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Chapter 3

Colored Bicycle Lane Conflict Zone

Project Locations:
7th Street North at 6th Avenue North
7th Street North at East Lyndale Avenue North
15th Avenue Southeast at Rollins Avenue Southeast
16th Street East at 3rd Avenue South (eastbound)
16th Street East at 3rd Avenue South (westbound)
16th Street East at I-94 Westbound On-Ramp
1st Avenue South at 28th Street East
Blaisdell Avenue South at Lake Street West

The purpose of this chapter is to fulfill the final evaluation reporting requirements of the Federal 
Highway Administration’s approval to experiment 9(09)-6(E) – Bicycle Markings and Signals – 
Minneapolis, MN.

This chapter pertains to the eight colored 
conflict zones approved by FHWA for 
experimentation in 2010. The City of 
Minneapolis installed colored conflict 
zones at three additional locations 
following the 2011 Interim Approval 
for the Optional Use of Green Colored 
Pavement for Bicycle Lanes (IA-14). That 
project evaluation is documented in 
Chapter 16.
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Treatment Description
A colored bicycle lane conflict zone is a variation of a conventional bicycle lane marking. Conventional 
bicycle lanes are typically defined by solid longitudinal lines. At bus stop locations, turn lanes, and 
intersection approaches, the bicycle lane longitudinal markings are typically dotted to allow motor 
vehicle traffic to maneuver across the bicycle lane to access the curb or prepare for a turn. Longitudinal 
markings can be extended through intersections to provide guidance and raise additional awareness to 
road users.

The 2009 edition of the MMUTCD states that “a dotted line provides guidance or warning of a 
downstream change in lane function.” This message is consistent with Minnesota State Statute 169.429, 
which states that motorists are required to yield to approaching bicycle traffic before merging across 
a bicycle lane. For bicycle lane markings, the MMUTCD states that “dotted edge line extensions may 
be placed through intersections or major driveways.” Dotted lines are intended to raise awareness 
for bicyclists and motorists to potential conflict areas, reinforce that through bicyclists have priority 
over turning vehicles or vehicles entering the roadway, and provide guidance to bicyclists through the 
intersection in a straight and direct path.

Figure 3-2: Colored bicycle lane conflict zones at an intersection and dedicated turn lane

Figure 3-1: Conventional bicycle lane markings at an intersection and dedicated turn lane
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A colored bicycle lane conflict zone modifies the conventional dotted bicycle lane marking to include a 
green colored background. The green color is intended to reinforce the message of the dotted line and 
the fact that motorists are required to yield to bicyclists riding in the bicycle lane. The green color is also 
intended to increase awareness to both bicyclists and motorists that this portion of roadway requires a 
higher degree of care due to the nature of interactions and merging.

At the time of planning and project approvals, colored bicycle lane conflict zones were considered by 
FHWA to be experimental. In April 2011, FHWA issued Interim Approval for the Optional Use of Green 
Colored Pavement for Bicycle Lanes (IA-14). The applications of the installed projects are consistent with 
the interim approval. To date, colored bicycle lane conflict zones and colored bicycle lane applications 
are used extensively in many U.S. cities.

Project Location
Eight project locations were installed throughout the city and were open for use in October, 2011.

The green color was installed by applying latex paint with no glass beads to the roadway surface. With 
the original installation, the City of Minneapolis selected a dark green color. The green was repainted in 
2012 with a brighter color. The colored background has not been repainted since 2012.

Figure 3-3: Project locations
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Figure 3-5: 7th Street North at 6th Avenue North 
facing southeast after installation

7th Street North at 6th Avenue North
This location is at a free right turn lane northwest of 
downtown Minneapolis. The turn lane is in advance 
of a signalized intersection and provides access 
to eastbound 6th Avenue North. The westbound 
bicycle lane is colored green at the point where 
right turning vehicles are intended to merge into 
and cross the bicycle lane. Seventh Street North is 
typically a four lane divided roadway with an AADT 
of 10,200. Peak hour turns across the bicycle lane 
are 41 in the AM and 48 in the PM. Daily bicycle 
traffic prior to installation ranged between 70 and 
100. The bicycle lane was striped two months prior 
to the green being installed.

7th Street North at East Lyndale Avenue North
This location is at a dedicated right turn lane 
northwest of downtown Minneapolis. The right turn 
develops in advance of a signalized intersection 
and provides access to East Lyndale Avenue North 
and westbound I-94. The westbound bicycle lane 
is colored green at the point where right turning 
vehicles are intended to merge into and cross the 
bicycle lane. Seventh Street North is typically a 
four lane divided roadway with an AADT of 10,200. 
Peak hour turns across the bicycle are 102 in the 
AM and 282 in the PM. Daily bicycle traffic prior to 
installation ranged between 70 and 100. There is a 
moderate uphill grade in the direction of travel. The 
bicycle lane was striped two months prior to the 
green being installed.

15th Avenue Southeast at Rollins Avenue 
Southeast
This treatment is located at a dedicated right turn 
lane in the Como neighborhood near the University 
of Minnesota. The right turn lane develops in 
advance of a signalized intersection and provides 
access to eastbound Rollins Avenue Southeast. The 
northbound bicycle lane is colored green at the 
point where right turning vehicles are intended to 
merge into and cross the bicycle lane. 15th Avenue 
Southeast is a two-lane roadway with an AADT of 
10,300. Peak hour turns across the bicycle lane 
are 223 in the AM and 335 in the PM. Daily bicycle 
traffic prior to installation was 3,580. There is a 
moderate uphill grade in the direction of travel. The 
bicycle lane on 15th Avenue Southeast has been in 
place since 1975, although it terminated just south of 
Rollins Avenue Southeast.

Figure 3-4: 7th Street North at East Lyndale Avenue 
North facing northwest after installation

Figure 3-6: 15th Avenue Southeast at Rollins Avenue 
Southeast facing north after installation
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Figure 3-7: 16th Street East at 3rd Avenue South 
(eastbound) facing east after installation

Figure 3-8: 16th Street East at 3rd Avenue South 
(westbound) facing west after installation

Figure 3-9: 16th Street East at I-94 westbound on-
ramp facing east after installation

16th Street East at 3rd Avenue South (eastbound)
This location is at a free right turn south of 
downtown Minneapolis. The turn lane is in advance 
of a signalized intersection and provides access 
to southbound 3rd Avenue South. The eastbound 
bicycle lane is colored green at the point where 
right turning vehicles are intended to merge into 
and cross the bicycle lane. Sixteenth Street East is a 
two-lane roadway with AADTs ranging from 4,600 
to 4,900. Peak hour turns across the bicycle lane 
are 34 in the AM and 36 in the PM. Daily bicycle 
traffic prior to installation was 470. The bicycle lane 
was striped two months prior to the green being 
installed.

16th Street East at 3rd Avenue South (westbound)
This treatment is located at a free right turn south of 
downtown Minneapolis. The turn lane is in advance 
of a signalized intersection and provides access 
to northbound 3rd Avenue South. The eastbound 
bicycle lane is colored green at the point where 
right turning vehicles are intended to merge into 
and cross the bicycle lane. Sixteenth Street East is a 
two-lane roadway with AADTs ranging from 4,600 
to 4,900. Peak hour turns across the bicycle lane 
are 23 in the AM and 20 in the PM. Daily bicycle 
traffic prior to installation was 470. The bicycle lane 
was striped two months prior to the green being 
installed.

16th Street East at I-94 Westbound On-Ramp
This treatment is located at a dedicated right turn 
lane south of downtown Minneapolis. The right turn 
lane develops in advance of a signalized intersection 
and provides access to the I-94 westbound on-ramp. 
The eastbound bicycle lane is colored green at the 
point where right turning vehicles are intended to 
merge into the right turn lane. Sixteenth Street East 
is a two-lane roadway with AADTs ranging from 
4,600 to 4,900. Peak hour turns across the bicycle 
lane are 128 in the AM and 399 in the PM. Daily 
bicycle traffic prior to installation was 470. The 
bicycle lane was striped two months prior to the 
green being installed.
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Figure 3-11: Blaisdell Avenue South at Lake Street 
West facing south after installation

1st Avenue South at 28th Street East
This location is at a dedicated right turn lane in 
south Minneapolis. The right turn lane develops 
in advance of a signalized intersection and 
provides access to eastbound 28th Street East. The 
northbound bicycle lane is colored green at the 
point where right turning vehicles are intended to 
merge into the right turn lane. First Avenue South 
is a one-way, two-lane roadway with an AADT of 
7,800. Peak hour turns across the bicycle lane are 
114 in the AM and 122 in the PM. Daily bicycle 
traffic prior to installation was 180. North of 28th 
Street East, 1st Avenue South becomes a two-way 
street. The bicycle lane was striped two months 
prior to the green being installed.

Blaisdell Avenue South at Lake Street West
This location is at a dedicated right turn lane in 
south Minneapolis. The right turn lane develops in 
advance of a signalized intersection and provides 
access to Lake Street West. The southbound bicycle 
lane is colored green at the point where right 
turning vehicles are intended to merge into the 
right turn lane. Blaisdell Avenue South is a one-way, 
two-lane roadway with an AADT of 7,000. Peak 
hour turns across the bicycle lane are 31 in the 
AM and 234 in the PM. Daily bicycle traffic prior to 
installation was 320. The bicycle lane was striped 
two months prior to the green being installed.

Figure 3-10: 1st Avenue South at 28th Street East 
facing north after installation

Evaluation Plan and Methods
The evaluation plan and methods are consistent with the other projects in this report. For the evaluation 
of the colored conflict zone locations, the measures of effectiveness are traffic volumes, reported 
crashes, user behavior, and user feedback. All measures include before-and-after monitoring, although 
before-and-after traffic volumes are not available for all locations.

The before period includes October 1, 2008 through September 30, 2011. The after period includes 
October 1, 2011 to September 30, 2014. For simplicity of presentation, before conditions are listed from 
2009 to 2011 and after conditions from 2012 to 2014. 

Complete documentation of the evaluation plan and methods can be found in Chapter 2.
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Results
Traffic Volumes
Bicycle and motor vehicle traffic varied across each location before-and-after project installation. Bicycle 
traffic volumes generally increased, although before-and-after motor vehicle data was not available for 
all locations.

It is important to note that changes in EDT and AADT may be attributed to daily or seasonal variation.

Table 3-1: Daily traffic volumes

Type Location (between)
Before After

2009 2010 2011 2012 2013 2014

Bicycle (EDT)

7th St N at E Lyndale Ave N 70 100 90 130 170 140
7th St N at 6th Ave N 70 100 90 130 170 140
15th Ave SE at Rollins Ave SE 3,580 - - 3,860 - -
16th St E at 3rd Ave S (EB) 470 - - - 590 -
16th St E at 3rd Ave S (WB) 470 - - - 590 -
16th St E at I-94 WB On-ramp 470 - - - 590 -
1st Ave S at 28th St E 180 - - - 430 -
Blaisdell Ave S at Lake St W - - 320 - - 330

Motor Vehicle 
(AADT)

7th St N at E Lyndale Ave B 10,200 - - - - -
7th St N at 6th Ave N - 12,900 9,100 - - -
15th Ave SE at Rollins Ave SE 10,300 - - - 9,400 -
16th St E at 3rd Ave S (EB) - 4,900 4,600 - 5,540 5,500
16th St E at 3rd Ave S (WB) - 4,900 4,600 - 5,540 5,500
16th St E at I-94 WB On-ramp - 4,900 4,600 - 5,540 5,500
1st Ave S at 28th St E - - 7,800 - - -
Blaisdell Ave S at Lake St W - - 7,000 - - -

Total motor vehicle traffic volumes (AADT) provide context for the roadway. Peak hour motor vehicle 
turning movement counts provide further detail for the level of traffic crossing the bicycle lane and 
potentially interacting with bicyclists. All turning movement counts were collected in 2011 or 2013.

Table 3-2: Peak hour turning movement volumes across bicycle lane

Type Location Movement
Peak Hour Turning Volumes 

Across Bicycle Lane
AM PM

Motor Vehicle 
(Turning 
Movements)

7th St N at E Lyndale Ave N NB Right Turn 102 282
7th St N at 6th Ave N NB Right Turn 41 48
15th Ave SE at Rollins Ave SE NB Right Turn 223 335
16th St E at 3rd Ave S (EB) EB Right Turn 34 36
16th St E at 3rd Ave S (WB) WB Right Turn 23 20
16th St E at I-94 WB On-ramp EB Right Turn 128 399
1st Ave S at 28th St E NB Right Turn 114 122
Blaisdell Ave S at Lake St W SB Right Turn 31 234
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Reported Crashes
Changes in crashes varied across each project location. During the three years before installation, there 
were 110 reported crashes across all eight locations (seven intersections), including 99 motor vehicle 
crashes, five bicycle crashes, and six pedestrian crashes. During the three years after installation, 
there were 112 reported crashes, including 100 motor vehicle crashes, three bicycle crashes, and nine 
pedestrian crashes.

Table 3-3: Reported crashes
Location Crash Type Before After Change

7th St N at E Lyndale 
Avenue N

Motor Vehicle 12 15 3
Bicycle 0 1 1
Pedestrian 0 0 0
Total 12 16 4

7th St N at 6th Avenue 
N

Motor Vehicle 16 13 -3
Bicycle 1 0 -1
Pedestrian 1 0 -1
Total 18 13 -5

15th Avenue SE at 
Rollins Avenue SE

Motor Vehicle 4 4 0
Bicycle 0 0 0
Pedestrian 0 0 0
Total 4 4 0

16th St E at 3rd Avenue 
S (EB & WB)

Motor Vehicle 5 12 7
Bicycle 0 0 0
Pedestrian 1 2 1
Total 6 14 8

16th St E at I-94 WB 
On-ramp

Motor Vehicle 2 3 1
Bicycle 0 0 0
Pedestrian 0 0 0
Total 2 3 1

1st Avenue S at 28th 
St E

Motor Vehicle 29 22 -7
Bicycle 0 0 0
Pedestrian 1 0 -1
Total 30 22 -8

Blaisdell Avenue S at 
Lake St W

Motor Vehicle 31 31 0
Bicycle 4 2 -2
Pedestrian 3 7 4
Total 38 40 2

All locations

Motor Vehicle 99 100 1
Bicycle 5 3 -2
Pedestrian 6 9 3
Total 110 112 2

After the projects were installed, there were three bicycle crashes across the eight locations. One 
occurred at the intersection of 7th Street North and East Lyndale Avenue North. The crash occurred 
on East Lyndale Avenue North and involved a northbound through motorist and northbound bicyclist 
making a left turn. The bicyclist was cited for “improper turning”. The two other crashes occurred at the 
Blaisdell Avenue South and Lake Street West location. One involved a southbound motorist on Blaisdell 
Avenue South and Eastbound bicyclist on Lake Street West. The bicyclist was cited for “disregarding a 
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traffic control device.” The other crash also involved a southbound motorist on Blaisdell Avenue South 
and Eastbound bicyclist on Lake Street West. The motorist was cited for being “inattentive or distracted.”

User Behavior Monitored
User behavior was evaluated before-and-after installation by recording video at the 7th Street North 
at East Lyndale Avenue North location and tabulating events. The video was recorded with a NW facing 
camera located on 7th Street North between 10th Avenue North and East Lyndale Avenue North. Events 
tabulated include bicyclists riding location, motorist merging location, and bicyclist-motorist interactions. 
User behavior was not monitored at other colored conflict zone locations included this chapter.

Before video was collected in July of 2011 and after video was collected in August of 2012. For bicyclist 
behavior, 75 hours of before video was processed over five days (6:00 a.m. to 10:00 p.m.) and 30 hours 
of after video was processed over two days (6:00 a.m. to 10:00 p.m.). The motor vehicle observations 
were collected over those same periods, but observations were only processed and tabulated for one day.

Bicyclist Behavior
Changes in bicyclist’s riding location were observed after the project was installed. Before installation, one 
percent of bicyclists rode in the travel lane, 42 percent rode in the bicycle lane, 10 percent rode in the right 
turn lane, 30 percent rode on the sidewalk, and 18 percent rode against traffic in the street. After installation, 
two percent of bicyclists rode in the travel lane, 48 percent rode in the bicycle lane, nine percent rode in the 
right turn lane, 25 percent rode on the sidewalk, and 16 percent rode against traffic in the street.

The results of the two-proportion z-test show the colored bicycle lane conflict zone only had a significant 
effect on the location of bicyclists riding in the bicycle lane at the 90% confidence interval. However, the 
chi-squared test shows there is not a significant relationship between the colored bicycle lane conflict 
zone and bicyclist riding location.

Table 3-4: Bicyclist location

Location of Bicyclists
Before After Significance

Count % Count % P-value Z-score
Travel lane 5 1% 4 2% 0.486 -0.6966
Bicycle Lane 220 42% 127 48% 0.108 -1.6077
Right turn lane 51 10% 25 9% 0.9 0.126
Sidewalk 157 30% 67 25% 0.174 1.3595
Riding against traffic in street 94 18% 43 16% 0.557 0.5878
Total 527 100% 266 100% - -
Chi-Square = 3.56, P-value = 0.46881405

Figure 3-12: Screen capture of before video of 7th 
Street North between 10th Avenue North and East 
Lyndale Avenue North

Figure 3-13: Screen capture of after video of 7th 
Street North between 10th Avenue North and East 
Lyndale Avenue North
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Motorist Behavior
Right turning motorist merging location was tabulated and the presence of a bicyclist was noted.

When a bicyclist was present, no significant change in merge location was observed after the project 
was installed. Before installation, one percent of motorists merged before the conflict area, 46 percent 
merged over the conflict area, and 53 percent merged after the conflict area. After installation, no 
motorists were observed merging before the conflict area, 48 percent merged over the conflict area, and 
52 percent merged after the conflict area.

Table 3-5: Motorist merge location when bicyclist is present

Motorist Merge Location
Before After Significance

Count % Count % P-value Z-score
Before conflict area 1 1% 0 0% 0.413 0.8192
Over conflict area 41 46% 29 48% 0.738 -0.3341
After conflict area 48 53% 31 52% 0.841 0.2003
Total 90 100% 60 100% - -
Chi-Square = 0.745, P-value = 0.68901

When no bicyclist was present, a significant change in merge location was observed after the project was 
installed. Before installation, 22 percent of motorists merged before the conflict area, 54 percent merged 
over the conflict area, and 25 percent merged after the conflict area. After installation, nine percent 
merged before the conflict area, 66 percent merged over the conflict area, and 26 percent merged after 
the conflict area.

The results of the two-proportion z-test show the colored bicycle lane conflict zone had a significant 
effect on the motorist merge location before conflict area and over conflict area. However, there was not 
a significant change in the motorist merge location after conflict area. The results of the chi-squared test 
show there is a significant relationship between the colored bicycle lane conflict zone and the motorist 
merge location at the 99% confidence interval.

Table 3-6: Motorist merge location when no bicyclist is present

Motorist Merge Location
Before After Significance

Count % Count % P-value Z-score
Before conflict area 510 22% 234 9% 0 12.6693
Over conflict area 1,271 54% 1,737 66% 0 -8.5202
After conflict area 580 25% 675 26% 0.441 -0.7697
Total 2,361 100% 2,646 100% - -
Chi-Square = 166.087, P-value < 0.00001

Bicyclist-Motorist Interactions
Bicyclist-motorist interactions changed significantly after the project was installed. Before the project 
was installed, 39 percent on interactions involved a motorist yielding, none involved a bicyclist yielding, 
45 percent were categorized as safe passes, where the motorist provided at least three feet when 
overtaking the bicyclist, and 16 percent were categorized as a near miss, where one user had to perform 
an evasive maneuver. After installation, 31 percent of interactions involved a motorist yielding, seven 
percent involved a bicyclist yielding, 40 percent were categorized as a safe pass, and 21 percent were 
categorized as a near miss.

The results of the two-proportion z-test show the colored bicycle lane conflict zone only had a 
significant, although unintended, effect on motorist yielding behavior. However, the results of the chi-
squared test show there is a significant relationship between the colored bicycle lane conflict zone and 
bicyclist-motorist interactions at the 95% confidence interval.
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Table 3-7: Bicyclist-motorist interactions

Type of Interaction
Before After Significance

Count % Count % P-value Z-score
Motorist yield 41 39% 21 31% 0.274 1.0939
Bicyclist yield 0 0% 5 7% 0.005 -2.8196
Safe pass 47 45% 27 40% 0.511 0.6565
Near miss 17 16% 14 21% 0.461 -0.7367
Other 0 0% 1 1% 0.213 -1.2462
Total 105 100% 68 100% - -
Chi-Square = 10.725, P-value: 0.02983483

User Feedback
User feedback was solicited through an intercept survey for bicyclists. 

Public Works recruited people to take the bicyclist survey in the field. Staff handed out survey cards 
to bicyclists waiting at a red semaphore at the intersection of 7th St N and 10th Avenue N. A total of 34 
survey cards were distributed over an eight-hour period, resulting in only four valid survey responses. 
The online survey was 15 questions, was intended to take 10 minutes or less to complete, and was 
available in an online or printed format. See Chapter 2 for additional information about the survey 
methods.

Table 3-8: Survey response rates

Survey Type Distributed Valid 
Responses

Response 
Rate

Bicyclist 34 4 13%

Due to the low number of responses, it is difficult to draw conclusions about user feedback. The 
following responses are provided for informational purposes only.

Survey participants were shown a photo of the colored bicycle lane conflict zone on 7th St N at E Lyndale 
Avenue N and asked to state the intended purpose of the roadway marking. All four participants provided 
a relevant response. To not influence responses, the question was opened ended and participants wrote 
or typed into a blank field.

Table 3-9: Stated purpose of colored bicycle lane conflict zone
Stated Purpose
“To specify a bike lane and alert motorists.”
“Alert motorists of the bicycle lane as they merge into the turn lane and alert cyclists 
that motorists may be merging across the cycle lane into the turn lane.”
“Clearly shows motorists merging into the off/on ramp that there is a cycle lane there, 
and serves as a very obvious reminder to check the right blind spot.”
“I honestly have no idea, it's a shade I haven't seen on roads before, either. Maybe a 
bright reminder of the bike lanes for motorists?”

Survey participants were also asked if they had any general feedback about the recent changes to 7th St 
North. One of the four participants provided comments relevant to the colored bicycle lane conflict zone.

Table 3-10: Select feedback from bicyclist survey
Select feedback from Bicyclist Survey
“I love that there’s finally more effort to make this a safer St! If I remember correctly, 
there are a few places with parking along the St; I’d love to see the lanes buffered by 
that parking. Perhaps instead/also, if there’s room in the [right-of-way] to add a small 
striped buffer between traffic and the bike lane? Traffic still feels and comes too close.”
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Conclusions
The evaluation of colored conflict zones at the eight project locations had inconclusive results. No new 
operational or safety issues emerged as a result of the installation of colored conflict zones. However, the 
effectiveness of reducing conflicts between bicyclists and motorists is unclear.

During the three years before installation, there were 110 reported crashes across all eight locations, 
including 99 motor vehicle crashes, five bicycle crashes, and six pedestrian crashes. During the three 
years after installation, there were 112 reported crashes, including 100 motor vehicle crashes, three 
bicycle crashes, and nine pedestrian crashes. According to police reports, none of the reported bicycle 
crashes that occurred after installation occurred within close proximity to the treatment area. All the 
crashes occurred under circumstances that do not appear to be a factor of the project design.

Evaluation of user behavior was limited to one of the eight locations. Bicyclist behavior did not change 
substantially before-and-after installation and changes in motorist behavior were mixed. When a bicyclist 
was present, there was no change in where motorists merged across the bicycle lane. When no bicyclist was 
present, there was a significant decrease in motorists merging prior to the marked conflict area. Significant 
changes were observed with bicyclist-motorist interactions. However, contrary to the intended behavior, the 
percentage of motorist yielding decreased after installation of the colored conflict zone.

Efforts to solicit user feedback did not result in a high response rate. Of the very limited sample of 
bicyclist survey participants, most users believed the purpose of the green was to highlight the bicycle 
lane to motorists and increase awareness of bicycle traffic to motorists.

While the specific value to bicyclists at these particular locations is not clear, Public Works intends to 
maintain this facility. The positive results of the other colored conflict zone locations (Chapter 16) and 
peer cities have given staff confidence to maintain these locations and pursue this treatment at other 
locations. Public Works is installing many more green locations in the City using durable thermoplastic. 
As of 2016, green colored conflict zones have been installed at over 100 intersections in Minneapolis.

Since this original installation, Public Works has modified the design of the colored conflict zones based 
on additional observations at the Blaisdell Avenue South and Lake Street west and at the 15th Avenue SE 
and Rollins Avenue Southeast locations. At these intersections, a large share of drivers were avoiding the 
solid green and merging after the green. This was also observed to some extent at the 7th Street North 
and East Lyndale Avenue N location. As a result of these observations, Public Works has modified the 
solid marking to be a dotted green marking to encourage drivers to merge at the intended location.

Figure 3-14: Example of modified dotted green 
conflict zone through an intersection

Figure 3-15: Example of modified dotted green 
conflict zone at a developing right turn lane


