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1 Overview of Best Practices Report 

The purpose of this document is to present a snapshot 

of recent advances in freight research, freight-oriented 

development techniques, technologies, policies and 

best practices throughout the U.S. that represent the 

state of the practice for how to coordinate 

transportation and land use with respect to freight. The 

ideas and initiatives expanded on in this narrative are 

not all-inclusive, but have been chosen for their 

particular applicability to the Tucker Summit 

Community Improvement District (TSCID) area and to 

understand the opportunity to leverage these best 

practices for potential implementation to ultimately 

improve logistics and freight transport efficiency, safety, optimization, and access within in the TSCID  or directly 

accessing it.  

The initial sections of this technical memorandum summarize best practices from ongoing freight cluster 

planning efforts underway across the Atlanta region; including the Gateway85 Gwinnett (Gateway85) CID, 

Spalding County, and Aerotropolis Atlanta (Aerotropolis) CIDs Freight Cluster Plans conducted through the 

Atlanta Regional Commission (ARC) program. With this being the fourth Freight Cluster Plan, the project team is 

taking full advantage of previous efforts and incorporating, as appropriate, information from those studies. It 

should be noted that the best practices review for the three (3) ARC freight cluster plans were completed by 

independent teams with similar scopes of services during essentially the same timeframe. As a result, some 

subject matter has been addressed in multiple studies. 

The remainder of the sections will provide an applicability assessment and summary evaluation of emerging 

freight technology trends, freight-oriented land use and the associated industrial development impacts. This also 

includes other ideas including the environmental, safety, resilience and the trade-off of access management 

techniques along corridors that are heavily dedicated to supply chain and logistics businesses. 

  

Figure 2: Truck Movements along Mountain Industrial Boulevard (MIB)  
Source: Metro Analytics 

Figure 1: Stone Mountain Industrial Park Gateway Sign 
Source: Metro Analytics 
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2 Gateway85 CID Freight Cluster Plan Best Practices Review 

At the regional, state and local levels, the use of oversize/overweight trucks are an increasing concern. State 

departments of transportation (DOTs) work to protect public safety by routing these vehicles away from routes 

with insufficient vertical clearance (for bridges, power lines, and other structures), routes with insufficient 

horizontal clearances (for tunnels, underpasses, and other roadside objects), and routes that contain bridges 

that are unable to support the weight of a truck and its load, among other considerations. At the sub-regional 

level, truck routing becomes more important because of the impacts to communities, especially those that are 

adjacent to freight-intensive land uses and are thus a part of the first/last mile. 

The Gateway85 CID report cited several studies throughout the nation and identified strategies at the sub-

regional level in the following areas:  

 Policy Strategies 

 Operational Strategies 

 Design Strategies 

 Stakeholder Engagement Strategies 

 Technology Strategies 

Table 1 presents an overview of the best practices and their relevance to the TSCID study based on preliminary 

data collection and field work of the TSCID area. This table identifies best practices that will be highlighted in 

Section 5. 

 Relevance of Gateway85 Best Practices to TSCID Freight Cluster Plan 

Best Practice Strategy Relevance to TSCID Freight Cluster Plan 

Incorporate Freight into Planning 
at the Sub-regional Level 

High - This study and all of the ARC Freight Cluster Plan is an example of 
sub-regional freight planning.  

Innovative Zoning (Consider 
Freight in Building and Zoning 
Codes and Utilize Zoning to 
Preserve or Maintain Industrial 
Land Uses or to Create Buffers) 

High – There are no residential properties within the study area and most 
non-retail uses in the area are zoned for industrial uses. Therefore, 
creating buffers from industrial development is not an area-wide 
concern. However, given the abundance of older industrial development 
in the TSCID in conjunction, it is a reasonable assumption that some of 
the parcels in the area will be targeted for redevelopment.  

Designate Truck Routes that are 
Consistent Across Jurisdictions 

Medium – The ARC Regional Strategic Truck Route Network was 
developed to serve this purpose. Mountain Industrial Boulevard (MIB) is 
identified as a ‘Connector’ facility. However, as the region continues to 
grow, truck traffic along the Jimmy Carter/MIB/Hairston corridor 
between I-20 and I-85 will need to be monitored since it serves as a 
parallel alternative to I-285. This is particularly true for the segment 
between Stone Mountain Parkway and I-85, which serves as an 
alternative route for trucks looking to avoid the I-85/I-285 interchange – 
which was rated as the worst intersection in America by the American 
Trucking Research Institute for freight movement0F

1.  

 
1 https://www.11alive.com/article/traffic/atlantas-spaghetti-junction-ranked-1-for-top-100-bottlenecks-in-us/85-
511473002 

https://www.11alive.com/article/traffic/atlantas-spaghetti-junction-ranked-1-for-top-100-bottlenecks-in-us/85-511473002
https://www.11alive.com/article/traffic/atlantas-spaghetti-junction-ranked-1-for-top-100-bottlenecks-in-us/85-511473002
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Table 1: Relevance of Gateway85 Best Practices to TSCID Freight Cluster Plan (continued) 

Best Practice Strategy Relevance to TSCID Freight Cluster Plan 

Signal Timing and Coordination 
Along Freight Corridors 

Medium – While certain segments of MIB have signals in close proximity 
(particularly between Ponce De Leon Avenue and Hugh Howell Road), 
delays associated with truck operations can be problematic to effective 
signal timing. This is especially true for corridors with multiple ingress 
and egress points such as MIB.  

Overnight/Off-Hour Deliveries High – While the TSCID is a relatively small study area, any reduction of 
freight vehicles during peak hours would be a great benefit to area 
mobility. This is especially true for truck traffic trying to access MIB from 
connector roads such as North Royal Atlanta and Hammermill Road.  

Centralized Shipping/Receiving 
Points for Goods Movements 

Not applicable – Not applicable given the number of warehousing and 
distribution centers throughout the TSCID and the size of the study area. 
Centralized points would increase the number of trips in the area.  

Residential Delivery Consolidation 
and Non-Motorized Freight 
Vehicles 

Not applicable – There are no residential land uses in the TSCID and land 
use characteristics are not conducive to non-motorized vehicles – which 
are better suited for urban core areas with roadway constraints.  

Oversize and Overweight (OS/OW) 
and Construction Vehicle Routing 

Not applicable – There are no parallel facilities to major roadways (MIB, 
Stone Mountain Parkway and Hugh Howell Road) in the area designed to 
accommodate these vehicles.  

Integrate Heavy Truck Design into 
Streets in Mixed-Use Areas 

High – While mixed-use development of retail and industrial has been 
approved at Hugh Howell and MIB, most of the area consists of single-use 
industrial and retail properties. With that said, the overall need for 
freight design consideration is high in the area, given that most of the 
intersections were constructed to accommodate smaller trucks than 
many on today’s roadways. 

Develop Truck Parking and Staging 
Facilities 

High – The Gateway85 analysis focused on roadway design strategies to 
provide short-term parking and loading zones in highly urbanized areas. 
However, staging areas on roadways or vacant properties adjacent to 
industrial uses with on-site geometric challenges to accommodate larger 
trucks may need to be considered.  

Real Time Road/Travel Information 
and Truck Parking Availability 

High –A problem statement expressed by TSCID staff is the lack of 
available truck parking in the area. Strategies to improve truck parking 
opportunities will be a focus of the Plan and maximizing access to these 
facilities would help maintain a vibrant industrial district.  

Automated Enforcement of 
Curbside Space 

Not applicable – This strategy is almost exclusively for urban core areas 
with constrained roadway networks.  

 

3 Spalding County Cluster Plan Best Practices Review 

Unlike the Gateway85 effort, which presented a number of best practices specific to sub-regional planning, the 

best practices reviewed for this effort were focused on potential practices applicable to a relatively undeveloped 

area such as Spalding County. As a result, freight technology trends, freight-oriented land use and development 

impacts, and other ideas including rightsizing of transportation investments, were considered.  
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The table below presents an overview of the best practices and their relevance to the TSCID study. Much like the 

table in the Gateway85 assessment, the items most relevant to the TSCID will be highlighted in Section 5.  

 Relevance of Spalding County Best Practices to TSCID Freight Cluster Plan 

Best Practice Strategy Relevance to TSCID Freight Cluster Plan 

Freight Signal Priority High – Freight signal priority can offset the challenges of signal timing on 
roadways with high truck volumes such as MIB. However, 
implementation issues may limit the practicality and viability of the new 
technology. 

Truck Parking Technology High – Strategies to enhance parking opportunities has been identified by 
TSCID leadership as a need in the area, linking these opportunities to 
technologies will be a critical element to maintaining a vibrant industrial 
district.  

Innovative Zoning High – The abundance of older industrial development in the area 
presents redevelopment opportunities in the area.  

Identifying Potential Market 
Sectors for Development 

Medium – A market analysis is a component of this study.  

Industrial Development Practices High – The potential for redevelopment in the TSCID present a need for 
innovative development practices, particularly on smaller lots.  

Engaging Private Sector 
Stakeholders in Freight Planning 

Medium – Private sector participation is critical to the freight planning 
practice. However, as a private sector driven entity, the TSCID is already  
positioned well to gather private sector input from its membership and 
business partners.  

Rightsizing of Infrastructure 
Investment 

Medium – While rightsizing can help reduce the creation of unnecessary 
infrastructure and reduce future life-cycle costs, it is typically a 
preemptive measure more appropriate for developing areas.  

 

4 Aerotropolis CID Freight Cluster Plan Best Practices 

Aerotropolis evaluated best practices for the freight intensive areas around the Hartsfield-Jackson Atlanta 

International Airport (H-JAIA); which is currently experiencing industrial and warehousing development growth 

leading to increased freight activity and land use pressures in the areas adjacent to the airport. The study looked 

at a number a wide-ranging of topics:  

 An overview of the freight industry and the regulatory environment 

 Various emerging technologies in the freight industry 

 Land use trends with respect to freight 

 Current and ongoing advances in business, supply chain, and logistics models 

 

While the Gateway85 and Spalding efforts focused on more regional issues applicable to the TSCID, the 

Aerotropolis best practices review presented a global array of topics related to freight – many of which are 

beyond the prevue of the TSCID yet can be informative. Examples include items such as in-vehicle technologies, 

wireless power transfers, etc. While most of the topic areas such as land use strategies, technologies, etc. were 

included in the other two (2) cluster reports, the Aerotropolis report did present more detail in two specific 

areas that will impact the Atlanta region and the TSCID area: 
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 Connected/Autonomous Vehicle Technologies 

 Evolutions in Supply Chain and Logistics Models 

5 Best Practices Influencing Goods Movement in TSCID 

5.1 Practices from Other Freight Cluster Plans 

Based on the review of the three (3) cluster plans, this section presents the main topic areas applicable to the 

TSCID study area and the Atlanta region for the context of this plan. These include:  

 Innovative Zoning Codes for Freight (Gateway85) 

 Integrate Heavy Truck Design into Streets in Mixed-Use Area (Gateway85) 

 Develop Truck Parking and Staging Facilities (Gateway85) 

 Truck Parking Technologies (Spalding County) 

 Freight Signal Priority (Spalding County) 

 Connected/Autonomous Vehicle Technologies (Spalding County & Aerotropolis) 

 Evolutions in Supply Chain and Logistics Models (Aerotropolis) 

5.1.1 Innovative Zoning Codes for Freight (Gateway85 & Spalding) 

As an older industrial area, in one of the highest growing metropolitan areas in the U.S., it reasonable to assume 

that some redevelopment pressure will occur in the TSCID area. This is particularly true given everchanging 

market shifts and limited amounts of industrial land throughout the region.  

Industrial development is an important land use in thriving communities, particularly for creating good jobs 

accessible to workers without college degrees. However, market pressures often threaten to convert formerly 

industrial space to residential, office, or other purposes. The conversion of industrial land to residential and 

institutional purposes not only affects the site where redevelopment occurs, but the surrounding area, fueling 

increases in land value and demand for additional non-industrial development. It can also exacerbate congestion 

and road safety issues by increasing demand on the road network and increasing conflicts between truck traffic 

and pedestrians and cyclists.  
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Figure 3: Example of Redevelopment Potential 
Source: Metro Analytics 

Local governments can use zoning tools and incentive programs to preserve and catalyze industrial infill 

development. Those governments must balance trade-offs between supporting industrial uses and restricting 

other uses that generate economic activity, attract and serve the industrial workforce (restaurants, retail, etc.) 

or meet other municipal development goals (such as affordable housing). For example, in an attempt to 

revitalize legacy manufacturing districts, the city of Indianapolis modified its existing zoning policy to allow for 

easier process for a zoning variance for vacant industrial properties. The revisions focused on incentivizing 

complementary uses to existing manufacturing firms, such as food production and artisan manufacturing. Faced 

with the loss of industrial businesses, New York City enacted new restrictions on hotel and self-storage 

development within its designated 21 industrial business zones (IBZ) and is considering additional restrictions for 

entertainment, office, and other uses in certain critical manufacturing districts. Complementary investments 

include tax incentives, training programs, incubator spaces, and many others. 

The Urban Manufacturing Alliance, a national coalition of organizations and individuals focused on ensuring that 

cities and towns continue to be home to manufacturing facilities. Based on research and work in a number of 

cities, including Boston, Indianapolis, and Nashville, they have developed a suite of best practices for retaining 

maker and manufacturer industries.  

Site-scale interventions can increase the compatibility of industrial development with other neighboring uses. 

For example, placement of green infrastructure can serve as a buffer between neighborhoods and industrial 

activity and provide significant benefits to water quality and flood mitigation. Murphy Warehouses in the Twin 

Cities has been an industry leader in incorporating sustainable design into infill and greenfield industrial 

development. In some infill settings, there may be insufficient space on an individual parcel for community-scale 
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green infrastructure. Some underutilized 

industrial land may be appropriate locations for 

green infrastructure installations funded by a 

combination of local businesses and public 

investment. 

5.1.2 Integrate Heavy Truck Design into 

Streets in Mixed-Use Areas (Gateway85) 

While mixed use development of retail and 

industrial has been approved at Hugh Howell and 

MIB, most of the area consists of single use 

industrial and retail properties. With that said, the 

overall need for freight design consideration is 

high in the area given that most of the 

intersections were constructed to accommodate 

smaller trucks than many on today’s roadways. 

Figure 4: Congestion along North Royal Atlanta Drive 
Source: Metro Analytics 

Integrating industrial development into mixed use areas necessitates safely integrating truck traffic into streets 

with pedestrians, cyclists, transit vehicles, and private cars. Many street design features intended to improve 

pedestrian and bicycle safety, narrow travel lanes, small corner radii, raised median islands, corner bulb-outs, 

and neckdowns can present a barrier to truck travel, particularly turning movements. Trucks also present 

specific dangers to cyclists and pedestrians due to larger blind spots, wider turning radii and frequent stops for 

loading and unloading.  

The City College of New York and New York City Department of Transportation prepared a report on 

incorporating freight considerations into complete streets for the New York State Energy Research and 

Development Authority (NYSERDA). Among the recommendations of this effort were for municipalities to 

identify “design vehicles” (the largest commonly used vehicle) which should be able to navigate without 

encroaching on infrastructure typically used for other modes (bike lanes, street parking, sidewalks, etc.) as well 

as “control vehicles” that may occasionally be 

used and may need to encroach on other 

infrastructure. This report also highlights best 

practices by cities and states around the 

country. For example, both the City of Portland 

and the Florida Department of Transportation 

have published local guidelines for selecting 

design vehicles depending on the freight use of 

a roadway. The Canadian Transport Ministry 

also released a summary report, Safety 

Measures for Cyclists and Pedestrians around 

Heavy Vehicles, in 2018.  

Figure 5: Recessed Stop-Line Diagram 
Source: Center for Neighborhood Technology 
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Additional design interventions in areas with heavy freight traffic can help protect vulnerable road users. 

Leading signal phases, bicycle boxes and in some cases protected or channelized turn phases can mitigate the 

risks in intersections when heavy vehicles are turning and fail to see vulnerable road users that are in their blind 

spots. Increasing the supply of dedicated truck parking and loading facilities as well as enforcement of illegal 

truck parking can reduce danger to cyclists needing to maneuver around vehicles parked in bicycle lanes.  

In some cases, it may be desirable to reduce conflicts between trucks and vulnerable users by directing them to 

separate facilities. Multi-use paths reduce bicycle and pedestrian conflicts with heavy truck movements, and 

municipalities can also redirect bicycle traffic and freight traffic to parallel routes.  

5.1.3 Develop Truck Parking and Staging Facilities (Gateway85) 

Truck parking has been identified by TSCID leadership as an important issue and a focus of this Plan. The 

Gateway85 report highlighted the strategy of developing innovative means to accommodate trucks for short-

term parking for loading and unloading. The section that follows discusses technologies that are applicable to 

long-term parking.  

Lack of adequate truck parking is both a capacity and safety issue at every stage of the supply chain, from 

receiving points to intermodal facilities, and along long-haul routes. A shortage of truck parking leads to drivers 

parking on expressway on-ramps, closed inspection stations or rest areas, retail parking lots or even along local 

streets. These options create safety concerns for truck drivers as well as for motorists who must maneuver 

around the parked vehicles. Sometimes, truck drivers travel out of their way to find parking which puts 

unnecessary pressure on the transportation network and drivers’ hours of service requirements. 

The U.S. Department of Transportation (USDOT) and several stakeholder organizations representing the trucking 

industry, commercial vehicle safety officials, State Departments of Transportation, and the truck stop industry 

established The National Coalition on Truck Parking to address truck parking problems across the nation. This 

body has identified concrete steps that can be taken at all levels of government and by the private sector. 

Among these actions are incorporating overflow truck parking into shipping and distribution centers. By creating 

fenced-in “bullpen” areas outside of the gated area of the distribution center, owners are able to limit liability 

while also addressing issues of drivers waiting to make deliveries. Other companies, such as Unilever, assign 

designated staging and overnight parking spots on-site at distribution facilities.  

Vacant or underutilized sites within industrial districts, particularly those that may have existing brownfield 

issues or other redevelopment challenges, can be great targets for additional truck parking facilities. For 

example, The City of Weed, CA created municipal truck parking for about 30 trucks on two pieces of city owned 

land zoned for industrial use. Moreno Valley, CA allows commercial truck parking on designated roadways in the 

city. Elmira, NY created a municipal truck parking area from an existing industrial-zoned lot adjacent to a carpool 

parking lot, reducing complaints from residents about trucks parking in the community. 
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Figure 6: Weed, CA Industrial Staging Area 
Source: Center for Neighborhood Technology 

Industrial tax districts could be used to fund pooled parking on these sites in areas with heavy concentrations of 

terminals, distribution centers and other industrial sites. This would support the demand for parking off the 

highway system and could reduce parking impacts on local streets. This approach may involve changes to local 

zoning requirements and agreements among industrial users and developers to provide offsite parking that 

meets the staging needs and zoning requirements for groups of industrial properties.  

In addition to increasing the supply of truck parking, efforts can be made to improve the efficiency of goods 

movement and the information available to truck drivers. Signage, real-time information and partnerships with 

other communities along key truck routes can reduce bottlenecks in the truck network and spread out 

responsibility and expense for maintaining truck infrastructure among more parties. 

5.1.4 Truck Parking Technologies (Spalding County) 

The Spalding County freight best practices report cited that currently, few systems exist for commercial drivers 

to access truck parking availability information. Although some private parking facilities offer parking availability 

information through mobile phone applications, these systems rely on cumbersome manual data collection and 

are not widely deployed. In addition, the National Association of Truck Stop Operators maintains a directory of 

private truck stop operators. However, these services do not provide real-time information on truck parking 

availability. 
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ITS-based truck parking systems are in operation in 

Minnesota, Florida, Michigan, and California, among 

others under development. As these systems evolve, 

they continue to strive to provide operational 

information directly to the truck driver, whether in 

response to an incident or congestion ahead on the 

driver’s route; or by allowing the driver to interact with 

the truck parking application to reserve a parking space 

in advance of arriving at the parking lot. These 

technologies will be incredibly useful in TSCID, directly 

providing this information to driver’s in the district 

before they need it may reduce instances where the 

driver violates hours of service (HOS) requirements in 

parking lots along MIB. It may also contribute to improved efficiency since drivers could travel directly to the 

parking facility where spaces are available without having to venture off their routes. As such, the TSCID should 

coordinate with its partners and business community to ensure information regarding nearby available parking 

is available to their logistics carriers.  

5.1.5 Freight Signal Priority (Spalding County) 

The Spalding County plan evaluated freight signal priority, which provides precedence to freight and commercial 

vehicles traveling in a signalized network along a defined corridor. The goal of freight signal priority is to reduce 

stops and delays to increase travel time reliability specifically for freight traffic to improve on-time deliveries, 

enhance intersection safety, and increase overall network efficiency. Freight signal priority could be applied in 

conjunction with other intelligent transportation systems or Integrated Corridor Management (ICM) strategies in 

order to maximize operational benefits for trucks, perhaps near the entrance/exit of major freight generators or 

specialized industrial land uses throughout 

TSCID. 

As part of the Dynamic Mobility Applications 

program, the USDOT is exploring the 

possibilities for smarter traffic signal timing 

using vehicle-to-infrastructure (V2I) 

communications. The Multi-Modal 

Intelligent Traffic Signal Systems (MMITSS) is 

a bundle of applications that allows traffic 

signals to be monitored and adjusted in real-

time to maximize traffic flows or to 

accommodate specific user groups, such as 

Figure 8: Example of Signal Priority Process 
Source: U.S. Department of Transportation. Dynamic Mobility Applications (DMA) 

Program – Multimodal Intelligent Traffic Safety System (MMITSS). 

Figure 7: Minnesota Parking Availability Dynamic Message Sign 
Source: Minnesota DOT 
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freight, transit, emergency vehicles, and pedestrians.1F

2  

A similar application is being explored under the USDOT ITS Joint Program Office’s Applications for the 

Environment: Real-time Information Synthesis program. The Eco-Freight Signal Priority application gives signal 

priority to freight vehicles approaching a signalized intersection, taking into consideration the vehicle’s location, 

speed, type, and weight. Signal priority decisions are based on real-time traffic and emissions data to produce 

the least amount of emissions at signalized intersections. 

Preliminary modeling results showed that freight signal 

priority provides up to 4 percent fuel reduction benefits 

for freight vehicles, which equates to up to $649,000 

annual savings for a fleet of 1,000 city delivery vehicles 

driving 30,000 miles on arterials each year. For a large 

fleet of 80,000 vehicles, this would result in annual savings 

of $51 million.2F

3 

Freight signal priority is an innovative strategy that TSCID 

could consider as part of their long-term version for the 

implementation of corridor management strategies in the 

region, particularly if the I-285, US 78, and MIB corridors 

continue to experience growth of heavy freight traffic. 

Although some technology applications may not be 

immediately implementable in TSCID since it will take time 

for roadside infrastructure and freight vehicles to be 

equipped with V2I communication technology; the applications may offer an incentive for freight shippers as the 

technology will improve overall corridor efficiency. With less delay at intersections, drivers would be better 

equipped to make on-time deliveries, and fuel consumption and emissions due to idling at intersections could be 

reduced.3F

4 

However, as timing at most intersections is already optimized to maximize progression through the intersection, 

while accounting for truck volumes and truck operations characteristics, freight signal priority has limited ability 

to increase capacity due to congested conditions throughout the day. Furthermore, given the emerging nature 

of vehicle-to-infrastructure technology, there are several vendors that serve different clients (including specific 

municipalities and counties). This competitive structure can lead to inconsistencies between jurisdictions with 

regard to needed vehicle equipment and/or require freight carriers to have multiple units of equipment to enact 

 
2 U.S. Department of Transportation. Dynamic Mobility Applications (DMA) Program – Multimodal Intelligent Traffic Safety 
System (MMITSS). Available online at: https://www.its.dot.gov/research_archives/dma/bundle/mmitss_plan.htm 
3 USDOT, Office of the Assistant Secretary for Research and Technology, Combined Modeling of Eco-Signal Operations 
Applications, Applications for the Environment: Real Time information Synthesis (AERIS) Program Summer Webinar Series, 
25 June 2015. Available online at: https://www.its.dot.gov/aeris/pdf/Eco-
Signal_Operations_Combined_Modeling_webinar_final_062414.pdf 
4 USDOT. Integrated Corridor Management and Freight Opportunities. December 2015. 

Figure 9: Sample User Snapshot of Signal Analysis 

Source: USDOT, Office of the Assistant Secretary for Research and 

Technology, Combined Modeling of Eco-Signal Operations Applications, 

Applications for the Environment: Real Time information Synthesis 

(AERIS) Program 

https://www.its.dot.gov/research_archives/dma/bundle/mmitss_plan.htm
https://www.its.dot.gov/aeris/pdf/Eco-Signal_Operations_Combined_Modeling_webinar_final_062414.pdf
https://www.its.dot.gov/aeris/pdf/Eco-Signal_Operations_Combined_Modeling_webinar_final_062414.pdf
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signal preemption across several jurisdictions. In a 20-county region such as the ARC, this could be highly 

problematic to implement at the regional level and/or become costly for local freight providers.  

5.1.6 Camera-Linked Dilemma Zone Signal Technology 

Another ITS application applicable to the TSCID and freight corridors such as Mountain Industrial Boulevard is 

camera-linked signal technology based on real-time detection of vehicles. This technology seeks to improve 

safety and operations using a traffic responsive signal timing, extending the green phase, to reduce the need for 

trucks to brake suddenly at red traffic signals. As vehicles approach a traffic signal and it turns yellow, some 

vehicles continue through the intersection, while others apply their brakes and stop. The decision to stop or not 

is based on the vehicles’ distance from the intersection and the speed it is traveling. A truck traveling at the 

same speed as a car (or other passenger vehicle) needs a longer distance to stop than the car. So, if a car driver 

encounters a yellow traffic signal and 

applies their brakes to stop quickly, a 

truck traveling behind that car may not 

be able to stop as quickly, creating the 

potential for a rear end crash.  This 

camera technology can distinguish cars 

from trucks and can extend the green 

phase if a truck is within a specific 

distance range of the intersection. This 

extension of green means the truck 

does not have to stop, and the 

potential for a rear end crash in that 

situation is reduced. 

An advantage of this technology is that cameras see all vehicles traveling on the road, including all trucks, 

regardless of whether vehicles have any connected vehicle on-board equipment. This technology was 

implemented as a part of the Truck Friendly Lanes project on a segment of SR 6 in Douglas and Cobb Counties. 

 

Figure 10: Example of Camera-Enabled Signal Preemption 
Source: Wavtronix 
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5.1.7 Connected/Autonomous Vehicle Implications (Aerotropolis) 

The Aerotropolis plan 

evaluated connected vehicle 

services, applications, and 

technologies that could be 

utilized to communicate 

information and data between 

freight vehicles and the 

infrastructure surrounding 

them. Vehicle-to-infrastructure 

(V2I) and vehicle-to-vehicle 

(V2V) communications 

technologies (shown in Figure 

11) continue to innovate 

roadway safety and operations 

in Marietta, Georgia is the first 

totally connected, smart traffic 

network city in the United 

States; and has seen impressive results after implementing intersection preemption software throughout the 

city. This V2I technology will notify drivers if they are in a school or work zone and will be given warnings for 

exceeding speed limits through in-vehicle communications so that drivers can adapt to traffic situations and 

safely operate their vehicle. The implications for trucks include the potential for truck traffic signal priority 

applications in instances where freight travel times during off- peak periods would be a main priority.  

V2V communications enable trucks to receive information from other vehicles. These Wi-Fi-based 

communication technologies such as adaptive cruise control, lane departure assist, blind spot detection, forward 

collision warning, and active brake assist have introduced a whole new level of safety to the industry with real-

time advisories and optimized route solutions.  

The Aerotropolis evaluated the applicability of self-driving autonomous trucks and drone deliveries as a best 

practice. Currently, several autonomous technologies are being 

developed or tested throughout the U.S.; but self-driving trucks 

and drone delivery are not anticipated to be widely deployed in 

TSCID in the immediate future. In addition to autonomous trucks 

and drone deliveries, the best practice review did identify a 

variety of small autonomous delivery vehicles and robots that 

may potentially serve first and last mile trips or urban freight 

deliveries in the TSCID sooner.  

These emerging delivery services may be a more impactful 

technology advancement in the short-term that could be 

applicable to TSCID. Autonomous delivery vehicles such as the 

Pizza Hut and the Nuro grocery delivery vehicle, shown in Figure 12, could more sustainably serve deliveries in 

Figure 11: Connected Vehicle Intersection Communications  
Source: U.S. Department of Transportation. Integrated Corridor Management and Freight Opportunities. 

December 2015. 

 

Figure 12: Nuro Grocery Vehicle 

Source: 

https://www.pressroom.ups.com/pressroom/ContentDetailsView

er.page?ConceptType=PressReleases&id=1540482965617-103 

 

https://www.pressroom.ups.com/pressroom/ContentDetailsViewer.page?ConceptType=PressReleases&id=1540482965617-103
https://www.pressroom.ups.com/pressroom/ContentDetailsViewer.page?ConceptType=PressReleases&id=1540482965617-103
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are options within urban areas. In 2016, UPS implemented a 

pilot of a cutting-edge cargo eBike system (illustrated in 

Figure 13 called Truck Trikes) with removable cargo 

containers that are deployed via a specially designed trailer. 

This unique battery-powered design is already in use in 30 

major cities across the world4F

5 and will provide greater 

flexibility to meet varying delivery needs in unconventional 

areas and can travel longer distances than traditional bikes. 

This will reduce congestion in urban areas and preserve curb 

access by reducing truck dwell time, instances of double 

parking and other unintended consequences associated with 

downtown deliveries. 

5.1.8 Evolutions in Supply Chain and Logistics Models (Aerotropolis) 

Today, many truck drivers are not only responsible for delivering goods safely and efficiently to their destination, 

but also for checking store inventory, placing orders, processing invoices, checking customer financial status, 

and informing them of product availability. They also need to access databases in the back office using hand-

held devices, and increasingly; on their in-vehicle dash consoles. In response to all the data management 

demands, fleet managers have started to move towards more advanced and all-inclusive integration platforms 

that enable the sharing of information between drivers, vehicles and more broadly throughout the network. 

The evolution from conventional on-demand economy, to just-in-time economy, to the new e-commerce 

business model is driven by changes in buyer shopping patterns and ultimately, merchant product distribution 

and delivery needs that will generate more trips for parcel delivery trucks. Continued growth in e-commerce 

activities with dynamic fulfillment will require effective last mile delivery through anticipatory logistics and 

consideration of potential environmental conflicts in the urban context.  

The Aerotropolis report suggested that conventional on-demand economy and convenience logistics models, 

along with emerging models like omni-channel commerce; will each have importance in helping the Aerotropolis 

region maintain its existing competitive advantage. The report indicated that while more sophisticated logistics 

management is the trend in the freight industry for the foreseeable future, it is vital to understand the environ-

mental and other impacts future logistics supply chain evolutions could have on the Aerotropolis. These same 

considerations should be understood by decision makers in the TSCID as they too should strive to maintain 

existing infrastructure towards gaining a competitive advantage over other freight intensive regions in Atlanta 

for future developments.  

In 2016, Amazon debuted Amazon Flex as an urban freight delivery concept. 5F

6 Amazon Flex hires drivers as 

independent contractors to deliver packages using their personal vehicles. With Amazon Flex drivers have an 

opportunity to earn $18 to $25 an hour to deliver packages for Amazon.com, Prime Now, and Amazon Fresh 

delivery services. As with on-demand car services such as Uber and Lyft, drivers will be independent contractors 

 
5https://www.pressroom.ups.com/pressroom/ContentDetailsViewer.page?ConceptType=PressReleases&id=154048296561
7-103 
6 https://flex.amazon.com/ 

Figure 13: UPS eBike 
Source: UW News. Sarah McQuate. Urban Freight Lab Will Help 

UPS Evaluate Its New e-Bike Delivery Service in Seattle. 

https://www.washington.edu/news/2018/10/25/ufl-ups-ebikes/ 

https://www.pressroom.ups.com/pressroom/ContentDetailsViewer.page?ConceptType=PressReleases&id=1540482965617-103
https://www.pressroom.ups.com/pressroom/ContentDetailsViewer.page?ConceptType=PressReleases&id=1540482965617-103
https://flex.amazon.com/
https://www.washington.edu/news/2018/10/25/ufl-ups-ebikes/
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who select their own work hours. Drivers use a smart phone application to pick up parcels at a distribution 

center, route their drop-offs, and confirm deliveries.6F

7  

5.2 Additional Issues Specific to TSCID 

5.2.1 Freight Resiliency Planning 

Interruptions to the nation’s transportation system such as hurricanes or bridge collapses are becoming more 

than isolated and rare events, and today can emanate from an increasing array of potential vulnerabilities. 

Furthermore, a growing community of stakeholders are involved in resilience planning, as not only highway 

departments, railroads, ports and transit authorities respond to disruptions, but supply chain managers, 

developers, insurance providers, health care and economic development stakeholders use a growing body of 

information to effectively manage all types of network disruptions.  The resilience performance of all these 

actors plays a role in the ultimate bandwidth, recovery capacity and long-term cost of network interruptions. 

It is helpful to think about resiliency planning using different temporal lenses. Risk reduction and readiness is an 

ongoing effort to plan for eventual disruptions. It includes as assessment of vulnerable infrastructure, including 

an analysis of the probability and magnitude of infrastructure failure; from a freight perspective, knowledge of 

origins, destinations and primary, secondary and tertiary routs, or system redundancy, which can be challenging 

in rural areas; and testing preparedness.  A widely accepted definition for freight transportation system 

resilience is “the ability for the system to absorb the consequences of disruptions, to reduce the impacts of 

between planning and response. Planning for resiliency requires partnering and collaboration between 

transportation agencies and between the public sector and private sector. On the agency side, it begins with the 

transportation long-range planning process. Public sector participants can include local transportation planning 

departments, metropolitan planning organizations, state and federal departments of transportation, port 

authorities and state and local environmental agencies disruptions and maintain freight mobility.” The following 

graphic from FEMA shows the three-part cycle of resiliency over time: risk reduction and readiness prior to 

disaster events; response and relief during immediately following, and recovery in the weeks/months/years that 

follow. The recovery process includes both short-, medium- and long-term periods including an immediate 

return to function, replacement/rebuilding and development.  

With the projected increase in freight traffic throughout the Atlanta region, the role of the MIB/Jimmy Carter 

Boulevard will become a critical link in the region’s freight network. TSCID should leverage their available 

authority, resources and information such that the freight-centric routes in TSCID support more resilient 

communities, industries and economies. Providing additional freight corridors increases the resiliency of the 

freight roadway network by providing flexibility in freight routing through-out the region, enabling the, the 

freight industry to better respond to weather, congestion, bridge collapse, or other disaster events that may 

occur throughout the transportation network. 

 
7 S. Halzak, Washington Post. Amazon Flex: The Retailer’s Uber-Like Effort to Bring You Packages. 
https://www.washingtonpost.com/news/business/wp/2015/09/29/amazon-flex-the-retailers-uber-like-effort-to-bring-you-
packages/ 

https://www.washingtonpost.com/news/business/wp/2015/09/29/amazon-flex-the-retailers-uber-like-effort-to-bring-you-packages/
https://www.washingtonpost.com/news/business/wp/2015/09/29/amazon-flex-the-retailers-uber-like-effort-to-bring-you-packages/
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Transportation resiliency is a growing practice that is expanding the horizon of network resilience planning to 

add freight considerations such as the proximity of supply chain partners, information resources, organizational 

arrangements and infrastructure investments to minimize the costs and wider societal impacts of potential 

disruptions in the future. The process of planning for resilience is a long-term process at the regional scale, 

which requires articulating a regional vision and goals, and then formulating a long-term plan to achieve those 

goals. Implementation is achieved by including resilience as a project evaluation and prioritization criteria, and 

by including resilience as a design consideration in project design and engineering. The following graphic from 

FHWA details planning for resilience. 

Examples of local regulations that can improve safety and efficiency of goods movement include urban design 

standards (e.g., truck turning radius, height clearances), use and zoning (e.g. location of freight facilities, parking 

and loading zones, delivery windows/time of day restrictions), urban truck regulations (e.g. designated truck 

routes, fuel requirements and emission controls, truck size and weight regulations) and idling reductions. These 

types of actions can benefit all stakeholders including those using the infrastructure for freight movements and 

the communities impacted by the supply chain activities.  

Figure 14: Resiliency Cycle 
Source: Federal Emergency Management Agency 
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An example of local, state and private sector collaboration is the establishment of a Heavy Container Corridor to 

aid in the movement of overweight 40’ or larger ocean-going containers on designated streets in and around the 

Port of Los Angeles. The City of Los Angeles, City of Long Beach and State of California, Department of Public 

Works approved a measure that allows permits be granted for overweight container loads in the Port area. The 

permits allow the gross vehicle weight of the truck, chassis, container and contents to be at 95,000 

pounds/43,130 kilograms (with proper equipment). 

 

 

Figure 15: Resilience and Transportation Planning 
Source: FHWA-HEP-17-028 
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5.2.2 Access Management in Freight Corridors 

Employing traditional access management strategies in freight corridors should be done with a careful 

consideration of the trade-offs between improved facility operations and safety, with decreases in access to 

freight dependent businesses. It is true that traditional measures of access management like consolidating 

access points, redesigning intersections, improving driveway geometry and installing median barriers will 

improve operations and safety. However, restricted access to or from freight dependent businesses, that range 

from C-stores to warehouses, can be a significant problem for freight carriers. Without driveways, turnouts and 

median openings on corridors designed for high truck volumes business activity could be constrained and 

increases in operational performance from access management techniques could be negated by increased 

shipper costs from out of direction travel.7F

8 

6 Conclusions and Recommendations 

The freight shippers and carriers in and around the District depend on transportation infrastructure to provide 

crucial first and last-mile access to their businesses. As states, MPOs, and sub-area agencies such as the TSCID 

attempt to address freight within their planning frameworks, they face a new set of issues and opportunities. 

Over the last decade, freight best practices have been increasingly incorporated into planning activities of State 

DOTs and MPOs while freight has also received significant focus from the U.S. Congress, federal transportation 

agencies, national trade and transportation groups, and business and industry leaders. 

Because of this, incorporating freight best practices into existing planning, policy, and programming 

responsibilities of the TSCID is critical to the economic health and well-being of these communities today; and 

far into the future. Unfortunately, most CIDs do not often incorporate freight planning considerations into their 

process and do not have staff or funding resources that are dedicated to freight planning efforts. This highlights 

the need to incorporate freight planning best practices into traditional transportation planning approaches. 

Related to the strategies assessed in this report, the following represents potential actions the TSCID can take 

for their successful integration into the study area:  

 Innovative Zoning – The TSCID should coordinate with the City of Tucker on a regular basis to ensure a 

zoning district that is compatible with changing industrial demands and increases the TSCID potential to 

attract new businesses. This Plan will develop some recommendations with regard to potential zoning 

strategies.  

 Access Management – This Plan will assess potential access management strategies applicable to the 

district; however, any significant changes will require a high level of coordination between the TSCID 

membership and other property/business owners and the district. It will be critical that any access 

management techniques do not create a negative impact to properties with respect to the 

attractiveness and utility for industrial uses.  

 Freight Design – This Plan will identify needed improvements for the TSCID to better facilitate freight 

traffic at both the regional and local level, including intersection improvements to address insufficient 

turn radii for trucks throughout the TSCID area.  

 
8 Freight Corridor and Sub-Area Study Guidelines. URS, July 2009 
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 Freight Resiliency – Given the relatively small size of the area, potential actions by the TSCID to increase 

resiliency from a district perspective is somewhat limited. However, given the role of MIB as a parallel 

reliever to I-285, the TSCID should encourage both the ARC and GDOT to give more consideration to 

freight resiliency in both its policy guidelines and project prioritization.  

 ITS Enhancements – Based on the results of the Plan traffic study, TSCID staff should coordinate with its 

local planning partners - City of Tucker, ARC, DeKalb County and GDOT - to investigate potential ITS 

improvements along the corridor. This would also include tracking the advancement of autonomous and 

connected vehicle technologies to ensure proper infrastructure as needed to keep the TSCID area a 

competitive industrial area.  

 

 


