ovd 01-sd TTE gzed TNV ssaooejulof
Aseanued s9A Ajuo uiny
14:py Jofen
192415 49559 /ap IS
G-,1d 9zd ou v¥d 03311 passaippelou T€ 8/7d TNINY ,
WO0J} SS920E MOJ|B AjUO 10| JOUJO0D §I
Suioeds Buioeds Aemanip
T AjjewJou 00€°C 0SS ‘T Suioedsuo A
uoApu uoAppu T<40}98ejuolid fuaquny
G-/1d 6¢d ||edauoyda oy ‘081d ZININV 10| Jod sAemanlup JO Jsquinu S}HW |
A d A q s|eualle Jjofew 0}
S ggdaas ou ) passaJppelou  passaippelou  Gezd ZNINY 553998 S1q140.d 10 Sl ABUoS
A d A Td A A A d ATy d vonosutios
oA VLT AT > > oM 675 PATCTT EvCa NN Aemanlup euojjenosddessinbau
uol1ed0| pue Jaquinu Ssaddy
ueqdn
91eIpaWIRIUI euljole) g'yadhy OSVIV
ejo)eq yinos yuopN 1ddississiial eueisino SS920k Ssesue)| eii09p TIWINY

67

(asmJay3o paiels ssajun ‘paads ydw G 03 Of BYIIM [e1191Jy Uegungn's B 03 ABMAALIP [B1DJ9WWOD € 10j)

S$931e1S Pa3109|3s Jo stuawalinbal pue sanbiuydaluawaseuew ssaddy 8- 119IHX3I

6T0¢ 'AON —22uepIng uoneluswsa|dw | Juswadeu e|A SS90V GO]T JYL



_E\mmmmmuum
09 <‘ydw
Gy< paads

‘000v7¢<
av't
6TVT'TT-L1d

passalppe
joU

ydw
Ot< paads
‘0000€<
1lav't
8TANIWVSIN ' T'TAIINSA3

0000Z< 1AV'T
08-vd

BAID11S3

uonI3J1p J19d
saue| €<°C
aue| i nw
BYydwos<'t
C'CT'9Ndd

Fuaym
ueqin INba. U 1PaW aAND 11150
Mau |2z paui LEWEIGEIBESN
BISHIER
0Ttd ZNINY (saue| < 41)adAyueipsw

SUelp9n

swnion 0€ 02 ,00Z-,00T 09-,02 ABMBALIp BWINOA 19MOT
Aemp
suou uo paseq .08 .09 ,00C-.,00T 0ST-,08 Aemadniip awnjoAwnipay
ced ST NINVSIN Amﬁomw 6vd ST ssauppelouop €1T's €y Td OVIAV wa}s AeMaALp 40 yi3ua|1eoJy)
dyd‘osapiL
ST <JOVYN 06-,0¢ SG€-.9¢C G€ snipedJ
0 -.7¢ 9€-.0¢C 9€-.7¢C 0 -.7¢ yipim
91ls 9lIs 9IS
oiyoadsioly  oy10adsuos y o1y109ds o) y
pue p\udisap  pue pp u3isap pue p\ udisap
zred TNIAY (Aemanrip Aem-g)
ot-ztd 0S‘ved  maiasRulIRd  MIIAIRIUL IR Le-vd (4% zed TNINY Aeman1ip Jo Y snipes pue p\ YipIm

|enJawwod - suoisuawip Aemanrqg

wz/t ,09/1 096€-,079¢ 0TE€T wz/t [e14314y Jofeln
g-,1d poss9ppe LTI ININVSIN 61-d v'E g6ed ZINAY SUONJ95J91U 1 pazIeus|s Usamlaq
10U
|on Aemp Jad -
é .009-,00T 0SS SLT .0€T ,009< ydw gy 4oy
,00€-,0GT
GT-/Td wd Td NINVYSIA Le-vd T€ Sved ZNINY apIsaysoddo ‘shemantip usamiaq
ueqgJn
2lelpawJalul euijose) S‘yadhy SVINV
ejoyeq yinos ylioN 1ddississiAl eueisino SS92Je sesue) ei3109p ‘TWNWINY

0s

6T0C "AON — 22U epIng uo pepuaWS [dw | JUsWSSeUBAl SS9 GOST JYL



SIUSWINJOP pue MaIARIUIL - 1 OQ 1ddISSISSIIA
€T0T ‘A1j0d Wawabpupi) $S320Y 1 OdY - LOd sesuey
8T0T ‘T°G AaJ ‘lenueln Adljod uiSaq ‘9T 0T ‘0 7 A4 //0J3U0) JUaWYID0IIUT pUD ADMIALIG JOf SuonbINbayY - | OQ e181099
'S324N0S
‘spsepuels Aouage awos ,349AU02,, 01 JUBWIZ PN [ Pasn ‘1491140 JUBIDHIP UO SPJIEPUE)S 3seq sa1ouade aduls

"3SIMIB Y10 Pa1el1s Ssajun ‘Yydw G-t [e1491y UBgINgNG S109}J2J SusWaJinbaa paisi|ayy ‘sienonJed a1is uo paseq Alea syuswalinbal AduaSe ue Usypn :SILON

000'sz< 1av
Ay>yead uy Aep Jad Ay>yead uy iyyead 9o Jihep/sdid Apnisoiyjeul eadinbau oypjoysad
Jy/sdinpot  sdi000€<  4y/sdinQOT  ulay/sdinQQT 4o ‘adAyAmy paiAep/sdin PrASIUEA Bl HPIoHsSA
00S<
ge-g1d 91d ved sopJayroiztd z1-5d v'e Apnis o1jyea)
]
Ajes ¢ uonsaduod  juswdo|PAdp saue|
‘paads Jo Agjes- ue o Jaqunu
P 194857¢ PUEl 3 q aue|uinlysu
Q|OA'T Qwnjon't juedudis poadsg |oA'T  ‘paads|OA°T
uo paseq uo paseq esiy| uo paseq uo paseq
Adjes g uonsaguod saue| ‘|[oAUINY} "€
‘paads Jo Apjes 0 Jaquinu “loAnayy”
P to kidjes g A IORMIRE 6/ doy qunoN sas) U WM
Q[OA'T Qwn|on'T /SY paads g |on‘T paads“|oA*T  ‘uequn/|eanJ-
uo paseq uo paseq day d¥HON uo paseq uo paseq uo paseq
01-51d 61d M3 IAIU I Jad /9-vd 6t 06£d ZNINY saue| uangt
]
9w /T ,00¢T > 088 wz/t 099 lenJed
W Z/T ,00CT< 0921 ueuem |eusd|s 09¢ 0¢ET-,000T GG¢C [n4
S-/1d 0T- LTANWVYSIN 7' T'TAIINSA3 95-vd 93 0Zvd ZNINY ~ suluadoue|pawl Usamiag aduelsip
ojeudoudde
swa|qo.d ,
. 2Jaym 000've<
Aajesyi-z ‘ . .
osj|e’¢ lavueqin-e
ueqdn
2lelpawJalul euijose) S‘yadhy SVINV
e1oveq yinos yuonN 1ddississiAl eueisino Ss9d0e sesue)| ei181093p TIWINY

IS 6T0¢ 'AON —22uepIng uoneluswsa|dw | Juswadeu e|A SS90V GO]T JYL



—>ue|q a8ed joiapuiewal —

Jonupj ubisa@ ppoy - 10Q e10¥ed Yinos
€00¢ ‘0T-IN JUSW} €IS SUIPPINGD JSA0SSOJ) UBIPIIA - L O Bul|0JeD YIION
€002 ‘SAbmybBiH buljoin) YLON 01 SS322Y ADMAALIJ PUD 132415 U0 A2ijod - | O BUIj0JBD YLION

SJUSWINJ0P pPUEB MIIAJIUI - 1OQ BUBISINOT

6TOZ "AON — 22U EPIND UO [ EIUBWA [dl | FUSWISBUBA SS90y GOST YL



TRC 1805 Access Management Implementation Guidance—Nov.2019

EXHIBIT 4-9 Surveyon unsignalizedintersectionand median openingspacings

State Roadway functionalclass Speed Unsignalizedintersection Directional

or area type (mph)  or full median (ft) median (ft)
AL > 45 1320 660
<45 1320 440
FL Class 2 -- 2640 1320
Class 5 > 45 2640 660
<45 1320 660
Class 7 -- 660 330
NM  Urban Principal Arterial 255 1320 625
45 - 50 1320 450
35-40 1320 325
<30 1320 200
Urban Minor Arterial >55 1320 600
45 - 50 660 400
35-40 660 275
<30 660 175
Rural Principal Arterial >55 2640 775
45 - 50 2640 500
35-40 1320 350
<30 1320 225
Rural Minor Arterial >55 2640 725
45 - 50 1320 450
35 -40 660 325
<30 660 200
NV Principal Arterial 60 - 70 5280 800
50 - 55 2640 450
35-45 1320 250
Minor Arterial 50 - 55 2460 450
35-45 1320 250
SC Urban -- 500 500
Rural -- 1320 1000
VA Principal Arterial 250 1320 750
35-45 1050 565
<30 880 440
Minor Arterial > 50 1050 555
35-45 660 470
<30 660 355

Source: a survey released by VirginiaDOT in 2017
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ACCESS MANAGEMENT ADMINISTRATIVE POLICIES AND PRACTICES

The followingsectionrelates otherstates’ processesto develop theiraccess programs,
the criteria and mechanismsthey established to accomplish the objectives, theiraccess
permitting procedures, and insight from theirexperiences.

Georgia

Georgia topography varies from the mountains in the northwest to the flat seacoast in
the southeast. The 159 counties are divided amongseven DOT district offices. The DOT
manages 19,250 miles of state highways.

Before the access management program was firstadopted in 2004, the AASHO “Blue
Book” (1965), and the “Red Book” (1973) were the primary references for making access
permitting decisions. The 2004 access management program isauthorized by statute, and the
Commissioner ofthe DOT has promulgated “Regulations for Driveway and Encroachment
Control”. The fifth and most recent edition of their current regulationsis December2015.

The 2015 edition has a total of 127 pages includingappendixes. Chaptertopicsinclude
procedures, spacing, design, signingand marking, drainage, special encroachments, with
separate chapters on residential, mailboxes, and school driveways. Appendixesinclude contact
information, applications, impact studies, required documents, a waiverform, and movie
production encroachment forms.

Itis important to note that Georgia chose to include 36 pages of location and design
requirementsinthe regulation. This consists of text, tablesand figures. Tables establish
standards for spacing, intersection sight distance, and warrants for leftand right turn-lanes. In
addition, a separate document, the Design Policy Manual has about 12 pages that address
access control at the project level.

The access program does not use functional classesto affectthe application of access
standards; criteria are based on rural/urban environment and speed. Driveway designis based
on use. Turn lanesinclude a full storage length plus a transition taper.

The access policy allows the denial of direct access to the highway when the property has
other reasonable access. The DOT is obligated to provide reasonable access, but access to the
side street is considered reasonable. This restrictionis not always applied, but isan option
when necessary. Restrictingleft turns, such as the installation of a restrictive median, is
allowable without compensation for the loss of leftturns. But consideration of commercial
impacts and community concerns will sometimesresultin project modifications. They do not
allow strip commercial development, andinsistoninternal circulation to minimize and number
of driveways.

The District Offices handle commercial driveways and the District Area Offices (3to 5 per

district) process residential and temporary use driveways. A property owner completesa
“Permit Applicationinformation sheet”. Performance bonds are required; a table shows a range
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of $40,000 to over $170,000, withadditional amounts for special conditions such as traffic
signals. If turn-lane improvements are not required, the bond isreduced by half. The bond for a
residential driveway is a minimum of $20,000. Each applicant must sign an indemnification and
hold harmless agreement prior to the permit beingissued.

The DOT requires a trafficimpact study for any site estimated to generate more than 500
gross trips per day based on ITE trip generation rates, or along corridors with substantial
existing developmentand/oradjacent to a state route with an existing ADT greater than
25,000. They may also require the study for otherreasons, such as when the functional limits of
the proposed access impact the functional limits of nearby intersections. Site and driveway
design plans and trafficimpact studies are optional for lower-volume sites.

An employee inthe traffic operations office under a permit engineersupervises the
access program from the central office in Atlanta. The office does not directly supervise permit
managers at District of Area offices. The central office isa resource and coordinates permit
review activities at central offices such as right-of-way and design. The position does not
require a PE. There isa PE supervisoravailable whenthereis an engineering question. The
employee had conducted internal training for the access program in the past, but notinrecent
years. At the present, most training for District and Area officesis “on the job”.

They have a strong statewide document retention policy. Districts hold copies of permits
for ten years. The central office retains permitrecords; they have permitrecords back to 1918.

lowa

lowa is similarto Arkansas in a number of ways. lowa’sland area and populationare
slightly greaterthan those of Arkansas. Agriculture plays a major role in the state’s economy.
The largest and capital city is located near the center of the state. A city with a population
greater than any withinthe state liesimmediately across a large river at the state’s edge.

The state has 115,000 miles of publicroads; the lowa DOT manages 8,870 milesthese.
There isan extensive statewide system of expressways with fourlane cross sectionsand wide
grass medians. In lowa, state gas tax revenue isapportionedas 55% to the DOT, 30% to
counties, and 15% to municipalities. This distribution helps supportand improve the secondary
systemand reducesthe needfor direct highway access. The DOT has six district offices.

The state has had an access program for many years, authorized by statute. The current
access rule was adopted in 2012 by the Director and was considered a significant update from
previous rules. lowa State University works closely with nearby DOT offices providing
engineeringand policy recommendations, and conducting access management-related
research, such as crash analyses.

The current regulations address the followingtopics: access control by deed, permitting
procedures and conditions, appeal processes, access design by three entrance types,

construction, drainage and maintenance.
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lowa has a six-level functional priority system. Granting access and determininglocation
and access limitations are determinedin part by the assigned priority. When a state route is
withina municipality, the statute requiresthat the access also be approved by the municipality.

* Onfreewaysand expressways, access is usually controlled by deed.

* Onlowerpriority routes, access is managed by regulatory requirements for spacing and
design.

Access can be denied where other alternative reasonable access is available. There isno legal

right to a leftturn, although the addition of restrictive medians can be controversial. Turn lanes

may be required.

lowa develops access managementagreements, which are access management plans,
usually within municipalities, applied to critical or growingstate routes that need coordinated
land use, highway design, and managed access pointsto ensure long term arterial performance.

Each of the six district offices has an engineeringoperations technician (EOT) who handles
a variety of permits, includingthose for access. A policy administratorin the central office
provides support, training, travels to districts to help with specificproblems, and assists with
roadway improvement projects having access modifications and acquisitions of access control.

The DOT requires a permit for any encroachment into the right-of-way. There are no
permitfees, nor are construction bonds required. The permit applicantis responsible forall
construction and maintenance. The DOT may also require traffic signals by the applicant, but
signal maintenance is a DOT responsibility. Anincrease inthe use of the access, such as due to a
change in land use, may require a new permit application and conformity with current
standards. Violations are acted upon quickly.

The DOT is inthe process of updating their2012 rules. Their proposed new regulations
will be shorter than the current ones. They are also preparing a new access management
manual to provide guidance and information; it will be the primary working reference for
applicants and DOT staff. The new program increases the number of access classifications,
adding more to urban areas, and adding an access type for very low volume field entrances.
Access location criteria remain in the rules, but most access design elements will be movedto a
special chapterin the roadway design manual. The design chapter in the roadway design
manual will be updated based on recommendations fromthe AMM2.

Louisiana

The Louisiana Department of Transportation and Development (LaDOTD) operates their
16,000 mile-plus state network with nine districts. Roadway designis conducted both inthe
central and in the district offices.

An official access management policy became effective inthe mid-2000s. The current
incarnation of the access management program is authorized by 14 text pages in the Louisiana
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Administrative Code, Chapter 70, with a December 2013 date. The Department’sapplicable
rulesand practices are containedin a number of separate documents on their website.

LaDOTD’s access management program is housedin the Traffic Engineering Division.
Applicationsfordriveways are handled by Permit Specialistsin each district; many districts have
at leasttwo specialists. Afterthe permit is processed, it goes to headquarters for issuance.
Bonds are not required. A departmental board handles applicants’ appeals of denials, and
attempts to resolve issues. Techniquesforthe departmentto addressa “trapped” site include
the department constructing U-turns or roundabouts.

Louisianacurrently requires developers to present a trafficimpact study if their proposed
developmentis expectedtogenerate more than 100 trips per weekday. Exhibit4-10, taken
from a presentation prepared during the rollout phase of their program, presents their
decision-making sequence.

TIS may be
shared access required if
may be alternate non-

request for
more than one

. caccess on state
required or state access
route must be

may be a exists but state accompanied
future condition highway access b F}IS
is requested Y

one access non-state route
connection access must be

granted per obtained from
property or proper local
development authorities

Source: New Access Connections Rule

EXHIBIT 4-10 Louisiana access location decision hierarchy

LaDOTD may respond to roadway safety or traffic problems by conducting a corridor
study. Recommendations to addressidentified problems may include changing existing access
patterns, reducingthe number of access connections, reducing the number of traffic signals,
and constructing an intersection treatmentsuch as a J-turn, RCUT, or roundabout. An example
is US 90, a six-lane facility withan ADT approaching 40,000, from Pinhook to Billeaud Overpass
(coordinates 30.153008°, -91.959366°). Lack of fundshas limited the implementation of such
designs.

One policy LaDOTD has adopted is to construct multilane roadways with a restrictive
median, not with TWLTLs. They do purchase access rights on high-functioning arterial
roadways.

LaDOTD has contracted for training of staff and consultants with National Highway
Institute and other providers. Turnover generates a need for repeatingtraining sessions.
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Persuadinglocal governments to accept access management requires ongoingeffort. It
helpsto get key local peopleinvolved earlyinthe process, and try to persuade them with the
data. Sometimes, the prospect of losinga project if access managementis not incorporated will
encourage local officials to accept change.

One bitof wisdom from Louisiana’s experience was that it takes time to implementan
access management program — a full-blown program cannot be implemented instantaneously.
“You just have to jumpinto it, and start somewhere”.

Mississippi

The Mississippi Department of Transportation (MDOT) system contains almost 11,000
miles of highway. Theirroadway designis conducted in the central office. The state is divided
into six districts.

In the 1990s, the Federal Highway Administration was encouraging state departments of
transportation to pursue access management programs. By the early 2000's, MDOT was
consideringaccess management. A volunteer committee, with members from many divisions,
was formed in 2005 to prepare a program. It produced a draft in 2006, a final draftin 2007, and
a program for the transportation commission to considerin 2008. Approvals by the commission
and the Secretary of State occurred in 2010 and 2011.

To adopt an access management program, MDOT had to go through a rulemaking process
handled by the Secretary of State; this process included a public comment period. Before 2003,
such an action would have been considered adoptinga standard operating procedure.

The program was revised somewhatin 2012, so MDOT is currently operating under their
second iteration of an access management program. MDOT did not have to go through the
Secretary of State approval process to make these changes.

The Maintenance Division houses MDOT’s Access Management Manual. The document
referencesthe classificationsidentified in MDOT’s Roadway Design Manualof Type 1 —
Freeway, Type 2 — Partially Controlled Access Highway, and Type 3 - Conventional Highway.
Type 2 involves frontage roads or acquisition of access rights. MDOT policy states “driveways
shall not be permittedto connect ... at a location if it does not meetthe minimum stopping
sight distance”. Corner clearance minimums for Types 2 and 3 are the greater of 125 ft or the
length determined by a queueinganalysis. Forfreeway interchange area spacings, the Manual
presentsthe drawings copied in Exhibits 4-11 and 4-12. Minimum throat length distancesvary
according to the size of the commercial development.
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DIAMOND OR CLOVERLEAF INTERCHANGE PARTIAL INTERCHANGE
Minimum Spacing Dimension
TYPE OF AREA X Y Z M
Fully Developed Area 880’ 1760’ 880’ 880’
Suburban/Urban 880’ 1760’ 1760’ 1760’
Rural 880’ 1760’ 1760’ 1760’

X = Distance from taper to first approach on the right; right in / right out only. Additional
driveways located downstream from the first approach must be separated based on the
distance requirements as specified in Table 6.

Y = Distance to first major intersection. No four-legged intersections may be placed between
ramp terminals and the first major intersection.

= Distance between the last access connection and the start of the taper for the on-ramp.

M = Distance to first possible directional median opening, provided the LOS for the weave, merge,
and queue are acceptable. M applies to the tip of the taper closest to the crossover. No full
median openings are allowed in nontraversable medians up to the first major intersection.

Free-flow ramps are generally discouraged in fully developed urban areas and are questionable in
suburban/urban areas because pedestrian and bicycle movements are difficult. For high speed
free flow ramps, higher minimum spacing dimensions may be required.

EXHIBIT 4-11 Mississippi spacing for multilane crossroads at freeway interchange
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Minimum Spacing Dimension
TYPE OF AREA X orZ Y
Fully Developed Area 880’ 1760’
Suburban/Urban 880’ 1760’
Rural 880’ 1760’

60

X or Z = Distance to first access connection from the taper of the off-ramp or on-ramp. This
dimension provides for either X or Z. However, X and Z should not be the same distance
in order to avoid the creation of a four-legged intersection. Additional driveways located
between the first access connection and the first major intersection must be separated
based on the distance requirements as specified in Table 6.

Y = Distance to first major intersection. No four legged intersections may be placed between
ramp terminals and the first major intersection. Y applies to the tip of the taper closest to

the crossover.

Source: Mississippi Access Management Manual, ver 2.0

EXHIBIT 4-12 Mississippi spacing for two-lane crossroads at freeway interchange
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Each district has one or more Permit Officers and a limited support staff who handle
applications for driveways. They report to the District Maintenance Engineer. Applications with
more complexity may also involve the Roadway Design Division, Maintenance Division, and/or
the Traffic Engineering Division atthe central office. The District Engineer may require a bond
for a minimum amount of $5,000. If the land use has changed (e.g., from residential to
commercial) since a permit was issued, the landowner must submit a new permitapplication.

The Manual states that a site that will generate 100 trips in a peak hour will require a
trafficimpact study. A table presentsthe threshold developmentsizes by type that will typically
be expectedtogenerate 100 peak hour trips.

If a driveway applied for does not meetthe criteriain the Manual, such as minimum
spacing requirements, then the Permit Officer will send the applicant a denial letter. The
applicant has 10 days to file an appeal. An access management review committee considers the
appeal; it can recommend denial, approval, or approval with conditions. MDOT’s philosophyis
to try to work with property owners to find a solution; evenif the outcome isnot ideal, the
outcomes are now generally betterthan they were before the access management program
wentinto effect.

An initial internal challenge was to change the agency culture in order to bring an access
management program to fruition. Upon implementingthe access management program, MDOT
hired a consultant to provide training for staff. Due to employee turnover, the need arises for
continued training.

Externally, a challenge has been now holdinga property owner to a different standard
than someone with a long-standing development whose driveway was “grandfathered”.
Anotherchallenge is partnering with local governmentsto obtain desirable outcomes, such as
effectingaccess control on local crossroads at freeway interchanges.

North Carolina

The North Carolina DOT manages 15,000 miles of primary and interstate roads, and an
additional 65,000 miles of county roads. The highway division has 14 regional design offices
with 2 to 3 districts within each region for a total of 40 district maintenance officesthat issue
access permits. The central office does not have a positionto oversee the access program, but
central office personnel have access management experience and provide assistance statewide.

The 2003 “Policy on Street and Driveway Access to North Carolina Highways” is a
regulation authorized by statute and adopted by their Board of Transportation. This was a
significant update to their previous Policy from 1987. It appliesto all state routes and county
roads the DOT manages. Includingappendicesand exhibits, the Policy is 88 pages.

The Policyincludes procedures, application and permittee requirements, requirements
for studies and plans including trafficimpact studies, location and design criteria, permit terms
and appeals. The policy does not include a functional classification system but doesinclude a
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driveway classification system of commercial and non-commercial uses. They are consideringa
seven-level functional classification system.

The Policy recommends but does not require access to the side street when a side street
is available. To help protect intersection operation, the document provides a table and figure to
convey the distances for the functional area of an intersection. However, thisis not absolute,
and full movement and restricted driveways may be permitted. Access location alsorequires
meetingintersection and stopping sight distance values.

While the Policy establishes driveway types, there are no detailed design valuesinthe
Policy according to driveway volume, vehicle type, highway volume, speed or highway function.
For many design elements, the Policy establishes minimum and maximum limits, such as 20 to
50 ft for driveway radius.

Both right- and left-turn lanes may be required. The determinationis based on a warrants
figure, whichis from a traffic model (equations) developedin Ontario Canada in about 1965
and publishedin 1967 by M. D. Harmelink. For turn lane length, NCDOT calculates a taper and
storage distance based on the 95 percentile queue as calculated by a traffic model such as
Synchro.

Commercial permits are issued by the regional offices, not by districts. Residential permits
may be issued at districts. Permits for residential driveways are optional, but there is no written
documentation for not issuingresidential permits. However, the property owneris encouraged
to contact the District Engineerto identify safety and designissues, coordinate with
construction projects affecting the proposed driveway, and to arrange for installation of DOT
provided driveway drainage pipe.

All design plans, information, site plans, trafficimpact studies, signal studies and drainage
studies are the responsibility of the applicant. Permitand all related plans and documents may
be requiredto be recordedin county deed records by the districtengineer. They do not collect
permitfees. If a driveway pipeis necessary, the DOT is requiredto provide the pipe at a charge
of $50.

Bonds are required but the Policy does not establish values, leavingthatto each
permitting office. Bonds under $500 can be satisfied with a certified orcashier’s check. Personal
checks are not accepted. Bonds are held for one year following completion of the work.

Access permits are evaluated based traffic volumes predicted for 20 years in the future,
and those of the future build out of the site served. The DOT mandates a traffic study for sites
generatingin excess of 3,000 trips per day. If the roadway AADT is greater than 15,000, the
study must be reviewed by the traffic engineer. A2016 examination determined thatabout
10% of applicationsrequired traffic studies. The more urban districts have sufficient experience
and expertise to review traffic studies, but the more rural regions and districts rely on the
central office for assistance.
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The appeals process has several steps. The initial appeal isto the division engineer (DE) at
the regional office. The DE reviews and responds within seven days. The second levelisto a
central office driveway permitappeals committee that meets monthlyif an appeals has been
filed. The committee is multi-disciplinary, including trafficengineering, planning, right-of-way
and roadway design personnel. The committee reports its findings and recommendations to the
Chief Engineerfor a final decision.

When a permitwill be withina municipality, most NCDOT districts seek concurrent
review. Developers will sometimes play the system, but good communication between
municipal and DOT staff usually prevents confusion and cross-purpose problems.

Currently, there is no central data base on access permits. Each districtretains documents
to some degree and copies are not provided to the central office. There is not a state record
retention policy. They are working on establishing a statewide data system that will include
access and other encroachment permittypes.

NCDOT isreconsideringtheir 2003 regulationsand program content, and may reduce the
size of theirregulationsto state only permitrequirements. They would then develop a separate
“best practices guide”, which would serve to provide day to day guidance; the guide would not
contain any requirements.

Virginia

The VirginiaDOT is responsible for much of the state’s publicroad system; what in other
states are county roads are in Virginiathe responsibility of the DOT. The DOT oversees 57,870
miles of roadway, whichincludes 9,230 miles of primary and interstate, and 48,300 miles of
secondary roads.

Legislationin 2007 established the presentauthority for managing access in Virginia. Note
that the following excerpt clearly states a number of access management principles and
practices.

$ 33.1-198.1. Comprehensive highway access management standards.

B. The General Assembly declares it to be in the public interest that comprehensive
highway access management standards be developed and implemented to
enhance the operation and safety of the systems of state highways in order to
protect the public health, safety, and general welfare while ensuring that private
property is entitled to reasonable access to the systems of state highways. The
goals of the comprehensive highway access management standards are:

1. To reduce traffic congestion and impacts to the level of service of highways,
leading to reduced fuel consumption and air pollution;

2. To enhance public safety by decreasing traffic crash rates;

3. To supporteconomic development in the Commonwealth by promoting the
efficient movement of people and goods;
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4. To reduce the need for new highways and road widening by improving the
performance of the existing systems of state highways; and

5. To preserve public investment in new highways by maximizing their
performance.

C. The Commonwealth Transportation Commissioner shall develop and implement
comprehensive highway access management standards formanaging access to
and preserving and improving the efficient operation of the state systems of
highways. The comprehensive highway access management standards shall
include but not be limited to standards and guidelines for the location, number,
spacing, and design of entrances, median openings, turn lanes, street intersections,
traffic signals, and interchanges.

A number of branches inthe central office play major rolesin the access management

program.

* The Office of Land Use: preparesaccess rules; oversees the permitting processes; provides
guidance to districtsand residencies

e Traffic Engineering: overseessignal approvals, provides assistance with review of some
safety situations

* Location & Design: maintains and interprets the Road Design Manual (whichincludesaccess
design standards); oversees design waivers

* Transportation and Mobility Planning: provides fundingand assistance for corridor studies

VDOT has nine district offices. At the districtlevel, there isa Transportation and Land Use
Director, who directs planningand land use. Below the district level, there are 29 residency
offices, where driveway permits are handled by techniciansunder the directionofa PE. There
are about 180 land use staff at both the district and residence levels.

VDOT charges no fee for residential permits, butthere is a $150 base fee for commercial
(i.e.,any entrance where the traffic volume will exceed 50 trips per day) permitapplications,
plusadditional amounts based on lineardistances. VDOT can deny direct access, and may limit
access to onlyright turns. The rules list measuresthat the DOT may require of the applicant to
mitigate safety and trafficoperations impacts, such as:
reconstruction of existing highway to provide required sight distances;
relocation or consolidation of existing driveways;
constructing auxiliary lanes, transitions and tapers;
constructing new crossovers, or the relocation, removal, or consolidation of existing crossovers.

If conformityis not feasible, the developerhas the responsibility to document the inability to
conform. DOT staff attempt to work with developersto find solutions; the degree of flexibility
can vary among districts. If a developerappealsto the District Engineer or the Commission, itis
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often the case that all acceptable solutions have been considered, and the appeal will not be
approved at higher levels.

The DOT will not issue a permitabsent local governmentland use, subdivision, orzoning
approvals. When local access requirements are more restrictive than VDOT'’s, local standards
govern.

Changes such as zoning, plating, or property use that can affect volume can trigger a
review. Localities notify VDOT of most land use changes, allowing VDOT to review and
comment at the early stages of land use changes.

For training, the technology transfer program offers two traffic study classesand two
access management classesa year, and also offers classes on geometricdesign, drainage, and
other road design-related topics. There are also annual conferences that address various facets
of transportation and land use planning, to which MPO staff, consultants, and developers are
sometimesinvited.

CLOSING

The interviews fromthis small sample of state departments of transportation show that
access management programs vary considerable among states, both interms of the way an
agency administersthe program and of the rules for developerstofollow. Afew general
statements follow.

1. While evaluating practices and criteria from an agency, be mindful that from interviews
or agency documents, one does not obtain a complete understanding of the degree to which
desirable or aspirational policies and practices are actuallyimplemented.

2. Aftera transportation agency has gained experience with an access management
program, itis common for the agency to make revisionstothe program.

3. Due to context, a typical functional classification system may not be totally suitable for
purposes of access classification. Forinstance, an existing roadway passing through a rural area
with little access may, upon enteringa town, have much more access. The desirable level of
access control may not nicely fit with the functional class.

4, When developing Colorado access classifications, videos were viewed to identify logical
and defensible breakpoints. This method allowed breakpoints to be set not at intersections, but
instead at midblock locations. One reason for this was the desire to avoid categorizingthe two
sidesof an intersection differently.

5. Encouraging shared access was found to be a common practice.

6. Coordination and cooperation with local levels of governmentin the land use regulation
(e.g., establishingadequate lengths for minimum dimensions of parcels abutting a state route)
greatly improves the outcomes of an access management policy.
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7. The probability of success is enhanced by havingin place an access management plan that
has been adopted by the local government; this can be a precondition of movingahead with a
proposed project.
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CHAPTERS5: PROJECT DIRECTION

For lists of abbreviations and definitions, see Chapter 1.

Task 5 of this project is to prepare an interim report that presents the findings from

precedingtasks, and influenced by them, begin the discussion of possible alternative access
program frameworksand implementation strategies with the Department. At the end of Task 5,

the Department will provide directiontothe project contractor.

To developandimplementa comprehensive access management program, there are a

number of broad issuesto consider, some in sequence, and others in an iterative fashion.

A.

Does ARDOT wish to develop any revised policies or practices pertainingto access
management?

If ARDOT does wishto develop revised policies or practices, then determine the scope of
such changes. This decision affects the nature of the access management program. It is also
related to establishing a roadway classification system that would affect what access
managementrequirementsare appliedto a given roadway.

Said more directly: Would the decision-making process and outcomes be improved by
creating some type of rubric or classification scheme to act as a guideline, applied during
preliminary project scoping, that identifieswhen/where and to what extent to apply access
management?

If ARDOT does proceed, then what internal organizational structure is desired to develop
and implementan access management program?

Afteraddressing these issues during Task 5 work, subsequent tasks would accomplish

other required work, includingthe following examples.

D.

Develop the access requirements forthe various roadway classesto which access
management will be applied. One example of this category is minimum spacing
requirements.

Develop the administrative rules and procedures, including procedures for appeals, and for
variances and waivers. Some of these documents may go to the Secretary of State for public
comment, before they can be implemented. Part of this consists of determining what
aspects to include in documents of any formal rule, and what aspects can be leftfor the
Department to control and change withoutreview.

Discuss the internal access management program administration and procedures. This
identifies which positions are tasked with performing which job duties.

Develop plansto informthe publicof the program and its requirements. Target audiences
may include the following.

1. metropolitan planningorganizations
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2. local government staff and elected officials

3. the architects and engineers with whom developers commonly contract to prepare
plans for proposed developments

The following sections provide an outline of the choicesto be made, in order to provide the
research team with direction for accomplishing subsequent tasks.

ESTABLISH THE SCOPE OF THE PROGRAM

The decision as to how broadly to apply access management may affect organizational
and decision-making structures withinthe Department. To initiate discussion, the following two
optionsare presented.

Option1 Option 2

Include all state numbered highwaysinthe Appliedaccess managementonlyto certain
program. A classification system would apply | targeted roadways.

more rigorous requirements to be more
critical roadways in the state, and minimal
requirements to roadways at the other end
of the spectrum.

If Option 1, then determine how many tiers, | If Option 2, then determine basesfor

and the bases for classification. selection.

a. volume a. National Highway System (NHS)

b. speed b. corridor with current or anticipated
c. volume and speed growth, congestion, or safety concerns
d. other c. corridors at edges of urbanized areas

d. freightroutes

e. roadways eligible forspecial funding

category

With any option, a related questionis to what extentthe Department wishesto initiate
and prepare corridor access management plans? Does the Department wish to proactively
prepare such plans inthe developingfringes of urban areas, and by so doing designate access
locations with desirable spacing, before the occurrence of development patterns that preclude
desirable spacing?

DEVELOP ACCESS REQUIREMENTS AND CRITERIA

The following Exhibit5-1is presented toinitiate a discussion of what elementsto
manage, and what the appropriate criteria for each elementshould be. The Department may
wishto have different criteriafor different environments, or for different roadway classes. A
separate set of criteria would be in order for the cross roads at interchanges.
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EXHIBIT 5-1 Elementsto considerfor access management

69

Rural

Urban

Access number and location

require approval for a driveway connection

strongly limit or prohibitaccess to major arterials

limits number of driveways per lotto state route

Number; Frontage for > 1 driveway

if corner lot, only allow access from side/lesserstreet

jointaccess

require adequate sight distance

Spacing

from what reference to measure - centerline, edge,
property line, other?

corner clearance along thru road at interchange

corner clearance along thru road

corner clearance on side road

betweendriveways, same side

if no restrictive median

if restrictive median (Rt only)

between driveways, opposite side

betweensignalizedintersections

Driveway dimensions

width W and turning dimensions

angle

throat length / driveway stem

grade

Medians

mediantype (if >4 lanes)
Restrictive medianrequired when?

distance between median openings

Full

Partial

Turn lanes

conditionsrequiringleftturn lane

conditions requiringright turn lane
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Access Classification

Some states have differentspacing requirements based on the roadway access class,
while otherstates base spacing on factors such as speed. Among the states queriedinthis
study, the more common method consists of assigning each road to an access class, whichin
turn governs minimum spacing between connections. Also referto Exhibit 4-9.

Access classification schemes
* SeeAMAG Chp3

No special access classification
system; based on posted
speed, rural or urban

Simple access classification
system

More complex access
classification system

Georgia

Mississippi

lowa, Kansas, South Dakota,
Virginia(incorporates speed)

Access Type Classifications

States in the small-sample survey seemto have at least two primary access categories,
commercial and non-commercial. Some states have more than one commercial tier, based on
the amount of expected peak hour or daily traffic generated. The tierinto which a proposed

site fallsinto may be linked with requiring the applicant to prepare a trafficstudy. The following

grid reflects how states designate and require access permits for residential and commercial

types of access.

Access type classifications

Do not require residential
permit

Two primary access type
classes

Three or more primary access
type classes

North Carolina

Georgia, Mississippi, South
Dakota

lowa, Kansas, Louisiana,
Virginia

Access Number and Location

The number of access connectionsallowed, and theirlocations, may be linked to other
considerations, such as access classification.

Access number

If access available from
other/lesserroad, then
require applicant to
prove needforevenl
connection with state
route

Applicantis allowed 1
connection, but require
proof of need for more
than 1 connection with
state route

Applicantis allowed 2
connections, but require
proof of need for more
than 2 connections with
state route

Establish robust
spacing criteria,
relyon them to
l[imitthe number
of connections per
tract
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Could have different criteriafor differentaccess class, or rural vs. urban

State that applicant is responsible forachievingsite circulation within the site, general
publicis not expected to provide thison the public roadway; facilitating site circulation or
deliveriesis nota justification foradditional driveways

Spacing between unsignalized connections

See AMAG Chp 12, specifically p160-162, “Evaluation Techniques”

In our small sample of interviews, did not observe a predominate method or criteria; also
see AMAG p 165 table

Require adequate sight distance

For rural roadways with higher levels of significance, a%-mile spacing betweenright turn
access seemsto be somewhere “inthe middle of the pack”

Generate effective standard design detail for right-turn only access
Addressing connections on opposite sides of roadways without restrictive median

How to encourage jointaccess; some incentives are available only with land use control,
which requireslocal governmentaction

Corner clearance

In our small sample of interviews, did not observe a predominate method or criteria

Some statesregulate corner clearance by prohibiting access within the intersection’s
functional area

Some distancesin reviewed material seemed insufficientto provide a desirable bufferthat
a research analysis would suggest

No separate requirement, | Fixed Based on speed, |Notwithinfunctional area of

other than connection distance |volume, or other |intersection

spacing traffic attribute

Spacing from a public One size |More complex If tailored to site-specificattributes
road intersection may may not |than one fixed (e.g.,queue length), then may be
needto be greater fitall distance more involved toadminister

Measurement made between whattwo references? For instance, from near edge of
publicroad traveled way to near edge of driveway

See Transportation Research Record 2618, p 1-7 for minimal downstream corner
clearance along urban mid-range speed roadway

If minimum corner clearance not met along the through roadway, then allow access only
from side street
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* Onroadways with flushmedian, considerstandard design detail for raised medianin
intersection vicinity, torestrict leftturns into driveways near intersection

* Inreviewed material, the issue of corner clearance on a roadway that intersects the
subjectroad is more likely to go unaddressed

* Ashort median strip can restrict left-turn entry and exit movements at driveways near
intersections (see Exhibit 5-2)

EXHIBIT 5-2 Short median strip to restrict left-turn access

Spacing between signalized connections
e See AMAG Chp 13

* Requirementsvary by environment, such as rural vs. urban, roadway category; Kansas’
recommended distances are a function of speed and cycle length

* Inoursmall sample of interviews, did not observe a predominate method or criteria, but
for major urban arterials, values of % mi to % mi are typical

Spacing along cross road at interchange

* See AMAG Chp 18, specifically, many exhibits with numerical values

* Vary by interchange form, such as whetherthere are free-flow right-turn movements, or
roundabouts

* Vary by cross road speed

* Anin-progress NCHRP project is examiningthisissue
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Driveway Dimensions

Georgia throat length

Some jurisdictions establish minimumvalues for width and turning radius, but then
require that the actual dimensions be tailored to the specifics of the site, such as expected
designvehicles.

Throat length

See AMAG Chp 11, NCHRP Report 659

Affected by size of development: e.g., convenience store vs. regional shoppingcenter

Affected by traffic control at intersection: signal or stop

Georgia requirementis based on depth of tract

North Carolina requirement based on storage required by anticipated volume; may

require medianin driveway

Other: lengths for gated driveways; setbacks for gasoline pumps

Another possible basisis trip generation— a small site such as a fast food restaurant

generates a peak period trafficvolume far out of proportionto the area of the site

From where to measure: current edge of traveled way, ROW line, other
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Louisianathroat length

High-volume (over400 peak hour vehiclesin both directions)

Medium volume (150-400 peak hour vehiclesin both directions)

Low volume (below 150 peak hour vehiclesin both directions)

traffic impact study
60 ft
20 ft



Mississippi throat length
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Minimum Throat Lengths )

¥

\\T/
TYPICAL MIN.
SITE ACTIVITY THROAT LENGTH
Small Commercial Development (e.g., Strip Shopping Center) 30
Mid-size Shopping Center (Supermarket, Drug Store) or Office Center 80’
Regional Shopping Center/Mall or Office Complex 250°
Regional Office Complex 250’

Restrictive Medians

The three median choicesare none, non-restrictive flush median (oftena TWLTL), and a

restrictive (raised or depressed) median. A restrictive median often requires more right-of-way

width than the other two forms, which increases costs.

See AMAG Chp 15

Factors that were found to influence decisions to have a restrictive mediansincluded
volume (ranging from 20,000 to 30,000 ADT), roadway speed, and environment (rural vs.
urban)

Along with median selection comesthe issue of width; a raised median with widthto
accommodate leftturn lanes may be in the range of six to twelve feet widerthan a TWLTL,
depending upon widths of median separators and turn lane offsets

A restrictive median design may include bulbouts to betteraccommodate U-turns

When there are grass medians, an accompanying policy addressinglandscaping that may
cause safety problems (e.g., restrict sight distance) is inorder

Median selectionis made more complex by factors such as the roadway environment

transitioning from rural to urban transitions, and volume changes over time. There isalso the
long-term effect of expandinga two-lane road to a “five-lane design”: havinga TWLTL may
encourage the strip development with frequent driveways that Exhibit 5-3 shows. Installinga
restrictive median when not demanded by present circumstances may be preferable to waiting
until volumes and levels of roadside developmentincrease, only to face much greater
oppositionto conversion.



EXHIBIT 5-3 Selectinga TWLTL section may contribute to closely-spaced access
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Median opening spacing

See AMAG Chp 16

The policies of agenciesinterviewed forspacing of unsignalized median openings varied
considerably

Possible factors to considerinclude access classification, environment (rural or urban), and
speed

The Green Book clearly recommends bullet-nose median-end opening designs onall but
the narrowest of medians

Turn Lanes

One of the many elements of access managementis whento install left- orright-turn

lanes.

See AMAG Chp 21 and 22; NCHRP Report 745

Many of the agenciesinterviewed use volume and speed as criteria

Other important criteria include number of lanes, types of intersection control

The CMFs for presence of both left- and right-turn lanesindicate marked safety benefits

Benefits of a turn lane may be diminished by insufficientlength fordeceleration,
maneuver, and storage
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*  Work by Potts et al. found that right-turn lanes may increase pedestrian-vehicle crashes if
right-turn lane not channelized

Site Traffic Study Requirements
* Related: AMM2 p 253, impact study

* The thresholdsite traffic volume to require a trafficstudy by the applicant that appears
most oftenin the small sampleis 100 trips during the peak hour

* |f adopt such a mechanism, consider clause to derail developerattemptsto break
developmentinto sub-threshold size tracts

* Other possible triggers for a site trafficstudy are applicantrequests for more than a
certain number of connections, deviation from stated spacing requirements, median
openings, or signals; the objective isfor the applicantto demonstrate the necessity of the
requesteditem

DEVELOP THE ADMINISTRATIVE RULES AND PROCEDURES

Along with roadway designand related element criteria, an access management program
requiresa supporting administrative structure and procedures. Issuesto discussinclude the
following.

* To what extentcan the Department use police power to control access? To what extentis
the Department willingto use its police power?

* What are the Department’s performance goals and priorities, relative to safety or
accommodating directaccess for abutting businesses? What do you want an access
management program to achieve?

¢ What organizational structure withinthe Department will resultinan access management
program that is effective and consistent?

*  Would the Departmentfind itdesirable to relate access standards to roadway functional
classes, such as mentionedin certain parts of the Arkansas Code? (See Appendix Afor AR
Code § 27-66, 2017.)

* Inwhatsituationsis it preferable toacquire access rights, or whenis the exercise of police
power for the safety and welfare of the publicthe appropriate mechanism?

*  Would it be desirable that for developments overa certain size, permits be processed by
someone in the central office?

* |sitdesirabletoestablishtwo tiers of Commercial driveway permits, with different
requirementsforeach? If so, upon what should tiers be based: land use, volume, vehicle
types, etc.?

* |sitdesirabletoestablish higheramounts for driveway bonds, or more closely link bond
amounts to the proposed construction activity and the costs to cure?
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Is there a need for a stronger mechanismto inform the Permit Officerwhenthere is a
change in land use, which may change amount of or nature of traffic generated, and
therefore require a new permitapplication?

What should be the defaultallowable numberof driveways per tract? Should a traffic study
be required to demonstrate the need for more driveways per site than the default?

What factors should require that a developer prepare a traffic study?

Some states have a formalized, structured process for the property ownerto appeal the
decisionat the district level;isthissomethingto be considered?

To what extentdoes the Department have authority to restrict access on a side road, close
to an intersection with a state highway?

What can be done to work with local governmentsto encourage more joint access,
therefore reducing the total number of driveway connections?

What can be done to work with local governmentsto ensure that property frontage
dimensionsalongthe state highway are large enough to allow adequate spacing between
successive driveway connections, or to insure that tracts also have alternate access and
circulation vialocal roadways?

Is it desirable forthe Department to adopt a policy stating if local governmentaccess rules
are more restrictive, then the local rules govern?

CHALLENGES

From the precedingtasks, and especially frominterviews with staffin other states,

challenges were identified that transportation agencies face when embarking upon access

management program. Some of these are presentedinthe followinglist.

Change: Agency and staff may have to learn new concepts and master new techniques,
which will require training, guidance materials, and independentlearning.

Change: From interviews with otherstates — “Getting out of the two driveways per tract
mindset”.

Communication: Developingand communicatingrequirements and expectationsto both
local governments and developers, while maintaining consistency among districts.

Maintaining confidence: For Permit Officersto be successful, they must have the backing of
district and central office leadership. At some point, “flexibility” can undermine the ability
of Permit Officersto perform theirjobs well. Can criteriaand procedures be developedto
manage “flexibility”?

Opposition: Examples of businesses thriving along access managed roadways can be seen
across the United States in placestoo numerousto count. Yet, ina giventown, the prospect
of changing from accustomed access patterns can cause great angst among local owners
and operators, who in turn pressure local officials to oppose access management
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treatments. What can be done to address opposition at the local level, such opposition
often coming from a small part of the population who fear the effects of access
management, so the broader public can benefitfrom the application of access management
techniques?

Communication: What can be done to improve awareness of how access management
benefitsindustry, agriculture, retailers, and the general public?

Communication: In order to provide trainingto local government staff, what means of
communicating the necessity and availability of training will be effective? The April 2019
planning conference was mentioned as one avenue.

Funding: Can a funding category be established for projects that improve access
managementalong roadways? Can funding priority be givento projects that willimplement
access management techniques? Can funding-eligibility-status encourage local governments
to become a partner on an access managed state route? Can a proposed project “move to
the front of the line” when local government participates in access management strategies?

78
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CHAPTER 6: ACCESS MANAGEMENT BENEFITS AND COSTS

For lists of abbreviations and definitions, see Chapter 1.

Includedin Task 6 of this project is for the Contractor to develop limited benefit-cost
informationthat to a degree providesinsightabout the relative benefits and costs of
implementingaccess management. The Contractor performedthe followingtwo separate
comparisons of construction costs and crash reduction benefits.

1. The differences between four-lane roadways with center two-way left turn lanes (TWLTL)
and four-lane roadways with restrictive medians (but other access management not
mentioned)

2. The differences between four-lane roadways with center two-way left turn lanes (TWLTL)
and four-lane roadways with restrictive medians and partial access control

Note that the ARDOT listupon which analyses were based does not include construction costs
for new 4-lane roadways with a median and partial access control. The ARDOT reviewer
requesteda comparison using the crash rates for this category with the construction costs of
new 4-lane roadways with a median and no access control.

e ARDOT Transportation Planning & Policy suppliedJuly 2016 rural and urban project costs
per mile. The alternative of convertingan existingtwo lane roadway to a four-lane roadway
with a median assumes reuse of the existingtwolines.

* ARDOT Traffic Safety supplied 3-year crash rates over recent time periods for 4-lane
roadways.

* ARDOT Traffic Safety supplied 2017 crash data, usedto find proportions of crash types to
create factors to proportionally weigh crash costs. Reviewingthe data, it was found that
9.5% of the records lacked an entry for rural/urban classification. Traffic Safety used
geographic information system capabilities to create this missinginformation. Excluding
work zone crashes, thisset has 79,271 crash records; 13 of these have 4-digit prefixesin the
StateCaseNumber column other than 2017, but the date column listsa 2017 crash date. For
the following analysis, the total numbers of Intersection, Intersectionrelated, Driveway, and
Driveway related were combined, with “number of vehicles equal one” removed.

* Crash cost calculations were based on the procedure describedin the 2010 Highway Safety
Manual.

The following Exhibits 6-1 and 6-2 analyze costs and benefits over 20 years for a 1-mile
long road segment.
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EXHIBIT 6-1 Comparing four-lane roadways with center two-way leftturn lanes (TWLTL) and
four-lane roadways with restrictive medians (but other access management not mentioned)

RURAL RURAL URBAN URBAN
Volume per day 10,000 10,000 10,000 10,000
Before condition 2-lane new construction 2-lane new construction
After condition 4-lane 4-lane 4-lane 4-lane
Comparing these TWLTL vs. TWLTL vs. TWLTL vs. TWLTL vs.
alternativesfor Restrictive Restrictive Restrictive Restrictive
“After” median median median median
Project cost $625,000 $225,000 -$165,000 -$100,000
difference permile:
Median - TWLTL
K+A Crash Cost $2,565,071 $2,565,071 $152,442 $152,442
Savings with Median
Crash Benefits/ 4:1 11:1 NA; Median NA; Median

Construction Costs

cons’t and crash
costs are less

cons’t and crash
costs are less

EXHIBIT 6-2 Comparing four-lane roadways with centertwo-way leftturn lanes (TWLTL) and
four-lane roadways with restrictive medians and partial access control

RURAL RURAL URBAN URBAN
Volume per day 10,000 10,000 10,000 10,000
Before condition 2-lane new construction 2-lane new construction
After condition 4-lane 4-lane 4-lane 4-lane
Comparing these TWLTL vs. TWLTL vs. TWLTL vs. TWLTL vs.
alternativesfor Restrictive Restrictive Restrictive Restrictive
“After” median with median with median with median with

partial control  partial control partial control

partial control

Project cost
difference permile:
Median - TWLTL

$625,000 $225,000 -$165,000

-$100,000

K+A Crash Cost
Savingswith
Median and Partial
Control

$1,949,200 $1,949,200 $1,832,900

$1,832,900

Crash Benefits/
Construction Costs

3:1 9:1 NA; Median
cons’t and crash

costs are less

NA; Median
cons’t and crash
costs are less

80
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CONCLUSIONS

1. Calculationsbased on ARDOT’s recent K+A crash rates and construction costs found, for rural
environments with as little as 10,000 vehicles perday, a clear advantage for selecting4-lane
roadways with a restrictive medianinstead of the 5-lane design. As traffic volumesincrease,
the desirability of a restrictive median becomes even more pronounced.

2. Consideringonlythe effects of median width, crash modification factors in the 2010
Highway Safety Manual (p 11-31) indicate that for a rural setting, changing from a 12 ft
median (as with a TWLTL) to a 30 ft median (as with a depressed median) wouldyield a3%
reductionin crashes.

3. Calculations based on ARDOT’s recent K+A crash rates and construction costs found, for
urban environments with as little as 10,000 vehicles perday, and not considering access
managementtreatments other than a restrictive median, a slight advantage for selecting 4-
lane roadways with a restrictive medianinstead of the 5-lane design. When partial access
managementis considered, the restrictive median with partial control treatmentis clearly
superior, withinthe assumptions of the analysis. As traffic volumesincrease, the desirability
of arestrictive median becomes more pronounced.

4. Consideringonly the effects of median width, crash modification factors inthe 2010
Highway Safety Manual (p 12-42) indicate that for an urban setting, changing from a 12 ft
median (as with a TWLTL) to a 18 ft median (as with a raised median) wouldyield a 1%
reductionin crashes.

5. Comparing the safety performance of 4-lane roadways Florida, Alluri et al. found that those
with restrictive medians had a crash rate 5% lessthan those with TWLTLs. (Other studies
have found more marked differences, so this constitutes one of the more modestor
conservative benefits.) Applying this difference to a hypothetical 1-mile suburban segment
over 20 years with 10,000 veh/day, the benefitfrom reduced crashes is $650,000. Raising
the volume to 20,000 increasesthe benefitto $1,300,000.

Summarizing, a number of different rudimentary comparisons of construction costs and
safety benefits all conclude that typically, the crash reduction benefits of a restrictive median
and other access managementtreatments justify any added costs of such treatments.
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CHAPTER7: IMPLEMENTATION CONSIDERATIONS

For lists of abbreviations and definitions, see Chapter 1.

Task 7 callsfor the Contractor to develop aplan for the Department to implement access

managementin planning, operations, permitting, design processes, and decision making.
However, during a June 2019 meetingwith the Project Subcommittee, instructionswere given

that effectively truncated this task. Thus, this chapter is the repository of an enumeration of
activities to be accomplished, materialsto be developed, and other considerationsin order to
implementa new access management program. Most of these items should be accomplished
prior to any new program'’s effective date.

COMPLETE THE PROCESS TO ADOPT NEW COMMISSION RULES

Complete the project documents, including a draft set of Rules for managing access.
Obtain approval for access program update from the Director.
Obtain approval and budget for a central office access program manager.

Beginan internal review of project materials, includinga formal internal review of the draft
Rules (distribution to District Engineers and others for comment).

Districts and central office divisions will need to review theirinternal policies and guidance
materialsto determine if any changes are necessary to comply with new rules.

Determine a possible effective date forthe Rules after consideration of a schedule that
includes preparation of all materials and completion of training.

Obtain Commission adoption of Rules by Minute Order.

MATERIALS NEEDED TO IMPLEMENT THE NEW ACCESS PROGRAM

Prepare all materialsin advance of training, so staff can be trained using the new materials.

Reference materials distributed to each district office: Rule, AMM2, AMAG, trip generation
information.

Maps designating function classifications and context boundaries.

New application form and applicantinstructions.

New permit forms (DOT use only) and use instructions.

Site review worksheets used during application review.

A district notebook of all useful materials. Three-ring binderor similarallowing updates.
Collection of useful permitterms and conditions covering most needs.

Permit preparation instructions (internal).
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* Designtemplatesforall common access types.

* Construction guidance (specifications) forms, materials, layout design to assist permittee.
* Pavementguidance (specifications, installationissues, temperature, mixes, strength).

* Inspectionworksheet (postconstruction) for district staff.

* Forms and instructions for permitdeposits and bonds.

ON-LINE SYSTEMS

On-line systems can range from document availability to fully functional processing
programs with external and internal components. All external materials should be available on-
line.

* Access managementexplained (training).

e Official publications and documents (Rule, maps, forms).

* Worksheets, sample designs, illustrations, application, instructions, self-help materials of
any kind — in PDF format for printing.

* Applicationforms, any forms applicant will need in both PDF and fillable formats.

* Copiesof alladopted AMPs, IMPs.

* Trip generationinformation.

* State traffic volume map.

* Drivewayand intersection crash data by highway.

* Shouldthere be an on-line application system? Will the DOT have a permit program for all
DOT permitting processes? If access permitsare to be includedina larger on-line program
that incorporatesall DOT permitting such as utilities, billboards, etc., care should be taken
as access permitting has significantly different legal authorities and litigationrisks,
Commission regulations as well as applicantand property ownerrights.

RECORD KEEPING

Current record keepingisverylimited. Historically, the access permithas beenusedas a
short-term permitto authorize driveway construction. However, a permitis also a state license
to use and maintain a private encroachment, to occupy, the publicright of way. In the new
system, permits are issued with terms and conditions with safety and engineeringrequirements
appropriate for their permitted use. Changes in use can impact both publicsafety and exceed
engineeringtolerances.

The Commission and DOT have a responsibility to monitorthe safetyand engineering

impacts of access permits and their encroachmentover the life of the use of the permit. Asin
all assets and properties of the DOT, the DOT has a degree of responsibility forevery element
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withinthe state right-of-way. This should include Identification of ALL existing historical and
permitted access locations that occupy the state right of way.

Records of all permitting decisions and all signed documents should be retained
permanentlyinan electronicrecord system. Access to the records should be by districtsand
central office with appropriate safeguards and editing management.

Every new permit should have at least a geo-code location reference. This allows use of
GIS systems for mapping documentidentification and tracking crash history data. A geo-code
will always be valid should there be administrative changes in highway numbering or mileposts,
and property and business ownership.

As time and budgetallows, all existing access connections, private encroachments in the
right-of-way should be located and geo-coded. There should be an estimate of driveway activity
and the land use served. Identification process could be as simple as the study of one-mile
increments of aerial images, saved with geo-codesand highway route numberingfor a
historical record. This allows the DOT to match up crash records, monitor driveways for
significantchanges in activity, and identifyillegal driveways installed after the effective date.

TRAINING

A new program requires training and will need active support during start-up. Each DOT
unit and discipline whose work affects or is affected by access connections should be familiar
with the new Commission Rules, new designinformation and all access program materials. Each
DOT unithas a differentset of access related tasks and responsibilities as well as different skills.
This will require differenttraining materials.

Itis recommendedthat more than one training session be held for each group. Good
results with just one day of training should not be expected. The first training needs to occur a

month or so before the effective date of the new program and then follow-up training at about
three to six months into the program.

Training for Field Staff

Field staff, those that work directly with applicants and prepare the permits needto be
wellversedinthe new program. Their work begins before the effective date asapplications
close to the effective day of the new rule should be processed under the new rule procedures.
This trainingshould be a combination of lecture and hands-on experience. All training materials
needto be putinto a districtnotebook and all access program participants need on-line internal
access to all program PDF documents. Training topicsinclude the following.
*  Why modernize the access management program and standards.
* Rule content, understandingand applying new requirements.

* Astandard procedure for processing applications.



TRC 1805 Access Management Implementation Guidance—Nov.2019 85

Use of new applicationform, required attachments and helpingapplicants.

Applicationsite inspectionincluding:intersection sight distance, stoppingsight distance,
actual sight distance, grades, drainage, potential hazmat conditions, immediate
environment, pavement, culverts, site reviews, functional distances.

Use of Field work sheets for access location, site documentation, photography.
Use of new permitforms, permitcontent includingterms and conditions.
Legal issues- (yesyoucan deny), what is “reasonable.”

Traffic volumes, trafficstudies, trip generation, trafficvolume thresholds.
Assessment of driveway safety potential.

MUTCD, signs and markings for driveways.

Construction inspection, confirmation of permit compliance (geometry, drainage,
construction materials, paving and specifications).

Identification of multi-mode, urban, and rural conditions.

Record keeping, post permit processing.

Training for Engineering Staff

Engineeringstaffin districts and central office will both assist district permitting staff and

participate in the design and management of access connectionsfor reconstruction projects.
While the primary training topics will be in access design and related traffic operationsand
safety factors, they will need to have an understanding of Commission Rules and the legal

issuesto know program parameters and how the Rulesand laws determine how driveway
relocations and modifications can be accomplished.

Access design principles (speed, conflicts).

Safety assessments, introductionin the use of the Highway Safety Manual.
All design elementsin access Rule manual.

Functional and Contextclassifications.

Intersectioninfluence area.

Access near interchanges.

Access near roundabouts.

Turn lanes, warrants, median types and design.

Driveway design.

Access managementplans — content and preparation.

Dealing with access modification within project limits.
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Training for Legal and Right of Way Staff
This training may be ina workshop with discussion format.
* Afocus on access rights and related legal issues.
* How the new program helpsright of way management.
* Appraisal for access limitations.
* Appraisal for access modifications.
* Value of safety.
* Negotiationsforaccess modifications.
*  Working with district permit staff.
* External, consultants, developers, commercial realtors.
* Access openingdeeds, partial access control issues.

* Access control along interchange cross roads.

Training for External Groups (such as consultants and land developers)

Improvingtheir skillsand knowledge will helpimprove the quality of applicationsand
proposed location and design. The higherthe quality of their work, the less work will be
necessary by DOT staff.

*  Why the new program, why manage access?

* How to apply.

* Forms, attachments.

* TIAreports, trip generation, turning movements.

* Newdriveway and roadway design requirements.

* Typical designsand plans (templates fortheiruse).

* Internalcirculation, backage roads, cross parcel connections.
* What to expectduring processing.

* Post-permitting responsibilities.

Follow-Up Training

In the beginning, the new access program will have a mix of confusion and unanticipated
issues. For at least the district permitting staff, there should be follow up training sessions
between three and six months. This could be preceded by reviewingalarge sample from each
of the 10 districts, and a telephone survey, to identify any problematicissues. Follow-up
training will include much of the original pre-effective date materials, but much more time for
Q&A. Now, with experience, district staff will have a better understanding of the material, but
most importantly, we need to hear their feedback to determine program improvements.
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Itis recommended that Q&A resources be available to respond five days a week for the
first three months. This will also help determine the most frequentand serious problems
occurring that can be addressed by training or program and Rule modifications. While some will
simply be resistantand have discomfort with new requirements, we need to listen for problems
that can be fixed and problems we did not anticipate. Repeat trainingis very importantto keep
early program implementation from stumbling and causing significantinternal and external
problems for management.

Ideally, there should be a workshop on the entire program in the firstyear to listento
concerns, experiences, have everyone share experiences and ideas with the objective to
determine modificationstointernal guidance and if necessary, consideration of rule
amendments. If somethingis not working, fixit. This is a new program. It would be helpful not
to assume it will be perfectduring its firstyear. The new access program will alsoneedto earn
the respect of Department staff for the safety and operational benefitsit provides whereas
program problems and glitches, if not corrected, will distract from overall program goals.
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APPENDIX A: Excerpts from Arkansas Code

2017 Arkansas Code, Title 27 — Transportation, Subtitle 5 - Highways, Roads, and Streets

Chapter 66 - Establishmentand Maintenance Generally
Subchapter 3 - Highway, Road, and Street Systems Classification Law
§ 27-66-301. Title

§ 27-66-302. Purpose

§ 27-66-303. Policy

§ 27-66-304. Definitions

§ 27-66-305. Designation, review, and revision

§ 27-66-306. Functional classes

§ 27-66-307. Continuingstudy

§ 27-66-308. Satisfaction of local planningrequirements
AR Code § 27-66-301 (2017)

This subchapter may be known as the "Arkansas Highway, Road, and Street Systems
Classification Law".

AR Code § 27-66-302 (2017)

Itis the purpose of this subchapter to promote the general welfare of the traveling publicand
the Arkansas economy.

AR Code § 27-66-303 (2017)

(a) Itis the policy of the State of Arkansas to adopt sound modern planning methods,
procedures, and techniquesforthe proper administration, management, and improvement of
the state highway, county road, and municipal street systems of the state and to assure
continuing study and updating of this planning process.

(b) It isthe legislative intent of this subchapter to functionally classify all elements of the public
highways, roads, and streetsin the Arkansas network according to level of service, with uniform
improvement standards for each class.

AR Code § 27-66-305 (2017)

(a) All publichighways, roads, and streets in Arkansas are designatedin accordance with the
findings of the functional classification study conducted in 1968 and 1970 and identified by
maps on file in the office of the State Highway Commission and the offices of the county road
and municipal street administrative officials.

(b) Recommended uniform design standards shall be established forthe improvement of each
functional class.



TRC 1805 Access Management Implementation Guidance—Nov.2019 89

(c) The functional classification of publichighways, roads, and streets shall be examined and
reviewed at least every five (5) years by the commissionin cooperation with the local
governments.

(d) Revisions shall be made as are found inaccordance withthe criteriagoverning functional
classification.

AR Code § 27-66-306 (2017)

The six (6) functional classes by levels of service that are made applicable to the network of
publichighways, roads, and streetsin Arkansas are as follows:

(1) Class |
Rural Systems; Interstate freeways.
Municipal Systems; Interstate freeways.
Level of Service: Provide basic interstate service: link major cities;
(2) Class Il
Rural Systems: Other principal arterial highways.
Municipal Systems: Other freeways and expressways,
Level of Service: Provide high level of interstate and intrastate service; Connect major gengrators of internal city traffic;
{3) Class I
Rural System: Minor arterial highways.
Municipal Systems: Other principal arterial streets.
Level of Service: Serve trans-state travel to and through principal cities; provide a system for the major traffic
generators within a city;
(4) Class IV
Rural Systems: Major collectar roacdls,
Municipal Systems: Minor arterial streets.
Level of Service: Provide connections to and through the large centers of populanon within the state;
(5) Class V
Rural Systems: Minor collector roads,
Municipal Systems; Collector streets,
Level of Service: Provide intercounty service; serve the economic and state park areas not served by a higher system;
collect and distribute traffic to and rom major streets: provide intracounty service to and infto population centers and
other recreational and industrial areas: and
(6} Class VI
Rural Systems: Local roads.
Municipal Systems: Local streers.
Level of Service: Service small rural communities; provide access to residential areas, subdivisions, and neighboerhoods
within cities; provide direct access (o adjacent properties in rural areas and within cities.

Chapter 68 - Controlled-Access Facilities

§ 27-68-101. Intent

§ 27-68-102. Definition

§ 27-68-103. Penalties

§ 27-68-104. Powers of highway authorities generally

§ 27-68-105. Design and regulation of access

§ 27-68-106. Designationand establishment of facilities

§ 27-68-107. Regulation of use

§ 27-68-108. Acquisition of property

§ 27-68-109. Agreements with other highway authorities and federal government

§ 27-68-110. Jurisdiction over service roads
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§ 27-68-111. Service stations and commercial establishments prohibited.
AR Code § 27-68-101 (2017)

The General Assembly of the State of Arkansas finds, determines, and declares that this chapter
is necessary for the immediate preservation of the public peace, health, and safety and for the
promotion of the general welfare.

AR Code § 27-68-102 (2017)

As usedin this chapter, unless the context otherwise requires, "controlled-access facility"
means a highway or street especially designed forthrough traffic over, from, or to which
owners or occupants of abuttingland or other persons have no right or easement, oronly a
controlled right of easement of access, light, air, or view, by reason of the fact that their
property abuts upon the controlled-access facility orfor any other reason. These highways or
streets may be freeways open to use by all customary forms of streetand highway trafficor
they may be parkways from which trucks, buses, and other commercial vehicles shall be
excluded.

AR Code § 27-68-104 (2017)

Acting alone or in cooperation with each other or with any federal, state, or local agency or any
other state havingauthority to participate in the construction and maintenance of highways,
the highway authorities of the state, counties, cities, towns, and villages are authorized to:

(1) Plan, designate, establish, regulate, vacate, alter, improve, maintain, and provide controlled-
access facilitiesfor publicuse wheneverthe authority or authorities are of the opinion that
presentor future traffic conditions will justify such special facilities, provided that within cities
and villages, authority shall be subjectto such municipal consent as may be provided by law;
and

(2) Exercise, relative to controlled-access facilities, and in addition to the specificpowers

granted in this chapter, any and all additional authority vestedin themrelative to highways or
streets withintheir respective jurisdictions.

AR Code § 27-68-106 (2017)

(a) The highway authorities of the state, counties, cities, towns, or villages may designate and
establish controlled-access highways as new and additional facilities ormay designate and
establish an existing street or highway as included withina controlled-access facility.

(b) The state or any of its subdivisions shall have authority to provide for the elimination of
intersections at grade of controlled-access facilities with existing state and county roads, and
city or town or village streets, by separation or service road, or by closing off the roads and
streets at the right-of-way boundary line of such controlled-access facility.

(c) Afterthe establishment of any controlled-access facility, no highway or street which is not a
part of the facility shall intersectit at grade.
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(d) No city, town, or village street, county or state highway, or other publicway shall be opened
into or connected with any controlled-access facility without the consentand previous approval
of the highway authority in the state, county, city, town, or village havingjurisdiction overthe
controlled-access facility. Consent and approval shall be given onlyif the publicinterestshall be
servedthereby.

Source: Justia US Law [ https://law.justia.com/codes/arkansas/2017/]


https://law.justia.com/codes/arkansas/2017
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APPENDIX B: Review of Access Management Legal Elements, Record Keeping

AUTHORITY TO REGULATE ACCESS

The following fourareas of law apply to the ARDOT access management program: (1)
state constitution; (2) statutes established by legislation; (3) rules and regulations adopted by
the State Highway Commission; (4) published decisions by state courts.

State constitutional amendment 42 of 1952 established the State Highway Commission
and vested the Commission with all powers and dutiesimposed by law for the administration of
the DOT. The Commission acts through the Director which the Commission appoints.

There is hereby created a State Highway Commission which shall be vested with all the
powersand duties now or hereafterimposed by law for the administration of the State
Highway Department, together with all powers necessary or proper to enable the
Commission or any of its officers or employeesto carry out fully and effectively the
regulationsand laws relating to the State Highway Department.

The Constitution authorizesthe Commissionto adopt rules and regulations. In addition,
there are several statutes providingdirection to the Commission calling for the management of
access to and from state highways and to establish the necessary administrative program. The
duties of the Departmentare describedinTitle 27 of the Arkansas Code. At ACA §27-1-102,
legislative intentincludes “enhance the social and economic well-being of the citizenry”, and
“the effective implementation of asafe and efficienttotal transportation system”. At ACA § 27-
65-107. Powers and duties generally. The Commissionis givena duty to promulgate rules for
“controlling use of, and access to, the highways”

(a) The State Highway Commission shall be vested with the following powers and shall have the
following duties:

(13) To adopt rules and regulations to implement the commission's powers;

(14) To adopt reasonable rules and regulations from time to time for the protection of, and
covering, traffic on and in the use of the state highway system and in controlling use of, and
access to, the highways, except that no provision contained herein shall be construed as
repealing the existing "rules of the road";

The Commission adoptedits first Rules for Access Driveways to State Highwaysin 1954. It has
amended the rulesseventimessince, the last adoptionin January 2017.

In adopting the January 2017 rules, the Commission Minute Order states; “. ..to govern the
uniform design and construction of driveways that will allow adequate, safe and reasonable
access to the roads and streets on the State Highway System with a minimum of interference
and hazard to highway traffic.”

At ACA § 27-65-107. Powers and duties generally. (a) The State Highway Commission shall be
vested with the following powers and shall have the following duties:
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(17) To establish by properly promulgated and adopted rules reasonable fees that are
necessary to carry out the powers and duties of the commission for applications,
permits, licenses, and other administrative purposes including but not limited to
driveways, logos, billboards, signage, sign visibility, and weight restricted roadway
maintenance to supportthe administration and operation of programs for which the
fees are assessed;

The basis for the Commission driveway rule content has been the Guide for Preparing Private
Driveway Regulations for Major Highways, an AASHO publication from 1960. Since the 1940s,
access activity along the highway roadside had been identified as a significant problem for both
highway operation and specifically publicsafety. Since 1960 more field researchand numerous
studies have reported and published enumerating the scale of adverse impacts of access
activity.

The Director of ARDOT isappointed by the Commission. The Director isthe chief
executive officer of the Department and, subject to the approval of the Commission, has direct
and full control and management of the affairsrelatingto the state highways. (ACA §27- 27-65-
122). The Director has full responsibility to carry out the duties and responsibilities set forth by
the Commissionin “Rules for Access Driveways to State Highways”.

ACCESS RELATED STATUTES

At ACA §27-68-104: Controlled-access Facilities. The highway authorities of the state,
counties, cities, towns, and villages are authorized to provide and manage controlled-access
facilities wheneverthe authority is of the opinion that presentor future traffic conditions will
justify such special facilities subject to such municipal consentas may be provided by law; and
once designated, exercise, inadditionto the specificpowers granted in § 27-68-101 to 111, any
and all additional authority vested in them relative to highways or streets within their
respective jurisdictions.

At ACA §27-67-301: Authorityis granted to the Commissionto acquire real property or
any interesttherein for highway purposes, which includes access rights. At ACA §27-67-
302: State highway purposesinclude, [butare not limited to], the maintenance of an
unobstructed view of any portion of a state highway, the elimination of publicor private
crossings or intersections at grade, and for the protection of the highway from both physical
and functional encroachments of any kind.

At ACA §27-66-301: There is the "Arkansas Highway, Road, and Street Systems
Classification Law". This statute is specifically to promote the general welfare of the traveling
publicand the Arkansas economy using modern planning methods, procedures, and techniques
for the administration, management, and improvement of the state highway, county road, and
municipal street systems of the state. The legislative intentistofunctionally classify all public
highways, roads, and streetsin the Arkansas network according to level of service, with uniform
improvement standards for each of six classes according to the character of service they are
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intended to provide. Recommended uniform design standards are to be established forthe
improvement of each functional class. The functional classification must be examined and
reviewed atleast everyfive (5) years by the Commission.

CASE LAW REGARDING ACCESS CHANGES

The state constitution addresses property rights setting certain limits and making policy
statements. It is the burden on the Courts to opine on how portions of the Constitution may
apply to access permitting or access modifications brought to the Courtin a dispute. There are
onlya few published decisions and these go to very specificfacts of each situation. Asan
example, the State Supreme Court has held that circuity of travel, i.e., beingcompelledto go a
few blocks out of the way to get to property is not compensable. Risserv. City of Little Rock,
225 Ark. 318, 281 S.W.2d 949.

A landownermay be entitled tocompensation if access changes by a Department project
substantially impairaccess to the property and cause the value of the property to be
diminished. Generally, there isnota compensation claim if the Department does not take any

land from the ownerin the course of the project. As in the case of a change in the roadway
median, in the before and after conditions, the landowner's (and customers) use of the
roadway is the same as that of the general public and there has been no physical taking of
property rights from a property owner abutting the roadway (Commissionv. McNeill). An

abutting ownerdoes not have property rights to the operation of the highway.

Police powerexercisedinthe manner of simply makinga road one way is not
compensable or by the construction or a restrictive median that restricts left turns that existed
prior to the project. Generally, changesin roadway operation and traffic controls isnot
considered a taking. However, the case law is not exactly clear due in part to the facts
associated with each case.

While the law might be clear, it issometimesin the best interests of the Department to
offersome compensation for access changes —which helps move a highway project forward
more efficiently and the Department prefersto help abutting owners and mitigate the local
impacts of new highway conditions. But this is entirely at the discretion of the DOT.

VIOLATIONS

There are two types of access violations. First, if the permittee violates one of more terms
of theirpermit and second, an access that is installed withouta permit.

If a permittee does not comply with all permitterms, if they violate the permitin some
manner, the agency can issue an order to comply. The burden of proof that thereis a violation
is on the agency. However, if the permit compliance problem occurs during the driveway
construction phase, rather than commencing legal proceedings, the district can hold their
construction bond (not release it). However, the current bond isonly $1,000. This is not
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enough to repair a problem. Sometimes the $1,000 is not enough incentive to get permittee to
pay attentionto DOT demands. A bond may simply be a check that the district staff holds onto
until the work is done. There have beeninstances where district staff releases the check early
at the owner’s requestonly to find out too late that the construction has problems.

The bond is often from the property owner, not the contractor, yet it may be the
contractor that violated the permit terms during construction. Even with the permit violation,
the contractor might be gone, already paid by the owner and the owner can’t get their bond
back from the DOT until the violationis corrected. Or the problemis simply not fixed. The
$1,000 is barely enough to place barricades across the driveway, and not enough to return the
ROW to original conditions by DOT maintenance.

Decades ago, the Department took action to close an illegal driveway by placing barriers
on it. The property ownerfileda complaint inlocal court, but a favorable decision was finally
rendered by the Arkansas Supreme Court in favor of the Commission and the access control
regulationswere upheld as a proper exercise of the police power.

RECORDS

There seemsto be a significant problem with records of access locations granted by
highway projects. Access deeds only have job numberreference and no reference to the access
control or locations. No permitis issued. Openinginaccess control areas (A/Clines), may not be
described or poorly described. The access control, if the acquisition goesto court, is in the
judgmentrecord but not in the county title records. The absence of county records means the
informationis not available to title companies and purchasers.

The DOT acquires full access control for freeways and may acquire partial access control
on non-freeway routes. A ‘declaration’ inthe acquisition paperwork pointsto an exhibit, the
plans, with stationingreference and the phrase “less and except”in their deeds. But these are
not recorded at the county. As a result, neitherthe current or future property owners nor the
Department can easily identify the properlocation of an opening, or in the extent of the access
control line.

There isno records management policy for access permits. Record keepingis poor.
Districts may destroy old permits to make room for more. There seemsto be no effortto
digitize permitrecords prior to destroying. When future legal actions are necessary, such as for
a new highway project, ROW records for previous projects are missing. For some veryold
highways, permitsincluding access and utility permits, are often the only records of what the
DOT and owner have determinedto be the ROW line.
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APPENDIX C: Possible New Central Office Position

Itis recommendedthat a new position be established inthe central office to administer
the access program. The access manager would be the senior agency authority on access
management. It would be necessary to work with Human Resources to allocate a position,
assigned responsibilities, and set position title and grade. This should proceed immediately so
the position may have the lead role in program implementation. A separate section at the end
of this chapter presents position and task information. The position would be responsible for
the continuing development, implementation, research and daily administration of the ARDOT
statewide access management program, includingthe following.

* Developand maintainall program materials

* Developorreviseinternal and external procedures

* Developand advise on revisions to policies and regulations

* Developand maintain systems to measure, evaluate, and improve program performance
* Be aprojectrelated advisoron access management

* Provide forinternal and external training

* Provide local governmentassistance on access issues

* Developand defend budgetrequeststo achieve access program goals

¢ Recommendstaffingto achieve program goals

¢ Keephigherlevelsof management informed of the status of program activities

¢ Work withlegal counsel to coordinate informationand proceedings when access
managementissuesare addressed inadministrative hearingsand in right of way acquisition

SUGGESTED JOB RESPONSIBILITIES, TASKS, AND JOB DESCRIPTION FOR AN ARDOT CENTRAL
OFFICE ACCESS MANAGER

Executive Management Statement on Position Importance

The access program should be viewed and managed as a critical and essential agency
program characterized by the followingelements: (1) a major organizational endeavor, with a
mission and goals, that fulfills statutory or executive managementduties and responsibilities;
(2) designated by executive managementas critical and essential forimplementation and
attainmentto ensure the agency maintainsits mission;and, (3) has internal impact throughout
an agency and statewide external impacton the publicand special interest stakeholdergroups.
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State Access Manager

The manager of the central office access office is the senior agency authority on access
management. They are responsible forthe continuing development, implementation, research
and daily administration of the ARDOT statewide access management program including;
objectives, procedures, policies, regulation revisions, permit program monitoring, project
related access managementadvisor, agency training, and local governmentassistance on
access issues.

This position has the responsibility to maintain the framework for agency access
managementdecisions, regulations and program. The positionrelies on national research and
publications, materials created by others and advice from experts on specificpoints when
working with program standards and procedures and subsequently accomplishingrevisionsto
policy, program, standards and procedures. Normally, available materials containingtheories,
principlesand standards, do not provide specificguidance, and must be analyzed and
appropriate ARDOT application formulated.

As Program Manager: (1) establishes goalsand providesdirectionto others to attain
program objectives as set forth by the Commission and Director; (2) establishesand executes
plans to achieve program mission; (3) develops any necessary revisions to program guidelines,
policies, rules, regulations, etc; (4) develops organizational structure recommendations to best
meet program objectives; (5) developsand/or approves schedules, priorities, and standards for
achieving program goals; (6) develops managementand administrative systemsto measure,
evaluate, and improve program performance; (7) organizes, controls, and coordinates activities
(internally orexternally to the agency) to achieve program objectivesand ensures various
interrelated parts of a program are executedinan organized manner; (8) developsand defends
budget requeststo achieve program goals and is involved in fiscal planningand control as it
pertainsto program activities; (9) develops staffing, asrequired, to achieve program goals; and,
(10) keeps higherlevels of managementinformed of the status of program activities; (11) and
others informed of program activities through records, inspection, meetings, and other forms
of communication.

Position Description
Title:

Position title shouldinclude a key word such as manager (of a program), or administrator (of a
program). The title should indicate managerial responsibilities, the top DOT positionrelative to
the day-to-day access program administration. The job description and tasks should call for a
mid-level managerand should be structured to balance salary level to managerial scope of
work, level of decision makingand level of risk to the agency if program is not managed
responsibility. The positionis not a coordinator.

97
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Knowledge:

The top central office person must know and understand the access program. They must
understand the underlyinglegal, design, safety, planning and engineering principles of all the
parts. If the positionis limitedto only knowingthe Rules and proceduresand not the
principles, then the person does not have a sufficientlevel of expertiseto be the state expertin
the subject, and will not be able to further develop, refine or modify the program. They can
only operate the current program and will have limited ability to explain the basis. While a
limited manager might be able to complete some program adjustmentsand tweaking minor
problems, thereis increased risk of not understandingrevision outcomesand not beingable to
advise upper managementfully or accurately.

Reporting Level - Should report to a Branch manager:

As a multi-disciplinary program manager, state DOTs have placed such managers ina range of
locationsincluding right-of-way; trafficand safety; maintenance and planning.

Supervision:

While it may be necessary to have one or two assistants for this program manager, the
management pay level (salary) should notbe linked directly to the numbersupervised. The
scale of pay should be tied to program manager’s expertise, program management scope
(rather than people management), decisionresponsibility, and degree of risk to the agency
shouldthe program have difficulties.

Level of Responsibility:

The program manager has primary responsibility within ARDOT for the developmentand
administration of the Department’s regulatory and non-regulatory policies on access
management. The position will conduct research, training, program and policy developmentfor
statewide implementation. The position preparesannual work plans, section budgetand goals.

Decision Making:

Decisions are regularly made at the interpretive level. Within limits of access program
responsibilities, choicesinvolve determiningtactical plans to achieve specificprogram
objectives established by a higher managementlevel. For example, this position would
establish plansto carry out program projectsand studiesand to ensure program services and
activities are carried out timely and cost effectively. Thisinvolves establishingwhat processes
will be done, developingthe budget, and developing the staffing patterns and work units in
order to deploy staff. This positionlevel mayinclude inventingand changing systems and
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guidelines that will be applied by others such as, guidelines that govern standards for program
activitiesand for the delivery of servicesto program clients and users. This is the first
managementlevel where the positionis not bound by processesand operationsintheir own
programs as a framework for decision making. There are novel or unique situations that cause
uncertainties that must be addressed. A personin this position develops and sets guidelines
and operating policies, and devises work processes pertainingto specific program activities and
the delivery of these servicesto clientsand users, in order to reach program objectivesand
ensure quality and production goals are met. Through deliberate analysisand experience with
these unique situations, the manager isan expertthat can determine the systems, guidelines,
and programs for anticipated future conditions. Asan example, how advanced and automated
computer managed vehicles might necessitate changesin access design and traffic operations
related to access connections.

Complexity:

The nature of, and need for, analysisand judgment isformulative. Position can evaluate the
relevance and importance of management, publicadministration, and/or operational analysis
theories, concepts, and principlesinorder to tailor themto develop adifferentapproach or
tactical plan to fit specificcircumstances. While general policy, precedent, or non-specific
practices exist, they are inadequate so they are relevant only through approximation or
analogy. In conjunction with theories, concepts, and principles, the position usesjudgmentand
resourcefulnessintailoringthe existing guidelines so they can be appliedto particular
circumstances and to deal with emergencies. Forexample, the position develops and sets
guidelinesand operating policies and devises work processes pertainingto program functions
and activities.

Purpose of Contact:

Regular work contacts with others outside the supervisory chain, and outside the agency. Such
contact may include clarifyingunderlying rationale, intent, and motive by educating others on
unfamiliar program concepts and theories. This goes beyond what has beenlearnedin training
or repeatinginformation that is available in another format. For example, the position clarifies
the intent of proposed and/or revised program guidelinesincluding policies, practices,
procedures, and new methods of accomplishing program work to clientsand users inorder to
promote theirunderstandingand ensure program services are delivered efficiently and
effectively.

Negotiating as an official representative of the agency in order to obtain support or reach a
settlementor compromise where there is no formal rule or law to fall back on in requiring such
action or change from the other party. Such negotiation has fiscal or programmatic impact on
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an agency. Inreaching settlementsorcompromises, the position does not have a rule or
regulationto enforce but isaccountable for the function.

Defending, arguing, or justifyingan agency's positionin formal hearings or court where the
positionisan official representative of the agency.

Performance Measures

A. Frequency of activitiesincluding: training sessions, conference and meeting presentations,
contacts with external customers.

B. Completion of various tasks and products identified during the annual planningand
budgeting proceedings.

C. Peerevaluation— survey of satisfaction of district and central office staff with performance
and support.
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