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Executive Summary 

Curbside vendors (also called hawkers) are common place at many signalized 

intersections in Houston, Texas. They are perceived by many as being a major contnuutor 

to congestion and safety problems at many intersections. However, little is know about the 

extent that curbside vending contributes to the congestion and safety problems at these 

intersections. The purpose of this study was to document through traffic engineering field 

studies, the impacts of curbside vending on traffic flow, capacity~ and safety at signaU7.ed 

intersections in the City of Houston. 

A total of 45.25 hours of manual observations and video tape data were collected on 

nineteen approaches to nine different intersections in Houston. Data were collected in the 

A.M. and P.M. peak periods only. The type of data that were collected allowed for the 

impacts of curbside vending and vendor activity on traffic flow and safety to be quantified. 

The results of the field studies showed that less than three percent of all the green 

phases observed were impacted by curbside vendors. Curbside vending accounted for only 

10.S vehicle-seconds of delay in the A.M. peak and 23.S vehicle-seconds of delay in the P.M. 

peak. Using a conservative estimate of $10.40 per vehicle-hour of delay. the costs of 

curbside vending to the motoring public is less than 25 cents per peak period at each 

intersection. When averaging the impacts of vending over the total amount of traffic 

entering an intersectio~ the overall delay caused by curbside vending on an approach (on 

a per vehicle basis) is negligible. 

Therefore, from this study, it can be concluded that curbside vending does not 

severely impede traffic flow and safety. For the most part, curbside vendors are most active 

during the red portion of the signal phase. Most curbside vendors use this portion of the 

signal cycle to approach vehicles that are already stopped. Most vendors complete their 

transaction and are clear of the traffic lanes by the time the traffic signal turns green. 
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IMPACTS OF CURBSIDE VENDING ON INTERSECTION FLOW AND SAFETY 

Introduction 

Curbside vending ( often referred to as hawking) is often perceived by many motorists 

as having a severe impact on traffic flow and safety. Curbside vendors are often accused 

of causing significant delays at intersections as they attempt to sell their wares to stopped 

(or even passing) motorists. Nothing is more frustrating to some motorists than to be stuck 

behind a curbside vendor making a sale to a vehicle during a green signal indication. Even 

though many motorists perceive curbside vending to he an impediment to traffic as well as 

a general nuisance, little is known about how curbside vending and vendor activity affects 

traffic flow and safety at signalized intersections. 

Most curbside vending activity in Houston, Texas occurs at signalized intersections 

where stopped vehicles can be easily approached by vendors. Often, curbside vendors can 

be observed entering the travel lane and approaching drivers when vehicles have to stop and 

wait for the traffic signal to tum green and/or the traffic queue to dissipate. H the sale is 

not complete by the time the traffic signal turns green, drivers behind the vehicle conducting 

the transaction can he delayed. Since most curbside vending activity is concentrated at 

heavily travelled intersection that already experience considerable traffic delays and 

congestion, vendors are often perceived as contributing to the congestion that occurs at 

these intersection. However, the extent that curbside vending contributes to the overall 

congestion problem at these intersections is not known. Therefore, the purpose of this study 

was to document, through traffic engineering field studies, the impacts of curbside vending 

and vendor activity on traffic flowi capacity, and safety at signalized intersections in the City 

of Houston. 

For the purposes of this study, curbside vending was defined as any activity 

perfonned by an individual from the curb or a travel lane which involves the exchange of 

merchandise or services for money. Examples of common curbside vending activities 

include the selling of newspapers, or periodicals; the selling of flowers or other merchandise; 

1 

10d !;:08t:I vsc9-svs 60v:ON 731 Ill :m BT :vT Iel..:l £6 ,-9c-~tJW .... 



the begging or panhandling of money; the washing of windows and windshields by 

individuals, and the advertizing for work for money or food. All of these activities may 

occur from the curbside adjacent to the travel lanes or from the travel lanes themselves. 

Objectives 

The objectives of this study were as follows: 

1. to measure the effects of curbside vending on traffic flow and capacity at 

signalized intersection~ and 

2. to determine the effects of curbside vending on safety at signalized 

intersection. 

To achieve these objectives, a series of field studies were performed at signalized 

intersections in Houston, Texas. The field studies were conducted in October and 

November of 1992. During the field studies, data were collected to quantify the impacts of 

curbside vending on traffic flow, capacity, and safety at signalized intersections. 

Scope 

This study was pedormed by the Texas Transportation Institute for the Oty of 

Houston. The study was limited to high volume, signalized intersections within the city 

limits of Houston, Texas. Data were not collected at uncontrolled or stop-sign controlled 

intersections. Furthermore, data were collected only during the green portion of the signal 

phase at each of the intersections. No data were collected on the impacts of curbside 

vending on stopped traffic. Alsot no data were collected on motorists• perceptions of the 

impacts of curbside vendmg activity on traffic flow or safety. 

Data were collected during the A.M. and P.M. peak periods of traffic £low only. For 

the purposes of this study, the AM. peak traffic flow period was assumed to occur between 

6:30 A.M. to 9:00 AM.t Monday through Friday, and the P.M. peak period was assumed 

to occur between 4:00 P.M. and 7:00 P.M., Monday through Friday. While the actual peak 

period at some of the studied intersections may have occurred at times other than those 
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studied ( e.g., during the lunch hour or on the weekend), the peak period described above 

were judged suitable for the purposes of this study. 

Measuns ot Effeetiveness 

Since the primary objective of the study was to determine how curbside vending 

impacted traffic flow and capacity at signalized intersections, two measures of effectiveness 

were selected to quantify the impedance caused by curbside vending. The two measures 

of effectiveness u5ed in the study were as follows: 

• Average Delay per Vendor Impedance, and 

• Total Approach Delay. 

The first measure of effectivenesst Average Delay per Vendor Impedance, quantified 

how much delay was caused each time a curbside vendor impeded traffic flow at an 

intersection during the green portion of the traffic signal. It was computed by averaging the 

amount of delay caused by each vendor impedance on an individual approach. Only those 

green phases in which traffic was delayed by the vendor were included in the computation. 

A vendor impedance was defined as any time a vendor caused a vehicle to stop or to remain 

stopped during the green portion of the traffic signal. A vendor did not physically have to 

be in the traffic lanes in order to impede traffic flow. If the vendor inhibited the movement 

of traffic during the green phase, even though the vendor was standing on the curb, the 

green phase was judged to be impeded. 

The second measure of effectiveness (Total Approach Delay) related the impacts of 

curbside vending to the total amount of traffic travelling through the intersection on a 

specific approach. It was computed by dividing the total amount of delay caused by all 

curbside vending incidents observed on an approach by the total amount of traffic entering 

the intersection of the approach during the study. It provides a "big picture" view of the 

impacts of curbside vending on the intersection flow and capacity. 

3 

£0d £081:1 v£c9-£vB 60v= □N 731 



Even though the study had a secondary objective of determining the effects of 

curbside vendblg on safety at intersection, the field studies were not designed to directly 

measure safety impacts. Instead, safety impacts were determined through manual 

observations of how vendors moved in and out of the traffic lanest and whether or not their 

activities caused any erratic maneuvers in the moving traffic stream. Examples of erratic 

maneuvers, as defined for this study, include sudden braking, and sudden lane changes. 

Data Colleetion 

As stated previously, the data collection effort focused primarily on the impacts of 

curbside vending on moving traffic; therefore, data were collected during the green portion 

of the signal phases only. No data were collected on the impacts of vendors on traffic that 

was stopped during the red portion of the phases. 

Data collection consisted of manual observations of how individual curbside vendors 

impeded traffic flow through the intersection. Manual observers were positioned at 

locations where the intersection approach being studied was clearly visible. Each observer 

was provided with a stop watch and assigned to a specific intersection approach. For each 

green phase of the traffic signal, the observer recorded the start time of the green phase, 

the end time of the green phase, and the type of vendor present during that green phase 

(i.e., newspaper, panhandler, flower salesperso~ etc.). The observer also provided a 

description of the type of impact the vendor had on that specific phase. The observer was 

also asked to estimate the number of vehicles that were delayed by the vendor and the 

duration of each blockage caused by the vendor during each specific green phase. An 

example of the form used to collect the field data is contained in Appendix A 

A video tape recording was also made of the traffic and curbside vending operations 

at most of the intersections. The video tape was used to more precisely measute the 

number of vehicles delayed and the duration of each blockage caused by the vendor. For 

the purposes of this study, the duration of the blockage was defined as the time delay for 

the vehicle involved in a curbside vending to start moving after the preceding vehicle had 
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already began to move through the intersection on the green phase. It was measured from 

when the vehicle in front of the vehicle involved in a vending transaction began to move to 

when vehicle involved in the vending transaction began to move. 

'The number of vehicles delayed was defined, for this study, to be the total num~r 

of vehicles queued behind the vehicle involved in the vending transaction that were unable 

to move as a result of the impedance by the curbside vendor. Since it is assumed that the 

vehicle involved in the vending transaction is being delayed voluntarily, it was not included 

in determining the number of vehicles affected by the blockage. 

The video tape also provided a visual record of the actions of vendor at the 

intersection. It was used to determine the number of erratic maneuvers and accidents that 

occurred during the vehicle studies that were a direct result of the vending activity. 

Twenty-four hour traffic volume counts were also performed on each approach of the 

study intersections. Traffic counts were performed on each approach entering the 

intersection. The data were collected in 15 minute intervals for one week. These data were 

used to determine the overall effects of curbside vending activities on the total amount of 

traffic entering an intersection of the study approach. 

A total of 45.25 hours of manual observations and video tape data were collected on 

19 approaches to 9 different intersections in Houston. Table 1 lists the intersection 

approaches that were studied and provides a summary of the amount of data collected at 

each intersection approach. A total of 24 hours of data were collected during the A.M. peak 

period and 21.25 hours of data were collected during the P.M. peak period. The study 

intersections were selected because of the relatively high amount of traffic and the 

propensity for curbside vending to occur at each. 
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TABLE 1. Summary of Data Collection Efforts 

Hours Observed 
Intersection Direction 

AM 

Westheimer@ Post Oak Eastbound 1.75 hrs. 

Westbound 1.75 hrs. 

Westheimer @ West Loop Northbound 1.75 hrs. 

Southbound 1.5 hrs. 

SH-6 @I-10 Westbound 1 hr. 

Southbound 1 hr. 

Richmond @ West Loop Southbound 2 hrs. 

Eastbound 2 hrs. 

1-45@ Rankin Northbound M 

FM 1960 @ 1-45 Northbound .. 
Southbound -

Eastbound (t) . 
Westbound (l) -

Memorial @ Shephard Northbound 1.s ms. 
Westbound <2> 1.5 hrs. 

Kirby @ US-59 Southbound 2.25 hrs. 

Westbound 2 hrs. 

Park Place @ 145 Southbound 2 hrs. 

Eastbound 2 hrs. 

TOTAL 24.00 hrs. 

(l) Delay Data Recorded Manually -- No Video Tape Data Available 
<2> No Delay Data Available Due to Equipment Failure 
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PM 

3 hrs. 

3 hrs. 

1.75 hrs. 

-
-
-
-
-

2 hrs. 

2.5 hrs . 

2.5 hrs. 

Z.5 hrs • 

2.5 hrs. 

-
-

1.5 hrs. 

-
-
-

21.25 bn. 



Data Reduction 

After the field data collection effort, the video tapes from each of the sites were 

reviewed to verify the field observations. The video tapes were also used to measure more 

precisely the amount of delay caused by each vending impedance. For the most part, these 

measurements were made using the stopwatch time included as part of the video recording. 

In those cases where the stopwatch time was not available on the video recording, manual 

measurements of the duration of the impedance were performed using a stopwatch. 

From this data and the field data, tables were developed which summarized the data 

obtained from the field studies. The tables included the following calculations from each 

of the study locations: 

• Number QJ:Qo:eu Ph.f»es Dbse,yed Pe,A,p,nroach -- this is defined as the total number 

of green phases on which data were collected. For the purposes of this study, a 

green phase was defined as the start of the green indication to the beginning of the 

red indication on each approach. 

• Number of Green Phases (mJJacted Per Am,roach -- this is defined as the nwnber of 

green phases where traffic flow was impacted or impeded by the presence or actions 

of a curbside vendor. 

• 

• 

% Q.f Green Phas{M Impacted -- this is defined as the ratio ( expressed as a percentage) 

of the number of green phases impacted by a curbside vendor to the total number 

of green phases observed at an intersection approach. 

Total Duration of Blockages -- this is defined as the sum total of the durations of all 

the curbside vending impedances observed on an individual intersection approach. 
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• "4.veca,e Duration of Blockgge - this measure is computed by dividing the total 

duration of all vendor-caused blockages by the number of green phases impacted 

during the study period. 

• Total Number qf Vehicles Delqyed -- this is defined as the sum total of all the vehicles 

that were delayed behind the vehicle that was stopped by a curbside vendor. A 

vehicle was only considered to be delayed if 1) the signal was in the green portion 

of the phase, and 2) if the vehicles in front of the stopped vehicles were moving. 

• Ayerqie Number gf Vehides Delqyed -- this measure is computed by dividing the total 

number of vehicles were delayed by curbside vendors on an approach by the number 

of green phases that were impeded by curbside vendors during the study period. 

• A,yera,e Weekday Trtgfic - this measure is defined as the total traffic volume entering 

the study intersection from .ill approaches on a typical weekday. It is computed by 

averaging the Tuesday, Wednesday. and 'Thursday 24-hour volume counts from all 

approaches of the study intersection. 

• EnJean, AmJrQach T,affic -- this measure is defined as the average weekday traffic 

entering the intersection on the specific study approach during the same time period 

for which the data were collected. For example, if impedance data were collected 

on an approach between 7;00 a.m. and 8:30 p.m., the Entering Approach Traffic was 

defined as the average weekday traffic entering the intersection during the same time 

period. 

• Total Impedance -- this is the defined as the total delay experienced by all vehicles 

on all green phases that were impacted by a curbside vendor. 
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• Al!em,e Delqy w Vendor Inw,:dance -- this measure is computed by dividing the 

total impedance by the number of green phases impacted by curbside vendors on the 

observed approach. 

• Totql,A,m,rpqch D,:lgy -- this measure is computed by dividing the total impedance 

on an approach by the amount of traffic entering the intersection during the data 

collection period on the study approach. 

In addition to reviewing the video tapes to measure the impacts of curbside vending 

on traffic flow and intersection capacity, the video tapes were also reviewed to detennine 

if there were any erratic maneuvers or accidents that could be directly attributed to presence 

or actions of the curbside vendor. For the pwposes of this study, an erratic maneuver was 

defined as any sudden brake application, weaving, lane changes, etc. which was directly 

caused the presence or actions of the curbside vendor in or adjacent to the travel lanes. 

Descriptions of all observed erratic maneuvers or accidents were documented. 

Results 

The combined results of the field studies are summarized in Table 2. From this 

table, it can be seen that, on the average, less than 3 percent of the green phases in both 

the A.M. and P.M. peak periods were impacted by curbside vendors. The average duration 

that a vendor blocked moving traffic was observed to be approximately 3.5 seconds in both 

the AM. and P.M. peaks. On the average, fewer than three vehicles in the A.M. peak and 

four vehicles in the P.M. peak were delayed each time a vendor interrupted or impeded 

traffic flow. The amount of delay that occurred each time a curbside vendor impeded traffic 

flow ranged from 10.5 vehkje-seconds in the AM. peak to 23.3 vehicle-seconds in the P.M. 

peak. Using a conservative estimate of $10.40 per vehicle-hour of delay, the cost to the 

motoring public each time a curbside vendor impeded traffic flow was approximately three 

cents in the A.M. peak and seven cents in the P.M. peak. Since, on the average, there were 

less than three curbside vending impedances per peak period, the total costs of curbside 
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vending in terms of delay to th~ motoring public was estimated to be less than 25 cents per 

peak period. 

When considering the total amount of traffic entering an intersection, the impacts of 

curbside vending were even less significant. When averaged over the all traffic entering an 

intersection on an approach during the study periods, curbside vending accounted for only 

0.04 seconds of delay per vehicle in the A.M. peak and 0.03 seconds of delay per vehicle in 

the P.M. peak. Considering that intersections with delays in the range of 15.1 to 25.0 

seconds per vehicle are considered to operate adequately (Level of Service C), the 

additional impacts of curbside vending on delay at an intersection was negligible. 

Tables 3, 4, and 5 contain the results of the field studies from each of the intersection 

approach studied during the A.M. peak and Tables 6, 7, and 8 contain the results from the 

intersection studied in the P.M. peak. The values shown in these tables were used to 

compute the average values shown in Table 2. 

In tenns of safety and erratic maneuvers, the results of this study were inconclusive. 

Only one accident was observed that could be directly attributed to the presence or actions 

of a curbside vendor. The accident occurred in the A.M. peak at the intersection of West 

Loop (1-610) and Westheimer on the northbound approach. A curbside newspaper vendor 

was making a sale to the fifth vehicle in the queue in the middle lane. As the signal turned 

green, the vendor moved to the sixth vehicle in the queue. The seventh vehicle, seeing that 

the signal had turned green, ran into the rear of the sixth vehicle which had stopped to talk 

with the vendor. Because of the speed of the vehicle was relatively low (less than 5 mph), 

the accident was very minor and did not result in any visible damage to either the occupants 

of the vehicles or to the vehicles themselves. In fac4 neither driver stopped immediately 

after the accident to inspect their vehicles for damage. 

Even though curbside vendors were observed entering the travel lanes and walking 

among the stopped vehicles, no other accidents or significant erratic maneuvers were 
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TABLE 2. Summary of Results 

Measure of Impact AM Peak PM Peak 

Average Number of Green Phases 78.6 90.4 
Observed Per Approach 

Average Number of Green Phases 2.1 2.4 
Impacted Per Approach 

Percentage of Green Phases 2.7% 2.7% 
Impacted 

Average Duration of 3.4 3.5 
Blockage (sec) 

Average Number of Vehicles 2.3 3.7 
Impacted 

Average Delay per Vendor Impedance 10.S 23.3 
(veh-sec) 

Total Approach Delay 0.04 0.03 
(scc/veh) 

observed at any of the study intersections that could directly attributed to the presence or 

actions of curbside vendors. For the most part, the vendors only entered the traffic lanes 

while the signal was red, and the vehicles were already stopped at an intersection waiting 

for the traffic signal to tum green. Most of the time, the vendors were observed exiting the 

travel lanes by the time the traffic signal turned green, thereby limiting their exposure to 

moving vehicles. 
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TABLE 3, Impedance caused by Curbside Vending - A.M. Peak Peried. 

Type of NDD1berof Number of f> or 
Intersection Approach Vendln1 GneaPbses Green Phases Gno Phases 

Actmty Observed hnpaded lmpaeted 

Westbeimer @ West Loop Northbound Newspaper (2) 87 9 10.3% 

Southbound Newspaper 64 0 0% 

Westheimer @ Post Oak Eastbound Newspaper 78 1 1.3% 

Westbound Newspaper (2)/ 88 0 0% 
T-Shirt 

Richmond @ West Loop Southbound Newspaper 90 0 0% 

Eastbound Newspaper 90 1 1.1% 

SH-6 @I-10 Southbound Newspaper 41 1 2.4% 

Westbound Newspaper (2) 42 4 9.5% 

Memorial @ Shephard Northbound Newspaper 78 2 2.6% 

Eastbound(l) Newspaper 78 3 3.8% 

Kirby @ US-59 Southbound Newspaper 102 0 0% 

Westbound News.paper (2) 91 3 3.3% 

Park Place @ 1-45 Southbound Newspaper 91 2 2.2% 

Eastbound Newspaper 81 3 3.7% 

TOTAL - - 1,101 29 -
AVERAGE - . 78.6 2.1 z.~ 

(l) No Video Tape Data Available Due to Equipment Failure 
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TABLE 4. Impact of Curbside Vendina: oa Trafllc Flow - A.M. Peak 

Total Avenae Total 
Nmaberof Dantlon Dllradon Number 

llllersedioa Approadl Green Phases ofBlockqes ofllockaaes ofVelddes 
bnpaeted (sec.) (sec.) Delayed 

Westheimer @ West Loop NB 9 47.l 5.2 40 

SB 0 0 0 0 

Westheimer @ Post Oak EB 1 5.0 5.0 2 

WB 0 0 0 0 

Richmond @ West Loop SB 0 0 0 0 

EB 1 3.8 3.8 2 

SH-6 @l-10 SB 1 3.8 3.8 1 

WB 4 323 8.1 17 

Memorial @ Shephard NB 2 13.5 6.8 3 

EB (t) 3 N.A N.A. 9 

Kirby @ US-59 SB 0 0 0 0 

WB 3 12.7 4.2 3 

1-45 @ Park Place SB 2 8.3 4.2 8 

EB 3 10.4 3.5 Tl 

AVERAGE l.1 10.5 3.4 8 

(l) No Delay Data Available Due to Equipment Failure 

Aftl'lllle N__. 
ofVellldes 

Delayed 

4.4 

0 

2 

0 

0 

2 

1 

4.25 

1.5 

3 

0 

1 

4 
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TABLE 5. Delays Caused by COl'bside Vending Adm.ties - A.M. Peat 

Average 
Intenedioll. Approach Daily 

Tralllc 

Westheimer @ West Loop NB 24t013 

SB 15,588 

Westheimer @ Post Oak EB 31,738 

WB 30,804 

Richmond @ West Loop SB 23,.517 

EB 31,043 

SH--6@ I-10 SB 25,947 

WB 22,161 

Memorial @ Shephard NB 1z251 

EB (l) 9,567 

Kirby @ US-59 SB 22,847 

WB 13,885 

Park PJa(e@ 1-45 SB '13,CJCJ1 

EB 7,819 

AVERAGE 21,884 

(l) No Delay Data Available Due to Equipment Failure 
(2) Volume Data Unavailable -Available After 12/18/92 

Eatermg 
Appreach 

Traffic 
('ftll) 

1,290 

843" 

1,208 

2,851 

2,990 

4,935 

1,844 

1,105 

903 

1,.564 

2,146 

1,519 

z041 

717 

US4 

A,eragie Delay 
Total Per Veader 

hnpedanee llllpedanee 
(veh-see) <•·•) 

246.9 ZJ.4 

0 0 

10.0 10.0 

0 0 

0 0 

7.6 7.6 

3.8 3.8 

108.4 27.1 

20.6 103 

N.A N.A 

0 0 

12.7 4.2 

33.3 16.7 

145.7 29.1 

45.3 1G.S 

Toeal 
Approadl 

Delay 
(,ec.jveh) 

0.19 

0 

0.01 

0 

0 

0.02 

0.01 

0.10 

0.02 

N.A 

0 

0.01 

0.02 

0.20 

0.04 
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TABLE 6. ImpeuDce Caused IJy Curbside Vend.big - P.M.. Peak Period 

Type of 
Intersection Approach Vending 

Aetmty 

Westheimer @ West Loop Northbound Flower/ 
Panhandler 

Westheimer @ Post Oak Eastbound T-Shirt 

Westbound T-Shlrt 

Rankin@ 1-45 Northbound FlOY1er 

FM 1960@ 1-45 Westbound {l) Flower/ 
Homeless 

Northbound Flower/ 
Homeless 

Eastbound {Z) f1ower 

Southbound Flower/ 
Homeless 

Kirby @ US..59 Southbound Flower 

TOTAL . . 
AVERAGE - -

(l) Delay Measurements Taken in Field - No Video Tape Available 
(Z) No Video Tape Available 

NU1berof Namw9' 
Greeal'hues Green Phases 

Obllerved hnpadecl 

106 11 

121 0 

121 0 

76 0 

81 3 

81 0 

81 1 

81 2 

66 5 

814 22 

90.4 2.4 

"of 
GnenPlmes 

llllpacted 

10.4% 

0% 

0% 

Oo/o 

3.7% 

0% 

1.2% 

2.5% 

7.6% 

-
2.7% 
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TABLE 7. Impact of Curlside Vending on Traffic Flow - P.M. Peak 

Total Avenge Tetal 
Number of Duration Daratioll NUlber 

Interaedlon Approack GreenPhtes or Blockaaes of Blockage of Vehicles 
Impacted (sec.) (I&) DelaJed 

Westheimer @ West Loop NB 11 179.3 16.3 66 

Westheimer @ Post Oak EB 0 0 0 0 

WB 0 0 0 0 

Rankin @ 1-45 NB 0 0 0 0 

FM 1969 @ 1-45 WB (1) 3 11.0 3.7 5 

NB 0 0 0 0 

EB (2) 1 NA N.A 10 

SB 2 8.5 4.3 12 

Kirby @ US-59 SB 5 17.4 3.5 45 

AVERAGE 2.4 27.0 3.5 lS.3 

3,1,0,,.....,"' ,.:1,./ ; .. a·~ 
(t) Delay Measurements Taken in Field - No Video Tape Available 
(2) No Video Tape Available , ~ ;z 1 . 2. r- Ii rJ 

A.-.. 
Nmnber 

ol'Vellfdes 
DeJayed 

6.6 

0 

0 

0 

1.7 

0 

10 

6 

9 

3.7 
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TABLE 8. Delays Caned by Cmlside Veading Activities ... P .M. Peak. 

Entering 
Avera&e .,\pproadl 

lnlenectlon Approach Weekday Trdlc 
Trame (veil) 

Westheimer @ West loop NB 24,013 8~61 

Westheimer @ Post Oak EB 31,738 5,909 

WB 30,804 6,525 

Rankin @ 1-45 NB 18,016 3,095 

FM 1969 @ 1-45 wa(l} 24843 3,453 

NB 21,713 4,827 

EB (2) 21,248 3,699 

SB 15,268 2,174 

Kirby @ US-59 SB ~847 Z734 

AVERAGE 23,954 4,586 

(l) Delay Measurements Taken in Field -- No Video Tape Available 
(2) No Video Tape Available 

A_...Delay 
Total Per Vendor 

Impedance Jm.pedana 
(Yeh-see) ('feh.-eec) 

1342.0 122.0 

0 0 

0 0 

0 0 

21.0 7.0 

0 0 

N.A. NA 

572 28.6 

145.7 29.1 

195.7 23.3 

Total 
Approack 

Delay 
(eec./veJJ.) 

0.15 

0 

0 

0 

0.01 

0 

N.A. 

0.03 

0.05 

0.00 



Conclusions 

From the results of the field study, it can be concluded that curbside vending does 

not severely impede traffic flow and capacity at signalized intersections. Du.ring the field 

studies, curbside vendors were rarely observed interrupting or impeding traffic at the 

intersection. Most of the vendors try to make their sales when vehicles are stopped in the 

queue waiting for traffic signal indication to tum green. If they do enter the traffic lanes, 

they typically do so during the red portion of the signal and clear the traffic lanes as soon 

as the traffic signal turns green. Most transactions, regardless of the type of items being 

sold, occur quickly so that motorists are not significantly delayed. 

The field studies showed that there are considerable differences in the way in which 

most curbside vendors operate at intersections. Most newspaper vendors simple stand on 

the side of the roadway and wait for drivers to indicate that they want a paper. Flower 

vendors appear to be the most active of all of the different types of curbside vending 

observed. Flower vendors typically use the red portion of the signal to display their product, 

walking upstream or between vehicles as driver queue at the intersection and wait for the 

signal to turn green. 

In terms of the safety impacts of curbside vending, the results of the study were 

inconclusive. Only one accident was observed that could be directly attributed to the 

presence of a curbside vendor. It was a rear-end accident with no significant damage to 

either vehicle. At the time of the impact, both vehicles were travelling at relatively low 

speeds. 

For the most part, most curbside vending do not appear to represent a potential 

safety hazard to motorists. In addition, even though some vendors were observed entering 

the traffic lanes and walking among the vehicles on the red portion of the traffic signal, most 

were obsetved leaving the travel lanes before the traffic signal turns green. Since most of 

the vehicles are stopped in queue waiting for the traffic signal to tum green, their exposure 

to moving traffic is minimal. This reduces their potential to being involved in an accident. 
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It should be noted, however, that this study did not address motorists' perceptions of 

curbside vending nor did the study address the level of comfort motorists feel as they are 

approw;hed by curbside vendors at intersection. From the field studies, it was clear some 

motorists are quite comfortable about being approached. Some vendors were even observed 

carrying on cordial conversations with some motorists. At many intersections,, some curbside 

vendors appear to have regular customers. However, observations during the field studies 

also revealed that many motorists are very uncomfortable about being approached by some 

curbside vendors. The general attitude and the perceptions of the driving population should 

be considered by policy makers when implementing legislation impacting curbside vending. 
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Appendix A. Ellample of Data Collection Fonn 
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HOUSTON HAWKER STUDY 

Memorial ~ Shep.ard locallon: ____ .,.._1='"_....;. ____________ ........ ~~---------

Approadl : ~hepard. Direction: NB Time Beglmng:,_ .... 6"""•~49---0bleNer: ICNB ----=---W-eat_ta:_ Cl ear 
+ . 

Cycle Time Vendor Explanatlon/Deacqldon 
# Type 

Start of Green End of Green 

Cate: 10/9/92 
TIITIB Ending: -w8 .... • 3 .. 2-

Paga [. of 6 -
Est# Dneof 

Yehldes Blcdaga 
Delayed (sac) 

Making sell to 5th vehicle in queue delayed 6th vehicle 
66 8: 16: 29 8:16:33 Paper and kept it from making it thru on-green. 1 6.5 

67 8:17: 50 8: 18:05 Paoer None -0-

68 8;19: 10 8:19:25 Paper None -0-

69 8:20:29 8:20:45 Paper None -0-

70 8:21:50 8:22:05 Paper None -n-

71 8: 23: 10 8:23:25 Paper None -0-

72 8:24:30 8:24:43 Paper None -0-

73 8:25:50 8:26:04 Paper tilone -0-

74 8: 27 :08 8:21:04· Paper None -0-

75 8:28:30 8:28:45 Paoer None -0-

76 8:29:50 8:30:05 Paper None -0-

77 8: 31: 10 8: 31: 25 Paper None -0-

78 8:32:30 8!32:45 Paper None -0-




