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West Lafayette, Indiana      (Home of Purdue University)West Lafayette, Indiana      (Home of Purdue University)



If Cities are to reduce 
auto-dependence aauto dependence a 
working alternative 
should include:

Streets must becomeStreets must become 
“right-sized” for their 
greater mission.



We see things that 
others fail to see

Most designers 
see thissee this



Complete StreetsComplete Streets



10 
Feet
10 
Feet

University Place, 
Washington





Every blizzard proves motorists prefer two lane roads
Indeed they place medians and edge buffers on 4-lane roads when they get to design them 
(before snow plows arrive).  So why not convert to 2-3 lanes, when conditions allow?





Abbott Road, E. Lansing, Michigan



This 5This 5--lane Main Street was converted to…lane Main Street was converted to…
This:This: One less travel lane; bike lanes; parallel to backOne less travel lane; bike lanes; parallel to back--in in 

diagonal parking on one side; new pavementdiagonal parking on one side; new pavement

Pottstown PAPottstown PA

diagonal parking on one side; new pavementdiagonal parking on one side; new pavement



1800 vehicles 
per hourper hour
per lane

800 hi l h800 vehicles per hour
Per lane

Road DietsRoad Diets







Motorist: Safety 25- 40% improvementMotorist:    Safety  25- 40% improvement

Traffic moves with greater uniformity

Compact intersections more efficientCompact intersections more efficient

Greater cost savings

Turns are easier

Senior friendly (as motorists)

Others:
Senior friendly (as pedestrians)

Supports transit, walking and bicycling

Emergency response friendly 

Increased property values (and tax base)

Community economic development







California Street, Mountain View, California





Hartford, ConnecticutHartford, Connecticut
Speed reductions of 3-7 mph are 

common
Speed reductions of 3-7 mph are 

common



Designing for Pedestrian Safety – Road Diets



3 crash types can be reduced by going3 crash types can be reduced by going
from 4 to 3 lanes: 1 from 4 to 3 lanes: 1 –– rear endersrear enders

X
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3 crash types can be reduced by going3 crash types can be reduced by going
from 4 to 3 lanes: 2 from 4 to 3 lanes: 2 –– side swipesside swipes

X

Designing for Pedestrian Safety – Road Diets



3 crash types can be reduced by going3 crash types can be reduced by going
from 4 to 3 lanes: 3 from 4 to 3 lanes: 3 –– left turn/broadsideleft turn/broadside

X

Designing for Pedestrian Safety – Road Diets



R lit B fReality: Before
Designing for Pedestrian Safety – Road Diets



R lit AftReality: After
Designing for Pedestrian Safety – Road Diets
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4 0

Before/after studies: 2. Injury rate

3.6
3.5

4.0

2.5

3.0

pe
r M

VM
)

68% Reduction

1.21.5

2.0

ur
y 

R
at

e 
(p

1 injury every 1 injury every 
9 days9 days

0.5

1.0In
ju

(41 per  yr)(41 per  yr) 1 injury every 1 injury every 
30 days30 days

(12 per yr)(12 per yr)
0.0

Before After

(12 per  yr)(12 per  yr)

Designing for Pedestrian Safety –
Road Diets



35.0%H

Before/after studies: 3. Speeding analysis 
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Before/after studies: 5. On-street parking utilization
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Before/after studies: 6. Pedestrian volumes

2,632
2500

3000
s

23% Increase

2,136
2000

de
st

ria
ns

1000

1500

be
r o

f P
ed

500N
um

b

0
Before After

Designing for Pedestrian Safety –
Road Diets



Before/after studies: 7. Bicyclist volumes
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Fixed Object 11% Generic 9% Head on 4.4% Sideswipe 1.8%
bone) 32.5%



This area was recaptured from a 4This area was recaptured from a 4thth travel lane; travel lane; 
the street took on a whole new lifethe street took on a whole new life

Portland ORPortland OR Designing for Pedestrian Safety – Road Diets







10 Feet

Ten foot travel lanes       Olive Avenue,  West Palm Beach, Florida – Former 3-lane, One-Way



20 Feet

Ten foot travel lanes       Olive Avenue,  West Palm Beach, Florida – Former 3-lane, One-Way



Lake Washington Boulevard
Kirkland, WashingtonADT       21,000   (Peaked at 29,000)

















America’s First School Roundabout



B ki R d b t M th

Brighton, Michigan   (21,000 ADT)

Breaking Roundabout Myths. 

Roundabouts cannot be used where there with 
“imbalanced loading”



America’s First School Roundabout









America’s First School Roundabout



America’s First School Roundabout



America’s First School Roundabout






























