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INTRODUCTION AND BACKGROUND  

 

Context:  Lockhart is a small city nestled in the Blackland prairie located thirty miles south of 

Austin and sixty miles northeast of San Antonio in Central Texas (Regional map in Appendix).  

Officially designated by the Texas legislature as the Barbeque Capital of Texas, Lockhart has an 

estimated population of 13,555 people.  It is centered near the intersection of U.S. Highway 183 

running north-south and State Highway 142 running east-west (Map 1).  Inside the city limits, 

U.S. Highway 183 is also known as Colorado Street, and SH 142 is known as San Antonio 

Street. Lockhart is seventeen miles east of the IH-35 corridor linking the Austin Metropolitan 

Statistical Area (MSA) and its 1.5 million residents to the two million residents of Greater San 

Antonio.  Colorado Street is Lockhartôs central and most traveled artery.  It has almost no 

sidewalks, no bicycle lanes, no turn lanes, and limited curb and gutter.  Furthermore, the segment 

within the central city that has curb and gutter is marred by an abundance of driveways, narrow 

right-of-way (ROW), utility poles, and buildings built up to the property line.   

 

Growth:   Lockhart has not experienced the rapid economic and population growth that has 

transformed nearby cities such as Buda and Kyle along the IH-35 corridor.  This has positive and 

negative implications.  Lockhart has avoided much of the urban sprawl of its IH-35 corridor 

neighbors and has managed to retain a unique small town identity.  However, several planned 

developments were never completed or are on indefinite hold, and there are portions of the city 

along Colorado Street that have a haphazard, underutilized feel.  South of Blackjack Street  

(FM-20), development has óleapfroggedô, leaving large undeveloped gaps within the city limits.  

 

The Austin Texas Metropolitan Statistical Area (MSA) which includes among others the cities of 

Bastrop, Buda, Cedar Park, Georgetown, Kyle, Leander, Pflugerville, Round Rock, San Marcos, 

and Lockhart is expected to double in total population in the next thirty years from 1.7 million to 

more than 3.9 million.  Caldwell County alone is expected to increase in population from 38,724 

to 55,752 by 2040.  Given rural to urban migration trends over the past century, much of that 

growth will likely occur in urban centers within Caldwell County, of which Lockhart is the 

county seat and principal city (Table 1).  Since 2000, Lockhartôs population has grown by an 

estimated 17 percent (Best Places, 2009).  With the approaching completion of the SH-130 toll 

road, Lockhart will become more accessible to the Austin MSA and wider region. This new 
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transportation catalyst combined with low housing values, low student-teacher ratios, lower than 

average cost of living, and ample industrial zoning and development opportunities make 

Lockhart a potentially attractive place for family relocation and business (U.S. Census Bureau 

2000). 

Table 1:  Austin MSA Growth Projections 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Source: Lockhart 2020 Comprehensive Plan 

 
Change:  Today, the biggest change coming to Lockhart is the extension of the SH 130 toll 

highway which will run through northern and western portions of the city (Lockhart 2020 

Thoroughfare Plan Map, Appendix A). This planned bypass of the congested IH 35 corridor 

between Austin and San Antonio will increase the accessibility and economic viability of 

Lockhart to the wider region.  Data released from the 2010 decennial Census shows significant 

household growth in communities along the SH-130 eastern bypass (Figure 1, Image I). 

 

 

 

 

1930 1940 1950 1960 1970 1980 1990 2000 2010 2020

Historical County Population 31,397 24,893 19,350 17,222 21,178 23,637 26,392

1990-94 Projection Scenario 26,392 32,149 38,265 44,711

Historical City Population 4,367 5,018 5,753 6,084 6,489 7,953 9,205

Projected Lockhart Population 9,205 12,144 15,513 19,105
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Figure 1: 

 

                                                                                                                                               Courtesy Austin American Statesman 2010 
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Photo 1:  SH 130 construction (Jan 2011) 

 

 

 

The Continuous Planning Process:  Cities like Lockhart have comprehensive plans to provide 

an official public document, adopted by the City Council, to serve as a guide for policy 

decisions.  In addition to promoting the public health, safety, and welfare, comprehensive plans 

are statements of a communityôs vision, desired goals and strategies towards managing growth 

and regulating development over a twenty to thirty year time frame.  Comprehensive plans 

address transportation, land-use, utilities, community facilities, environmental resources and 

economic development.  They are intended to be flexible, living documents that are adaptable to 

changing community needs and part of a broader continuous planning process and dialogue. 

 

Flexible Document:  Lockhart adopted its current comprehensive plan in 2000.  According to 

the plan, comprehensive planning is intended to be an adaptive, flexible, and continuous process.  

 
 

Lockhart, TX 

SH 130 
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ñThe plan is not considered to be a static document, but rather is the result of a 

continuous process to gather, evaluate and make informed decisions based upon 

constantly changing conditions.  The plan is intended to be reviewed annually, and 

updated at frequent intervals to maintain its accuracy and applicability to current 

conditions and characteristics of the community (Lockhart 2020 Plan, 1-1).ò 

 

ñIt is a plan to guide the future physical development and redevelopment of the 

communityé éIt is intended foremost, to serve as a continuing guide to decision-

making, to provide a common direction, and to provide stability as issues are addressed 

and future decisions are made.  (Lockhart 2020 Plan, 1-1).ò 

 

Transportation-Land Use Relationship:  As part of this ongoing planning process, many 

forward looking cities have created more specific plans either as amendments to the 

comprehensive plan or as stand-alone plans protecting and guiding the development of key local 

corridors and districts.  Achieving sustainable outcomes and smart-growth requires recognition 

that land-use and mobility are inexorably linked.  Encouraging mixed-use and higher density 

uses along gateway corridors can improve the balance between where people live and where they 

work and hence reduce unnecessary commuting by providing more local employment 

opportunities (Cervero and Landis 1995).  Promoting a pedestrian friendly environment increases 

mobility options, reduces automobile dependence, and is better for the environment. 

 

It is also important to mention that ócarsô do not window shop.  Walkable areas provide greater 

economic potential for local retailers, restaurants and businesses.  Quality development and 

quality infrastructure go hand-in-hand.  Many cities have adopted ótransportation corridorô plans 

ensuring that development and redevelopment of land along key arteries is accessible and in-line 

with the communityôs goals and vision.  

 
Colorado Street Transportation Corridor:   Stated as one of Lockhartôs goals in its 

comprehensive plan is the desire to: 

 

 ñControl development along State-designated major thoroughfares and 
the proposed S.H. 130 corridor through enhanced regulation.  
(Lockhart 2020 Plan, Executive Summary)ò 

 
In line with this objective, and recognizing the economic and cultural importance of Colorado 

Street for Lockhart, this documentôs objectives are to improve the safety, access, character and 

economic potential of Lockhartôs Colorado Street (US Highway 183) Corridor within the context 
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of the Cityôs unique culture and heritage.  Specifically, this plan has sections addressing methods 

for improving: 

 

ü Traffic flow and safety 
ü Motor vehicle access to businesses  
ü Pedestrian and bicycle access, safety and friendliness 
ü Road design  
ü Economic vitality and potential  
ü Aesthetic character and appeal 

 
Colorado Street Transportation Corridor Definition :  Without referring to specific design 

standards and additional zoning requirements, the Colorado Street Corridor shall be defined as 

the area within lots abutting either side of the Colorado Street right-of-way (ROW), out to a 

maximum depth of 500 feet from the Colorado Street right-of-way centerline, from the southern 

city limit to the SH 130 interchange.  The Colorado Street Corridor will be hereinafter referred to 

as the CSC. 
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CURRENT CORRIDOR CHARACTERISTICS  

 

Colorado Street:  The CSC is the Lockhartôs central artery and conduit along which the cityôs 

largest retailers are located.  When entering the city from the north, motorists are treated to a 

framed view of the sky as Colorado Street runs between the Livengood Feeds Grain Elevator and 

the grand Caldwell County Courthouse spires.  These tall structures provide a visual ógatewayô 

into the city and a unique sense of place visible from both directions.  Within the City limits, 

Colorado Street can be generally divided into three segments traveling north to south (MAP 1):  

 
Segment A:  North of Silent Valley Road (FM 2001)  
Segment B:  Between Silent Valley Road and Blackjack Street (FM 20) 
Segment C:  South of Blackjack Street  

 
Within the city limits, it is a four-lane undivided arterial running generally north-south. With the 

sole exception of immediately north of the railroad overpass at the Flores Street (FM 672) 

intersection in Segment B, Colorado Street lacks left-turn lanes.  Additionally, it lacks any 

provisions for bicycle usage (bicycle lanes) and has virtually no sidewalks along it.  Curb and 

gutter are not continuous, and where they do exist along section B, have numerous driveways 

compromising safe traffic flow.  Segments A and C generally have rural-type drainage ditches 

running along the highway in the ROW.  Outside of Lockhart, US 183 connects with the wider 

Austin MSA to the north, and IH 10, Luling, and coastal communities to the south.  The historic 

downtown Central Business District (CBD) is located one block west of the CSC along San 

Antonio Street.  The entire CSC is approximately five and one-half miles long from the northern 

city limit to the southern city limit.  For a south facing aerial view of the corridor see Photo 2 

immediately before the Map 4 insert. 

 

In order to determine Colorado Streetôs constraints and opportunities, it was important to 

inventory and describe its physical dimensions, including location within the ROW and paved 

width, as well as the locations of utility lines, curbs, driveways, ditches, and sidewalks.  Paved 

widths were measured curb-to-curb at select points within the urbanized portion of the city, and 

to the outside edges of the pavement in rural portions lacking curbs.  These measurements were 

compared with the old Texas State Highway Department (now Texas Department of 

Transportation or TxDOT) Right of Way Map and the current TxDOT Road Inventory Record 
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for US 183 from 2002.  The portion of Colorado Street and US 183 connecting Lockhart to 

Luling was once known as SH 29 and is referred as this on the original plans.  

 

Further complicating matters, the Cityôs GIS data, based upon that of the Caldwell County 

Appraisal District, varies in places from the field observations and the TxDOT engineering 

maps.  Exact physical ROW widths were difficult to measure in the field due to unclear property  

boundaries, tall vegetation, ditch terrain, the paved road not being centered in the ROW, and 

fences not located on the ROW line.  It is also important to consider that deviations between 

design and actual construction occasionally do occur.  Where small discrepancies of less than 

two feet were noted, the more conservative value was selected.  Where larger discrepancies 

occurred, actual values were estimated based upon the field data.  Overall, the paved width was 

approximately 48 feet through Segments A and C, and 46 feet through Segment B. 

 

 

Photo 2:  Colorado Street Looking South from the Overpass 

 

http://www.facebook.com/photo.php?pid=5922544&id=643838553
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Traffic Volume:   Colorado Street is by a large margin Lockhartôs most traveled thoroughfare. 

Depending on the specific location, Colorado Street had between 13,000 and 17,100 average 

annual daily vehicle trips (AAVT) according to TxDOT 2009 information (Map 2).  The highest 

values are located just south of downtown and north of the Blackjack Street intersection, and 

generally decrease with distance north or south of the central Segment B. 

 

Map 2:  Average Annual Daily Trips 

 

 
                                                                       Map courtesy Caldwell County TxDOT Maintenance Office 

 

Traffic Accidents:  In addition to being Lockhartôs busiest thoroughfare, Colorado Street is also 

Lockhartôs most dangerous.  According to the Lockhart Police Department, there have been 344 

accidents in the three-year period of 2007 through 2009 where Colorado Street was reported as 

the primary location (Table 2). 

 

Over the last three years, the number of reported accidents where the police officer listed 

Colorado Street as the primary street has increased by an average of 16.4% (Table 2).  

Additionally, the percentage of total reported vehicle accidents in Lockhart listing Colorado 

Street as a primary or secondary street has increased.  In 2009, Colorado Street accounted for 

39% of the average daily vehicle trips in Lockhart, but 52% of the total accidents (Table 2).  The 

increase in both the number and share in total citywide accidents depicted in Table 2 from 2007 

to 2009 is an especially disturbing trend considering that it occurred during a period when 
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average daily vehicle trips decreased from 21,000 in 2007, to 17,100 in 2009 (Segment B).  

Therefore, even without including all of the other city streets, the Colorado Street daily traffic 

volume exceeds its proportionate share of accidents when only the major traffic arteries are 

considered. 

 

The average time-of-day of all CSC vehicle accidents in 2009 was 2:39 PM.  A summary of 

serious crash data from TxDOT (results in injury/death and apparent damage over $1000) has 

shown that the proportion of serious accidents involving a vehicle turning left has increased from 

28% in 2007, to 30% in 2008, to 33% in 2009; mirroring the total increase in accidents. 

Excluding Colorado Street, vehicle trips per day on Lockhartôs busiest thoroughfares totals 

approximately 27,150 average annual vehicle trips per day (TxDOT 2009 Data for: FM 2001, 

FM 20,  FM 672, FM 1322, and SH 142 within Lockhart City Limits). 

 
 

Table 2: Colorado Street Share of Accidents 
 

Year 

Total number 
of accidents 

where 
Colorado 
Street is 

reported as 
primary 
location 

Total number 
of accidents 

where 
Colorado 
Street is 

reported as 
secondary 

location 

Total reported 
accidents on 

or near 
Colorado 
Street per 

year 

Lockhart 
total annual 
accidents 

Colorado 
Street's 
share of 

total 
accidents 

2007 100 7 107 285 38% 

2008 109 7 116 239 49% 

2009 135 8 143 273 52% 

Totals 344 22 366 797 AVG: 46% 
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Map 3 
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Land-Use Characteristics:  Lockhartôs densest urban development lies along east and west of 

Segment B.  Centrally located within this section is Lockhartôs historic Central Business District 

(CBD) located west of the intersection of Colorado Street and San Antonio Street.  Currently, the 

CSC has several fundamental design, access, and land-use problems restricting economic 

potential, livability, and quality.  Though the CSC visually is the ógatewayô to Lockhart, 

development along it has a haphazard quality lacking in the central business districtôs historic 

character and feel.  Most of the developed land along the CSC consists of low intensity retail, 

fast-food, miscellaneous light commercial, auto repair, and gas/service stations.  Improving the 

character of land-use along the CSC will result in a higher-quality appearance more attractive to 

activity. 

 

Zoning:  The Colorado Street Corridor as defined in this document is comprised of 186 parcels 

encompassing a total of 1964.61 acres excluding the ROW.  Approximately 75% of the CSC is 

open, undeveloped land.  There are almost 1000 acres zoned Agricultural-Open Space (AO) that 

have the potential for rezoning to different classifications to facilitate future development.  Much 

of the 577 acres zoned Industrial Heavy (IH) are undeveloped as well.  See Table 3, for a 

complete parcel by zone and area by zone summary. 

 

Table 3: CSC Zoning Summary 

 

Zoning Class Acreage 
% of total 

Area # Parcels 

Agricultural-Open Space  - AO 997.18 50.76%  20 

Residential Low Density - RLD 41.84 2.13%  6 

Residential Medium Density - RMD 13.24 0.67%  88 

Residential High Density - RHD 35.91 1.83%  19 

Commercial Medium Business - CMB 30.88 1.57%  39 

Commercial Heavy Business - CHB 194.41 9.90%  3 

Public and Institutional - PI 72.83 3.71%  1 

Industrial Light - IL 0.38 0.02%  5 

Industrial Heavy - IH 577.94 29.42%  4 

 Totals 1964.61 100.00% 185 

 
 

CSC Landmarks:  Key sites of local significance were identified along the CSC.  Excluding 

fast-food chains (with one exception) and gas stations, this list is intended to reveal anchor 

establishments within the corridor as well as point to some potential redevelopment 

opportunities.  For example, H-E-B Grocery and Livengood Feeds both have large, unattractive 
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and warehouse-like surfaces facing Colorado Street.  The City could act as a catalyst partnering 

with local businesses and artisans to beautify these walls.  Murals would be a potential 

opportunity to transform these unattractive spaces along the streetscape into something 

promoting local flavor, history, and character (Photo 2).  Another example of potential 

improvement is the large unpaved parking lot on the northwest corner at Prairie Lea Street where 

redevelopment could include a new building having characteristics compatible with buildings in 

the adjacent historic courthouse square. 

 

Photo 3:  History Mural on Side of Vogel Furniture, Lockhart, TX 

 

 
 

 

The CSC Landmark and Corridor Views Map (Map 3) correspond with the CSC Landmark 

Inventory Table in Appendix C.  The sites in this inventory were selected as key economic, 

historical, and recreational points of interest along the corridor.  This is not an all inclusive list, 

but rather of some of the more recognizable structures and facilities along the CSC.  The photos 

convey some of the views one is likely to see while traversing the corridor.  Notice the proximity 

of the former Cash America Pawn Shop (4), Livengood Feeds (3), and H-E-B Grocery (9) to the 

ROW (Map 4). 

http://www.facebook.com/photo.php?pid=758029&id=188018564546147
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CSC Existing Conditions Map:   Prior to this study, Lockhart did not have Geographic 

Information Systems (GIS) location data on above ground utilities, sidewalks, street paved 

width, curbs, driveways, and drainage ditches.  Additionally, TxDOT only stores road 

engineering plans and GIS data on ROW width.  Actual paved-width road data gathered from 

field-based measurements was entirely new.   This new GIS data will be useful in future city 

planning efforts and projects.  A GIS map of the CSC was created digitizing the general 

locations of: 

ü Sidewalks 
ü Curbs 
ü Ditches 
ü Driveways 
ü Above-ground utility lines 
ü Paved street width 
ü Right-of-way width 
ü Colorado Street Corridor Boundaries 

 

The Map 5 Insert beginning on page 43 shows the CSC GIS inventory from North to South.  
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CORRIDOR PROBLEMS  

 

Traffic flow and safety:  The current highway design itself impedes traffic flow, especially 

during peak times.  Vehicles waiting to turn left on four-lane undivided streets impede through-

traffic in the left lanes, thereby increasing the likelihood of rear-end collisions.  Views of 

vehicles traveling up the oncoming right-lane can be obscured by larger vehicles for those 

making unprotected left-turns, increasing the potential for left-turn collisions.  Additionally, 

vehicles weaving around other vehicles waiting to turn left create a complex traffic environment 

making right-turns more dangerous as well.  The majority of Lockhartôs traffic accidents occur 

on or near Colorado Street. 

 

Motor vehicle access to businesses:  The numerous driveways and lack of left turn lanes make 

accessing business on the other side of opposing lanes difficult , especially through Segment B.  

Many of the parcels within the central city along the CSC were developed prior to the adoption 

of current TxDOT highway driveway access design standards in 2004. The previous lack of 

standards in terms of the number and spacing of curb-cuts and driveways created a complex, 

challenging, and dangerous driving environment for those navigating the Colorado Street. 

 

Inconsistent curb and gutter/drainage:  Segments A and C are lined by drainage ditches. 

Without the addition of curb and gutter, locating sidewalks along these stretches is difficult.  

These ditches often fill up with standing water during rain storms, and are slow to drain.  

 

Pedestrian and bicycle access, safety and continuity : With the notable exceptions of 

Walgreenôs, HEB, Lockhart ISD headquarters, and Tractor Supply, there are no sidewalks along 

the corridor.  There are no bicycle lanes anywhere along Colorado Street. This, combined with 

the relatively narrow vehicle lanes, creates an environment hazardous to bicyclists, pedestrians, 

and people with limited mobility (Photo 4).  There is no shoulder allowing cyclists or pedestrians 

to safely use the railroad overpass. Also, Colorado Street has only one pedestrian crosswalk, 

located at Prairie Lea Street.  This lack of multi-modal access greatly reduces transportation 

options and the future potential of the corridor.   
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Photo 4:  Limited M obility  Elderly Gentleman on  

Motorized Chair Forced to Share Lanes with Cars  

 

 
                         Photo courtesy Hans G. Friedel 

 

Aesthetic character and quality of development:  Much of the newer development along the 

CSC has a haphazard feel inconsistent with the character and feel of the historic central business 

district.  Additionally, the development along the CSC is fairly low density, unattractive, 

redundant, and marred by poor parking design.  In areas, the streetscape does not convey a 

unique sense of place or recognizable theme and the view is cluttered by signs and utility poles 

(Photo 4). 

 

Economic potential:  The above mentioned problems are limiting the economic vitality and 

viability of the CSC.  While Segments A and C have a large amount of developable land, they 

are not integrated into the larger cityscape. 

 

The ñOff-Centerò Downtown:   Lockhartôs historic Courthouse Square is located one block 

west of Colorado Street.  Though spatially close, it is nevertheless removed from the CSC.  

Many motorists passing through on Colorado Street who may be otherwise inclined to stop at 



 

 19 

local businesses or visit the downtown likely pass by without knowing what it has to offer.  

Other than the view of the Courthouse spires, they may not even know a unique, historic 

Courthouse Square exists.  It is important to consider ways to invite pedestrians and motorists 

into downtown.  Although it is impossible to move either Colorado Street or the Courthouse 

Square, it may be possible extend the character of downtown out to the CSC to invite passing 

motorists to linger.  

 

 

 

 

 

Photo 4:  Colorado Street, Segment B, Looking North  

 

 

 



 

 20 

CORRIDOR CONSTRAINTS  

 

Narrow Right -of-Way:  The CSC ROW narrows from about 120 feet along the more rural 

Segments to approximately 80 feet through the more urbanized Segment B. This creates a choke 

point south of the railroad overpass at Pecan Street that limits options.  One local restaurant 

actually has its drive through located partially within the Colorado Street ROW.  In some areas it 

would be technically difficult and expensive to widen the street and provide the necessary ROW 

for sidewalks unless the above ground utilities are buried.  

 

Aboveground utility poles/lines:  Much of the CSC ROW through almost of all of Segments B 

and C, and along the east side of Segment A is lined with above ground utility lines.  These 

constrain sidewalk options along either side of the ROW and are unsightly. 

 

Buildings up to property lines:  Several buildings including Livengood Feeds, Lockhart ISD 

headquarters, the former Cash America Pawn Shop, and HEB are built right up to or very close 

to the highway ROW line.  This leaves very little room through Segment B to widen the street. 

 

Existing development:  Much of Section B is already developed.  There are also significant 

developments along the portions of Segment C zoned for industrial and heavy commercial 

development.  However, there are gaps in development and underutilized parcels throughout all 

segments.  Currently, Segment A is largely rural and undeveloped.  
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OPTIONS FOR IMPROVING THE  

COLORADO STREET CORRIDOR  
 

With the understanding that further research, additional data, feasibility studies, and community 

feedback are required to fully endorse particular courses of action for improving the corridor, 

several methods emerged as options for revisioning the CSC.  These options can be completed 

sequentially, concurrently, or individually.  

 

ü Road-diet 
ü Wider road 
ü Combination road-diet, widening 
ü Raised and/or landscaped median 
ü Curb and gutter 
ü Pedestrian/bicycle access 
ü Better street lighting 
ü Transportation Corridor Overlay District (TCOD) 

 

Road-diet (least expensive):  Converting four-lane roads to three-lane roads with a continuous 

two-way left turn lane roads is known as a road-diet.  Traditional methods for improving the 

safety and operation of urban four-lane corridors also include raised medians or adding a fifth, 

two-way, left-turn lane.  Both these methods however, involve widening of the existing paved 

road way.  Compared with these alternatives, the re-striping of existing paved width can be a cost 

effective way to improve business access, reduce accidents, reduce vehicle conflict points, 

reduce emergency vehicle response times and create room for bicycle lanes (Figures 2 ï 6, and 

Photos 5, 6).  A nearby example of a road-diet is the recently completed re-striping of C.M. 

Allen Street in San Marcos.  Also, though not a conversion from four to three lanes, west San 

Antonio Street west of Borchert Drive in Lockhart is an example of a three-lane thoroughfare 

with shoulders that could be used as bicycle lanes.  This area is expected to be heavily developed 

in the future due to the construction of SH 130, and traffic counts will increase.  
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Figure 2:  Road-diet reduction in conflict points 

 

 
 

 

 

 

Figure 3:  Emergency Vehicle Access 

 

 
                                                                                                          Both, Welch et. al 1999 
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Figure 4:  Road-Diet Conflict Point Reduction 

 

 
                                                                      Welch et.al 1999 

 

Average annual daily traffic volume is an important operational factor when considering four-

lane to three-lane conversions.  While there is no maximum traffic volume above which a road-

diet will necessarily be unsuccessful, computer modeling, case studies, and existing research 

offer some general appropriate traffic volume guidelines.  Typically, road-diets have been shown 

to reduce overall number of accidents and calm traffic without reducing level of service on roads 

with daily traffic volumes up to and between 15,000 and 17,500 vehicles per day (VPD).  These 
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numbers were derived from computer simulations assuming 10 percent of traffic occurred during 

peak traffic times.  During rush hours, computer simulations and research has shown than a 

reduction in level of service may begin to occur at between 1,500 and 1,750 vehicles per hour 

(VPH).  However, road diets have been effective on streets with Average Daily Vehicle trips of 

20,000.  A before and after study of a road diet on Edgewater Drive in Orlando Florida, a road 

that carries approximately 20,000 average daily vehicle trips, found that substantial 

improvements in both motorist safety and pedestrian/bicycle access where possible without 

negatively impacting service levels (Table 5).  Furthermore, the road-diet led to a 68% decrease 

in the injury rate from car accidents as well as a decrease in speeding.  

 

Photo 5:  Edgewater Drive, Orlando, FL. 

 

        http://www.flickr.com/photos/completestreets/3772441958 

 

Studies of fifteen road-diet sites with average annual daily traffic volumes of between 2,000 and 

17,400 vehicles per day have yielded results indicating that compared to crashes citywide, streets 
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that underwent road-diets had reductions in major injury crashes by 11 percent, minor injury 

crashes by 30 percent, and crash frequency by 24 percent
 
(Welch et al. 1999).  This is somewhat 

corroborated by research conducted for the Federal Highway Administration determining that 

road-diet conversions could be expected to reduce accident rates by up to 6% (Huang et al) 

Additionally, there was a reduction in accidents involving high-risk motorists under age 25 and 

over age 65, and statistically significant reductions in accidents involving left turns and stopping 

(Welch et al. 1999).  Tab;e 4 cross references and summarizes several case studies on completed 

road-diets. 

 

An added benefit of road-diets is the ability to increase mobility options by adding bicycle lanes 

where there was previously no width available.  Figure 5 depicts an example where a four- to 

three-lane conversion provides enough space within the paved road width of 44 feet to have five-

foot wide bicycle lanes traveling in both directions.  Figure 5 and 6 illustrate road-diet examples 

with paved-width dimensions roughly equivalent to Segment B.  This example is especially 

pertinent to Lockhart in that at its narrowest points in Segment B, Colorado Street only has about 

46 feet of paved width curb-to-curb.  This could allow for three 12 foot-wide lanes and two five 

foot-wide bicycle lanes and could be accomplished without widening the existing paved width, 

thereby freeing the ROW for bike lanes (Figure 6,7).  The traffic calming effects of a road-diet 

could also make Colorado Street safer for cyclists and pedestrians as motorists tend to slow 

down.  Figure 8 depicts a before and after road-diet example. 

 

Figure 7:  Road-diet Conceptual Artwork  
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Figure 5:  Road-diet Provides Space for Bicycle Lanes 

 

 
                                     Image courtesy: http://www.tfhrc.gov/ 

 

 

 

Figure 6: Road-diet Cross Section 

 

 
                                                                                                                                     Image courtesy: http://www.tfhrc.gov/ 
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Table 5:  Road-diet Cross-Case Study Summarized Results 

 

 
                                                                                                                                  Welch et al. 1999 
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Table 6:  Edewater Drive Florida Before and After Comparison 

 

 

 

                                            (Vtpi 2010). 

 

Table 7:  Road Diet Crash Reduction Impacts (Seattle DOT) 

 

           (Vtpi 2010). 
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Table 8:  Summary of Washington Road Diet Studies and Resident Survey Feedback 

 

           Table Courtesy Rosales 2006 

 

Just because a road-diet is feasible does not necessarily make it the best option. The following 

pre- and post-conversion characteristics should be studied at a minimum when considering the 

feasibility of a four-lane to three-lane conversion: 

ü Roadway function and environment  
ü Overall traffic volume and level of service  
ü Turn volumes and patterns 
ü Frequent stop and/or slow moving vehicles 
ü Weaving, speed, and queues 
ü Crash type and patterns 
ü Pedestrian and bike activity 
ü Right-of-way availability, cost, and acquisition impacts 
ü General characteristics: parallel roadways, offset minor street intersections, 

parallel parking, corner radii, and at-grade rail road crossing (Welch et. al 1999) 
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FIGURE 8:  Before and After Road-Diet  

 
                                                          Image courtesy: Victoria Transport Policy Institute http://www.vtpi.org/tdm/tdm122.htm 
 

Widening road (most expensive):  It is conceivable that Colorado Street could be widened to 

five lanes with one being a continuous left-turn lane.  This would be very difficult and 

undoubtedly expensive along Segment B where the ROW is at its narrowest.  A five-lane road 

with narrow bike lanes would have a minimum paved width of 62 feet.  Along Segment B where 

the ROW is 80 feet wide, this would only leave eight feet on either side for curb and gutter, 

utilities, and sidewalks.  However, it may be a viable option for Segments A and C, which have a 

wider ROW.  A four-lane to five-lane conversion would protect cars from unprotected left-turn 

accidents.  Widening Colorado Street may be the best long-term roadway improvement option if 

funding was not a limitation.   

 

Combination road-diet, widening:  The less developed Segments A and C could be widened to 

five lanes with a continuous left-turn lane, while Segment B is converted to three-lanes.  The 

disappearing outside lanes could merge with Silent Valley Road to the north and Blackjack 

Street to the south.  Additionally, as Segments A and C develop, a speed limit reduction from the 

current 55 MPH should be considered.  The current speed limit of 35 MPH through Segment B 

would probably remain unchanged.  

 

 

 




