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Lane Change Frequency and Resulting Speed

 Over 50% of all weaving lane changes were completed
within the first 110 ft, only 16% of the weave short length

* Very early lane changes by Freeway to Ramp vehicles is
attributed to the higher achievable speed in the auxiliary
lane proper, compared to the speed on right lane freeway

INTRODUCTION

This study explores the sensitivity of HCM6 weaving method
LOS to weaving length and analyzes the trend of lane change
rates (per vehicle) with density. HCM6 predicted lane change

Lane Change Rate vs. Density: HCM6 vs. NGSIM

* To investigate the motivation for changing lanes, non-weaving
vehicles are grouped by their lane change frequency.

* In most cases, more frequent lane changes yielded a higher
space mean speed.

HCM6 Method: In HCM6, lane change rates for weaving
vehicles (LCVy, ) are predicted to decrease with overall density
The trend is reversed for non-weaving vehicles (LCVyy,).
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