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BLOOMINGTON TRANSPORTATION COMMISSION
REGULAR MEETING
TUESDAY, AUGUST 21, 2018 4:00 P.M.
COUNCIL CHAMBERS, CITY HALL
109 EAST OLIVE STREET
BLOOMINGTON, ILLINOIS

. CALL TO ORDER
.ROLL CALL
. PUBLIC COMMENT

. MINUTES: Review and approve the minutes of the June 19, 2018 regular meeting of the Bloomington

Transportation Commission.

. REGULAR AGENDA

A. TC-2018-02: Funding Mechanisms for Transportation Projects - Update
B. TC-2018-04: Discussion of City Speed Limits and Residential Neighborhoods
C. Information: June/July Citizen Comments/Complaints Summary

. OLD BUSINESS

A. Any old items brought back by the Commission

. NEW BUSINESS

A. Any new items brought up by the Commission
COMMISSIONER COMMENTS

ADJOURNMENT

For further information contact:

Philip Allyn, City Traffic Engineer

Department of Public Works

Government Center

115 E. Washington Street, Bloomington, IL 61701

Phone: (309) 434-2225 ; Fax: (309) 434-2201; E-mail: traffic@cityblm.org



MINUTES
BLOOMINGTON TRANSPORTATION COMMISSION
REGULAR MEETING
TUESDAY, JUNE 19, 2018 4:00 P.M.
COUNCIL CHAMBERS, CITY HALL
109 EAST OLIVE STREET
BLOOMINGTON, ILLINOIS

MEMBERS PRESENT: Ms. Angela Ballantini, Ms. Jill Blair, Ms. Maureen (Reenie) Bradley, Ms.
Katherine Browne, Mr. Michael Gorman, Ms. Elizabeth Kooba

MEMBERS ABSENT: Ms. Kelly Rumley

OTHERS PRESENT: Mr. George Boyle, City Attorney; Mr. Jim Karch, Director of Public Works; Mr.
Kevin Kothe, City Engineer; Mr. Philip Allyn, City Traffic Engineer; and several members of the public.

1. CALL TO ORDER: Mr. Gorman called the meeting to order at 4:01 pm.
2. ROLL CALL: Mr. Allyn called the roll. With six members in attendance, a quorum was established.

3. PUBLIC COMMENT:
No Public Comments were heard.

4. MINUTES: Reviewed and approved the minutes of the May 15, 2018 regular meeting of the
Bloomington Transportation Commission. Ms. Blair motioned to approve the minutes. Ms. Kooba
seconded the motion. The motion was approved by the Transportation Commission unanimously via
voice vote.

5. REGULAR AGENDA:

A. Information: Proposed Improvements: Front Street between East and Madison
Mr. Allyn mentioned that there was an Open House for the proposed Front Street improvements and
asked for any comments or questions. Mr. Gorman inquired about general feedback received at the Open
House. Mr. Allyn stated that comments received verbally were positive and the project was well received.
There was support for the removal of the signals and the concepts that were presented.

Ms. Blair noted from the packet that of the comments received were around 70% supportive. Were there
any specific concerns from those opposed of which we should be aware? Mr. Allyn indicated that the
most common concern was related to the ability of people to cross Front Street without a button to push to
stop cars. This has been mitigated with the various features that are being incorporated. The all-way stop
at Center Street will allow crossings at that intersection. The raised center medians and the curb bump-
outs at each intersection will mean that pedestrians will only need to cross about 14 feet of pavement with
traffic from one direction at a time. In addition, at Main Street, we are looking at installing pedestrian
crossing signs with a Rectangular Rapid Flashing Beacons (RRFB) controlled by a product called Blinker
Beam. This provides a pushbutton that will activate the RRFB flashing LED’s which will give an active
warning to drivers that there are pedestrians crossing. One thing that we noticed during the test last week
was that most people were stopping when pedestrians were in the crosswalk, which is the law in Illinois.
In extreme cases, there will also still be signalized crossings one block in either direction at East and at
Madison.

Ms. Blair asked if there was outreach done specifically to disability advocate organizations in addition to
the general public. Mr. Allyn indicated that we are still in the process of this. Several comments have



been heard about whether the busses parking with their engines running will keep the visually impaired
from hearing when and where traffic is moving that we’ll be looking into.

Mr. Allyn indicated that this whole project has been moving quickly and we are still working out design
details. For example, the red area in the northwest corner at Center still is an unknown. It may be just
pavement markings or stamped colored concrete, or something in between. The key will be having
something that contrasts with the black asphalt to visually provide the narrowing effect of the bump outs
to calm traffic, while remaining flush to allow southbound right buses to make the turn without hopping
up on the curb. Similarly, the wider crosswalks may be a typical high-visibility marking in thermoplastic
or a more expensive decorative crosswalk with an artistic pattern. As the costs are determined, these
details will be worked out to keep the project within budget.

Mr. Gorman asked about the costs of the RRFB’s. Mr. Allyn indicated that he had not yet received back
the quote for these signs. He has used them before on two previous projects and they are more expensive
than a basic sign due to the Blinker Beam and push buttons; however, they are not crazy expensive and
should be significantly less than $20,000. The crosswalk signs will be installed regardless, but if costs are
excessively high, the buttons and RRFB’s may be dropped or downgraded to a simpler LED outlined
sign. Mr. Gorman mentioned that the only other place he has seen them in town is on College Avenue in
Uptown at maybe Broadway, and the buttons are rarely if ever used. That is a different setup though with
higher traffic speeds and no center median. His main concerns are spending money on something that
won’t be used and whether it will have an impact on cars. Mr. Allyn indicated that a number of comments
that we received during the initial feedback period were from people who either thought that the current
buttons weren’t working or that they took too long when they did work. That was due to the inherent
delay of 8-12 seconds from when the button is pushed to getting a walk signal to allow the opposing walk
signal to change to a flashing don’t walk, then to cycle through a yellow light for the cars, and then finally
a walk signal to cross Front Street. This delay often discouraged the use of the signals by pedestrians.
With the RRFB, they will activate instantly upon the button being pushed, which should increase their
usefulness. In addition, even if they are not used as much, they will still be an option for those who need
them, such as slower walkers.

Mr. Gorman asked if the RRFB’s will communicate with each other. Mr. Allyn indicated that was the
primary advantage of the Blinker Beam system. The Blinker Beam product will allow the RRFB’s on
each side of the street to talk with each other so that when the button on one side of the street is pushed,
the RRFB’s for both directions will flash. At Main Street, there will be two signs facing each direction,
with one on each side of the street (four total) and they will all flash simultaneously once a button is
pushed.

Ms. Bradley asked how far the crossing distance was from the curb to the center islands. Mr. Allyn
indicated that it would be about 14 feet, which is only about 6-7 steps. The center island is about 12 feet
wide, so once a pedestrian crosses one lane, they have a safe area where they can shift their attention to
traffic coming from the opposite direction before making a second short 14-foot crossing. Ms. Bradley
stated that these center islands were the key feature of the improvements that changes the street for the
positive, especially for slow walkers. Do the signs have an audio component? Mr. Allyn indicated that he
wasn’t sure if they had a similar beeping sound with activated like are at some traffic signs but could find
out.

Mr. Allyn mentioned that since the center islands provide an easier crossing, the legs with the islands will
have the major, wider crosswalks were most pedestrians are encouraged to cross. At Main Street, this east
side of the intersection crosswalk aligns with pedestrians exiting the Lincoln Parking Deck and walking
north to downtown locations as well as workers traveling between the Government Center and the Law
and Justice Building. Regular crosswalks will also be provided on the opposite legs of each intersection
(west leg at Main, east leg at Center) for those pedestrians who are comfortable crossing Front Street
without the enhanced accommodations. In addition, one thing that has been noticed is that there is very



little crosswalk and pushbutton usage currently; indicating people are generally comfortable crossing the
street already with the relatively lower traffic volumes and speeds. However, with the planter box
locations, we are attempting to focus them to a more defined point of crossing which helps drivers know
where to expect pedestrians to be. It’s everyone’s responsibility to pay attention when there are two
conflicting modes, whether it’s cars, bikes or pedestrians, but the more expectations are standardized the
easier it is for all.

Mr. Allyn indicated that a vote is not anticipated with this item; the intent is to provide an opportunity for
the Commission to provide feedback on the project. In addition, there is a fair amount of information
provided in the packets on features such as curb bump outs that, while applicable to this particular project,
also pertains to a lot of the sidewalk work that we are continuing to do in the downtown area. Assuming
that there are no red flags with this project and its features, Staff will continue to move in this direction as
a general practice.

Ms. Blair asked if there was a schedule for this work. Mr. Allyn indicated that the anticipated start date
was not known since a number of design details still needed to be worked out and our contractors were
currently working in other locations around the City. This work is going to be completed under the annual
sidewalk program and the resurfacing program. These projects are set up with general locations of work,
but they are bid using pay items. For example, the contractor provides a price for a square foot of
sidewalk and a foot of curb that we can then apply where needed. The next step in our process if to
determine how to fit want we want to construct into those various pay items and the existing budgets so
that we don’t need to pull money away from other projects that are just as needed. There was extensive
sidewalk work already planned for these three blocks, so this new work is just and extension of that work.
For example, with the resurfacing, we will need to upgrade the sidewalk ramps to meet current ADA
requirements, so this proposed work just changes how those ramps are re-done. We anticipate this work
starting in the late summer or early fall.

B. Information: May Citizen Comments/Complaints Summary
Mr. Gorman requested and comments. Ms. Blair mentioned that several items state that signs are schedule
to be installed on or after a particular date an asked if that has been completed. Mr. Allyn indicated that
the typical process for sign work is that the Engineering Department marks the location in the field and
completes a work order for the sign crews. The same is true for specific pavement marking work (cross
walks, etc.). Once the crews receive the work order, they fit it in among their other work as quickly as
they can. If there is something that needs to be completed on a specific day such as traffic signal ahead
warning signs being install on the day that the signals are activated, then it is mentioned in the work order
and scheduled appropriately. The signs on Dunraven have been installed. Mr. Allyn did not believe that
the signs on Westport have been installed.

Ms. Bradley asked about the method of submission for most of the comments/complaints/requests. Mr.
Allyn indicated that most within the last month (maybe 60%?) have come from the online system via the
app or City website. Another maybe 25-30% have come via the Non-Emergency Request Form submitted
by email or direct email comments to traffic@cityblm.org. A handful came via mail or drop-off of the
Non-Emergency Request Form completed by hand. Maybe one or two came via phone call.

C. Information: Misc. Updates and Information: I-AA Drive Resurfacing, City
Transportation Project Funding Overview Discussion

Mr. Allyn indicated that the City would be milling and overlaying I-AA Drive this summer starting
approximately at Bandanas and extending up past Country Companies to Vernon Avenue. The most of
the current street is 30 feet wide from face of curb to face of curb and marked with two 15-foot wide
lanes. There are a number of driveways along this section. We intend to remark it after the overlay with
three lanes at 10-foot wide each with a center turn lane. The City standard is 11-foot lanes, so these will
be a bit narrower. We are gathering existing speed information with the 15-foot lanes and following
construction, we’ll get updated data with the 10-foot lanes. We’ll measure speeds again after a year or



two. This will allow us to have real world local data on how lane width affects travel speeds both in the
near-term right after implementation and long-term after drivers have become accustomed to the change.
We anticipate speeds dropping initially. We are interested to see if that decrease occurs and whether it
holds or creeps back up.

Mr. Gorman asked how the speed data would be gathered. Mr. Allyn indicated that we have on-pavement
devices called Bluestars that measure changes in inductance as large metal objects (cars) pass over them
that are able to provide both count and speed data. They are not quite as exact as radar, but are reliable.
They are commonly used to determine the average daily traffic counts statewide. They look like a small
black piece of rubber flat on the road and are not noticeable to most drivers. We are not using the large
radar “your speed is...” boards that would impact how fast drivers are traveling. The Bluestars are
anonymous and do not have any way to connect a measured speed to a specific vehicle.

Mr. Allyn provided a status update on the funding discussion. As Staff started evaluating how to compile
and present the data to determine needed funding levels for various levels of service, we thought it best to
update a number of the tracking and analysis tools to include pricing from the past several years as well as
the effects of the rejuvenator that we have begun to use more extensively. By having this data updated
with current costs, we can have a more fruitful discussion based on good information which we feel is
worth the additional time. This has been moving forward, but not as quickly as we would like given that it
is construction season which brings competing priorities. Mr. Allyn hoped to be ready for the next part of
the discussion in the next 2-3 weeks, but mentioned that it will still be construction season. Mr. Gorman
confirmed the delay was worthwhile to have good information with the scope and importance of the
discussion to be had.

6. OLD BUSINESS: None
7. NEW BUSINESS: None
8. COMMISSIONER COMMENTS: None

9. ADJOURNMENT: The meeting adjourned at 4:26 pm unanimously by voice vote; motioned by Ms.
Blair and seconded by Ms. Browne.

Respectfully,

Philip Allyn
City Traffic Engineer
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CITY OF BLOOMINGTON
REPORT FOR THE TRANSPORTATION COMMISSION
August 21, 2018
CASE SUBJECT: ORIGINATING FROM:

NUMBER:

TC-2018-02 Funding Mechanlsm.s for Transportation City Council

Projects
REQUEST: Approval of a four cent per gallon increase in Local Motor Fuel Tax
to a total tax of eight cents per gallon.

STAFF RECOMMENDATION: Approval

Staff recommends the Transportation Commission pass the following motion
recommending that:
A. City Council approve the proposed Ordinance amending Bloomington City Code
Chapter 39 to increase the Local Motor Fuel Tax by four (4) cents per gallon to a
total of eight (8) cents per gallon.

1. ATTACHMENTS:
a. Proposed Ordinance
b. Transportation Commission Meeting Minutes from March 20, 2018

2. BACKGROUND AND SUPPLEMENTAL INFORMATION:
Commissioners are encouraged to review the information provided on this topic from the March,
2018 meeting.

Since discussing this item with the Commission in March, 2018, City Staff has been compiling
updated data on the maintenance work completed over the last several years. This will help to
establish a baseline of where we are currently operating to help guide the discussion moving
forward.

Figures 1 and 2 below show the amount of street resurfacing the City has been completing during
the past 20-30 years. The years shown reflect the construction season year rather than the fiscal
year (e.g., 2015 corresponds to work completed during the summer of 2015 even though it was
part of the FY2016 City Budget). The noticeable spike in 2014 is due to a special one-year
increased funded by the issuing of bonds specifically for street and sidewalk work. These bonds
are being repaid over a ten year period. Also of note is the increased use of patching and
pavement preservation during the last 8-10 years. While final numbers are not yet available, this
trend of increased spending on pavement preservation work continues for the 2018 construction
season.

Page A-1



Agenda Item A

Figure 1: Amount Resurfaced per Year
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Since 2010, expenditures have averaged approximately $4.1 million for street resurfacing,
patching and pavement preservation. This follows a 5-year period from 2005 to 2009 that
averaged $1.5 million and a 7-year period from 1998-2004 when funding averaged
approximately $500,000.

Figure 2: Resurfacing Dollars Spent per Year
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Funding for street work historically has been determined annually during the normal budget
process. Since the level of funding was typically not finalized until the spring of each year, there
has been a level of difficulty in planning future maintenance work. However, when the City
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implemented the original $0.04 per gallon Local-MFT in August 2014 (required to be used on
transportation infrastructure projects), and dedicated 0.25 percent of a one percent sales tax
increase in January 2016 for street resurfacing, sidewalks, and infrastructure, a dedicated, annual
funding source was created that provides a relatively consistent and predictable level of funding
into the foreseeable future.

As discussed previously, the use of State MFT funds has not been a part of the annual street
resurfacing program since 2010. The City’s allotted State MFT funds have been utilized for both
construction and engineering on more complex projects such as the recently completed Towanda
and Vernon intersection improvements with traffic signals project, the Linden Street Bridge
Reconstruction, and the upcoming GE Road and Keaton Ave. intersection improvements with
traffic signals project. State MFT funds are also being “banked” to be able to be used for the
20% Local match for the Federally Funded Hamilton Road from Bunn to Commerce and the Fox
Creek Road Bridge projects. The City currently also uses State MFT funds through a
Maintenance Program to pay for a portion of the electricity for our street lights and traffic signals
since very little documentation or inspection is required due to the nature of this item.

Figure 3 and Table 1 below show the changes in the pavement ratings for the street system
between 2014 and 2017.

Figure 3: Pavement Surface Condition Changes
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Table 1: Pavement Surface Rating Changes

Surface 2014 2017
Condition Percent of | Percent of

Rating Description Total Total Change
0
1 Failed 0% 0% 0%
2 Very Poor 0% 0% 0%
3 Poor 9% 8% -1%
4 Fair - 16% 17% 1%
5 Fair + 19% 19% 0%
6 Good - 14% 18% 4%
7 Good + 14% 11% -3%
8 Very Good 10% 10% 0%
9 Excellent 6% 9% 3%
10 New 12% 8% -4%

Average System-wide Rating: 6.2 6.1

City Staff is ultimately seeking a recommendation to Council regarding a potential Local Motor
Fuel Tax increase from the current $0.04 per gallon to $0.08 per gallon, which could result in an
additional $2.3 million annually for street resurfacing. At this time, this data is presented as an
illustration of the current status of the street maintenance funding. The next steps for Staff will
be to begin calculating scenarios showing potential costs to maintain certain ratings for the
streets, identifying ways to provide lower levels of service with current funding, and determine
potential sources of additional funding.

3. STAFF RECOMMENDATION:

Staff recommends the Transportation Commission pass the following motion recommending:
That City Council approve the proposed Ordinance amending Bloomington City Code
Chapter 39 to increase the Local Motor Fuel Tax by four cents per gallon to a total of
eight (8) center per gallon.

Respectfully submitted,

Philip Allyn, PE, PTOE
City Traffic Engineer
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ORDINANCE NO. 2018-

AN ORDINANCE AMENDING BLOOMINGTON CITY CODE CHAPTER 39
TO INCREASE THE LOCAL MOTER FUEL TAX BY FOUR CENTS PER GALLON

BE IT ORDAINED by the Mayor and City Council of the City of Bloomington, Illinois:

SECTION 1. Bloomington City Code Chapter 39, Section 371 (a) shall be amended as follows
(additions are indicated by underlining; deletions are indicated by strikeouts):

CHAPTER 39: TAXATION
ARTICLE XVIII: LOCAL MOTOR FUEL TAX

Section 371 Imposition of Tax

(a) There is levied and imposed upon the purchase of each gallon of motor fuel, or fraction thereof,
sold at retail within the corporate limits of the City, irrespective of the unit of measure in which it is
actually sold, a tax at the rate of foureents{$0-04) eight cents ($0.08) per gallon from and after August
1, 2044-2018.

SECTION 2. Except as provided herein, the Bloomington City Code, 1960, as amended shall remain in
full force and effect.

SECTION 3. In the event that any section, clause, provision, or part of this Ordinance shall be found
and determined to be invalid by a court of competent jurisdiction, all valid parts that are severable from the
invalid parts shall remain in full force and effect.

SECTION 4. The City Clerk is hereby authorized to publish this ordinance in pamphlet form as
provided by law.

SECTION 5. This ordinance shall be effective immediately after the date of its publication as required
by law.

SECTION 6. This ordinance is passed and approved pursuant to the home rule authority granted
Article VII, Section 6 of the 1970 Illinois Constitution.

PASSED this  day of ,2018.

APPROVED this day of ,2018.
APPROVED:
Tari Renner
Mayor

ATTEST:

Cherry Lawson

City Clerk
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MINUTES
BLOOMINGTON TRANSPORTATION COMMISSION
REGULAR MEETING
TUESDAY, MARCH 20, 2018 4:00 P.M.
COUNCIL CHAMBERS, CITY HALL
109 EAST OLIVE STREET
BLOOMINGTON, ILLINOIS

MEMBERS PRESENT: Ms. Angela Ballantini, Ms. Maureen (Reenie) Bradley, Ms. Katherine Browne,
Mr. Michael Gorman, Ms. Kelly Rumley

MEMBERS ABSENT: Ms. Jill Blair, Ms. Elizabeth Kooba

OTHERS PRESENT: Mr. George Boyle, City Attorney; Mr. Jim Karch, Director of Public Works; Mr.
Kevin Kothe, City Engineer; Mr. Philip Allyn, City Traffic Engineer; and several members of the public.

1. CALL TO ORDER: Mr. Gorman called the meeting to order at 4:00 pm.
2. ROLL CALL: Mr. Allyn called the roll. With five members in attendance, a quorum was established.

3. PUBLIC COMMENT:

Mr. Justin Boyd mentioned that he mailed a Transportation and Streets form on January 11" with a
concern on his street. Mr. Boyd submitted an additional form on February 20™ after not receiving a
response. Two weeks later, he received a call from someone after speaking with the Commission Chair
Mr. Gorman and a Councilman but was not sure if that had any influence on the call or not. The person
indicated the request was unlikely, but that it would be reviewed at an internal commission. Mr. Boyd
thought that was this Commission and was looking forward to presenting his case here in public but did
not get that opportunity. Mr. Boyd indicated it has been an additional two weeks and he has still not
received resolution on his request. He had the understanding that all requests would be brought to this
Commission to be openly debated and discussed and was disappointed that was not the case. He
expressed concern that other people’s requests may not be getting addressed.

Mr. Greg Koos indicated that he had reviewed the 5 year budgeting and the current City budget. He
noticed considerable dollars shown to be allocated to projects that do not seem to fit the direction of re-
investing in the central part of the City but were instead legacy projects of earlier phases of planning
intended to meet growth that likely will not occur due to the massive loss of jobs experienced over the
recent years including Mitsubishi, State Farm and others. Specifically of concern are the Hamilton Road
project and the Fox Creek bridge project. These projects may be funded with special funds; he was
reading up on the use of MFT funds and understood the difficulty in determining the best way to use
available funds. He would like to see the limited funds available for transportation related funds used for
transportation projects that are more in line with the current direction and see more creative uses of
available MFT funds such as potentially cut deals with IDOT to fix their roads.

4. MINUTES: Reviewed and approved the minutes of the January 16, 2018 regular meeting of the
Bloomington Transportation Commission. Ms. Browne motioned to approve the minutes. Ms. Ballantini
seconded the motion. The motion was approved by the Transportation Commission unanimously via
voice vote.

5. REGULAR AGENDA
A. TC-2018-02 — City Transportation Project Funding Overview Discussion and Consideration
of a Recommendation to City Council regarding a Proposed Local Motor Fuel Tax Increase.
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Mr. Allyn summarized information from the agenda packet relating to each current funding source
available to the City to transportation project funding: Federal Funds, State Motor Fuel Tax (MFT), Local
MFT, a portion of the Local Sales Tax, Tax Increment Financing (TIF) (occasionally available with
location restrictions), and several other more rare types and miscellaneous grants that all have different
requirements.

Mr. Kothe, City Engineer, indicated when Federal Funds are used, the project cost is typically about 30%
higher than a locally funded project due to additional engineering, more stringent construction
requirements, and detailed environmental reviews. For State MFT, requirements are still very stringent
but not quite to the level of Federal funding. Significant time is spent getting a project approved by the
State as well as additional time spent after construction is finished completing State paperwork to close
out the project. As an example of the additional effort required, Mr. Kothe indicated that a recent
federally funded project resulted in 13 banker’s boxes full of paperwork at closeout. Upon completion,
the State sends out 2-3 auditors who spend a week verifying everything is correct. With the 2008-2009
Staff reductions due to eight early retirements and two layoffs, we have been unable to finish the closeout
of several State MFT projects resulting in the hiring of an outside consultant at a cost of about $90,000.
This amount would have paved three streets, including curb and gutter repairs, in our local resurfacing
program. This illustrates the significant additional cost that comes with these funding types. Mr. Kothe
indicated we try to use the Federal and State MFT fund on projects that require this extra effort due to the
complexity of the project and not on smaller projects. In the past, we have used State MFT funds for the
resurfacing work, but with the increased lead-time due to IDOT reviews and approvals, we would not be
able to bid projects until August, which doesn’t leave enough time to complete the work before winter.
With this work locally funded, we are able to bid in April with work starting in May and completed in the
fall. In addition, we are able to select asphalt mixes that work better in our climate and traffic rather than
using the Statewide approved mixes giving us a longer lasting product. For example, the State mix is
designed to prevent rutting which is a concern on state highways with heavier truck volumes. However, it
is also more brittle and cracks quicker leading to earlier failure. On our local streets, we do not need to
extra hardness since we do not have the truck traffic and can instead focus on reduced cracking.

We have utilized special Federal funding on larger arterial projects such as Hamilton from Bunn to
Commerce and have then used State MFT funds for the match since we had to meet the higher Federal
requirements any way. We also used State MFT funds recently on the Benjamin School Trail, which
allowed it to be funded, but delayed the completion by about a year. We try to be selective with which
projects are funded with Federal or State MFT to be efficient and not create additional work when it is not
needed.

Mr. Allyn discussed a project case study of Fairway Drive and Empire Street. After giving a short
description of the project in which Fairway Drive is being resurfaced and bike lanes are being added, he
indicated that the project is being locally funded as part of the local MFT resurfacing work. However,
because this particular intersection is with a State road, we are still required to go through some of their
processes and requirements. We submitted a traffic study showing our work would not impact their
highway; they approved it, and indicated we just needed to obtain a work permit. When we applied for the
permit, we suddenly were told we also needed to complete a full Intersection Design Study (IDS)
requiring a higher level of design. We fortunately were able to complete this work in-house. This
additional effort has already set the project back in schedule at least 2 months. Had we needed to hire a
consultant to complete the IDS, the project delay would have been at least 4 months. Mr. Allyn discussed
the increased design effort required due to these IDOT requirements. The entire project, which runs from
Robinhood Drive to south of Washington Street is budgeted for $1.4 million. If State MFT funds had
been used instead, IDS’s would have been required at four of the intersections along this stretch. This
would have required hiring a consultant at a cost of $80,000 t0$100,000 just for the IDS work. Full
construction drawings would have been required as well as one or two full time staff members being
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required to be on-site during construction. Construction costs would likely increase to $1.6 million due to
using State-specified materials that would likely have a shorter life. The project would have been delayed
until the summer of 2019 or 2020. Mr. Allyn presented the three sheets of plans required for the locally
funded Washington Street resurfacing compared to the 65 sheets of plans required for the smaller, but
MFT funded Towanda Barnes & Ireland Grove project.

Ms. Ballantini indicated that she previously wrote grants and believed that the additional costs for
Engineering could be included in the grant amount. Is that the case for these projects? Mr. Allyn indicated
that generally, that was the case, but by doing so, you are still increasing the overall cost of the project.
There is a limited amount of money available, so it makes more sense to put the extra effort into projects
that require the extra effort. With the case study example, the project would have increased from $1.4
million to probably $1.8 million just with the inclusion of State MFT. Ms. Ballantini stated though that
the funds are being provided by the State and Federal government from taxes that have already been
received. Citizens have already paid that money in and we are just getting it back. Even though the cost is
higher, and the process is longer, there is no additional increased cost to residents since there is no new
tax. It’s hard to accept a new tax. Mr. Karch indicated that the difference between State MFT funds and
grants, which are applied for and may or may not be received, is that the State MFT funds are constantly
allocated to the City in a set amount regardless. We have a set amount of funding and the goal is to
allocate the types of funds in a way that gets the most work completed. The more that you have to spend
on administrative costs, the less work that you are able to complete. There are not additional MFT funds
that we can request to cover the additional costs. Ms. Ballantini stated she understood the level of
frustration and effort that comes with grant funded work. What is the actual money we currently receive?
Mr. Allyn and Mr. Karch indicated that we get in local funds 0.25% in local sales tax and $0.04/gallon in
local MFT. This amounts to approximately $4.6 million a year that is dedicated to streets and sidewalks.
Prior to the sales tax increase and the local MFT, street and sidewalk work funding came out of the
general fund. The Council would reapportion differing amounts of general funds to various other
priorities each year and there was no dedicated, consistent source of street and sidewalk funding. In order
to maintain the streets, we need to be able to plan 5 years out to be able to be proactive with regard to
properly planning work and knowing what money is available is important. Ms. Ballantini agreed there
needed to be a dedicated source of funding. However, citizens get tired of being taxed over and over again
and not seeing any results. The information provided indicated State MFT could go to resurfacing work.
We need to think outside the box rather than just taxing people. Mr. Karch confirmed that resurfacing is
one thing on which MFT funds can be used. Council has been trying to do more dedicating specific funds
to streets. Elected officials have been hearing a lot about the condition of our streets and we are trying to
offer a solution that helps. The other option is cuts. Programs could be cut, but that has been a challenge.
When Staff reviewed the impact of the implementation of the local MFT, gas prices fluctuated so much
due to other factors that there was no noticeable difference. Another benefit is that a Motor Fuel Tax is
that it is user based. Vehicles cause the damage to the streets, so by taxing the use of the vehicles, you are
putting the cost of the street on the user of the street.

Mr. Gorman mentioned that he knew other local communities take advantage of various grants to help
fund projects in addition to local and state MFT. For example, Champaign and Urbana have a very strong
Safe Routes to School program. We recently did the Benjamin Trail project using a Safe Routes to School
grant. How can we look at other grants more effectively? Mr. Allyn indicated that we try to apply for
these when we can, such as the Benjamin Trail project. One that we are currently applying for is related to
the Hamilton Road from Bunn to Commerce project. Part of the drive for that project is due to the number
of State Farm drivers that are traveling across on Hamilton Road and then taking Rhodes Lanes to
Morrissey. The intersection of Rhodes and Morrissey has been a high crash location. There is also a very
poor railroad crossing on Morrissey just north of Rhodes. In the latest IDOT crash statistics, this location
was named as a 5% accident location. This makes is eligible to apply for Federal Safety funds. The
project is already planned to use part of our annual allotment of Federal Surface Transportation Funds
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(STU), so we are not adding any additional effort. If we are selected for the Safety funds grant, then we
will be able to apply our regularly allotted STU funds elsewhere and we have essentially increased the
amount of our total funds available.

Ms. Ballantini acknowledged the additional effort associated with utilizing Federal funds, but didn’t want
anyone to think that should be a reason not to use them. She reiterated that she thinks there is a big
enough hit already on people and that raising the Local MFT isn’t the answer. There needs to be another
source of money.

Mr. Gorman mentioned that there are projects being funding in Champaign using Safe Routes to School
money where the primary goal isn’t just focused on the schools. A large majority of our City is within
distance of a school. Why aren’t we using Safe Routes grants for projects that are by schools even if the
primary function isn’t school related? Mr. Allyn reiterated that the Safe Routes program is a grant that
needs to be applied for; they aren’t guaranteed funds. It’s important to have a good grant application that
meets the goals of the grant program in order to secure the funds as we are competing against other
communities. Mr. Kothe mentioned there are a number of federal grant programs such as the Safe Routes,
TARP (Truck Access Route Program), Safety funds, etc. We look at the community to see which
programs are applicable and apply for those when the opportunity is available. The Benjamin School Trail
Safe Routes and the Hamilton Road/Rhodes Lane Safety Fund are examples of that. We haven’t done a
lot of them in the past, but we are watching for opportunities. When the high-speed rail work was being
done in town, we lobbied IDOT and obtained funds to upgrade the pedestrian crossing on the north side
of Washington Street. Unfortunately, we were only able to get the crossing at the high-speed rail line and
not the other two tracks, which are sidings. We are still working on those with the railroad to get the
remaining pedestrian crossings done, but it’s taking a lot of time.

Mr. Karch mentioned that we haven’t yet brought up a lot of the issues with the street resurfacing. There
are grants available to do new things or special projects. There aren’t many grants available for
maintenance work. With the funding levels that we are currently at, it will take 66 years to resurface
everything. We have done a lot of work rating streets to be able to provide a professional recommendation
on priorities, but we are not at a good funding level to maintain our infrastructure. We are underpaying for
what we have. That means that we need to find ways to start catching back up. If we can’t, the quality of
the roads will continue to get worse. We are not tied to a particular funding mechanism; we just need
more money for the maintenance of our existing pavements. The Local MFT is one mechanism, but there
are other ways too. We just need a consistent, sustainable funding source for the community so that there
is not the perception that our community is falling apart. People care about curb appeal and having quality
infrastructure. There is flexibility on how that happens. We aren’t just locked in to one method.

Mr. Gorman mentioned that in the packet it says that the Local MFT increase will take the resurfacing
interval from 66 years down to 44 years. He’s not interested in half measures and is looking for long-term
sustainability. If a pavement only lasts 25-30 years, improving it to 44 years isn’t a solution. What we
need to do is look at ways to reduce costs in addition to increased funding. For example, over the past
couple months as the potholes have been developing, three separate residents asked him if we could
switch to gravel roads because they would be safer than pothole-ridden pavement. He doesn’t know that
gravel roads are the answer, but what can be done to reduce the cost? Do we need curb and gutter on
every street? What do we really want out of our streets?

Mr. Karch indicated that thought is not far off. Other communities such as Peoria have gone to tar and
chip roads in order to try to keep up. As a country, we have generally overbuilt roads and it’s hard to
maintain them. Gravel roads probably are not the answer, but tar and chip is not that far from gravel. They
are common on County and Township roads. We see a lot of value in that, but most residents do not.
There is an expectation of what citizens what for the tax dollars that they pay. For example, we tried CRF
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several years ago. It went a long way to keeping a pavement in better condition for a longer period. The
problem was citizens hated it. We received more calls and complaints because it was dusty and oily. They
all wanted regular asphalt. It’s not wrong that we may need to reduce expectations, but it has been
difficult in the past. Mr. Gorman stated it’s the Commission’s goal to help Staff set priorities for the
community. It would be difficult to recommend a tax increase without a corresponding cut in service.
He’s not interested in voting on the tax increase today, but wants to put together a total package of cuts
and increased funding that results in a sustainable model that can be recommended to Council. If
pavement lasts 25-30 years, then we need to be looking for a 25-30 year schedule. Mr. Karch agreed that
we all want a sustainable model where we aren’t always fighting an uphill battle. Staff cares about the
community, takes pride in the City, and wants things to go well.

Ms. Bradley appreciates the need for consistent dedicated funding. She also sees and hears the community
with another tax right on the heels of the solid waste changes. There will be a lot of pushback. She
understands it’s a complicated issue and it’s easier to use local funds, and we understand and appreciate
that but the public isn’t going to dig that deep. She agrees that we need to look outside what we are doing
to try something else. We don’t need to go all the way back to dirt or gravel roads, but we need to look at
more affordable options that can be done with new construction. We also need to maintain what is already
built and maintain the standard of what is already here. That is the puzzling thing. We need to try
something else. Raising the tax will not work because the public does not understand the funding sources.
They also do not realize that our worst roads are the State highways. Mr. Karch mentioned that the City
recently met with State legislators and showed them video of the bad State roads. They understand that
there needs to be a Capital Bill and that there are problems. Ms. Bradley asked if they could help with the
red tape at IDOT. Mr. Karch indicated that they did offer to meet with Secretary Blankenhorn (head of
IDOT statewide) about the relocation of the State Route off of Lee Street specifically. Ms. Bradley asked
if they have any power to help with the funding in general. Mr. Karch did not think so, but did not want to
speak for them. He reiterated that he understood that no one wants new taxes, but that we have to find
some way to get to a sustainable point. Tar and chip is maybe part of that answer. We are also trying to
expand pavement preservation to help stretch the life of a road. There are multiple parts of the answer, but
we cannot get there without expanding funding.

Ms. Browne asked about the revenue charts shown in the packet on page A-5. The decrease shown from
2016 to 2017 is explained due to increased fuel efficiency, etc. Is the projected decrease from 2017 to
2018 due to the same reason? Mr. Karch indicated that we are anticipating the funding level to remain the
same, but it certainly could go down again. Ms. Browne also mentioned that the chart below showing
Local MFT rates for other Illinois communities indicates that with the proposed increase, Bloomington
with have one of the highest rates, almost double most of the other communities. Normal specifically
would be half of the Bloomington rate. Is there any concern that drivers would avoiding Bloomington and
buying gas in Normal? Mr. Karch indicated that when Bloomington instituted the initial 4 cents per
gallon tax, Normal did not have any Local MFT. We tried to evaluate what the impacts of the new 4-cent
change and there wasn’t a noticeable change. There is also a study done by IDOT in the packet that is a
bit older, but it seems to show that there likely would not be much impact. The 4-cent per gallon change is
small compared to the regular fluctuation in price due to other factors that drivers should not see a
difference.

Mr. Gorman proposed tabling this discussion to allow Staff to come back with a range of options from
giant service reductions to higher taxes to fund higher-level roads. Ms. Browne appreciated Staff’s
expertise and ability to provide information and professional recommendations, but a lot of this is going
to hinge on public perception. If we are going to get a sustainable plan, can we get feedback from the
public on what is acceptable and then have Staff evaluate options so that we can present to Council a
recommendation from a list of ideas? If we are basing a decision on public opinion, we need to know
what public opinion actually is. Mr. Allyn suggested having a series of Open Houses would be an option.
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Mr. Gorman indicated that the Commission members also provide public perspective and can talk with
people we know through the community. He’s not sure we would get much good feedback at an open
house.

Mr. Karch brought up that the way the special waste decision was approached was to determine three
options: high fee and no service level change, medium fee and medium service level change, and low fee
and high service level change. 8-cent MFT increase and we have all paved roads, or 4-cent increase and
incorporate some tar and ship, or keep the same fees and we keep doing what we are currently doing. Our
end goal is sustainable infrastructure, but we need to work out at what level it should be sustained. This
higher-level analysis could be done with a smaller amount of data rather than taking lots of time to gather
and analyze lots of data all the while our roads are getting worse and worse.

Ms. Bradley thought it would be good to hear from the public to keep them part of the process and have
some type of PR campaign. There may be some good ideas out there that no one has thought of so far.
This would also keep citizens informed of what is going on so that if a MFT increase is needed, it’s not a
surprise and there is a greater level of understanding. This is a big deal needs to be talked about. Mr.
Gorman agreed that a big delay isn’t good, but in the context of a 30-year fix, a couple month delay is
worthwhile to get to the right answer. Ms. Bradly mentioned it would be good to get feedback on topics
such as types of streets or if a different type of tax would be more palatable and help people see that there
isn’t enough income. Mr. Allyn mentioned that one other possibly that was mentioned in the packet is the
current Use Tax. The City collects a tax on every new vehicle purchased by a City resident. Raising this
tax might be a better option. We have been focusing on the Local MFT, but there are other options out
there. The point of this was not to key in on just the Local MFT rate, but to have a larger discussion about
overall funding.

Ms. Rumley asked about the Next Door ap potentially being a way to share information with people and
get feedback. Mr. Allyn thought it could be useful as the process moves along.

Mr. Karch reminded that a large public outreach does take time. In this case, the streets are a big enough
issue that it is worth it, but keep in mind that it is a lot of effort. Streets matter. Mr. Gorman agreed that
this discussion relates to a potential major change to how we are doing things and that it warrants the
Staff time. Ms. Browne asked for clarification on what the Commissions responsibilities are to connect to
the community. Should we be communicating within our neighborhoods soliciting feedback? Mr.
Gorman thought as long as we are not engaging with other commissioners, gathering ideas from people is
OK. Mr. Boyle confirmed gathering ideas on concepts or proposals are fine. You need to be more careful
with doing specific fact-finding or quasi-judicial evidence gathering and making decisions based solely
on information obtained “on the record”. In this case, soliciting general ideas on the tax proposal and
what is the best way to fund the streets, etc. is fine and part of a commissioner’s function.

Mr. Gorman summarized that Staff should come back in a month or two with some conceptual plans for
what a sustainable model for our streets looks like. The Commission will review and then begin a period
of public interaction followed by voting on a recommendation at the following meeting.

Ms. Rumley motioned to table this discussion for approximately two months for Staff to develop
additional information. The motion was seconded by Ms. Browne. The motion was approved by the
Transportation Commission unanimously via voice vote.

6. OLD BUSINESS: None

7. NEW BUSINESS:
Ms. Rumley requested that an item for Commissioner Comment be added to the Agenda in the future to
allow responses or requests to comments received during public comment.

6
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Ms. Rumley also asked for a monthly report on resident requests that have been received by Staff that
lays out the request and by whom, the neighborhood or street, the Staff decision and what follow-up has
been provided to the resident. If the request was denied, what their appeal was and were they given an
appeal process. Is there an appeal form that can mailed or emailed if the request is denied? If the
Commission disagrees with a decision on a request, they can review it and bump it up to the Council if
needed.

Mr. Allyn reminded everyone of the document in the binders indicating the duties of the Commission and
Staff as outlined in the Ordinance establishing the Commission. The Commission generally deals with
policy level decisions. For example, if a request comes in for a marked crosswalk as a specific
intersection, that is a staff level decision. One of the Commissions duties though is to hear appeals of
Staff decisions that the petitioner does not agree with. In notifying a petitioner of a decision, we do let
them know of the Commission and that they can appeal if they desire. Ms. Rumley asked that if people
are not getting responses in a timely manner, or being told their request is being denied but not why, is
there an official process. She wants to see what all is being done each month in which neighborhoods. She
wants it to be as clear as possible to the public that the Commission is doing what it was put here to do.
When they meet with the Mayor, they were told that the Commission would be hearing all of the requests
by citizens and not just appeals and they are being let down because they are not being responded to in an
open and timely manner. If it is covered in a monthly report, it will be more clear.

Mr. Allyn responded that this was the first he had heard of a meeting with the Mayor and since he wasn’t
at it to be able to address specifically was the Commissioners were told regarding the duties of the
Commission, all we can go off of is the ordinance that was passed by the Council to establish the
Commission. In that ordinance, it clearly states multiple times that the Commission has oversite on
Policy-level decisions, not detailed, specific matters. We have been discussing bringing a sort of summary
of items with a general overview of the types of requests we get to the Commission as an FYI so that the
Commissioners can gain an understanding of what Staff does and the various typical processes. We had
been discussing doing this potentially quarterly rather than monthly. Unfortunately, a one-month
turnaround on a lot of the requests is not realistic. Data usually needs to be collected, whether it’s site
gathered like traffic volumes or travel speeds, or researching past requests and current City Code or
checking the programming at a traffic signal. Often coordination is required with outside agencies such as
IDOT, Connect Transit, McLean County, Ameren/Cornbelt, etc. We typically don’t have the ability to
respond the day a complaint comes in due to either staffing or outside factors like weather preventing us
obtaining traffic counts. Once the data is gathered and analyzed, and code and policies are applied, it
usually has been at least 3-4 weeks. It is our practice that once we receive a complaint/request, we will
call or email the person depending on what contact information they provided so that we can have a
dialogue about what the issue actually is. We try to do this within a week. For example, with the
gentleman who spoke during public comment, when the form submitted in February came across my
desk, I had our part time technician call him the following week when he was back in the office. He
obviously cannot follow-up when he is not working. We have since instituted a new tracking system to
help monitor turnaround times and to make sure that requests come to both him and myself rather than
just being placed on his desk when he will be off for a week.

Ms. Rumley asked how many requests we get in a month. Mr. Allyn indicated it varies quite a bit, but
typically is probably 5-10 a month on average. Ms. Bradley asked if they are typically pothole type
complaints or matters that are more involved. Mr. Allyn indicated the potholes go through Public
Services. Engineering gets complaints such as sight distance reviews at intersections where we need to
visit the site, determine if there are bushes that need trimmed or removed and if so work with Parks to get
them taken care of. We get requests for handicap spots to be painted in front of people homes where we
will go meet with them, verify they have a valid tag, layout the paint lines and sign location, and
coordinate with the sign and paint crews. We get traffic calming requests that require traffic counts and a
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speed study. We contact the Police to see if they are aware of speeding problems. We review accident
data to the level of detail of the individual policy reports to verify that crashes can be reduced. For
example, when reviewing crashes, if two were drunk drivers and one was in an icy condition, they are
removed from the evaluation. If certain traffic volume and speeding thresholds specified in the traffic
calming policy are met, we poll the neighborhood. This all takes time and unfortunately, we don’t have a
full time staff person dedicated just to this type of work. Ms. Rumley asked if requests could be
forwarded to the Commission when they are received. Mr. Boyle expressed some concerns with
forwarding a straight complaint form with personal information in a public body format and suggested
that Staff take some time to work out the details on how the requested information can best be presented
to the Commission.

Ms. Rumley stated she didn’t want people to feel like they had fallen into a black hole. Mr. Allyn
reiterated that it is our policy to reach out to people certainly within a week to verify we understand their
request and at least let them know that we are looking in to it. On requests that take longer to process, we
periodically reach back out to them to let them know that we are still working on their request.

Ms. Ballantini inquired about having a work session, as she is unsure of what the Commission’s role is.
She was under the impression the Commission was to be a go between with the public. It would be good
to have a working relationship where the Commissioners are able to request things. Mr. Allyn indicated
that he is more than willing to meet to discuss any items or questions Commissioners have. Doing so with
the entire group would get more difficult with the Open Meetings Act. Mr. Gorman mentioned that he
emails or talks to Mr. Allyn, Mr. Karch and Mr. Kothe regularly. Commissioners should feel free to reach
out to Staff directly to ask questions. Ms. Ballantini had a good experience with previous Board work
using work sessions to bounce ideas off each other and brainstorm and could get a lot accomplished. Mr.
Karch mentioned that as a Public Commission, we do need to keep minutes and stick to agendas. It would
be good for everyone to review the information from the binder on responsibilities and we can discuss
further at the next meeting. It can be a bit simplistic to say policy-level and operating-level, but that’s
really what it is. Staff provides professional recommendations to Council, but Council can still say “no,
let’s go in a difference direction” and set policy. As a group, for example with speed humps, we can
discuss if we want to be more stringent or more relaxed with the policy and Staff will implement it that
way. Planning Commission is the same way. They hear larger issues, but Staff doesn’t bring every single
detail to them such as whether a site needs 20 parking spots or 21. Mr. Gorman reminded that we are still
a new Commission and are still working out the details on our role and how we function. Planning
Commission has been around a long time and has most of these things worked out.

Ms. Bradley gave the example of the Towanda Barnes project going to Council in a different version than
was heard and recommended by the Transportation Commission. There was no commentary back to the
Commission or an opportunity to re-vote on the change of direction. Mr. Karch indicated that was a fair
criticism and we will strive to do better.

8. ADJOURNMENT: The meeting adjourned at 5:29 pm unanimously by voice vote; motioned by Ms.
Rumley and seconded by Ms. Bradley.

Respectfully,

Philip Allyn
City Traffic Engineer
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CITY OF BLOOMINGTON
REPORT FOR THE TRANSPORTATION COMMISSION
August 21, 2018
CASE SUBJECT: ORIGINATING FROM:
NUMBER:

Discussion of City Speed Limits and Council Men.lber R.equest

TC-2018-04 . . . for Consideration

Residential Neighborhoods .
(Schmidt)
REQUEST: Item submitted for discussion by the Transportation Commission.

Any feedback or comments will be used to develop an updated policy,
proposed ordinance or other definitive statement of action or inaction
(if required) to be brought back at a later meeting for final discussion
and approval.

STAFF RECOMMENDATION: None at this time

Following initial discussion on this topic at the August 2018 Commission Meeting, Staff
will prepare a recommendation concerning proposed changes (or lack thereof), including
updated policies, proposed ordinance(s), or other such documents to be voted on by the
Commission at a subsequent meeting.

1. ATTACHMENTS:

a. Council Member Request for Consideration Form

b. City Code Chapter 29, Article V: Speed Regulations

c. State of Illinois Vehicle Code 625 ILCS 5/11-601 relating to Speed Limits

d. Pages from the MUTCD regarding Speed Regulations

e. World Health Organization (WHO): Facts, Road Safety and Speed

f. FHWA: Effects of Raising and Lowering Speed Limits (abstract and finding)

g. IDOT: Policy on Establishing and Posting Speed Limits on the State Highway
System

h. FHWA: Methods and Practices for Setting Speed Limits: An Informational
Report (abbreviated)

2. BACKGROUND AND SUPPLEMENTAL INFORMATION:
To facilitate a general discussion regarding speed limits and provide a framework of rules and
regulations currently in place, Staff provides the following and attached information.

The Manual on Uniform Traffic Control Devices (MUTCD) contains the following definitions:

a. Speed Limit — the maximum (or minimum) speed applicable to a section of
highway as established by law or regulation

b. Statutory Speed Limit — a speed limit established by legislative action that
typically is applicable for a particular class of highways with specified design,
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functional, jurisdictional and/or location characteristics and that is not necessarily
displayed on Speed Limit signs.

c. Altered Speed Limit — a speed limit, other than a statutory speed limit, that is
based upon an Engineering Study.

d. Posted Speed Limit — a speed limit determined by law or regulation and
displayed on Speed Limit Signs.

e. Speed Zone — a section of highway with a speed limit that is established by law
or regulation, but which might be different from a legislatively specified statutory
speed limit.

Attached is the page from the City of Bloomington Municipal Code relating to the Local
Statutory Speed Limits and determining Altered Speed Limits. For comparison purposes, the
statutory speed limits on urban streets in other Illinois communities similar to the City of
Bloomington are provided below. Most communities reviewed had slower statutory speed limits
for alleys, generally 15 mph.

Bloomington 30 mph
Carbondale 30 mph
Champaign 30 mph
Effingham A speed that is “reasonable and proper” with rates of speed above the

following being considered as prima facie evidence that the travel
speed is not “reasonable and proper” - Business District — 20 mph,
Residence District — 25 mph, Suburban District — 35 mph

Normal 30 mph
Peoria As set by State Traffic Laws (currently 30 mph)
Rockford 30 mph
Springfield 30 mph
Urbana As set by State Traffic Laws (currently 30 mph)

Attached are pages from the State of Illinois Vehicle Code relating to Statutory Speed Limits and
determining Altered Speed Limits and Special Speed Zones (e.g. work zones, school zones).

Attached are pages from the MUTCD relating to setting and posting speed limits. The following
sections are highlighted as especially pertinent to the discussion:

Section 2B.13 Speed Limit Sign (R2-1)
Standard:

01 Speed zones (other than statutory speed limits) shall only be established on the basis of an engineering
study that has been performed in accordance with traffic engineering practices. The engineering study
shall include an analysis of the current speed distribution of free-flowing vehicles.
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05 Speed Limit signs indicating the statutory speed limits shall be installed at entrances to the State and,
where appropriate, at jurisdictional boundaries in urban areas.
Support:

08 In general, the maximum speed limits applicable to rural and urban roads are established:

A. Statutorily — a maximum speed limit applicable to a particular class of road, such as freeways or city
streets, that is established by State law; or
B. As altered speed zones — based on engineering studies.

07 State statutory limits might restrict the maximum speed limit that can be established on a particular road.
notwithstanding what an engineering study might indicate,
Option:

08 If a jurisdiction has a policy of installing Speed Limit signs in accordance with statutory requirements only
on the streets that enter a city, neighborhood, or residential area to indicate the speed limit that is applicable to
the entire city, neighborhood, or residential area unless otherwise posted, a CITYWIDE (R2-5aP),
NEIGHBORHOOD (R2-5bP), or RESIDENTIAL (R2-5¢P) plaque may be mounted above the Speed Limit
sign and an UNLESS OTHERWISE POSTED (R2-5P) plaque may be mounted below the Speed Limit sign
(see Figure 2B-3).

10 States and local agencies should conduct engineering siudies to reevaluaite non-statutory speed limits on
segments of their roadways that have undergone significant changes since the last review, such as the addition
or elimination of parking or driveways, changes in the number of travel lanes, changes in the configuration of
bicvcle lanes, changes in traffic control signal coordination, or significant changes in traffic volumes.

1 No more than three speed limits should be displaved on any one Speed Limit sign or assembly.

12 When a speed limit within a speed zone is posted, it should be within 5 mph of the 85"-percentile speed of
[free-flowing traffic.

13 Speed studies for signalized intersection approaches should be taken outside the influence area of the iraffic

control signal, which is generally considered to be approximately 1/2 mile, to aveid obtaining skewed results for
the 85" -percentile speed.

Option;
16 Other factors that may be considered when establishing or reevaluating speed limits are the following:
Road characteristics, shoulder condition, grade, alignment, and sight distance;
The pace;
Roadside development and environment;
Parking practices and pedestrian activity; and
Reported crash experience for at least a 12-month period.

MoNw

Vehicle Speed has been identified as a key risk factor in road traffic injuries, influencing both the
risk of a road crash as well as the severity of the injuries that result from crashes. The
relationship between speed and injury severity is particularly critical for vulnerable road users
such as pedestrians and cyclists. For example pedestrians have been shown to have a 90% chance
of survival when struck by a car traveling at 30 km/h (approximately 18 mph) or below, but less
than 50% chance of surviving an impact at 45 km/h approximately 28 mph). See attached World
Health Organization (WHO) document entitled Facts, Road Safety and Speed for additional
information.

It’s important to note that there is a distinct difference between vehicle speeds and posted speed
limits. Decreasing vehicle travel speeds should result in safer roadways; however, simply
lowering a posted speed limit should not be expected to result in these same safety benefits if
there isn’t a corresponding decrease in vehicle travel speed. The FHWA completed the attached
study Effects of Raising and Lowering Speed Limits. The study focused on streets and highways
posted between 20 and 55 mph rather than the much more heavily studied 55 and 65/70 mph
posted limited access facilities (interstates). It looked at 100 locations spread over 22 states and
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generally found that lowering posted speed limits by as much as 20 mph or raising them by as
much as 15 mph had little effect on motorist’s speeds. The majority of motorists did not drive 5
mph above the posted speed limits when they were raised 5 mph, nor did they reduce their speed
by 5 or 10 mph when the posted speeds were lowered. Data collected at the study sites indicated
that the majority of speed limits are already posted below the average speed of traffic. Lowering
speed limits further simply increases the violation rate. This illustrates the importance of a multi-
part solution to speeding that includes adequate enforcement and well as engineering controls
such as traffic calming.

Historically, it is the City’s practice to establish altered speed limits based on a speed study’s 851
percentile, or the speed that 85% of vehicles do not exceed. This 85™ percentile speed is then
adjusted to account for factors such as driveways, pedestrian activity, parking adjacent to the
travel lanes and other such criteria to determine the altered speed limit. The use of the 85%
percentile to establish speed limits is a well-known, often recommended, method employed by
agencies such as the Illinois Department of Transportation (IDOT), the Federal Highway
Administration (FHWA) and other municipalities nationwide. However, the 85" percentile
method is a recommendation, not a mandate, and other factors can impact speed limits.
Additionally, State law actually sets “general” speed restrictions that control in the absence of
“altered” speed limits enacted at the local level.

The current version of Policy on Establishing and Posting Speed Limits on the State Highway
System by the Illinois Department of Transportation (IDOT) is attached for reference. This
document provides procedures for conducting an Engineering Study based on the 85 percentile
method. This document is generally used to set Altered Speed Limits in the City.

Finally, an abbreviated version of the Federal Highway Administration (FHWA) Safety Program
report Methods and Practices for Setting Speed Limits: An Informational Report is attached. This
report discusses several methods for determining altered speed limits, one of which is the 85"
percentile method used in Illinois. The full version can be found on the FHWA website. Please
contact the City Traffic Engineer for assistance if needed.

3. STAFF RECOMMENDATION:

Following initial discussion on this topic at the August 2018 Commission Meeting, Staff will
prepare a recommendation concerning proposed changes (or lack thereof), including updated
policies, proposed ordinance(s), or other such documents to be voted on by the Commission at a
subsequent meeting.

Respectfully submitted,

Philip Allyn, PE, PTOE
City Traffic Engineer
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CITY OF BLOOMINGTON
CouNCIL MEMBER REQUEST FOR CONSIDERATION

TO BE COMPLETED BY ALDERMAN
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8/19/2018 City Code | City of Bloomington, lllinois

Article V : Speed Regulations

Section 32 : Speed Regulations.

(@) It shall be illegal for any person to drive a motor vehicle at a speed greater than 30 m.p.h. on any public
street within the City of Bloomington, except as a greater or lesser speed limit may be posted as established by
law or ordinance. (Ordinance No. 1983-85)

(b) It shall be illegal for any person to drive a motor vehicle at a speed greater than 15 m.p.h. in any alley
within the City of Bloomington. (Ordinance No. 1990-97)

(c) On the basis of an engineering or traffic investigation conducted by the Department of Engineering of the
City of Bloomington, it has been determined that on various portions of city streets the speed permitted by
state law is greater or lesser than is reasonable or safe under the conditions found to exist on such streets. The
maximum speed limit on such streets or parts of streets enumerated in Section 156.5 (Schedule XVII) of this
Chapter shall be as therein stated, which speeds declared shall be effective when signs are erected giving
notice thereof. It shall be illegal for any person to drive a motor vehicle in excess of the speed therein stated.
(Ordinance No. 2004-39)

(d) Pursuant to Section 11-605 of the Illinois Vehicle Code, school speed zones within which the maximum
speed is 20 m.p.h. are hereby established in Section 156.6 (Schedule XVIII) of this Chapter. It shall be illegal for
any person to drive a motor vehicle therein at a speed in excess of 20 m.p.h. on school days when children are
present when signs are erected giving notice of such speed zones. (Ordinance No. 1983-85)
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523 VEHICLES

employees of the Department or local authorities, police
officers, contractors and their employees engaged in a high-
way construction contract or work on the highway approved
by the Department or local authority, it is unlawful for any
person to possess such sign, signal, or marker so identified.

P.A. 76-1586, § 11-313, added by P.A. 77-1230, § 1, eff. Aug.
24, 1971. Amended by P.A. 77-2830, Art. 73, § 1, eff. Jan. 1,
1973; P.A. 80-526, § 1, eff. Oct. 1, 1977; P.A. 80-911, § 1,
eff. Oct. 1, 1977; P.A. 80-1364, § 36, eff. Aug. 13, 1978; P.A.
91-512, § 5, eff. Aug. 13, 1999.

Formerly I1l.Rev.Stat.1991, ch. 95 %, 111-313.

ARTICLE VI. SPEED RESTRICTIONS

5/11-601. General speed restrictions
§ 11-601. General speed restrictions.

(a) No vehicle may be driven upon any highway of this
State at a speed which is greater than is reasonable and
proper with regard to traffic conditions and the use of the
highway, or endangers the safety of any person or property.
The fact that the speed of a vehicle does not exceed the
applicable maximum speed limit does not relieve the driver
from the duty to decrease speed when approaching and
crossing an intersection, approaching and going around a
curve, when approaching a hill crest, when traveling upon
any narrow or winding roadway, or when special hazard
exists with respect to pedestrians or other traffic or by
reason of weather or highway conditions. Speed must be
decreased as may be necessary to avoid colliding with any
person or vehicle on or entering the highway in compliance
with legal requirements and the duty of all persons to use
due care.

(b) No person may drive a vehicle upon any highway of
this State at a speed which is greater than the applicable
statutory maximum speed limit established by paragraphs
(c), (d), (e), (f) or (g) of this Section, by Section 11-605 or by
a regulation or ordinance made under this Chapter.

(¢) Unless some other speed restriction is established un-
der this Chapter, the maximum speed limit in an urban
district for all vehicles is:

1. 30 miles per hour; and
2. 15 miles per hour in an alley.

(d) Unless some other speed restriction is established
under this Chapter, the maximum speed limit outside an
urban district for any vehicle is (1) 65 miles per hour (i) for
all highways under the jurisdiction of the Illinois State Toll
Highway Authority, unless some other speed limit is desig-
nated, and (ii) for all or part of highways that are designated
by the Department, have at least 4 lanes of traffic, and have
a separation between the roadways moving in opposite di-
rections and (2) 55 miles per hour for all other highways,
roads, and streets.

(d-1) Unless some other speed restriction is established
under this Chapter, the maximum speed limit outside an
urban district for any vehicle is (1) 70 miles per hour on any
interstate highway as defined by Section 1-133.1 of this
Code; (2) 65 miles per hour for all or part of highways that
are designated by the Department, have at least 4 lanes of
traffic, and have a separation between the roadways moving
in opposite directions; and (3) 55 miles per hour for all other
highways, roads, and streets. The counties of Cook, Du-
Page, Kane, Lake, Madison, McHenry, St. Clair, and Will
may adopt ordinances setting a maximum speed limit on
highways, roads, and streets that is lower than the limits
established by this Section.
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(e) In the counties of Cook, DuPage, Kane, Lake, McHen-
ry, and Will, unless some lesser speed restriction is estab-
lished under this Chapter, the maximum speed limit outside
an urban district for a second division vehicle designed or
used for the carrying of a gross weight of 8,001 pounds or
more (including the weight of the vehicle and maximum load)
is 55 miles per hour.

(e-1) (Blank).

(f) Unless some other speed restriction is established un-
der this Chapter, the maximum speed limit outside an urban
district for a bus is:

1. 65 miles per hour upon any highway which has at
least 4 lanes of traffic and of which the roadways for traffic
moving in opposite directions are separated by a strip of
ground which is not surfaced or suitable for vehicular
traffic, except that the maximum speed limit for a bus on
all highways, roads, or streets not under the jurisdiction of
the Department or the Illinois State Toll Highway Author-
ity is 55 miles per hour;

1.5. 70 miles per hour upon any interstate highway as
defined by Section 1-133.1 of this Code outside the coun-
ties of Cook, DuPage, Kane, Lake, McHenry, and Will;
and

2. 55 miles per hour on any other highway.

(g) (Blank).

P.A. 76-1586, § 11-601, eff. July 1, 1970. Amended by P.A.
7766, § 1, eff. July 1, 1971; P.A. 78-954, § 1, eff. Feb. 25,
1974; P.A. 79-267, § 1, eff. July 14, 1975; P.A. 84-730, § 1,
eff. July 1, 1986; P.A. 89-444, § 5, eff. Jan. 25, 1996; P.A.
89-551, § 5, eff. Jan. 1, 1997; P.A. 96-524, § 5, eff. Jan. 1,
2010; P.A. 97-202, § 5, eff. Jan. 1, 2012; P.A. 98-511, § 5,
eff. Jan. 1, 2014.

Formerly I1l.Rev.Stat.1991, ch. 95 %, 111-601.

5/11-601.5. Driving 26 miles per hour or more in
excess of applicable limit

§ 11-601.5. Driving 26 miles per hour or more in excess
of applicable limit.

(a) A person who drives a vehicle upon any highway of this
State at a speed that is 26 miles per hour or more but less
than 35 miles per hour in excess of the applicable maximum
speed limit established under this Chapter or a local ordi-
nance commits a Class B misdemeanor.

(b) A person who drives a vehicle upon any highway of

this State at a speed that is 35 miles per hour or more in
excess of the applicable maximum speed limit established
under this Chapter or a local ordinance commits a Class A
misdemeanor.
P.A. 76-1586, § 11-601.5, added by P.A. 91469, § 5, eff. Jan.
1, 2000. Amended by P.A. 96-1002, § 5, eff. Jan. 1, 2011;
P.A. 96-1507, § 5, eff. Jan. 27, 2011; P.A. 98-511, § 5, eff.
Jan. 1, 2014.

5/11-602. Alteration of limits by Department

§ 11-602. Alteration of limits by Department. Whenever
the Department determines, upon the basis of an engineering
and traffic investigation concerning any highway for which
the Department has maintenance responsibility, that a maxi-
mum speed limit prescribed in Section 11-601 of this Chapter
is greater or less than is reasonable or safe with respect to
the conditions found to exist at any intersection or other
place on such highway or along any part or zone thereof, the
Department shall determine and declare a reasonable and
safe absolute maximum speed limit applicable to such inter-
section or place, or along such part or zone. However, such
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limit shall conform with the maximum speed limit restrictions
provided for in Section 11-601 of this Code. Where a
highway under the Department’s jurisdiction is contiguous to
school property, the Department may, at the school district’s
request, set a reduced maximum speed limit for student
safety purposes in the portion of the highway that faces the
school property and in the portions of the highway that
extend one-quarter mile in each direction from the opposite
ends of the school property. A limit determined and de-
clared as provided in this Section becomes effective, and
suspends the applicability of the limit prescribed in Section
11-601 of this Chapter, when appropriate signs giving notice
of the limit are erected at such intersection or other place, or
along such part or zone of the highway. Electronic speed-
detecting devices shall not be used within 500 feet beyond
any such sign in the direction of travel; if so used in violation
hereof, evidence obtained thereby shall be inadmissible in
any prosecution for speeding. However, nothing in this
Section prohibits the use of such electronic speed-detecting
devices within 500 feet of a sign within a special school speed
zone indicating such zone, conforming to the requirements of
Section 11-605 of this Act, nor shall evidence obtained there-
by be inadmissible in any prosecution for speeding provided
the use of such device shall apply only to the enforcement of
the speed limit in such special school speed zone.

P.A. 76-1586, § 11-602, eff. July 1, 1970. Amended by P.A.
77-101, § 1, eff. Jan. 1, 1972; P.A. 78-954, § 1, eff. Feb. 5,
1974; P.A. 79-267, § 1, eff. July 14, 1975; P.A. 89444, § 5,
eff. Jan. 25, 1996; P.A. 89-551, § 5, eff. Jan. 1, 1997, P.A.
93-624, § 5, eff. Dec. 19, 2003; P.A. 96-524, § 5, eff. Jan. 1,
2010; P.A. 98-511, § 5, eff. Jan. 1, 2014.

Formerly I1l.Rev.Stat.1991, ch. 95 %, 1 11-602.

5/11-603. Alteration of limits by Toll Highway
Authority

§ 11-603. Alteration of limits by Toll Highway Authority.
Whenever the Illinois State Toll Highway Authority deter-
mines, upon the basis of an engineering and traffic investiga-
tion concerning a toll highway under its jurisdiction, that a
maximum speed limit prescribed in Section 11-601 of this
Chapter is greater or less than is reasonable or safe with
respect to conditions found to exist at any place or along any
part or zone of such highway, the Authority shall determine
and declare by regulation a reasonable and safe absolute
maximum speed limit at such place or along such part or
zone, and the speed limit shall conform with the maximum
speed limit restrictions provided for in Section 11-601 of this
Code. A limit so determined and declared becomes effective,
and suspends the application of the limit prescribed in Sec-
tion 11-601 of this Chapter, when (a) the Department con-
curs in writing with the Authority’s regulation, and (b)
appropriate signs giving notice of the limit are erected at
such place or along such part or zone of the highway.
Electronic speed-detecting devices shall not be used within
500 feet beyond any such sign in the direction of travel; if so
used in violation hereof, evidence obtained thereby shall be
inadmissible in any prosecution for speeding.

P.A. 76-1586, § 11-603, eff. July 1, 1970. Amended by P.A.
77-643, § 1, eff. Aug. 4, 1971; P.A. 78-954, § 1, eff. Feb. 25,
1974; P.A. 79-267, § 1, eff. July 14, 1975; P.A. 89444, § 5,
eff. Jan. 25, 1996; P.A. 98-511, § 5, eff. Jan. 1, 2014.

Formerly T1l.Rev.Stat.1991, ch. 95 %, 1 11-603.

5/11-604. Alteration of limits by local authorities
§ 11-604. Alteration of limits by local authorities.
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(a) Subject to the limitations set forth in this Section, the
county board of a county may establish absolute maximum
speed limits on all county highways, township roads and
district roads as defined in the Illinois Highway Code, except
those under the jurisdiction of the Department or of the
Illinois State Toll Highway Authority, as described in Sec-
tions 11-602 and 11-603 of this Chapter; and any park
district, city, village, or incorporated town may establish
absolute maximum speed limits on all streets which are
within its corporate limits and which are not under the
jurisdiction of the Department or of such Authority, and for
which the county or a highway commissioner of such county
does not have maintenance responsibility.

(b) Whenever any such park district, city, village, or incor-
porated town determines, upon the basis of an engineering or
traffic investigation concerning a highway or street on which
it is authorized by this Section to establish speed limits, that
a maximum speed limit prescribed in Section 11-601 of this
Chapter is greater or less than is reasonable or safe with
respect to the conditions found to exist at any place or along
any part or zone of such highway or street, the local authori-
ty or park district shall determine and declare by ordinance a
reasonable and safe absolute maximum speed limit at such
place or along such part or zone, which:

(1) Decreases the limit within an urban district, but not
to less than 20 miles per hour; or

(2) Increases the limit within an urban district, but not
to more than 55 miles per hour; or

(3) Decreases the limit outside of an urban district, but
not to less than 35 miles per hour, except as otherwise
provided in subparagraph 4 of this paragraph; or

(4) Decreases the limit within a residence district, but
not to less than 25 miles per hour, except as otherwise
provided in subparagraph 1 of this paragraph.

The park district, city, village, or incorporated town may
make such limit applicable at all times or only during certain
specified times. Not more than 6 such alterations shall be
made per mile along a highway or street; and the difference
in limit between adjacent altered speed zones shall not be
more than 10 miles per hour.

A limit so determined and declared by a park district, city,
village, or incorporated town becomes effective, and suspends
the application of the limit prescribed in Section 11-601 of
this Chapter, when appropriate signs giving notice of the
limit are erected at the proper place or along the proper part
or zone of the highway or street. Electronic speed-detecting
devices shall not be used within 500 feet beyond any such
sign in the direction of travel; if so used in violation of this
Section evidence obtained thereby shall be inadmissible in
any prosecution for speeding. However, nothing in this
Section prohibits the use of such electronic speed-detecting
devices within 500 feet of a sign within a special school speed
zone indicating such zone, conforming to the requirements of
Section 11-605 of this Act, nor shall evidence obtained there-
by be inadmissible in any prosecution for speeding provided
the use of such device shall apply only to the enforcement of
the speed limit in such special school speed zone.

(¢) A county engineer or superintendent of highways may
submit to the Department for approval, a county policy for
establishing altered speed zones on township and county
highways based upon engineering and traffic investigations.

(d) Whenever the county board of a county determines
that a maximum speed limit is greater or less than is
reasonable or safe with respect to the conditions found to
exist at any place or along any part or zone of the highway or
road, the county board shall determine and declare by ordi-
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nance a reasonable and safe absolute maximum speed limit at
that place or along that part or zone. However, the maxi-
mum speed limit shall not exceed 55 miles per hour. Upon
receipt of an engineering study for the part or zone of
highway in question from the county engineer, and notwith-
standing any other provision of law, the county board of a
county may determine and declare by ordinance a reduction
in the maximum speed limit at any place or along any part or
zone of a county highway whenever the county board, in its
sole discretion, determines that the reduction in the maxi-
mum speed limit is reasonable and safe. The county board
may post signs designating the new speed limit. The limit
becomes effective, and suspends the application of the limit
prescribed in Section 11-601 of this Chapter, when appropri-
ate signs giving notice of the limit are erected at the proper
place or along the proper part of the zone of the highway.
Electronic speed-detecting devices shall not be used within
500 feet beyond any such sign in the direction of travel; if so
used in violation of this Section, evidence obtained thereby
shall be inadmissible in any prosecution for speeding. How-
ever, nothing in this Section prohibits the use of such elec-
tronic speed-detecting devices within 500 feet of a sign within
a special school speed zone indicating such zone, conforming
to the requirements of Section 11-605 of this Act, nor shall
evidence obtained thereby be inadmissible in any prosecution
for speeding provided the use of such device shall apply only
to the enforcement of the speed limit in such special school
speed zone.

P.A. 76-1586, § 11-604, eff. July 1, 1970. Amended by P.A.
77-50, § 1, eff. Jan. 1, 1972; P.A. 77-101, § 1, eff. Jan. 1,
1972; P.A. 77643, § 1, eff. Aug. 4, 1971; P.A. 772829, § 40,
eff. Dec. 22, 1972; P.A. 78-255, § 61, eff. Oct. 1, 1973; P.A.
78-954, § 1, eff. Feb. 25, 1974; P.A. 78-1297, § 58, eff.
March 4, 1975; P.A. 79-267, § 1, eff. July 14, 1975; P.A. 80—
693, § 1, eff. Oct. 1, 1977, P.A. 81-875, § 1, eff. Jan. 1, 1980;
P.A. 85-547, § 1, eff. Jan. 1, 1988; P.A. 87-217, § 4, eff. Jan.
1, 1992; P.A. 89444, § 5, eff. Jan. 25, 1996; P.A. 95-574,
§ 5, eff. June 1, 2008; P.A. 95-788, § 5, eff. Aug. 7, 2008.
Formerly I1.Rev.Stat.1991, ch. 95 %, 111-604.

P.A. 95-788 incorporated the amendment by P.A. 95-574.

5/11-605. Special speed limit while passing
schools
§ 11-605. Special speed limit while passing schools.

(a) For the purpose of this Section, “school” means the
following entities:

(1) A public or private primary or secondary school.

(2) A primary or secondary school operated by a reli-
gious institution.

(3) A public, private, or religious nursery school.

On a school day when school children are present and so
close thereto that a potential hazard exists because of the
close proximity of the motorized traffic, no person shall drive
a motor vehicle at a speed in excess of 20 miles per hour
while passing a school zone or while traveling on a roadway
on public school property or upon any public thoroughfare
where children pass going to and from school.

For the purpose of this Section a school day shall begin at
seven ante meridian and shall conclude at four post meridian.

This Section shall not be applicable unless appropriate
signs are posted upon streets and highways under their
respective jurisdiction and maintained by the Department,
township, county, park district, city, village or incorporated
town wherein the school zone is located. With regard to the
special speed limit while passing schools, such signs shall

625 ILCS 5/11-605.1

give proper due warning that a school zone is being ap-
proached and shall indicate the school zone and the maxi-
mum speed limit in effect during school days when school
children are present.

(b) (Blank).

(¢) Nothing in this Chapter shall prohibit the use of elec-
tronic speed-detecting devices within 500 feet of signs within
a special school speed zone indicating such zone, as defined in
this Section, nor shall evidence obtained thereby be inadmis-
sible in any prosecution for speeding provided the use of
such device shall apply only to the enforcement of the speed
limit in such special school speed zone.

(d) (Blank).

(e) A first violation of this Section is a petty offense with a
minimum fine of $150. A second or subsequent violation of
this Section is a petty offense with a minimum fine of $300.

(f) When a fine for a violation of subsection (a) is $150 or
greater, the person who violates subsection (a) shall be
charged an additional $50 to be paid to the unit school
district where the violation occurred for school safety pur-
poses. If the violation occurred in a dual school district, $25
of the surcharge shall be paid to the elementary school
district for school safety purposes and $25 of the surcharge
shall be paid to the high school district for school safety
purposes. Notwithstanding any other provision of law, the
entire $50 surcharge shall be paid to the appropriate school
district or districts.

For purposes of this subsection (f), “school safety pur-
poses” includes the costs associated with school zone safety
education, the Safe Routes to School Program under Section
2705-317 of the Department of Transportation Law of the
Civil Administrative Code of Illinois, safety programs within
the School Safety and Educational Improvement Block Grant
Program under Section 2-3.51.5 of the School Code, and the
purchase, installation, and maintenance of caution lights
which are mounted on school speed zone signs.

(g) (Blank).

(h) (Blank).

P.A. 76-1586, § 11-605, eff. July 1, 1970. Amended by P.A.
77-101, § 1, eff. Jan. 1, 1972; P.A. 82-124, § 1, eff. Jan. 1,
1982; P.A. 89-251, § 5, eff. Jan. 1, 1996; P.A. 89-559, § 5,
eff. Jan. 1, 1997; P.A. 91-531, § 5, eff. Jan. 1, 2000; P.A. 92—
242, § 5, eff. Jan. 1, 2002; P.A. 92-619, § 10, eff. Jan. 1, 2003;
P.A. 92-780, § 5, eff. Aug. 6, 2002; P.A. 93-955, § 5, eff.
Aug. 19, 2004; P.A. 96-52, § 5, eff. July 23, 2009.

Formerly I1l.Rev.Stat.1991, ch. 95 %, 111-605.

5/11-605.1. Special limit while traveling through a
highway construction or
maintenance speed zone
§ 11-605.1. Special limit while traveling through a high-

way construction or maintenance speed zone.

(a) A person may not operate a motor vehicle in a con-
struction or maintenance speed zone at a speed in excess of
the posted speed limit when workers are present.

(a-5) A person may not operate a motor vehicle in a
construction or maintenance speed zone at a speed in excess
of the posted speed limit when workers are not present.

(b) Nothing in this Chapter prohibits the use of electronic
speed-detecting devices within 500 feet of signs within a
construction or maintenance speed zone indicating the zone,
as defined in this Section, nor shall evidence obtained by use
of those devices be inadmissible in any prosecution for
speeding, provided the use of the device shall apply only to
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the enforcement of the speed limit in the construction or
maintenance speed zone.

(e) As used in this Section, a “construction or maintenance
speed zone” is an area in which the Department, Toll High-
way Authority, or local agency has posted signage advising
drivers that a construction or maintenance speed zone is
being approached, or in which the Department, Authority, or
local agency has posted a lower speed limit with a highway
construction or maintenance speed zone special speed limit
sign after determining that the preexisting established speed
limit through a highway construction or maintenance project
is greater than is reasonable or safe with respect to the
conditions expected to exist in the construction or mainte-
nance speed zone.

If it is determined that the preexisting established speed
limit is safe with respect to the conditions expected to exist
in the construction or maintenance speed zone, additional
speed limit signs which conform to the requirements of this
subsection (c) shall be posted.

Highway construction or maintenance speed zone special
speed limit signs shall be of a design approved by the
Department. The signs must give proper due warning that a
construction or maintenance speed zone is being approached
and must indicate the maximum speed limit in effect. The
signs also must state the amount of the minimum fine for a
violation.

(d) A first violation of this Section is a petty offense with a
minimum fine of $250. A second or subsequent violation of
this Section is a petty offense with a minimum fine of $750.

(e) If a fine for a violation of this Section is $250 or
greater, the person who violated this Section shall be
charged an additional $125, which shall be deposited into the
Transportation Safety Highway Hire-back Fund in the State
treasury, unless (i) the violation occurred on a highway other
than an interstate highway and (ii) a county police officer
wrote the ticket for the violation, in which case the $125 shall
be deposited into that county’s Transportation Safety High-
way Hire-back Fund. In the case of a second or subsequent
violation of this Section, if the fine is $750 or greater, the
person who violated this Section shall be charged an addi-
tional $250, which shall be deposited into the Transportation
Safety Highway Hire-back Fund in the State treasury, un-
less (i) the violation occurred on a highway other than an
interstate highway and (i) a county police officer wrote the
ticket for the violation, in which case the $250 shall be
deposited into that county’s Transportation Safety Highway
Hire-back Fund.

(e-5) The Department of State Police and the local county
police department have concurrent jurisdiction over any vio-
lation of this Section that occurs on an interstate highway.

(f) The Transportation Safety Highway Hire-back Fund,
which was created by Public Act 92-619, shall continue to be
a special fund in the State treasury. Subject to appropria-
tion by the General Assembly and approval by the Secretary,
the Secretary of Transportation shall use all moneys in the
Transportation Safety Highway Hire-back Fund to hire off-
duty Department of State Police officers to monitor construc-
tion or maintenance zones.

(f-5) Each county shall create a Transportation Safety
Highway Hire-back Fund. The county shall use all moneys
in its Transportation Safety Highway Hire-back Fund to hire
off-duty county police officers to monitor construction or
maintenance zones in that county on highways other than
interstate highways.

(g) For a second or subsequent violation of this Section
within 2 years of the date of the previous violation, the
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Secretary of State shall suspend the driver’s license of the
violator for a period of 90 days. This suspension shall only
be imposed if the current violation of this Section and at least
one prior violation of this Section occurred during a period
when workers were present in the construction or mainte-
nance zone.

P.A. 76-1586, § 11-605.1, added by P.A. 93-955, § 5, eff.
Aug. 19, 2004. Amended by P.A. 94-814, § 5, eff. Jan. 1,
2007; P.A. 97-830, § 5, eff. Jan. 1, 2013; P.A. 98-337, § 5,
eff. Jan. 1, 2014.

5/11-605.2. Delegation of authority to set a special
speed limit while traveling through
highway construction or
maintenance zones

§ 11-605.2. Delegation of authority to set a special speed
limit while traveling through highway construction or mainte-
nance zones.

(a) A local agency may delegate to its superintendent of
highways the authority to set and post a reduced speed limit
for a construction or maintenance zone, as defined in Section
11-605.1, under subsection (c) of that Section.

(b) If a superintendent of highways sets a reduced speed
limit for a construction or maintenance zone in accordance
with this Section, the local agency must maintain a record
that indicates:

(1) the location of the construction or maintenance zone;
(2) the reduced speed limit set and posted for the
construction or maintenance zone; and
(3) the dates during which the reduced speed limit was
in effect.
P.A. 76-1586, § 11-605.2, added by P.A. 93-947, § 90, eff.
Aug. 19, 2004. Amended by P.A. 96-1000, § 575, eff. July 2,
2010.

5/11-605.3. Special traffic protections while
passing parks and recreation
facilities and areas
§ 11-605.3. Special traffic protections while passing parks
and recreation facilities and areas.

(a) As used in this Section:

(1) “Park district” means the following entities:

(A) any park district organized under the Park Dis-
trict Code;

(B) any park district organized under the Chicago

Park District Act; and

(C) any municipality, county, forest district, school
district, township, or other unit of local government that
operates a public recreation department or public recre-
ation facilities that has recreation facilities that are not
on land owned by any park district listed in subpara-

graphs (A) and (B) of this subdivision (a)(1).

(2) “Park zone” means the recreation facilities and areas
on any land owned or operated by a park district that are
used for recreational purposes, including but not limited
to: parks; playgrounds; swimming pools; hiking trails;
bicycle paths; picnic areas; roads and streets; and park-
ing lots.

(3) “Park zone street” means that portion of any street
or intersection under the control of a local unit of govern-
ment, adjacent to a park zone, where the local unit of
government has, by ordinance or resolution, designated
and approved the street or intersection as a park zone
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street. If, before the effective date of this amendatory Act
of the 94th General Assembly, a street already had a
posted speed limit lower than 20 miles per hour, then the
lower limit may be used for that park zone street.

(4) “Safety purposes” means the costs associated with:
park zone safety education; the purchase, installation, and
maintenance of signs, roadway painting, and caution lights
mounted on park zone signs; and any other expense
associated with park zones and park zone streets.

(b) On any day when children are present and within 50
feet of motorized traffic, a person may not drive a motor
vehicle at a speed in excess of 20 miles per hour or any lower
posted speed while traveling on a park zone street that has
been designated for the posted reduced speed.

(¢) On any day when children are present and within 50
feet of motorized traffic, any driver traveling on a park zone
street who fails to come to a complete stop at a stop sign or
red light, including a driver who fails to come to a complete
stop at a red light before turning right onto a park zone
street, is in violation of this Section.

(d) This Section does not apply unless appropriate signs
are posted upon park zone streets maintained by the Depart-
ment or by the unit of local government in which the park
zone is located. With regard to the special speed limit on
park zone streets, the signs must give proper due warning
that a park zone is being approached and must indicate the
maximum speed limit on the park zone street.

(e) A first violation of this Section is a petty offense with a
minimum fine of $250. A second or subsequent violation of
this Section is a petty offense with a minimum fine of $500.

(f) When a fine for a violation of this Section is imposed,
the person who violates this Section shall be charged an
additional $50, to be paid to the park district for safety
purposes.

(g) The Department shall, within 6 months of the effective
date of this amendatory Act of the 94th General Assembly,
design a set of standardized traffic signs for park zones and
park zone streets, including but not limited to: “park zone”,
“park zone speed limit”, and “warning: approaching a park
zone”. The design of these signs shall be made available to
all units of local government or manufacturers at no charge,
except for reproduction and postage.

P.A. 76-1586, § 11-605.3, added by P.A. 94-808, § 5, eff.
May 26, 2006.

The introductory paragraphs of P.A. 94-808 provided:

“WHEREAS, The Illinois General Assembly finds that laws protect-
ing school-age children with legislation limiting speed limits near
schools has successfully protected Illinois children for decades, and a
considerable number of recreational facilities in Illinois often border or
are in close proximity to educational facilities and do not have the
same protections afforded to educational facilities; and

“WHEREAS, The Illinois General Assembly finds that ensuring
Safe Streets near educational and recreational facilities is a goal
requiring the full attention of this General Assembly and the full
cooperation of the federal, State, and local units of government and
their respective executive departments and agencies; therefore [P.A.
94-808 is enacted.]”

ARTICLE IX. RIGHT-OF-WAY

5/11-908. Vehicle approaching or entering a
highway construction or maintenance
area or zone

§ 11-908. Vehicle approaching or entering a highway
construction or maintenance area or zone.

(a) The driver of a vehicle shall yield the right of way to
any authorized vehicle or pedestrian actually engaged in

625 ILCS 5/11-1001

work upon a highway within any highway construction or
maintenance area indicated by official traffic-control devices.

(a-1) Upon entering a construction or maintenance zone
when workers are present, a person who drives a vehicle
shall:

(1) proceeding with due caution, make a lane change
into a lane not adjacent to that of the workers present, if
possible with due regard to safety and traffic conditions, if
on a highway having at least 4 lanes with not less than 2
lanes proceeding in the same direction as the approaching
vehicle; or

(2) proceeding with due caution, reduce the speed of the
vehicle, maintaining a safe speed for road conditions, if
changing lanes would be impossible or unsafe.

(a—2) A person who violates subsection (a-1) of this Sec-
tion commits a business offense punishable by a fine of not
less than $100 and not more than $10,000. It is a factor in
aggravation if the person committed the offense while in
violation of Section 11-501 of this Code.

(a=3) If a violation of subsection (a-1) of this Section
results in damage to the property of another person, in
addition to any other penalty imposed, the person’s driving
privileges shall be suspended for a fixed period of not less
than 90 days and not more than one year.

(a—4) If a violation of subsection (a-1) of this Section
results in injury to another person, in addition to any other
penalty imposed, the person’s driving privileges shall be
suspended for a fixed period of not less than 180 days and
not more than 2 years.

(a=5) If a violation of subsection (a-1) of this Section
results in the death of another person, in addition to any
other penalty imposed, the person’s driving privileges shall
be suspended for 2 years.

(a—6) The Secretary of State shall, upon receiving a record
of a judgment entered against a person under subsection (a—
1) of this Section:

(1) suspend the person’s driving privileges for the man-
datory period; or

(2) extend the period of an existing suspension by the
appropriate mandatory period.

(b) The driver of a vehicle shall yield the right of way to
any authorized vehicle obviously and actually engaged in
work upon a highway whenever the vehicle engaged in
construction or maintenance work displays flashing lights as
provided in Section 12-215 of this Act.

(¢) The driver of a vehicle shall stop if signaled to do so by
a flagger or a traffic control signal and remain in such
position until signaled to proceed. If a driver of a vehicle
fails to stop when signaled to do so by a flagger, the flagger
is authorized to report such offense to the State’s Attorney
or authorized prosecutor. The penalties imposed for a viola-
tion of this subsection (c) shall be in addition to any penalties
imposed for a violation of subsection (a~1).

P.A. 76-1586, § 11-908, added by P.A. 81-312, § 1, eff. Jan.
1, 1980. Amended by P.A. 84-873, § 1, eff. Jan. 1, 1986;
P.A. 86-611, § 1, eff. Sept. 1, 1989; P.A. 92-872, § 5, eff.
June 1, 2003; P.A. 93-705, § 5, eff. July 9, 2004.

Formerly I1l.Rev.Stat.1991, ch. 95 %, 1 11-908.

ARTICLE X. PEDESTRIANS RIGHTS AND DUTIES

5/11-1001. Pedestrian obedience to traffic control
devices and traffic regulations

§ 11-1001. Pedestrian obedience to traffic control devices
and traffic regulations.
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02 Highway agencies may develop and apply criteria for determining the applicability of In-Street Pedestrian
Crossing signs.

Standard:

03 If used, the In-Street Pedestrian Crossing sign shall be placed in the roadway at the crosswalk location
on the center line, on a lane line, or on a median island. The In-Street Pedestrian Crossing sign shall not be
post-mounted on the left-hand or right-hand side of the roadway.

04 If used, the Overhead Pedestrian Crossing sign shall be placed over the roadway at the crosswalk
location.

05 An In-Street or Overhead Pedestrian Crossing sign shall not be placed in advance of the crosswalk
to educate road users about the State law prior to reaching the crosswalk, nor shall it be installed as an
educational display that is not near any crosswalk.

Guidance:

06 If an island (see Chapter 31) is available, the In-Street Pedestrian Crossing sign, if used, should be placed on
the island.
Option:

07 If a Pedestrian Crossing (W11-2) warning sign is used in combination with an In-Street or an Overhead
Pedestrian Crossing sign, the W11-2 sign with a diagonal downward pointing arrow (W16-7P) plaque may be
post-mounted on the right-hand side of the roadway at the crosswalk location.

Standard:

08 The In-Street Pedestrian Crossing sign and the Overhead Pedestrian Crossing sign shall not be used at
signalized locations.

09 The STOP FOR legend shall only be used in States where the State law specifically requires that a
driver must stop for a pedestrian in a crosswalk.

10 The In-Street Pedestrian Crossing sign shall have a black legend (except for the red STOP or YIELD
sign symbols) and border on a white background, surrounded by an outer yellow or fluorescent yellow-green
background area (see Figure 2B-2). The Overhead Pedestrian Crossing sign shall have a black legend and
border on a yellow or fluorescent yellow-green background at the top of the sign and a black legend and
border on a white background at the bottom of the sign (see Figure 2B-2).

11 Unless the In-Street Pedestrian Crossing sign is placed on a physical island, the sign support shall be
designed to bend over and then bounce back to its normal vertical position when struck by a vehicle.
Support:

12 The Provisions of Section 2A.18 concerning mounting height are not applicable for the In-Street Pedestrian
Crossing sign.

Standard:

13 The top of an In-Street Pedestrian Crossing sign shall be a maximum of 4 feet above the pavement
surface. The top of an In-Street Pedestrian Crossing sign placed in an island shall be a maximum of 4 feet
above the island surface.

K Option:
nown
Error The In-Street Pedestrian Crossing sign may be used seasonably to prevent damage in winter because of
plowing operations, and may be removed at night if the pedestrian activity at night is minimal.

15 In-Street Pedestrian Crossing signs, Overhead Pedestrian Crossing signs, and Yield Here To (Stop Here For)

Pedestrians signs may be used together at the same crosswalk.

Section 2B.13 Speed Limit Sign (R2-1)
Standard:

01 Speed zones (other than statutory speed limits) shall only be established on the basis of an engineering
study that has been performed in accordance with traffic engineering practices. The engineering study
shall include an analysis of the current speed distribution of free-flowing vehicles.

02 The Speed Limit (R2-1) sign (see Figure 2B-3) shall display the limit established by law, ordinance,
regulation, or as adopted by the authorized agency based on the engineering study. The speed limits
displayed shall be in multiples of 5 mph.

03 Speed Limit (R2-1) signs, indicating speed limits for which posting is required by law, shall be located
at the points of change from one speed limit to another.

Sect. 2B.12 to 2B.13 Page B-1 3 December 2009
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Figure 2B-3. Speed Limit and Photo Enforcement Signs and Plaques
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04 At the downstream end of the section to which a speed limit applies, a Speed Limit sign showing
the next speed limit shall be installed. Additional Speed Limit signs shall be installed beyond major
intersections and at other locations where it is necessary to remind road users of the speed limit that is
applicable.

05 Speed Limit signs indicating the statutory speed limits shall be installed at entrances to the State and,
where appropriate, at jurisdictional boundaries in urban areas.

Support:

06 In general, the maximum speed limits applicable to rural and urban roads are established:

A. Statutorily — a maximum speed limit applicable to a particular class of road, such as freeways or city
streets, that is established by State law; or
B. As altered speed zones — based on engineering studies.

07 State statutory limits might restrict the maximum speed limit that can be established on a particular road,
notwithstanding what an engineering study might indicate.
Option:

08 If a jurisdiction has a policy of installing Speed Limit signs in accordance with statutory requirements only
on the streets that enter a city, neighborhood, or residential area to indicate the speed limit that is applicable to
the entire city, neighborhood, or residential area unless otherwise posted, a CITYWIDE (R2-5aP),
NEIGHBORHOOD (R2-5bP), or RESIDENTIAL (R2-5cP) plaque may be mounted above the Speed Limit
sign and an UNLESS OTHERWISE POSTED (R2-5P) plaque may be mounted below the Speed Limit sign
(see Figure 2B-3).
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Guidance:

09 A Reduced Speed Limit Ahead (W3-5 or W3-5a) sign (see Section 2C.38) should be used to inform road
users of a reduced speed zone where the speed limit is being reduced by more than 10 mph, or where engineering
Jjudgment indicates the need for advance notice to comply with the posted speed limit ahead.

10 States and local agencies should conduct engineering studies to reevaluate non-statutory speed limits on
segments of their roadways that have undergone significant changes since the last review, such as the addition
or elimination of parking or driveways, changes in the number of travel lanes, changes in the configuration of
bicycle lanes, changes in traffic control signal coordination, or significant changes in traffic volumes.

1 No more than three speed limits should be displayed on any one Speed Limit sign or assembly.

12 When a speed limit within a speed zone is posted, it should be within 5 mph of the 85"-percentile speed of
free-flowing traffic.

13 Speed studies for signalized intersection approaches should be taken outside the influence area of the traffic
control signal, which is generally considered to be approximately 1/2 mile, to avoid obtaining skewed results for
the 85™-percentile speed.

Support:

14 Advance warning signs and other traffic control devices to attract the motorist’s attention to a signalized
intersection are usually more effective than a reduced speed limit zone.

Guidance:

15 An advisory speed plaque (see Section 2C.08) mounted below a warning sign should be used to warn road
users of an advisory speed for a roadway condition. A Speed Limit sign should not be used for this situation.
Option:

16 Other factors that may be considered when establishing or reevaluating speed limits are the following:

Road characteristics, shoulder condition, grade, alignment, and sight distance;

The pace;

Roadside development and environment;

Parking practices and pedestrian activity; and
Reported crash experience for at least a 12-month period.

17 Two types of Speed Limit signs may be used: one to designate passenger car speeds, including any nighttime
information or minimum speed limit that might apply; and the other to show any special speed limits for trucks
and other vehicles.

%{g‘: A changeable message sign that changes the speed limit for traffic and ambient conditions may be installed
" provided that the appropriate speed limit is displayed at the proper times.

Offic. A changeable message sign that displays to approaching drivers the speed at which they are traveling may be

Interp- " installed in conjunction with a Speed Limit sign.

moaw>

Guidance:

20 Ifa changeable message sign displaying approach speeds is installed, the legend YOUR SPEED XX MPH or
such similar legend should be displayed. The color of the changeable message legend should be a yellow legend
on a black background or the reverse of these colors.

Support:

21 Advisory Speed signs and plaques are discussed in Sections 2C.08 and 2C.14. Temporary Traffic Control
Zone Speed signs are discussed in Part 6. The WORK ZONE (G20-5aP) plaque intended for installation above a
Speed Limit sign is discussed in Section 6F.12. School Speed Limit signs are discussed in Section 7B.15.

Section 2B.14 Truck Speed Limit Plaque (R2-2P)
Standard:

01 Where a special speed limit applies to trucks or other vehicles, the legend TRUCKS XX or such similar
legend shall be displayed below the legend Speed Limit XX on the same sign or on a separate R2-2P plaque
(see Figure 2B-3) below the standard legend.

Section 2B.15 Night Speed Limit Plaque (R2-3P)
Standard:

01 Where different speed limits are prescribed for day and night, both limits shall be posted.
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Guidance:

02 A Night Speed Limit (R2-3P) plaque (see Figure 2B-3) should be reversed using a white retroreflectorized
legend and border on a black background.
Option:

03 A Night Speed Limit plaque may be combined with or installed below the standard Speed Limit (R2-1) sign.

Section 2B.16 Minimum Speed Limit Plaque (R2-4P)
Standard:

01 A Minimum Speed Limit (R2-4P) plaque (see Figure 2B-3) shall be displayed only in combination with
a Speed Limit sign.

Option:

02 Where engineering judgment determines that slow speeds on a highway might impede the normal and
reasonable movement of traffic, the Minimum Speed Limit plaque may be installed below a Speed Limit (R2-1)
sign to indicate the minimum legal speed. If desired, the Speed Limit sign and the Minimum Speed Limit plaque
may be combined on the R2-4a sign (see Figure 2B-3).

Section 2B.17 Higher Fines Signs and Plaque (R2-6P, R2-10, and R2-11)
Standard:

01 If increased fines are imposed for traffic violations within a designated zone of a roadway, a
BEGIN HIGHER FINES ZONE (R2-10) sign (see Figure 2B-3) or a FINES HIGHER (R2-6P) plaque
(see Figure 2B-3) shall be used to provide notice to road users. If used, the FINES HIGHER plaque shall be
mounted below an applicable regulatory or warning sign in a temporary traffic control zone, a school zone,
or other applicable designated zone.

02 If an R2-10 sign or an R2-6P plaque is posted to provide notice of increased fines for traffic violations,
an END HIGHER FINES ZONE (R2-11) sign (see Figure 2B-3) shall be installed at the downstream end of
the zone to provide notice to road users of the termination of the increased fines zone.

Guidance:

03 If used, the BEGIN HIGHER FINES ZONE sign or FINES HIGHER plaque should be located at the
beginning of the temporary traffic control zone, school zone, or other applicable designated zone and just beyond
any interchanges, major intersections, or other major traffic generators.

Standard:
04 The Higher Fines signs and plaque shall have a black legend and border on a white rectangular

background. All supplemental plaques mounted below the Higher Fines signs and plaque shall have a black
legend and border on a white rectangular background.

Guidance:

05 Agencies should limit the use of the Higher Fines signs and plaque to locations where work is actually
underway, or to locations where the roadway, shoulder, or other conditions, including the presence of a school
zone and/or a reduced school speed limit zone, require a speed reduction or extra caution on the part of the
road user.

Option:

06 Alternate legends such as BEGIN (or END) DOUBLE FINES ZONE may also be used for the R2-10 and
R2-11 signs.

07 The legend FINES HIGHER on the R2-6P plaque may be replaced by FINES DOUBLE (R2-6aP),
$XX FINE (R2-6bP), or another legend appropriate to the specific regulation (see Figure 2B-3).

08 The following may be mounted below an R2-10 sign or R2-6P plaque:

A. A supplemental plaque specifying the times that the higher fines are in effect (similar to the S4-1P plaque
shown in Figure 7B-1), or
B. A supplemental plaque WHEN CHILDREN (WORKERS) ARE PRESENT, or
C. A supplemental plaque WHEN FLASHING (similar to the S4-4P plaque shown in Figure 7B-1) if used in
conjunction with a yellow flashing beacon.
Support:
09 Section 6F.12 contains information regarding other signs and plaques associated with increased fines for

traffic violations in temporary traffic control zones. Section 7B.10 contains information regarding other signs and
plaques associated with increased fines for traffic violations in designated school zones.
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Speed has been identified as a key risk factor in
road traffic injuries, influencing both the risk of
a road crash as well as the severity of the inju-
ries that result from crashes.

Excess speed is defined as exceeding the speed
limit. Inappropriate speed is defined as driving
at a speed unsuitable for the prevailing road
and traffic conditions. Excess and inappropriate
speed are responsible for a high proportion of
the mortality and morbidity that result from
road crashes. In high-income countries, speed
contributes to about 30% of deaths on the
road, while in some low-income and middle-
income countries, speed is estimated to be the
main contributory factor in about half of all
road crashes.

Controlling vehicle speed can prevent crashes
happening and can reduce the impact when
they do occur, lessening the severity of injuries
sustained by the victims.

HOW DOES SPEED AFFECT
TRAFFIC COLLISIONS AND INJURY?

— The higher the speed of a vehicle, the shor-
ter the time a driver has to stop and avoid a
crash. A car travelling at 50 km/h will typical-
ly require 13 metres in which to stop, while a
car travelling at 40 km/h will stop in less than
8.5 metres.

— An increase in average speed of 1 km/h typi-
cally results in a 3% higher risk of a crash
involving injury, with a 4-5% increase for
crashes that result in fatalities.

— Speed also contributes to the severity of the
impact when a collision does occur. For car
occupants in a crash with an impact speed of
80 km/h, the likelihood of death is 20 times
what it would have been at an impact speed
of 30 km/h.
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ROAD SAFETY
IS NO ACCIDENT

— The relationship between speed and injury
severity is particularly critical for vulnerable
road users such as pedestrians and cyclists.
For example, pedestrians have been shown
to have a 90% chance of survival when struck
by a car travelling at 30 km/h or below, but
less than 50% chance of surviving an impact
at 45 km/h. Pedestrians have almost no
chance of surviving an impact at 80 km/hr.

Pedestrian fatality risk as a function of the impact
speed of a car
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Source: Pasanen E, 1991.

WHAT FACTORS AFFECT SPEED?

Drivers’ speed choice is influenced by a number
of factors that can be considered as:

— driver-related factors (age, gender, alcohol
level, number of people in the vehicle);

— those relating to the road and the vehicle
(road layout, surface quality, vehicle power,
maximum speed);

— traffic- and environment-related (traffic den-
sity and composition, prevailing speed, wea-
ther conditions).



WHAT CAN BE DONE TO MANAGE
THE ADVERSE EFFECTS OF SPEED?

A number of interventions have been identified
to be effective in the management and control
of vehicle speed:

— Setting and enforcing speed limits are two of
the most effective measures in reducing road
traffic injuries.

— Studies suggest that a 1 km/h decrease in
travelling speed would lead to a 2-3% reduc-
tion in road crashes.

— Experience in many countries has shown that
the introduction of speed limits will only
have a short lived effect on reducing speeds
unless accompanied by sustained, visible
enforcement of these limits.

— Speed cameras are a highly cost-effective
means of reducing road crashes.

— In some countries, speed limits are posted
that vary according to weather, traffic con-
ditions, and time of day. This ensures that
speed limits are responsive to local conditions
and traffic circumstances, and are therefore
more likely to be kept.

— Speed levels can also be affected by deve-
loping a safer infrastructure. This can involve
modifying the road environment to reduce
traffic flow and vehicle speed, thereby pro-
viding protection from crashes and reducing
injury rates. Such measures include segre-
gating high- and low-speed road users, or
discouraging vehicles from entering certain
areas.

— Traffic-calming measures have been widely
used to reduce crash frequency in many high-
income countries. These include the instal-
lation of physical speed-reducing measures,
such as roundabouts, vertical changes in the
road (for example speed humps), horizontal
changes in the road (such as road narrowings
or rumble strips). Proven traffic-calming

measures can be particularly useful where
enforcement of speed control laws may be
ineffective.

— The transition from high-speed to low-
speed roads can create areas of high risk for
crashes — for example, where vehicles exit
motorways. Design features can be used to
mark transition zones on busy roads approa-
ching towns and villages that can influence
drivers’ speed. Slower-speed zones and roun-
dabouts are examples of features that are
useful in reducing the speed of vehicles.

— Appropriate speed can be imposed on traffic
through design features that limit the speed
of the vehicle itself. Legislation can be used
to encourage the use of such features. This
is already being done in many countries with
heavy goods vehicles and coaches, and is
estimated to contribute to a 2% reduction in
the number of injury crashes. Corresponding
action is needed for cars and other light
vehicles.

WHO recommends that member countries set and enforce speed

limits appropriate to the function of specific roads.

This information is taken from the World report on road traffic injury prevention. To download the report, or for more
information on road safety, please:visit http://www.who.int/violence_injury_prevention or e-mail: traffic@who.int

© World Health Organization 2004. All rights reserved.
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Effects of Raising and Lowering Speed Limits

(Part of the Reasonable Drivers Unanimous site)

Full Text

Plain Text Version

Final Report
(Abstract and Finding)
Report No. FHWA-RD-92-084 October 1992
U.S. Department of Transportation Research, Development, and Technology
Federal Highway Administration Turner-Fairbank Highway Research Center

6300 Georgetown Pike
McLean, Virginia 22101-2296

The objectives of this research was to determine the effects of raising and lowering posted speed limits on driver behavior
and accidents for non-limited access rural and urban highways. Speed and accident data were collected in 22 States at 100
sites before and after speed limits were altered. Before and after data were also collected simultaneously at comparison sites
where speed limits were not changed to control for the time trends. Repeated measurements were made at 14 sites to examine
short - and long-term effects of speed limit changes.

The results of the study indicated that lowering posted speed limits by as much as 20 mi/h (32 km/h), or raising speed limits
by as much as 15 mi/h (24 km/h) had little effect on motorist' speed. The majority of motorist did not drive 5 mi/h (8 km/h)
above the posted speed limits when speed limits were raised, nor did they reduce their speed by 5 or 10 mi/h (8 or 16 km/h)
when speed limits are lowered. Data collected at the study sites indicated that the majority of speed limits are posed below
the average speed of traffic. Lowering speed limits below the 50th percentile does not reduce accidents, but does significantly
increase driver violations of the speed limit. Conversely, raising the posted speed limits did not increase speeds or accidents.

Introduction

This study was conducted to examine driver behavior and accident effects of raising and lowering posted speed limits on
nonlimited access rural and urban highways. While much research in recent years has focused on the effects of the 55 and 65
mi/h (89 and 105 km/h) speed limits on limited access facilities, the major emphasis of this research is on streets and
highways that were posted between 20 and 55 mi/h (32 and 89 km/h)

A maximum speed limit is posted or set by statute on a highway to inform motorists of the highest speed considered to be
safe and reasonable under favorable road, traffic, and weather conditions.

A review of early vehicles speed legislation in the United States suggests that regulations were established to improve public
safety. The rational for government regulation of speed is based on the fact that unreasonable speed may cause damage and
injury. Speed laws also provide a basis for punishing the unreasonable behavior of an individual driver.

Every State has a basic speed statute requiring drivers to operate their vehicles at a speed that is reasonable and prudent under
existing conditions. This law recognizes that the maximum safe speed varies due to traffic, roadway, weather, light and other
conditions, and places the responsibility of selecting a safe and reasonable speed on the driver.

The majority of motorists select a speed to reach their destination in the shortest time possible and to avoid endangering
themselves, others, and their property. In selecting their speed, motorist consider roadway, traffic, weather, and other
conditions. The collective judgment of the majority of motorists represents the level of reasonable travel and acceptable risk.
Prior research has shown that the upper region of acceptable risk is in the vicinity of the 85th percentile speed.

Most traffic engineers believe that speed limits should be posted to reflect the maximum speed considered to be safe and
reasonable by the majority of drivers using the roadway under favorable conditions. Procedures used to set speed limits have
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evolved through years of experience and research. Most States and localities set safe and reasonable maximum speed limits
based on the results of an engineering and traffic investigation. While all States and most jurisdictions use the 85th percentile
speed as a major factor n selecting the appropriate speed limit for a given street or highway, other factors such as roadside
development, accident experience, and design speed are often subjectively considered.

The lack of consensus on how to establish safe and reasonable speed limits has led to nonuniform limits. While newspapers
and scientific articles dating to the early 1900's discuss the problem and need for uniform limits, engineers such as Bearwald,
in 1964, criticized traffic engineers for using nonuniform limits in both rural and urban areas and called for the establishment
of speed zones of a factual and scientific basis as opposed to opinion and political expediency. Bearwald's suggestion
apparently received little attention. For example, Harkey recently examined speed limits in rural and urban areas in four
States and found that speed limits were set from 6 to 14 mi/h (10 to 23 km.h) below the 85th percentile speed.

One primary reason for setting speed limits lower than speed considered safe and reasonable by the majority of motorists is
based on the belief that lower speed limits reduced seeds and accidents. Also it has been frequently suggested that most
motorists drive 5 to 10 mi/h (8 to 16 km/h) over the posted speed limit, so lower limits should be established to account for
this condition.

Conversely, it is believed that raising the speed limit increases speeds and accidents. For example, following a severe
accident, one of the most frequent requests made to highway jurisdictions is to lower the speed limit. These requests are
founded on public knowledge that accident severity increases with increasing vehicle speed because in a collision, the
amount of kinetic energy dissipated is proportional to the square of the velocity. Simply stated, when a vehicle is involved in
a crash the higher the vehicle speed, the greater the chance of being seriously injured or killed. However, as noted by a
number of researchers, the potential for being involved in an accident is highest when traveling at speed much lower or much
higher than the majority of motorists.

Arbitrary, unrealistic and nonuniform speed limits have created a socially acceptable disregard for speed limits. Unrealistic
limits increase accident risks for persons who attempt to comply with limit by driving slower or faster than the majority of
road users, Unreasonably low limits significantly decrease driver compliance and give road users such as person not familiar
with the road and pedestrians, a false indication of actual traffic speeds.

Unrealistically high speed limits increase accident risk for drivers who are inexperienced or who disregard the basic speed
law. Unrealistic limits also place enforcement officials and judges in the position of subjectively selecting and punishing
violators. This practice can result in punishing average drivers, as well as high-risk violators.

For years, traffic engineering texts have supported the conclusion that motorists ignore unreasonable speed limits. Both
formal research and informal operational observations conducted for many years indicate that there is very little change in the
mean or 85th percentile speed as the result of raising or lowering the posted limit. Very few accident studies have been
conducted to determine the safety effects or altering posted speed limits.

Highway administrators, enforcement officials, the judiciary system, and the public need factual information concerning the
effects of speed limits to address pertinent issues. For example, do lower posted speed limits reduce vehicle speeds and
accidents? If the speed limit is raised, will speeds and accidents increase? Do most motorists driver 5 to 10 mi/h (8 to 16
km/h) above the posted speed limit. What are the effects or lowering and raising speed limits on driver compliance? Answers
to these questions and related issues are addressed in this report.

Summary of Findings

The pertinent findings of this study, conducted to examine the effects of lowing and raising posted speed limits on nonlimited
access rural and urban highways, are listed below:

e Based on the free-flow speed data collected for a 24-h period at the experimental and comparison sites in 22 States,
posted speed limits were set, on the average, at the 45th percentile speed or below the average speed of traffic

e Speed limits were posted, on average, between 5 and 16 mi/h (8 and 26 km/h) below the 85th percentile speed.

e Lowering speed limits by 5, 10, 15, or 20 mi/h (8, 16, 24, or 26 km/h) at the study sites had a minor effect on vehicle
speeds. Posting lower speed limits does not decrease motorist's speeds.
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e Raising speed limits by 5, 10, or 15 mi/h (8, 16, or 25 km/h) at the rural and urban sites had a minor effect on vehicle
speeds. In other words, an increase in the posted speed limit did not create a corresponding increase in vehicle speeds.

e The average change in any of the percentile speeds at the experimental sites was less than 1.5 mi/h (2.4 m/h),
regardless of whether the speed limit was raised or lowered.

e Where speed limits were lowered, an examination of speed distribution indicated the slowest drivers (1st percentile)
increased their speed approximately 1 mi/h (1/6 km/h). There were no changes on the high-speed drivers (99th
percentile)

o At sites where speed limits were raised, there was an increase of less than 1.5 mi/h (2.4 km/h) for drivers traveling at
and below the 75th percentile speed. When the posted limits were raised by 10 and 15 mi/h (16 and 24 km/h), there
was a small decrease in the 99th percentile speed.

e Raising speed limits in the region of the 85th percentile speed has an extremely beneficial effect on drivers complying
with the posted speed limits.

e Lowering speed limits in the 33rd percentile speed (the average percentile that speed were posted in this study)
provides a noncompliance rate of approximately 67 percent.

o After speed limits were altered at the experimental sites, less than one-half of the drivers complied with the new posed
limits.

¢ Only minor changes in vehicles following as headways less than 2s were found at the experimental sites.

e Accidents at the 58 experimental sites where speed limits were lowered increased by 5.4 percent. The level of
confidence of this estimate is 44 percent. The 95 percent confidence limits for this estimate ranges from a reduction in
accidents of 11 percent to an increase of 26 percent.

e Accidents at the 41 experimental sites where speed limits were raised decreased by 6.7 percent. The level of confidence
of this estimate in 59 percent. The 95 percent confidence limits for this estimate ranges from a reduction in accidents of
21 percent to an increase of 10 percent.

e Lowering speed limits more than 5 mi/h (8 km/h) below the 85th percentile speed of traffic did not reduce accidents.

e The indirect effects of speed limit changes on a sample of contiguous and adjacent roadways was found to be very
small and insignificant.

Conclusion

The primary conclusion of this research is that the
majority of motorist on the nonlimited access rural and
urban highways examined in this study did not decrease
or increase their speed as a result of either lowering or
raising the posted speed limit by 4, 10, or 15 mi/h (8,
16, or 24 km/h). In other words, this nationwide study
confirms the results of numerous other observational
studies which found that the majority or motorist do not
alter their speed to conform to speed limits they
perceive as unreasonable for prevailing conditions.
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The data clearly show that lowering posted speed limits FUTLARY

did not reduce vehicle speeds or accidents. Also, —15 & -a0 “10 -5 +5 410 &15
lowering speed limits well below the 86th percentile Speed iy Ehande,. i

speed did not increase speeds and accidents. Figure 10, Maximum and average changes in the 85th
Conversely, raising the posted speed limits did not nercentile speeds at the experimental sites

increase speeds and accidents. The majority of motorist

did not drive 5 to 10 mi/h (8 to 16 km/h) above the posted speed limit when speed limits were raised, nor did they reduce
their speed by 5 or 10 mi/h (8 to 16 km/h) when speed limits were lowered.
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Because there were few changes in the speed distribution, it is not surprising that the overall effects of speed limit changes on
accidents were minor. It is interesting to note that compliance decreased when speed limits were lowered and accidents
tended to increase. Conversely, when compliance improved after speed limits are raised, accidents tended to decrease.

Based on the sites examined in 22 States, it is apparent that the majority of highway agencies set speed limits below the
average speed of traffic as opposed to setting limits in the upper region of the minimum accident risk band or about 85th
percentile speed. This practice means that more than one-half of the motorist are in technical violation of the speed limits
laws.

Although there are variations from State to State, on average, speed limits were posed 5 and 16 mi/h (8 and 26 km/h) below
the 85th percentile speed. As all States use the 85th percentile as a major criterion for establishing safe and reasonable speed
limits, it is surprising that the new speed limits posted on the experimental sections examined in this study deviated so far
from the 85th percentile speed. There are several plausible reasons. Once commonly cited reason for posting unreasonably
low speed limits is public and political pressure. While individuals and politicians clearly influence some speed limit
decision, there are other factors involved.

Although the 85th percentile speed is used as the major guideline in setting speed limits, other factors such as land use,
pedestrian activity, accident history, etc., are often subjectively considered in the decision making process. Together, these
factors can account for sped limits that are set 10 mi/h (16 km/h) below the 85th percentile speed. In addition, the 85th
percentile speed is often estimated based on a minimum of 200 vehicles or 2 h sample. This process does not take into
account the wide hourly fluctuations in the 85th percentile speed over a 24-h period. Furthermore, the vehicle selection
process use of radar which is detected by motorist contribute to a bias sample, i.e., usually lower then the average 24-h 85th
percentile speed.

Although the study sites could not be randomly selected, they represent a wide range of rural and urban conditions, traffic
volume, and regional situations. As large changes in the posted speed limit did not create a meaningful increase or decrease
in the motorists' speeds at the study sites, it is plausible that this effect would also be found on other nonlimited rural and
urban access highways.

The data collected during this study indicate that there are no benefits, either from a safety or operational point of view, from
establishing speed limits less than the 85th percentile speed. This does not mean that all speed limits should be raised. Traffic
and engineer investigations should be conducted to obtain an accurate measure of the speed distribution. Greater emphasis
should be placed on using the 85th percentile speed in setting safe and reasonable speed limits. These studies should be
repeated as land use and traffic characteristics change.

The information provided in this report will be useful to highway agencies, enforcement officials, and other involved in
establishing uniform safe and reasonable speed limits on the nation's highways. The graphics, such as figure 10 on p.15
[above], can be used to illustrate the effects of speed limit changes on vehicle speeds. As shown below, figure 41 (which
shows the changes in accidents, as well as the 95th percentile confidence limits of the changes) can be used to illustrate the
effects of lowering and raising speed limits in accidents. This figure should only be used by persons who have read the
accident analysis section in this report and have a basic understanding of the analysis results.
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Figure 41. Summary of accident effects of altering posted speed linuts.
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POLICY ON ESTABLISHING AND POSTING SPEED LIMITS ON THE

STATE HIGHWAY SYSTEM
ILLINOIS DEPARTMENT OF TRANSPORTATION — BUREAU OF OPERATIONS

APPLICATION OF POLICY TO CITIES, COUNTIES AND OTHER LOCAL AGENCIES

The lllinois Vehicle Code does not require local agencies to obtain department approval for speed
zones on roads under their respective jurisdictions. While the procedures contained in this policy
may be used for altering speed limits on any public highway, use of such procedures by local
agencies is not required by statute. If a local agency wishes to ask a district for review of a speed
zone, the district may, of course, do so. However, when responding back to the agency, a
statement should be included indicating that the comments are not to be considered as either
approval or disapproval. Local Agencies should refer to Section 11-604 of the lllinois Vehicle Code
for additional information and specific regulations regarding the alteration of speed limits on local
roads.

GENERAL SPEED LIMITS
Speed limits on highways under the jurisdiction of the department shall be established on the basis
of the latest revisions/editions to Article VI of the lllinois Vehicle Code (IVC), the lllinois Manual on
Uniform Traffic Control Devices (IMUTCD), the Standard Specifications for Road and Bridge
Construction, the Highway Standards and this policy. Night speed limits shall not be used.

A. Statutory Speed Limits

Section 11-601 of the IVC spells out the statutory speed limits in effect in lllinois. These limits
may be enforced without any signing.

Outside Urban Districts
Freeways/Expressways

This category is defined as highways designated by the department which have at least
4 lanes of traffic where the traffic moving in opposite directions is separated by a strip of
ground which is not surfaced or suitable for vehicle traffic. For the purposes of this
policy, this includes all full freeways (Interstate and interstate-type freeways).

Passenger cars, buses, motorcycles, and trucks with gross weights of
4 tons or less 65 mph

Trucks with gross weights of over 4 tons
(Outside of Cook, Dupage, Kane, Lake, McHenry, and Will Counties) 65 mph
(Within Cook, Dupage, Kane, Lake, McHenry, and Will Counties) 55 mph

This also allows the department to apply these limits to designated sections of rural
expressways with full control of access and at-grade intersections rather than
interchanges. In general, this should only be done where engineering judgment
indicates such limits may be safely accommodated. Short sections should be avoided.

Page B-25



Conventional Highways

All vehicle types 55 mph

Inside Urban Districts (All vehicle types)
All streets and highways 30 mph
Alleys 15 mph

“Urban District” is defined in Section 1-214 of the IVC as “The territory contiguous to and
including any street which is built up with structures devoted to business, industry or
dwelling houses situated at intervals of less than 100 feet for a distance of a quarter of a
mile or more.” Note that whether the street or highway in question is inside or outside of
the corporate limits of a community is not included in this definition and therefore, is not
applicable to the determination of where such statutory speed applies. This means that
the statutory speed on an unposted street within the corporate limits of a community but
outside an urban district would be 55 miles per hour.

B. Altered Speed Limits

State statutes allow the department to alter certain of the statutory speeds either up or down
(statutory speeds of 55 and 65 miles per hour may only be altered downward). State statutes and
the lllinois Manual on Uniform Traffic Control Devices require that such altered speed limits be
based on “... an engineering study that has been performed in accordance with traffic
engineering practices. The engineering study shall include an analysis of the current speed
distribution of free-flowing vehicles.”

The following investigation and selection criteria shall be used to determine altered speed limits on
streets and highways under the jurisdiction of the department. While it is not mandatory that local
agencies use this format and criteria, it is recommended. Regardless of the form the engineering
and traffic investigation takes, it should be based on valid traffic engineering principals, an analysis
of the speed distribution of free-flowing vehicles, and be well documented.

Perceived speed enforcement tolerances shall not be taken into account in the setting of speed
limits.

Prevailing Speed

The determination of the prevailing speed of free-flowing traffic is the basic step in establishing an
altered speed limit either lower or higher than the statutory limit (statutory speeds of 55 and 65
miles per hour may only be altered downward). This is based on the nationally accepted premise
that a majority of the drivers will drive at a speed which they judge to be safe and proper. The
prevailing speed is the computed average of the following three sets of data, measured during free-
flowing traffic conditions:

1. EIGHTY-FIFTH PERCENTILE SPEED: The 85th percentile speed is defined as the
speed at or below which 85 percent of the vehicles are traveling. This speed is determined on the
basis of spot speed studies, normally made with a concealed radar or laser speed meter.

2
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Spot speed studies should be made as close as practical to the center of the zone which is being
studied. If the zone is in excess of one mile in length in rural areas or 1/2 mile in urban areas,
studies should be made at two or more locations. Care must be exercised to be sure that the data
are collected in such manner and at such times that they are a true indication of normal conditions.
Such conditions normally prevail under good weather conditions, on dry pavement, during daylight
hours, outside of rush periods, and on any day except weekends or holidays. Observations should
not be made immediately following a crash, when traffic is influence by construction or
maintenance operations, or during a period of greater than normal enforcement. Every effort
should be made to conceal the fact that speeds are being recorded.

Speeds should be observed for at least 100 passenger cars/vans and pickup trucks in each lane in
each direction. Speeds of vehicles over four tons in size should not be used in determining altered
speed zones. On lower-volume roads where it would be difficult to sample 100 vehicles in each
direction, the study may be terminated after three hours. When traffic is travelling in platoons, the
speed of the lead vehicle(s) should be used. Following vehicles tend to base their speeds on the
lead vehicle. Use of following vehicles will tend to bias the recorded speeds downward. Care
should also be taken to avoid recording the speeds of a disproportionate number of high speed
vehicles to avoid an upward speed bias.

2. UPPER LIMIT OF THE 10 MILES PER HOUR PACE: The 10 mph pace is defined as
the 10 mph range containing the most vehicles. This is determined on the basis of the spot speed
studies discussed above.

3. AVERAGE TEST RUN SPEED: Average test run speeds are determined on the basis
of five vehicle runs in each direction over the length of the proposed zone. It is not necessary to
use an unmarked vehicle, however the use of any vehicle which might be mistaken for a law
enforcement vehicle should be avoided. Observations should be made under the same general
conditions noted above for spot speed studies. The prime consideration in use of test runs is to
approximate the median speed. To accomplish this, the driver should try to "float" in the traffic
stream. On multi-lane roads, the driver should pass as many vehicles as pass the test car. Use of
test run speed is optional on lower-volume roads and should not be included when determining the
prevailing speed for very short zones or for any specific type of vehicle other than passenger
cars/vans.

The prevailing speed, to the nearest 5 miles per hour, may be used directly as the Altered Speed
Limit, subject to any further adjustment resulting from reviewing the Anticipated Violation Rate as
set forth below. However, in certain cases, a lower altered speed limit may be justified on the basis
of supplementary investigations.

Optional Supplementary Investigations
The selected Altered Speed Limit may differ from the established prevailing speed (not the

proposed posted speed) by up to 9 miles per hour when justified by further investigation. Such
investigations shall be limited to studying any or all of the following four conditions:

1. HIGH-CRASH LOCATIONS: If the zone being studied contains a portion of a high-crash
segment or contains a high-crash intersection as shown on the most recent 5% report as
distributed by the Bureau of Safety Engineering, the prevailing speed may be reduced by 10%.
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2. ACCESS CONTROL: The effect of driveways and other entrances is determined by
using an "access conflict number." For this purpose, field entrances or driveways to single-family
dwellings shall have a conflict number of 1. Minor commercial entrances and driveways serving
multi-family residential units and minor street intersections shall have a conflict number of 5. Major
commercial entrances, driveways serving large multi-family developments and major street
intersections shall have a conflict number of 10. If the total access conflict number within a
proposed zone exceeds those shown in the following table, the prevailing speed may be reduced
by the percentages indicated.

Access Conflicts Percent Reduction
Per Mile in Speed
40 or less 0
41 -60 5
61 or more 10

3. PEDESTRIAN ACTIVITY: Where no sidewalks are provided or where sidewalks are
located immediately behind the curb and the total pedestrian traffic exceeds ten per hour for any
three hours within any eight-hour period, the prevailing speed may be reduced by 5 percent.
Pedestrians crossing the route at intersections or established crossing points may be included if
the point of crossing is not controlled by a STOP or YIELD sign on the route in question, or does
not have traffic signals.

4. PARKING: The prevailing speed may be reduced by 5 percent where parking is
permitted adjacent to the traffic lanes.

5. MISCELLANEQUS: Other factors may be included in the investigation based on
engineering judgment. Normally, isolated curves and turns, areas of restricted sight distances,
no-passing zones, etc., should not to be considered as the basis for alteration of speed limits.

Selection of Altered Speed Limit

To determine the proposed altered speed limit, either use the calculated prevailing speed, or apply
the percentage corrections resulting from any or all of the above optional factors to the prevailing
speed, and select the closest 5 mile per hour increment. In no case, however, should the
proposed altered limit differ either upward or downward from the prevailing speed by more than 9
miles per hour or by more than 20 percent, whichever is less. Next, compare the proposed altered
speed limit to the speeds collected in the spot speed study and determine the anticipated violation
rate. If the anticipated violation rate exceeds 50 percent, the proposed altered speed limit should
be revised in 5 mile per hour increments until the anticipated violation rate is equal or less than 50
percent. If this results in a proposed altered speed limit which exceeds a 30 mph statutory speed
for the highway in question, either the statutory speed or the proposed altered speed may be used
to set the speed limits. If the speed selected results in a violation rate greater than 50 percent, the
appropriate police agency(ies) should be notified that extra enforcement efforts may be necessary.

Differences in posted speeds between adjacent altered speed zones should not be more than 10
miles per hour.
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C. Posting of General Speed Limits

Speed Reduction Signs

A Speed Reduction sign (W3-5) shall be erected in advance of any speed zone that is 10 miles
per hour or more under the passenger car limit in a preceding statutory or altered limit of 45
miles per hour or more and should be erected at other locations where engineering judgment
indicates the need. It shall be placed approximately 500 to 600 feet in advance of the lower speed
zone and shall always be followed by a basic speed limit sign erected at the beginning of the zone.

On divided and one-way facilities having two or more lanes in one direction, the Speed Reduction
signs, where used, and the first basic speed limit sign for the altered speed zone, shall be installed
on both sides of the roadway except in situations where insufficient room exists in a median. Red
18-inch metal retroreflectorized "flags" shall be installed on the Speed Reduction signs preceding
any transition from a 60 or 65 miles per hour zone to a lower speed zone.

When speed zones on rural highways extend only through signalized intersections, speed limit
signs for the altered zones shall be installed at least 1,000 feet prior to the intersections on both
sides of the roadway except in situations where insufficient room exists in a median. Normally,
such altered zones should be terminated approximately 500 feet beyond the intersection.

Speed Limit Signs

Speed limit signs shall be posted at points of entry to the state even where the preceding speed
limit in the adjacent state is the same. The signs should be placed as close to the state line as
possible. On conventional rural highways, speed limit signs should also be posted after major
highway intersections, and at such other locations as necessary to ensure that there is at least one
sign every 10 miles. On Interstate highways and other full freeways, speed limit signs should be
placed following the entrance ramps from all except very closely spaced interchanges, and at such
other locations as necessary to ensure that there is at least one sign every 10 miles.

The prohibition on the use of electronic speed detection devices within 500 feet beyond certain
speed limit signs in the direction of travel (Section 11-602 of the IVC) shall not be taken into
account in the placement of speed limit signs.

The following spacings for speed limit signs are recommended in altered speed zones and for 30
mph zones in urban areas. All speed zones, either altered or statutory, shall be posted on state
highways.

Posted Speed Recommended Sign Spacing
30 mph or less 660 ft to 1,320 ft

(2 to 4 blocks)
35 or 40 mph 990 ft to 1,980 ft

(3 to 6 blocks)
45 or 50 mph 1,320 ft to 2,640 ft

(4 to 8 blocks)
55 mph or above 2 to 10 miles

5
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Some speed limit signs for freeways/expressways where the speed limit differs between trucks
over 4 tons and all other vehicles shall include an additional ‘Trucks Over 4 Tons’ R2-1109 plaque.
This plaque shall be installed above the first 55 mph speed limit sign entering the dual speed zone
and the first speed limit sign exiting the dual speed zone. Red 18-inch metal retroreflectorized
flags shall also be installed on the first 55 mph speed limit sign entering a dual speed zone.

Minimum Speed Limit Signs

A MINIMUM 45 mph speed plaque (R2-1101) shall be placed below each basic 60 or 65 mph
speed limit sign (R2-1) for fully access-controlled freeways only. It may be omitted where closely
spaced interchanges or volume/capacity restraints make compliance with a 45 mph minimum
speed limit impractical. A minimum speed shall not be used with 55 mph or lower speed limits.

SCHOOL SPEED LIMITS

School speed limits on highways under the jurisdiction of the department shall be established on
the basis of Article VI of the lllinois Vehicle Code (IVC), Part 7 of the lllinois Manual on Uniform
Traffic Control Devices (IMUTCD) and this policy.

Section 11-605 of the IVC allows establishment of 20 miles-per-hour speed limits on streets and
highways passing schools or upon any street or highway where children pass going to and from
school. Such established limit is to be in effect “On a school day when school children are present
and so close thereto that a potential hazard exists because of the close proximity of the motorized
traffic...” It further defines school days as beginning at 7 a.m. and ending at 4 p.m. Such a zone
may be established for public, private and religious nursery, primary or secondary schools.

An engineering and traffic investigation shall be conducted to determine whether or not a school
speed zone is warranted. The investigation shall consider such factors as the existing traffic
control, whether school crosswalks are present or not, the type, character, volume and crash
history of vehicular traffic, and the ages and numbers of schoolchildren likely to be present. It shall
also consider where the children would be located in relation to the traffic.

Speed zones should be limited to those locations where school buildings or grounds devoted
primarily to normal school day activities are adjacent to the highway or where groups of children
cross the highway on their way to and from a school. Areas devoted primarily to athletic or other
extracurricular activities should not be zoned.

The limits of school speed zones should be determined based upon where children are likely to
be present and not based upon the limits of the school property. There are situations, primarily
in rural areas, where the school-owned property line is some distance from the actual portion of
the property occupied by the school and there are no children walking or present along that
portion of the property. Establishing a 20 mile-per-hour school speed limit based solely on the
location of the property line would be inappropriate. Conversely, it might be appropriate to
impose a 20 mile-per-hour school speed limit some distance ahead of the property line where
children walk close to the highway on their way to and from school and such path is part of a
planned school walk route.

Speed zones should not be established for crossings where schoolchildren are protected by

devices such as stop signs or traffic signals. An exception may be made when the speed zone
serves to protect children walking on or immediately adjacent to the roadway in the school area.
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Speed zones should not be established when the school or school grounds are completely isolated
from the highway by means of a fence or other barrier, and no access to the highway is provided.
They should also not be established for crossing where an underpass or overpass is provided or
for school entrances used for buses or private vehicles carrying children to and from school.

The beginning of a school speed zone should be marked with a school speed limit 20 mph sign
(S4-1100 or S4-1101) with a FINES HIGHER sign (R2-6P) mounted underneath. The end of a
school speed zone should be marked with the appropriate standard speed limit sign (R2-1) and an
END SCHOOL ZONE sign (S5-2) mounted underneath.

If requested by a local agency, CELL PHONE USE PROHIBITED signs (R2-1110) may be
placed below Reduced School Speed Limit Ahead signs (S4-5) on state highways provided the
local agency has a policy of placing such signs in conjunction with any school speed zones on
roads under their jurisdiction. Where Reduced School Speed Limit Ahead signs are not used,
the CELL PHONE USE PROHIBITED sign may be installed separately or below the school sign.
(S1-1).

WORK ZONE SPEED LIMITS
A. Altered Speed Limits

e All roadway types with no lane closure.

The existing speed limit should not be lowered when there is no lane closure. A work
zone speed limit which matches the existing regulatory speed limit may be established
except for intermittent/moving operations and work along ramps.

If a justification from Section C is met and cannot be immediately corrected, a reduction
of up to10 mph should be considered. This reduction shall be based on engineering
judgment and shall be approved by the District Operations Engineer.

e Existing 65 or 60 mph - Multilane: Speed Limit Reduction to 55 mph

55 mph Work Zone Speed Limit signs (see Art. 701.14(b) of the Standard Specifications
for Road and Bridge Construction) shall be used to reduce posted speed limits from 65
or 60 mph to 55 mph in construction work zones with lane closures or crossovers as
shown on the Highway Standards or as noted in the traffic control plans. For this
requirement to be added to an ongoing contract, it must be approved by the District
Operations Engineer. Work Zone Speed Limit signs may also be used to reduce the
existing speed limit to 55 mph if engineering judgment indicates the reduced speeds are
necessary (See Section C). Approval of the District Operations Engineer is required.
These signs shall be removed or covered when the reduced speed limit is not
applicable.

e Existing 65 or 60 mph - Multilane: Speed Limit Reduction to 45 mph When Workers are
Present

45 mph Work Zone Speed Limit signs (see Art. 701.14(b) of the Standard Specifications
for Road and Bridge Construction) within the lane closure shall be used when workers
are present in the closed lane adjacent to traffic and are not protected by temporary
concrete barrier. This sign may be used in conjunction with other Work Zone Speed
signs to drop the 55 mph Work Zone Speed Limit to 45 mph.
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If conditions that warrant these signs develop during construction, the signs may be
added to the contract upon approval of the District Operations Engineer (See Section C).
These signs shall be utilized as indicated in the Highway Standards and as noted by the
designer in the traffic control plans. The signs shall be covered, turned or removed when
workers are no longer present.

o Existing 45 - 55 mph — Multilane: Work Zone Speed Limit 45 established

e No

e No

Work Zone Speed Limit signs for existing multilane 45 to 55 mph speed limits shall be as
shown on the Highway Standards and as noted in the traffic control plans. The signing
changes an existing 45 mph speed limit to a 45 mph work zone speed limit. A reduction
in the speed limit beyond 10 mph is not recommended and design changes should be
considered that will allow traffic to safely move at 45 mph.

Speed Limit Reduction — Multilane with speed limit below 45 mph and lane closure

The existing speed limit should not be lowered. A work zone speed limit which matches
the existing regulatory speed limit may be established except for intermittent/moving
operations with a moving lane closure.

If a justification from Section C is met and cannot be immediately corrected, a reduction
of up to 10 mph should be considered. This reduction shall be based on engineering
judgment and shall be approved by the District Operations Engineer.

Speed Limit Reduction — All 2-Lane roadways with lane closure

The existing speed limit should not be lowered and a work zone speed limit should not
be established.

If a justification from Section C is met and cannot be immediately corrected, a reduction
of up to 10 mph should be considered. This reduction shall be based on engineering
judgment and shall be approved by the District Operations Engineer.

B. Increased Fines and Cell Phone Use Restrictions in Work Zones

The applicable highway construction or maintenance speed limit fines are specified in Section
11-605.1 of the IVC. The applicable restrictions of cell phone use in highway construction or
maintenance speed zones are specified in Section 12-610.1 of the IVC.

The work zone must be posted according to the requirements for Work Zone Speed Limit signs.
For the increased fines and cell phone restrictions to be enforceable, the Minimum Fine Sign,
and the WORK ZONE Sign must be present as shown in the applicable Highway Standards.

C. Justifications for Work Zone Speed Limit Reductions

The following may be additional reasons for reducing an existing speed limit in a work zone or
for establishing a work zone speed limit in excess of 10 mph below the existing speed limit.
This reduction should be based on engineering judgment, documented, and approved by the
District Operations Engineer.
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e Narrow lane width of 10 feet or less

e Drop-offs

e Temporary road alignment where a design for higher speed operation is not
feasible due to space requirements or other factors

e |nadequate sight distance

D. Posting of Work Zone Speed Limit Signs

Work Zone Speed Limit Signs shall be posted according to Article 701.14(b) of the Standard
Specifications for Road and Bridge Construction, the applicable Highway Standards, and as
shown on the design plans. When Work Zone Speed Limit Signs which match the existing
regulatory speed limit are installed, the permanent speed limit signs shall be removed or
covered. The following reasons should be considered when determining whether to install
optional work zone speed limit signs where the work zone speed limit matches the existing
regulatory speed limit,

e Duration of work

o Ease of installation of work zone speed limit signs and removal or covering of
existing speed limit signs

o If there is adequate space to install signs

o If there is adequate sight distance

e If installing optional work zone speed limit signs may put workers in undue
danger from traffic

MISCELLANEOUS SPEED POLICIES

A. Blanket Speed Limit Signs

Posting of signs indicating general municipal speed limits, such as "SPEED LIMIT 25 ON VILLAGE
STREETS," shall not be used on state highways. Section 11-604 of the IVC requires that speed
limit signs be placed "...at the proper place or along the proper part or zone of the highway or
street." The Office of Chief Counsel has determined that this requires each individual altered
speed zone be signed.

B. Radar Warning Signs

SPEED RADAR TIMED, or other similar signs, shall not be used on state highways. An lllinois
Attorney General's Opinion (1966-196) stated that such signs were not necessary for enforcement.

C. Aecrial Speed Check Markings

Where requested by the lllinois State Police, aerial speed check markings on state highways may
be placed in accordance with the guidelines contained in Section 7-401.21 of the Bureau of
Operations Traffic Policies and Procedures Manual.
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D. Design, Posted, and Operating Speeds

To prevent potential safety issues, the design speed selected to determine the design features of a
roadway should equal or exceed the anticipated posted speed after construction as determined by
the requirements of this policy. The designer should coordinate the design speed selection with
the District Bureau of Operations anticipated posted speed limit selection. If the proposed design
speed will be less than the anticipated posted speed, the designer must choose one of the
following approaches:

- Seek a design exception
- Increase the design speed to equal the anticipated posted speed
- Post the project with a legal speed limit equal to the design speed
(The legal speed limit shall be determined in accordance with:
Section 625 ILCS 5/11-602 of the lllinois Vehicle Code
Section 23 CFR 655 of the US Code of Federal Regulations
The requirements of this policy)

The designer should avoid artificially selecting a design speed low enough to eliminate any design
exceptions. For example, if IDOT criteria yield a design speed of 60 mph and one or more
geometric features are adequate only for 55 mph, the design speed should be 60 mph and not 55
mph. The designer will then be required to seek design exceptions for 55 mph geometric features.

Curbed Sections

Sections with continuous barrier curbs at or near the edge of pavement should be avoided in
areas where operating speeds can be expected to be greater than 45 mph. However, where a
speed study justifies a speed limit of 50 mph or greater, the posted limit may be reduced to 45 mph
upon the written approval of the District Operations Engineer. If the curbed section is short, such
as with channelizing in conjunction with a freeway interchange, the operating speed should be
used.

E. Two-Way Left Turn Lanes

Two-way left turn lanes should be avoided in areas where operating speeds can be expected to
be greater than 45 mph. However, where a speed study justifies a speed limit of 50 mph or
greater, the posted limit may be reduced to 45 mph upon the written approval of the District
Operations Engineer.

F. Park Zone Speed Limits

Park Zone speed limits on roads under the jurisdiction of local agencies may be established on the
basis of Section 11-605.3 of the IVC and part 2 of the lllinois Manual on Uniform Traffic Control
Devices (IMUTCD).

Section 11-605.3 of the IVC allows local agencies to establish Park Zones and Park Zone
Speed Limits by ordinance or resolution on streets and highways under their jurisdictions which
abut parks. It does not allow the posting of a 20 mph Park Zone Speed Limit along streets or
roads under the jurisdiction of the lllinois Department of Transportation.

10
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A reduction in the speed limit along an abutting street under the jurisdiction of the department
could be established in accordance with Section 11-602 of the IVC where warranted by a speed
study. However, such a reduction in the speed limit would be signed as a normal speed limit
and not as a “park zone speed.”

If requested by local agencies, districts may post lllinois Standard W15-1100 PARK ZONE signs
on abutting streets and highways under the jurisdiction of the department if the local agency has
established and signed a park zone. These signs may be installed regardless of whether a
“park zone speed limit” has been established or not.

11
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ESTABLISHMENT OF SPEED ZONE

DISTRICT
ROUTE: FROM:
TO: LENGTH:
CITY: COUNTY:
I SPOT SPEED STUDIES (Attached) V ACCESS CONFLICTS
CHECK NO. | 85™ % | UPPER LIMIT RESIDENTIAL DRIVES: - X1=___
10 MPH PACE SMALL BUSINESS DRIVES: X5=____
LARGE BUSINESS DRIVES: X10=____
ACCESS CONFLICT NO. TOTAL:
STUDY LENGTH: =
(MILES) CONFLICTS / MILE
I TEST RUNS VI MISC. FACTORS
RUN NO. AVG. DIRECTION
SPEED PEDESTRIAN VOLUME:
1 HIGH-CRASH LOCATION: YES NO
2 PARKING PERMITTED: YES NO
3
4
5
Il PREVAILING SPEED VIl PREVAILING SPEED ADJUSTMENT
DRIVEWAY ADJUSTMENT: %
85™ % AVG. : ___ MPH PEDESTRIAN ADJUSTMENT: %
UPPER LIMIT OF CRASH ADJUSTMENT: %
10 MPH PACE: MPH TOTAL (MAX 20%): -9
TEST RUN AVE. : MPH
PREVAILING SPEED: MPH MPH X % =
(Prevailing Speed) (adjust.) (Max. 9 MPH)
ADJUSTED PREVAILING SPEED:
IV EXISTING SPEED LIMIT VIll REVISED SPEED LIMIT
RECOMMENDED SPEED LIMIT: MPH
ZONE BEING STUDIED:___ MPH ANTICIPATED VIOLATION RATE: %
VIOLATION RATE: %
ADJACENT ZONE N or W: MPH RECOMMENDED BY:
LENGTH: MILES DATE:
ADJACENT ZONE SorE: MPH APPROVED BY:
LENGTH: MILES DATE:
13
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Disclaimer

The contents of this handbook reflect the views of the authors, who dre responsible for the facts and the
accuracy of the dutu published herein. The contents do not hecessurily reflect the official view or policies of
the Federal Highway Administration (FHWA). This handbook does not constitute a standard, specification, or
reguldtion. It is not infended for construction, bidding, or permit purposes.

Notice

The United States Government does nhot endorse products or manufacturers. Trade or munufacturers’
numes upfpedur herein solely becuuse they ure considered essentiul to the object of this handbook.
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THE SAFETY OF SPEED

It is important to understand how speed impducts sufety, becduse setting speed limits is primarily <

roud sufety medusure. While the laws of physics make it very clear that speed and crash severity are
inextricaubly linked (i.e., severity increuses geometricully us speed increuses), there hus been u yood
dedl of controversy over the impuct of speed on crush occurrence. This is primarily because the variety
of roud desigh und operuting characteristics cun obscure the precise relutionship between speed und
crush occurence. Numerous studies und reseurch efforts on this fopic that have presented conflicting
results on this important relationship. However, the most recent und statistically robust resedrch on speed
und crush occurrence fuirly definitively indicates that, dll other fuctors being egudl, incredsed speeds
increuse crush occurrence.” The mugnitude of the increuse is dependent on the specifics of euch cuse,
with urbun dreus having the most pronounced relutionship und controlled-uccess fucilities the wedukest.

One of the most statistically robust efforts to uncover the relationship between speed and sufety was
u metu-unalysis conducted by the Norweyiun Institute of Transport Economics.” The information und
conclusions from the metu-analysis form the busis for the stutements made in this section.

For u ygiven roudwuay type, there is u strony stutisticul relutionship between speed und crush risk for
speeds in the runge of 15 mph to 75 mph (25 km/h to 120 km/h). When the meun speed of truffic is
reduced, the number of crashes und the severity of injuries will almost aulways go down. When the
Mmeun speed of truffic increuses, the number of crushes und the severity of injuries will usudlly increuse.
The relationship between mean travel speed und crash risk caun be udeyuutely described in terms of
the following model:

cur=| Ve
Y,

CMF = Crush modificution fuctor

V., = Meun speed in the uffer condition
V, = Meun speed in the before condition
X = 3.6 for futdl crash frequency

2.0 for injury crush frequency

1.0 for property-dumuge-only crash frequency
4.5 for futulities

2.7 for persondl injuries

The relationship between speed und crush risk can be Modified fo some extent by road environment,
vehicle-related factors, and driver behavior. But, the effects of speed on crash risk are remarkably
consistent dcross different contexts.

The dubove relationship between speed aund crush risk is sighificantly different from the traditional
U-shuped relutionship that has defined much of the current North Americun thinking on speed limits
und speed munugement. The U-shuped relationship (Solomon curve) between speed und crash risk
cun be yuestioned for two reusons:
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1. The U-shape is generdlly expected to be an artifact of errors in the meusurement of speed?®?; und

2. There is u strony correldtion between medn speed und speed vuariunce, so it is difficult o separate
the effects of meun speed und speed variunce on crush risk,'°

This discussion describes the relationship between travel speed and crash risk, but it does not hecessarily
reflect the reldtionship between speed limits und crash risk.

A chunge in the speed limit ulmost ulways chaunyges the meun speed of trauffic. However, the changes
dre not ulways proportional. For the most part, the change in the meun speed of fraffic creuted by G
chunye in speed limit is around 25 percent of the change in the speed limit.” In other words, u speed
limit increase or reduction of 6 mph (10 km/h) yields about a 1.5 mph (2.5 km/h) rdising or lowering of
the meun speed, respectively. When this stutistic is combined with the power formula eyuuting change
in meun speed to crush risk, it is evident thut loweriny the speed limit will reduce crush risk, und ruising
the speed limit will increuse crash risk.

Whether the sufety guins/losses ussociuted with the chanyge in the speed limit is worthwhile must be
exumined in the context of mauintuining reusonuble mMobility, und other system objectives. In uddition,
the policy context must be considered becuuse the reldtionship between travel speed und speed
limits indicates that the percentage of violators increuses when speed limits are lowered und decreduses
when speed limits are increused.
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SPEED LIMIT BASICS

Setting speed limits in the United States has always

been u responsibility of Stute und locul governments,

The unrestricted freedom to exercise that authority was
inferrupted by the Federal Government during World War
I, und more recently with the National Muximum Speed
Limit of 556 mph (90 km/h). The National Maximum Speed
Limit wus repeuled in 1995,

Every State has u busic speed statute reqyuiring drivers to
operute their vehicles ut u speed that is reusonuble und
prudent for conditions. This busic rule is contuined in the
Uniform Vehicle Code (UVC), which provides u model set
of motor vehicle laws to encourage uniformity in State
fraffic regulation. State statutes authorize maximum speed
limits that may vary by highway type (e.y., interstute
highways) or locdtion (e.g., urbun district).!

The UVC is a set of model traffic laws that was origindlly
developed by the Nutionul Committee on Uniform Truffic
Laws und Ordinunces (NCUTLO), u how defunct, privute,
hon-profit organization. The NCUTLO’s members were

muinly State governments und some reluted orgunizations.

The extent to which the code is used vuries by State. The
UVC and most State motor vehicle laws include u busic
speed law with wording similar to the following: No person
shall drive u vehicle dt u speed gredter than is reasonuble
and prudent under the conditions und having regard for
the wedther, visibility, traffic, and the surface und width of
the roudwuay. !

Article VIlII—Speed Restrictions
171-801—Buisic rule

No person shall drive d vehicle at G
speed yreuter than is reusonuble

and prudent under the conditions

und having regurd to the actudl

and potential hazards then existing.
Consistent with the foregoing, every
person shall drive at u sufe and
dppropriute speed when upprouching
and crossing un intersection or railroad
grude crossing, when upprouching
and goinhy dround d curve, when
approuching a hill crest, when
fraveling upoh uny harrow or winding
roudway, und when speciul hazards
exist with respect to pedestrians or
other traffic or by reuson of wedther or
highway conditions. (Revised, 1968)

Uniform Vehicle Code and Model Traffic
Ordinance, 2000, Nutionul Committee
on Uniform Truffic Laws und Ordinunces,
Evanston, lllinois.

Section 11-803 of the UVC recommends Stutes estublish speed zones upon the busis of un enhyineering
and traffic investigation. Section 11-804 outlines recommended practices on how locul authorities may

dlter muximum limits. '

Types of Speed Limits

Speed limits muy be clussified as default/statutory regulations, or speed zoning regulations established
onh the busis of enygineering studies. In dll cuses, u speed limit must be leyisluted (i.e., estublished by

leyislutive authority).

Statutory Speed Limits

Statutory limits are based on the concept that unhiform cutegories of highways cun operate safely

at certuin maximum speeds under idedl conditions. State motor vehicle laws specify speed limits on
specific cuteyories of streets und highwuys. For exumple, u vehicle code might limit speeds to 25 mph
(40 km/h) in residential areas, 30 mph (50 km/h) in business districts, and 55 mph (90 km/h) on dll other
rouds. Generdlly, statutory limits apply throughout < political jurisdiction.!’ Tuble 1 contains examples of
statutory limits for three States and for the Uniform Vehicle Code.
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Table 1. Examples of Speed Limit Statutes

Jurisdiction Speed Limit Statute
Uniform Vehicle Code |55 mph (90 km/h) in locations other than urban districts
35 mph (60 km/h) in urbun districts

Delaware Where no speciul hazard exists, the followiny speeds shull be lawful, but any
speed in excess of such limits shall be dbsolute evidence that the speed is hot
reasondble or prudent and that it is unlawful:

All types of vehicles:
25 mph (40 km/h) in any business district
25 mph (40 km/h) in uny residential district

20 mph (380 km/h) at dll school zones where 20 mph (30 km/h) regulatory signs
ure in effect during specific periods

50 mph (80 km/h) on 2-lune roudways

55 mph (90 km/h) on 4-lane roadways aund on divided roadways
Minnesotu 10 mph (15 km/h) in dlleys

30 mph (60 km/h) on streets in urban districts

70 mph (110 km/h) on rurdl interstate highways

65 mph (105 km/h) on urbun interstate highways

65 mph (105 km/h) on expressways

55 mph (90 km/h) on other rouds

Oregon 15 mph (25 km/h) — dlleys; harrow residential roadways

20 mph (30 km/h) — business districts, school zones

25 mph (40 km/h) - residentidl districts, public purks, oceun shores
55 mph (90 km/h) — open rurdl highways, trucks on interstate highways

65 mph (105 km/h) — pussenyger vehicles, light tfrucks, motor homes, und light
duty commercidl vehicles on interstate highways.

Statutory speed limits dllow for speed limits o be in effect even when it is hot practical to post them.

There ure two types of stututory speed limits: (u) ubsolute limits und (b) prima facie limits. The principle
difference between the two types is whether someone who is churged with driving over the speed

limit can defend her/his actions. An absolute speed limit is a limit above which it is unlawful to drive
regardless of roadway conditions, the amount of fraffic, or other influencing factors. There is no recourse
to contend u charyge. A primu facie speed limit is one ubove which drivers are presumed to be driving
unlawfully but, if charged with d violdtion, they may contend that their speed was sufe for conditions
existing on the roudwuy at that fime. And, therefore, that they dre not yuilty of u speed limit violution.

Prima facie limits provide greuter flexibility to drivers to determine an uppropriate speed for conditions
und pluce u yreuter burden of proof on the enforcement community that a violution hus occurred.
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Approximately two-thirds of the States have dbsolute speed limits.

Speed Zones

Where statutory limits do hot fit specific roud, traffic, or land uses conditions, most road authorities
have the power to estublish speed zonhes to reflect the sufe muximum reusonuble speed. These
dlternutive speed limits may be higher or lower than those prescribed by the UVC or the statutory
limits of the jurisdiction. Alternative mauximum legul speed limits ure estublished by leyisluting the
speed zone, typicully founded on the busis of un enyineering study, und becominy effective when
the limits are posted und properly recorded.” Agencies process resolutions, traffic control orders,
or other formual documents to properly record the legadl speed limit. An example of u Traffic Control
Order is shown in Appendix B.

To encouruge compliunce und effectively manage risk, many agencies set speed limits to reflect the
“reusonuble und prudent” behavior of the Mujority of motorists ucting in un uppropriate Munner. This
encouruges drivers to obey the posted speed limit und travel ut u reusonuble speed. It dlso turgets
limited enforcement resources ut the occusiondl violutor who disproportionutely contributes to crash
risk. The concept of u rational speed limit involves a formal engineering review, during which drivers’
free-flowing speeds dre observed. The ussumption is that by reflecting actual driver speeds, most people
will consider the speed limit uppropriate. Such speed limits dre desirable becuuse they encourdage
public compliunce, reduce speed differences umony drivers, und offer u defensible enforcement tool.
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SETTING SPEED LIMITS

This section describes the muin objectives und yuiding principles of setting speed limits und provides u
detdiled description of the principal avdiluble methods.

Speed limits are set to inform motorists of uppropriute driving speeds under fuvoruble conditions.
Drivers ure expected to reduce speeds under certain conditions (e.y., poor visibility, adverse weuther,
cohyestion, warhing signhs, or presence of bicyclists und pedestriuns). Leyislution und stututes
generdlly reflect this requirement. All speed control regulations provide the leyul busis for udjudicution
und sunctions for violutions of the law. Roud authorities mauy dlso post udvisory speed signs, which

do not have the force of law but warn motorists of suggested sufe speeds for specific conditions at

U purticular locution (e.y., a turn or an intersection approuch).'' Huving stuted the ubove, however, a
motorist exceediny un udvisory speed could still be cited under the busic speed rule (i.e., driving too
fast for the prevdiling conditions).

The primuary purpose of the speed limit is to advise drivers of the maximum redasonuble und sufe
operuting speed under favorable conditions. It provides u busis for enforcement and ought to be fuir in
the context of truffic law.

Methodoloyies for setting speed limits typicully ure desighed to result in recommended speed limits that:
e Are reluted to crash risk;
e Provide u reusonuble busis for enforcement;
e Are fdir in the context of traffic law; and
e Are uccepted us reusonuble by u mujority of roud users.

The selected methodoloyy is yenerdlly upplicuble on dll roud types und cupuble of beiny
implemented with existing resources.

Fuctors that uffect sufe speeds ulony roudwuys, und ulso influence the speed selected by motorists,
include:

e A vehicle’s mechunicul condition anhd characteristics;

Driving ubility/cupubilities;

Traffic volume: vehicles, pedestriuns, and bicycles;

Weduther und visibility;

Roudwuy design elements, including:
» Roud function/purpose;

» Lune und shoulder width;

v

» Horizontul und verticul curves;
» Avdiluble sight distunces;

» Drivewdys with restricted visibility and other roudside developments;
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» High driveway density;
» Rurdl residentidl or developed ureus; und
» Puved or improved shoulders.

e Puvement conditions; and

o Crush frequency und severity.

All of these fuctors should be considered when designing uppropriate speed limits ut locutions where
the speed limits need to be varied from the statutory limits. Specidl situdtions dlso exist that hecessitate
highttime, school zone, work zohe, minimum and varidable speed limits or udvisory speeds.

The ubove-mentioned fuctors to be considered in selecting u speed limit are dlso heavily influenced
by geometric design fedtures of the roud und roudside development/activity. This is largely becuuse
drivers tend to select operuting speeds bused on the visudl scene presented to them. Therefore, the
speed limit und design of the roud must work in concert if desired operuting speeds ure to be uchieved.

Due to the lack of specific guidunce und procedures from the Manhudl on Uniform Traffic Control
Devices (MUTCD) und other documents, enygineers often rely oh their experience uand judgment when
considering fuctors that affect decisions ubout setting dppropriate speed limits. The use of subjective
procedures by decision-makers with various levels of experience, und the use of different procedures
across jurisdictions, may lead to inconsistencies in how speed limits are set in different jurisdictions.

Methods of Setting Speed Limits

Within the traffic engineering community, there are four generul upprouches to setting speed limits:

* Engineering approach: A two-step process where a buase speed limit is set according to the 85th
percentile speed, the design speed for the roud, or other criterion. This buse speed limit is adjusted
uccording to fraffic and infrastructure conditions such ds pedestrian use, mediun presence, etfc.
Within the engineering upprouch there are two approuches; 1) Operating Speed Method und
2) Roud Risk Method.

* Expert system approach: Speed limits are set by u computer program that uses khnowledge und
inference procedures that simulute the judgment und behavior of speed limit experts. Typicdlly,
this system contains u knowledye buse contuining uccumulated knowledge and experience
(knowledyge buse), und u set of rules for applying the knowledge to euch particular situation
(the inference procedure).

¢ Optimization: Sefting speed limits to Minimize the total societal costs of fransport. Travel time,
vehicle operating costs, roud crashes, traffic hoise, and dir pollution are considered in the
determinution of optimul speed limits.

* Injury minimization or safe system approach: Speed limits are set uccording to the crash
types that are likely to occur, the impuact forces that result, and the humun body’s tolerance to
withstund these forces.

Engineering und expert system dpprouches dre widely used in North America, injury minimization methods
are guining wide-spreud use in countries that are at the forefront of globul road sufety (i.e., Sweden,
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Select Study
Methodology

Determine issue
at hand.

Does the study
require u smull or

large saumple?

Select Location

e Select the proper

locdtion,

Plan the datu
collection
foreparations.

Select a day

Document
e Findlize the report.
e File the report.

e Communicute
the results.

Select the method (Tuesduy, Wednesduay,
for collecting speed or Thursday).

ddiid, Complete

the pre-study
documentaution.

Figure 1. Speed Limit Study Process for Engineering and Expert Systems Methods.

Austrdlia, etc.). The concept of setting optimal speed limits hus been studied by some jurisdictions, but is
not known to have been udopted by uny roud authority. However, the optimal speed limits upprouch
seems upplicuble within the context of providing context sensitive solutions (CSS)—uan approuch that
considers the totul context within which a facility will exist—and hus been considered for upplicution on
some New Jersey rouds.'?

Speed limits set by either an engineering method or an expert system use similar busic fenets. The
enygineering method is offen limited to u busic study, while the expert system apjprouch employs u
more structured set of decision und judgment rules. For both methods, the speed limit is determined by
considering the existing speed, roadway, and crash information. Figure 1 shows the steps that leud to
producing the final report for either un enygineering or un expert systems type of speed study.

Speed limit studies are most often undertaken in response to u reyuest for u lower speed limit

than currently posted. In some instances, however, the road authority finds itself in the position of
recommending d higher speed limit than the ohe currently posted. In these latter instances, some
jurisdictions reyuire u roud sufety uudit be conducted prior to U higher speed limit beinyg upproved.’™

The followiny sections detdil the steps to setting speed limits using the four methods.

Engineering Approach

The steps in the ehgineering upprouch to setting speed limits include planning, coordination, datu
collection und unalysis, und finally, determination of the speed limits. A fraffic engineering study is
the observation and undlysis of road and traffic characteristics to guide the application of traffic
engineering principles. The study of speed limits includes the followiny:
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e Review of the roud’s environment, feutures, und condition aund fraffic characteristics.

o Observation und Meusurement of vehicle speeds ut one or more representutive spots alony the
roud in idedl weuther und under free-flowing traffic conditions.

e Anualysis of vehicle speeds to determine 85th percentile speed and other characteristics.
e Review of the roud’s crush history.
e Review of uny unusuul conditions hot reudily uppdarent,

Seftting speed limits is complex und often controversidl. The engineering upprouch requires the use
of engineering judgment bused on the engineering und fruffic investigation. Quulity data und good
documentution provides support for the judgments that ure made.

Within the engineering upprouch to setting speed limits there dre two basic methods: the operdating
speed method und the roud risk method. Euch of these is detuiled below.

Operuting Speed Method

Most engineering dpprouches to speed limit setting are bused on the 85th percentile speed—the speed
ut which 85 percent of free-flowing truffic is tfraveling at or below. The typicdl procedure is to set the
speed limit at or neur the 85th percentile speed of free-flow traffic. Adjustments to either increase or
decreuse the speed limits muy be mude depending on infrustructure und traffic conditions.

Setting u speed limit bused on the 85th percentile speed was origindlly bused on sufety. Specificdlly,
reseurch ut the fime hud shown thut fraveling ut or uround one stundurd deviution ubove the meun
operating speed (which is upproximately the 85th percentile speed) yields the lowest crash risk for drivers.
Furthermore, crash risk increuses rapidly for drivers traveling two stundurd devidations or more ubove or
below the meun operuting speed. Therefore, the 85th percentile speed sepurates ucceptuble speed
behavior from unsufe speed behavior that disproportionately contributes to crash risk.”

The 85th percentile speed method is dlso uttractive because it reflects the collective judgment of
the vast majority of drivers ds to u reasonuble speed for given fraffic and roadway conditions. This is
dligned with the generdl policy sentiment that laws (i.e., speed limits) should hot make people uctiny
reusonubly info law-breukers. Setting a speed limit even 5 mph (8 km/h) below the 85th percentile
speed cun muke ulmost half the drivers illegal; sefting d speed limit 5 mph (8 km/h) above the 85th
percentile speed will likely muke few additionul drivers leydl.

Under the operdting speed method of setting speed limits, the first approximation of the speed limit is o
set the speed limit at the 85th percentile speed. The MUTCD recommends thut the speed limit be within
5 mph (8 km/h) of the 85th percentile speed of free-flowing truffic. The posted speed limit shall be in
Mmultiples of 5 Mph'®, or 10 km/h for jurisdictions that employ Mmetric.??

While the MUTCD recommends setting the posted speed limits neur the 85th percentile speed, und
fraffic engineers suy that agencies ure using the 85th percentile speed 1o set speed limits, in redlity the
speed limit is often set much lower. At these locdtions, the 85th percentile operating speeds exceed the

* The originadl reseurch between speed und sufety which purported thut the sufest fravel speed is the 85th percentile speed
is duted reseurch und may hot be valid under scrufiny. See the section titled “The Safety of Speed” for G synopsis of current
thinking on the relationship between speed und sufety.
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posted speed limits; und, in many cuses, the 50th percentile operdting speed is either hear or exceeds
that posted speed limit us well.'® Many agencies deviute from their agency’s written guidelines und
instead post lower speed limits. According to an ITE Engineering Council Technical Committee survey,
these reduced speed limits ure often the result of political pressures.'”” However, it is important to note
that setting speed limits lower than 85th percentile speed does not encourage compliance with
the posted speed limit."

The 85th percentile speed cun be udjusted on the busis of enyineering and traffic investigation. The
following are typical adjustments mude by several States:

o Adjustments made for roadway factors and/or crash data may be lower than the 85th percentile
speed, but hormually ho more than 7 mph (11 km/h) lower. '

o Adjustments for roadway factors may reduce the 85th percentile speed by us much us 10 mph
(16 km/h) below the 85th percentile speed bused oh sound unhd gyenerdlly uccepted enygineering
judgment that includes considerution of the followiny fuctors:

» Nurrow roudway pavement widths (20 feet (6 m) or less, for example).
» Horizontdl and verticdl curves (possible limited sight distunce).
» Drivewuays with restricted visibility and other developments (possible limited sight distance).

» High driveway density (the higher the number of driveways, the higher the potential for
enhcountering entering und turhing vehicles).

» Rurdl residentidl or developed dreus (higher potentidl for pedestriun and bicycle traffic).
» Narrow shoulder widths (constricted lateral movement).

e [f the crush rate for u two-year period is much higher than the average for other highways of
similar clussifications, udjustments are considered.'®

e Adjustments cun be mude bused on crush duta when enforcement agencies will assure a
deyree of enforcement that will make the speed zone effective.’”

e A 12 mph (20 km/h) reduction for locutions where roadway factors und crash rates are higher
than the statewide averuge.

After the 85th percentile speeds und zone lenyths have beeh selected, some jurisdictions recommend
that severdl test runs be made through the ared in both directions driving at the selected speeds.

This should show any irregularities in the zonhing that heed correction before the speed zohe is
implemented.?

The lust step in the undlysis process for the operating speed Method is to draw conclusions bused on the
observed duta and to prepure d report. The report cun be eluborate or very busic dejpending on why
the study wus performed und how the results will be used.

The use of the 85th percentile speed us the primary criterion for selecting u suituble speed limit is
founded on the following fundumentul concepts deeply rooted in government und law:
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e Driving behavior is un extension of socidl uftitude, und the mujority of drivers respond in a sufe
and reusonuble Munner us demonstrated by their consistently favorable driving records.

e The normully cureful und competent actions of u reusonuble person should be considered leyal.

e Laws ure estublished for the protection of the public und the regyulution of unreusonuble behavior
on the purt of individudils.

e Laws cunnot be effectively enforced without the consent und voluntary compliance of the
public majority.?°

The operuting speed method hus the udded udvauntage that a properly set speed limit will provide
residents, businesses, und pedestriuns with d redlistic expectution of uctudl vehicular speeds on the street.

Criticisms of the operdting speed method of setfting speed limits ure largely turgeted at the use of the
85th percentile speed us the starting point for estublishing the speed limit. They include:

e This criterion ussumes that motorists ure awdare of und select the sufest speed.
e Drivers ure generdlly bud ut uccounting for the externdilities of their driving.

A further crificism that has been leveled aguinst the 85th percentile speed ds a primary determinant of
the speed limit is that this practice may leud to un upward drift or creep in uveruye operuting speeds
over fime.®

The enyineerinyg upprouch to setting speed limits has munifested itself in North Americu us the setting
of “rationul” speed limits. The premise is that speed limits bused on u formal, unalyticul review of truffic
flow, roudway design, locul development, und historical crash data will result in a high percentage of
drivers complying with the speed limit und traveling ut ubout the sume speed.

Despite wide-spreud use of the operating speed method for setting speed limits in North Americu,
there are few jurisdictions that have yuanftitative criteria for the adjustments o the 85th percentile
speed. For exumple, how much should u speed limit be reduced if there is u high volume of
pedestrian traffic on the street? For the most part, the unalyst is to use “engineeriny judgment”

to muke such valuutions. Two hotuble exceptions to the yuudlitutive procedures ure the Policy onh
Establishing and Posting Speed Limits on the State Highway System by the lllinois Department of
Transportation (DOT)?', und the Northwestern Speed Zonihy Techhigue (which is u procedure used by
severdl municipdlities).

The lllinois procedure considers uccess, pedestriun traffic, curbside parking, und sufety performunce,
in auddition to existing speed profile to estublish the recommended speed limit. Specific humericul
udjustments ure specified in the procedure for euch of the dbove criterion. The lllinois procedure is
described in Appendix C.

The Northwestern Speed Zoning Technigue is similar to the lllinois DOT procedure mentioned ubove,
but it considers a wider runge of truffic und infrastructure factors including presence of u mediun, lune
width, verticul dlignment, etc. Aguin, numericul direction is provided concerning the udjustments thut
are required for different roud feutures, mMuking the process repeutuble und reliuble. The Northwestern
Speed Zoning Techniyue is detdiled in Appendix D.
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Roud Risk Method

Another method of setting speed limits using un enygineering upprouch is the roud risk method in
which the speed limit is determined by the risks ussociuted with the physicul design of the roud und
the expected truffic conditions. This method has humerous guises, but the core methodoloyy is to set
the speed limit according to the function or clussification of the roud (which dlso tends to dictute the
design of the roud), und then to udjust the speed limit bused on the reldtive risk introduced by various
roud und roudside design feutures. This method is currently employed by Canudu und New Zedland.

The roud risk method is the sume us the operuting speed method in that d selected buse speed limit is
adjusted by various fuctors to determine the recommended speed limit. The muin difference between
the two enyineering methods is that the operating speed method uses the 85th percentile speed us the
buse speed limit, und the roud risk method uses U buse speed limit that is predicuted on the functional
clussification of the roud und its setting.

Under the roud risk method to setting speed limits the level of roudside development und the function
of u roud are the primary determinants of the appropriate speed limit.'* Although road geometry is dlso
a factor in determining d speed limit, it is secondary to roadside development. In situations where the
roud design encouruges users to fravel at u higher speed than the speed limit determined by roudside
development, enyineering tfechhigues should be used to lower vehicle speeds. When d roud in a built-
U ureu primuarily serves through truffic, engineering und uccess control tfechnigues should be used to
provide sufety at the higher speeds that will prevdail.'

Table 2 provides the buse speed limits for different lund use and roud claussifications s used in the roaud
risk methodoloyy used in Cunudu,??

Table 2. Base Speed for the Classification and Land Use Combination

Land Use
Rural Urban
Undivided Divided Undivided Divided
1 lane 2+ lanes 1 lane 2+ lanes 1 lane 2+ lanes 1 lane 2+ lanes
per per per per per per per per
Clussification direction | direction | direction | direction | direction | direction | direction | direction
Moiop | 85Mkh | 60mph | 60mph | 70 mph 50 mph 55 mph
Artorii O 1 90 km/hy | (100KkM/h) | (100kM/hY | (110KkM/h) (80 km/h) (90 km/h)
ernd y 50 mph | 55mph | 55 mph | 60 mpeh 45 mph 50 mph
NOT | 80 km/h) | (90 km/h) | (90 km/h)y | (100KM/h) (70 km/h) (80 km/h)
Moior | 45Meh | 50mph | 50mph | 55 mph 45 mph 50 mph
oot JOT | 70 km/hy | 80 km/hy | (80 km/h) | (90 km/h) (70 km/h) (80 km/h)
olector y 35mph | 45mph | 45mph | 50 mph 35 mph 45 mph
INOT | 60 km/h) | (70 km/h) | (70 km/h) | (80 kmy/hy (60 km/h) (70 km/h)
) 35 mph 30 mph
Locd (60 km/h) (50 km/h)

Laune = through lune

Divided = u mediun that sepurutes fravel lunes of truffic in opposing directions, which may be flush with,
raised ubove, or depressed below udjucent fravel lunes
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By using the lund use und functionul clussification of the roud ds the primary determinants of the
desirable speed limit, road authorities that use the roud risk method dre auttempting to reconcile the
legisluted speed of the roud with the function of the roud.

The roud risk method used in New Zeuland sets out the method for calculating the speed limit for a
section of roud from the following information:

o The existiny speed limit;

e The churacter of the surrounding lund environment (e.y., rurdl, fringe of city, fully developed);
e The function of u roud (i.e., urteridl, collector, or locul);

e Detdiled roudside development dutu (e.g., humber of houses, shops, schools, efc.);

e The humber und huture of side rouds;

e Roudwuy characteristics (e.g., mediun divided, lane width and humber of lanes, road geometry,
street lighting, sidewulks, cycle lunes, puarking, setback of fence line from the road);

e \ehicle, cycle, und pedestriun activity;
e Crush dutu; and
e Speed survey duta,

The roud risk method employed in New Zeulund is detdiled in Appendix E und includes u working
exumple.

Despite the fact that the road risk method downplays operating speed as a fuctor in developing the
speed limit, it is noted that the roud risk method should recommend speed limits that are consistent with
operdating speeds.

Expert System—USLIMITS2:

An expert system is one upjprouch thut cun be used to identify the uppropridte speed limit for u speed
zohe. Transportation Research Board’s (TRB) Specidal Report 254 argues that the expert system approach
deserves considerution becuuse it provides u systematic und consistent method of examining und
weighing factors other thun vehicle operating speeds in determining an dppropriute speed limit,"

Expert systems dim to mimic the expert’s thought process in solving complex problems.

The origindl expert system for setting speed limits wus developed by the Australiun Roud Reseurch Bourd
and wus based on site studies at over 60 locations. The field data were reviewed by d panel of experts
who used this informution to come up with decision rules for uppropriate speed limits for different types
of rouds aund traffic conditions. This information was coded intfo a computer program which prompts
users to respond to u series of questions, which the system uses to recommend u speed limit. It is
importunt fo note that the Australiun expert system loyic is hard coded, und this system does hot leurn
from previous experience, us some other “smurt” expert systems do.

Federdl Highway Administration (FHWA) developed u knowledye-bused expert system for
recommendinyg speed limits in speed zones that ure considered to be credible und enforceuble. The
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expert system (knowh ds USLIMITS2) wus developed bused ohn results from previous resedrch, responses
from practitioners to hypothetical case studies us part of two web-bused surveys, input from experts
from three punel meetings, und lessons leurned from the first generation expert system developed by
the Australiun Roud Reseurch Board for FHWA.

USLIMITS2 is desighed to determine speed limits in speed zones on dll types of roadways, from rurdal two-
lune segments to urbun freeway segments. Speed limits not addressed by the system include statutory
limits (such as maximum limits set by State legislatures for interstates and other roadwuays), temporary or
purt-fime speed limits (such us limits posted in work zones und school zones), und variuble speed limits
that are ruised or lowered bused oh truffic, wedther, und other conditions.

Based on input from the user, USLIMITS2 employs u decision algorithm to advise the user of the speed
limit for the specific roud section. Appropriate warnings dare dlso provided in a summary report that may
sugyest that additional information and/or daction is hecessary to address ureus of concern. The system
is meunt fo ussist the user in Making the speed limit decision for a roaud segment, but will not make the
decision for him or her.

Overview of the Decisioh Rules and Data Requirements of USLIMITS2

A brief overview of the loyic flow und decision rules that are used in the expert system is described

in the followiny section, ulonyg with the data reyuirements. For brevity, flow charts describing the
decision rules dre not provided here, they are avdiluble in the Nationul Cooperdtive Highway Reseurch
Program’s (NCHRP) Resedurch Results Digest 3182 The user is first asked to enter information ubout the
locution of the project und then indicute whether the roud is u limited uccess freewuy, roud section

in un undeveloped ureu, or u roud section in u developed ureu (photoyrauphs illustrating the roudway
types and definitions are provided in the User Guide, which caun be dowhlouded from
http://sufety.fhwa.dot.gov/USLIMITS). The following ure the roudway types:

e Limited uccess freeway
e Roud section in undeveloped ureus
e Roud section in developed ureus
» Residentidl subdivision/neighborhood street
» Residentidl collector street
» Commercidl street
» Street serving large complexes

Affer users select the roudwuay type, they ure tuken to u window where they ure usked to entfer the site
churucteristics. Tuble 3 shows the site characteristics users dare prompted to enter for each road type.
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Table 3. USLIMITS2 Data Inputs for Road Types

Roud Type Site Churaucteristics
Limited access freeway Operuting Speed: 85th percentile speed und 50th percentile speed.

Presence/ubsence of udverse dlignment.

Is this section transitioning to u hon-limited uccess highway?
Section length.

Current statutory limit for this type of road.

Terruin.

Annudl uverage duily truffic,

Number of interchanges within this section.

Crash stutistics (if available).

Roud sections in Operuting speed: 85th percentile speed und 50th percentile speed.
undeveloped ureus

Presence/ubsence of audverse alignment.
Current statutory limit for this type of road.
Annudl average duily traffic,

Roudside hazard rating.

Number of lunes und presence/type of mediun.
Crush stutistics (if avuiluble).

Roud sections in Operdting speed: 85th percentile speed und 50th percentile speed.
developed ureus

Current statutory limit for this type of road.
Annuul averayge duily trauffic,
Presence/ubsence of udverse dlignment.
Areu type.

Number of drivewuys in the section.
Number of fraffic signals within the section.
Presence/usauge of on-street parking.
Extent of pedestrian/bike activity.

Crush statistics (if avdilable).

18 Page B-60



For euch roudwuay type, the program culculutes u speed limit using one of two upprouches:
Approach 1—Based on operating speeds and results from the crash module.

In the crush module, the user is usked to enter the totul number of crushes und totul number
of injury crashes. In addifion, the user is usked to enter the uverayge crush rate und the
averuye rate of injury und fatdl crashes for similar sections in the sume jurisdiction. If data on
average rates dre not avdiluble, the program makes use of uverage rates culculated with
datu from eight States that are part of the Highway Safety Information System (HSIS)
(http://www.hsisinfo.ory). Using the average crush rate and the average rate of injury and
futdl crushes, the prograum culculutes the criticul crush rate und criticul injury rate ut u

95 percent level of confidence.

If the crash or injury rate is higher than the corresponding criticul rates, or at least 30
percent higher than the corresponding uverage rates, the user is usked to indicute if
fraffic und geometric medsures cun reduce the crash and/or injury rate in this section. If
the user unswers “Yes” to this question, the recommended speed limit from this module

is the 5 mph (8 km/h) multiple closest to the 85th percentile speed. If the user unswers

"No” or “*Unkhown,” the recommended speed limit from this module is the 5 mph (8 km/h)
increment obtuined by rounding down the 85th percentile speed (if crash or injury rate is
ut leust 30 percent higher thun the auveruyge rate) or closest to the 50th percentile speed (if
the crash or injury rate is higher than the critical rate).

Approach 2—Based on operating speeds and other site characteristics (also called safety surrogates).

The surrogutes were chosen bused on input from the Expert Punel und evidence (bused
on previous reseurch) of u reldtionship between these surrogyates und crush statistics. For
freewuays, sufety surrogates include inferchunge spacing und unnuul average duily traffic
(AADT). Bused on the resedrch feum’s judgment in interpreting the results of the work of
Bared et dl. ,* recommended speed limits are the followiny:

o [f AADT is higher than 180,000 und the uveruyge interchunge spucing is between 0.5 and 1 mile
(0.80 und 1.6 kms), the recommended speed limit from this upproach will be the 5 mph (8 km/h)
multiple obtuined by rounding down the 85th percentile speed.

o [f AADT is higher thun 180,000 und the uveruge interchunyge spucing is less than 0.5 mile (0.8 kms),
the recommended speed limit is the 5 mph (8 km/h) multiple closest to the 50th percentile speed.

For other situdations in freeways, the recommended speed limit from this approach will be the 5 mph
(8 km/h) multiple closest to the 85th percentile speed.

For roud sections in undeveloped dreus, the roadside hazard rating® wus selected us the sufety
surrogute. The recommended speed limits are the followiny:

e Forroudside huzard ratings of 1, 2, or 3, the recommended speed limit is the 5 mph (8 km/h)
multiple closest to the 85th percentile speed.

e For roudside huzard ratings of 4 or 5, the recommended speed limit is the 5 mph (8 km/h) multiple
obtdined by rounding down the 85th percentile speed.
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e For roudside huzard ratings of 6 or 7, the speed limit is the 5 mph (8 km/h) multiple closest to the
50th percentile speed.

For roud sections in developed dreus, extent of pedestriun/bicycle uctivity, presence/usuge of on-street
parking, humber of traffic signdls, and the humber of drivewadys und uhsignalized access points were
selected us surrogutes. Bused on the FHWA-sponsored work onh the Benefits of Access Maunagement,?
und the opinions of the Expert Panel, the following rules dre used to calculute the recommended speed
limit for roud sections in developed ureus:

If ut leust ohe of the followiny is frue, the speed limit is the 5 mph (8 km/h) multiple closest to the 50th
percentile speed:

o Signuls per mile > 4,

e Pedestriun/bike uctivity is High (definitions ure avdiluble in the USLIMITS2 User Guide).”
e Purkinyg uctivity is High (definitions ure uvdiluble in the USLIMITS2 User Guide).”

e Driveways per mile > 60.

If Drivewdays per mile > 40 and =60, und Signhdls per mile > 3, und Areu Type is (commercidl or residentiul-
collector) then the speed limit is the 5 mph (8 km/h) multiple obtuined by rounding down the 85th.

For dll other conditions, the speed limit is the 5 mph (8 km/h) mulfiple closest to the 85th percentile
speed.

The lower vulue of the speed limit from Approaches 1 und 2 is reported as the recommended speed
limit in the oufput window. The expert system does not recommend speed limits higher than the 5 mph
(8 km/h) increment closest to the 85th percentile speed; it ulso does hot recommend speed limits lower
than the 5 mph (8 km/h) increment closest to the 50th percentile speed. The system dlso provides
warnhings if the 85th percentile speed is unusudlly low or high for a particular road type.

In the output window, the progruam provides the recommended speed limit und some additionul
warhings depending ohn the site churacteristics that were entered by the user. For exumple, warhings
dre provided if the following conditions occur:

e The lenyth of the section is shorter thun the minimum section lenyth for the recommended
speed limif.

¢ The final recommended speed limit is higher than the statutory limit for that type of roud.
e There is udverse dlignment in the section.

e The crush rate is higher than the criticdl crash rate or at least 30 percent higher than the average
crush rate,

e The rate of injury und fatal crashes is higher than the critical injury rate or at least 30 percent
higher than the auverage injury rate.

*Avdiluble ut http://Onlinepubs.trb.ory/onlinepubs/tronet/ucl/NCHRP 0367_FinulReport.pdf.
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Appendix F is u sumple cuse study that outlines the data inputs and shows the dpplicuble screens.

USLIMITS2 cuh be uccessed through the Internet at http://sufety.fhwa.dot.gov/USLIMITS.

Optimal Speeds

The concept of optimal speed limits is one that sugyests speed limits that are optimized from u
societul perspective considering the impucts that operating speeds have on the various societdl
objectives. It is recoynized thut individudl drivers, in most instunces, do hot consider the risks imposed
onh others by their choice of driving speeds, or on the cumulutive effects of their speed choice on the
environment (i.e., fuel consumption, emissions, noise, efc.). The optimal speed for un individuadl driver
may be different from the optimal speed for o community.?’

Determining socidlly optimal speed limits is more complicauted than calculdating speed limits that have
been optimized for the individual driver. However, this method is congruent with and considers overdll
fransportation objectives und is thus dppedling from a context sensitive solutions (CSS) perspective.

The optimum speed limit is the speed limit that yields the minimum total societal cost, which includes
vehicle operution costs, craush costs, travel time costs, und other sociul costs. This method of setting
speed limits is rarely used due to the difficulty of quantifying key varidbles.

As with any complex topic, whether u system is truly optimal is dependent on the perspective of the
analyst. The roud user, the taxpayer, the locdal community, und society dll have differing views and
vulues uffecting the output of uny optimization process. For exumple, the societul cost of hoise cauused
by motor vehicle operution does hot have u fixed price, but hus a monetary value that is mainly
estublished by meuns of stuted preference. Motorists would likely place d lower vdlue on hoise than u
locdl resident, perhups leuding to different optimal speeds for the sume roud.

In optimal speed limit setting, u totul cost model is developed to express cost per mile of fravel us u
function of the posted speed limit. The totul cost includes crush cost, travel time cost, fuel consumption
cost, und vehicle emissions cost. Euch of these costs varies with the posted speed limit, and cost
curves dre obtuined bused on the relationship between costs and speeds. The optimual speed limit is
then determined us the minimum point on the totul cost curve. This Minimum total cost indicutes the
minimum sociul cost of fransportation bused on U purticular set of conditions.

In generdl, the roud user perspective und the tuxpuyer perspective result in higher speed limits, while
the residentiul perspective results in the lowest. In some cuses, purticularly for motorways (freeways),
variation in the totdl costs of tfravel is found to be very smuail for speeds in the range of 45 to 70 mph
(70 to 110 km/h), muking the choice of an optfimal speed limit in this range almost an individual
ugency preference.

Optimal speed limits have been explored for use onh shared-use roadways in New Jersey.'® This
method of setting speed limits seems particularly useful in situations where pedestriuns, cyclists, und
motorized traffic share the roud, und motorists may not be fully aware of the externdlities of their
speed on ofther roud users—in purticulur, the harm borne by pedestriuns und cyclists when struck by
u motor vehicle mMoving ut u rapid speed. The Yanhy model for culculating the optimal speed limit is
shown in Figure 2.
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Figure 2. Optimal Speed Limit Process.'®
*Vehicle-Pedestriun/Bicycle

In addition to the difficulty of achieving consensus on the costs, another characteristic of the optfimal
speed methodoloyy is that proposed speed limits may not be imMmediutely uppurent to roud users,
they may hot be conhgruent with the design of the roud, und ultimately may result in an inordinute
percentuyge of drivers exceediny the speed limit.

The optimual speed limit methodology has dlso been considered us un appropriute method of setfting
seusondl speed limits in jurisdictions with snow. The culculation showed that it is possible to upply the
optimul speed limits to dll roud und truffic conditions, except for urbun expressways for which the
optimal speed limit obtuined wus too low to be viuble.

Injury Minimization

The corherstone of the injury minimization approuch to setting speed limits is the tolerance of the human
body to injury during a crush. It is bused solely on u roud sufety platform und tukes the position that it is
unethicul to creute u situation where futdlities are u likely outcome of u crush in order to reduce deluy,
fuel consumption, or other societul objectives.

The principal challenge in an injury Minimization approach to speed limits is fo munage crash energy so
that ho user is exposed to impuct forces cupuble of causing deuth or serious injury. Thus vehicles cannot
legully tfravel at speeds where, in the event of a crash, the releuse of kinetic energy cun produce d
serious or fatdl injury.?® Under the current roud system aund vehicle fleet, this would limit speeds to those
shownh in Tuble 4.
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Table 4. Speed Limits for Injury Minimization (Adapted from Reference 28)

Roud type Speed Limit, mph (km/h)
Rouds with u mix of mo’ror'ized und unprotected roud users 20 (30)

(i.e., pedestrians and cyclists)

Rouds with uncontrolled uccess where side impuct crushes cun result 30 (50)
Undivided rouds where heud-on crashes can result 45 (70)
Controlled uccess fucilities with u physical median sepurluTion, where >60 (>100)
ut-grade uccess und hon-motorized roud users ure prohibited

A sufe system strateygy does hot imply that crashes are caused solely (or even muinly) by speed

and it recoygnizes that auny given crush event is likely to be the result of un interplay of many factors.
Accordingly, u sufe system upprouch reqguires that dll aspects of the system work togyether for the sufest
possible outcome, with speed representing but one component, dlbeit u critical one.?®

The injury minimization upprouch to speed limit setting results in speed limits that are lower than
those traditiondlly used in North America (which are generdlly set by engineering and expert system
methods). Thus implementing dan injury Minimization approuch to speed limits would be problemuatic.,
The roud authority cannot simply lower the speed limit and expect immediate or substantial
compliunce. Drivers ure unlikely to fully respond except in the fuce of ulmost constunt enforcement.

As mentioned throughout this report, speed limits heed to be credible—they must generdily reflect driver
expectuncies regyurding travel speed. So while obtdining safe travel speeds is the prime objective of the
injury minimization upprouch (us well us the Mujor challenyge), it should be hoted that many jurisdictions
heed to understund they ure starting from d point where driver expectuncies result in operuting speeds
that are higher than the target speeds of an injury minimization approach.

In order to uchieve sufe speeds und muke the ussociated speed limits credible for the driving
populdution, roud uuthorities heed to:

o Muke the roud und its environment more “self-explaining” through traffic control devices, publicity
und educution campudigns, und reconstruction where reguired; und

e Build u cuse over time for u hew puradigm ds to what is regurded und leyislated us u sufe speed
limit for the street network.

A summuary of each method for setting speed limits and the advantages and disudvantages of edch
dre shown in Table 5.
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Table 5. Approaches to Setting Speed Limits

Approach Jurisdictions | Basic Premise Data Required Advantages Disadvantages
Engineering | United Stutes | The speed limit is The existing speed Using the 85th Drivers muy not be
(Operutinyg bused on the 85th profile us well us percentile speed adeyuaute judyes
Speed) percentile speed, dutu on uccesses, ensures that the of the externdlities
und muy be slightly | pedestriun/bicycle speed limit does of their uctions, und
udjusted bused on fraffic, curbside not place un may hot be dble
roud und truffic purking, sufety undue burden on to self-select the
conditions und crush | performaunce, etc. enforcement, und most uppropriute
history. forovides residents travel speed. Speed
and businesses with | limits are often set
a vdlid indication of | lower than the 85th
actudl travel speeds. | percentile speed.
Engineeriny | Cunudu, The speed limit Functionul The speed limit und | The roud risk
(Roud Risk) New Zeulund | is bused on the clussificution of the | the function of the methods may result
function of the road | roud, setfting (urbun/ | roud are dligned. in speed limits thut
und/or the udjucent | rurdl), surrounding The function of the are well below the
lund use und then lund uses, uccess, roud ulso dictutes 85th percentile
udjusted bused on design feutures of muny of the desiyn | speeds, resulting in
roud und truffic the roud. elements of the un increused burden
conditions und crush roud, so this method | on enforcement if
history. dligns the speed remediul meusures
limits with the design | are not employed
of the roud. (i.e., truffic culming,
etc.).
Expert United Speed limits are Datu needs depend | A systemutic and Practitioners may
System Stutes, set by u computer oh the system, but cohsistent method need fo rely on
Austrdlia program that yenherdlly expert of exumining und output from the
uses knowledye systems require the weighiny fuctors expert system
und inference sume dutu us used | other thun vehicle without upplying u
procedures thut in the enyineeriny operuting speeds critical review of the
simulate the dpprouches. in determining results.
judgment und un uppropriute
behavior of speed speed limit. It is
limit experts. reproducible und
forovides consistency
in setfting speed limits
within a jurisdiction.
Optimul The selected speed | Cost models and Provides u bulunced | Dutu collection
Speed Limits limit Minimizes input dutu to approuch to setting | und prediction
the totul societul uccount for uir speed limits thut models muy be
costs of transport pollution, crashes, is considerute of difficult fo develop
when consideriny deluy, efc. mauny (if not ull) und ure subject to
fravel time, vehicle of the impucts controversy umony
operdting costs, thut speed hus on fprofessionuls.
roud crushes, truffic society. Allows for Resulting speed
noise, uir pollution, the considerdtion limits may not be
etc. of pedestriun und immediutely obvious
cyclist truffic in to the user.
settiny speed limits.
May be particularly
useful in u context
sensitive situdtion.
Injury Sweden, Speed limits are set | Crush types und There is u sound This method is
Minimization/ | Netherlunds | uccording to the putterns for different | scientific link bused solely on u
Sufe System crush types that roud types, und between speed limits | roud sufety premise
ure likely to occur, survivubility rates for | und serious crush und muy hot be
the impuct forces different operuting prevention. Pluces u | uccepted us
that result, und speeds. high priority on roud | uppropriute in some
the tolerunce of sufety. jurisdictions.
the human body
to withstund these
forces.




Minimum Length of Speed Zones

The lenyth of uny section or zone set for u purticulur speed is typicully us long us possible und sfill
consistent with the underlying methodology. Applying minimum roud lengths dims to prevent having
frequent changes in speed limit ulong a road with varying characteristics. This section discusses the
upprouches severdl jurisdictions tuke in determining speed zone lenygth.

Mussachusetts and Ohio both recommend that the minimum length of o hew zone, hot contiguous to
un existing speed zone, be yreuter than or equal to 0.5 miles (0.8 kms) in length.'®2? Extensions of existing
wdarranted zones may be shorter. In rural areus of Massauchusetts, each zone in d series of yraduuted
speed zones hormuailly is at leust 0.2 miles (0.3 kms) in length, and, if the speed limit is reduced from one
zohe to the next by 15 mph (25 km/h) or greuter, a REDUCED SPEED AHEAD sign is erected in advance
of the lower limit in order to inform Mmotorists to adjust their speeds accordingly.'®

The State of Floridu has ho required minimum lenyth for uny speed zohe, rather it is sugyested that
enhyineering judgment be upplied. With respect to graduuted speed limits, the Florida guidelines
indicute that the buffer speed zones should not be so short that they require u driver to upply his/her
brakes to comply with the posted speed limit.2°

Gruduuted or buffer zones muy be used on upprouches to cities und towns to uccomplish u gradual
reduction of highway speeds to the speed posted ut the city limits. The chunye in speed between two
udjucent zones should hot hormally be greater than 15 mph (24 km/h), because the chanyge in speed
would be too dbrupt for driver observance. If adjucent 85th percentile speeds show un dbrupt change
of more than 15 mph (24 km/h), Texus requires graduated zones, and recommends that a fransition
zohe of approximately 0.2 miles (0.3 kms) or more in length should be used.'?

States may specify the mMinimum incremental length of a speed zone. For exumple, Massachusetts
reqyuires dll zones to be computed to the hearest tenth of a mile (0.16 kms).'®

In Texus, school zones ure exceptions und May be us short us reusonuble in urbun dreus, depending on
approuch speeds. School zones in urban areas where speeds are 30 mph (50 km/h) or less may have
school zones us short us 200 to 300 feet (60 to 90 meters).'”

Aluska’s generdl rule for speed zone lenygth is that the minimum length of u speed zone is the distunce
fraveled in 25 seconds dt the posted limit. While speed limit changes in Aluska are permitted in
increments of 5, 10, or 15 mph (8, 16, or 24 km/h), it is preferuble to use 10 or 15 mph (16 or 24 km/h)
chunges with reldtively lony zones rather than multiple short zones with 5 mph (8 km/h) increments.
When multiple speed studies maude on a continuous segment of roud result in 85th percentile speeds
within 5 mph (8 km/h) of euch other, the results are typicdlly averaged to minimize the number of speed
limit changes. It muy be helpful to plot u speed profile ulony d roud using the 85th percentile speeds
from the spot speed checks. Different combindtions of speed zone lengths und speed limit chuhge
increments may then be compured to see which combination minimizes the number of speed limit
chunyes while still conforming us closely us practical to spot speeds.?!

Page B-67 25



The Cunudiun guidelines for setting speed limits recommend a minimum length of speed zone of 0.6 miles
(one kilometer) where the speed limit is 45 mph (70 km/h) or higher. Shorter lengths may be used ut slower
speeds, but speed zone lengths of less than one-third of a mile (500 Meters) should be avoided.?

Practice in Australia and New Zeudlund is to vary the minimum length of u speed zone with the proposed
speed limit. To provide reusonuble consistency while avoiding excessive varidtions in speed limits, G
buldnce needs to be uchieved between:

e Roudside development;
e Roud environment; und
¢ The humber of changes of speed limit,

The desirdble minimum typicul lengths, shown in Tuble 6, have been developed with these heeds in mind.*

Table 6. Minimum Lengths of Speed Zones in New Zealand

Speed Limit, mph (km/h) Minimum Length of Zone, miles (km)
25 (40) 0.1(0.2)
30 (50)* Not upplicuble**
30, 35 (50, 60) 0.3 (0.5
45, 80, 55 (70, 80, 90) 1.25 2.0
60 (100) 2.0@3.0)
70 (110) 6.0 (10.0)

*This is the urban default limit.
**If urbun default limit is used the Minimum length of the zone is ot used in this procedure.

The level of development should be reusonubly consistent ulony the entire length of u speed limit, especidlly
in areus with spurse development. For example, it is not appropriate to install a 0.3 Mile (600 M lony),

45 mph (70 km/h) speed restriction in a rurdl area if the only development is located in a 300-foot (100 M)
section of roud in the middle of the proposed speed limit. In these circumstunces, roud users see ho
reuson for the chunge in speed limit, compliance will be poor, variations in operating speeds will increuse,
and judgments of speed und distance become more difficult for dll roaud users. Such conditions will usudilly
confribute to u reduction in sufety, especidlly for pedestrians and cyclists.™
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Table 7. Minimum Length of Road for a Speed Limit 4

Speed Limit, Minimum Length,

mph (km/h) | Nature of Road and Adjacent Speed Limits miles (kms)

30 (60) Urbun street, udjucent speed limits 45 mph (70 km/h) or less. 0.3 (0.5)
Urban fringe, udjaucent speed limits greater than 45 mph 0.6 (1.0
(70 km/h).

35 (60) Urbun arteridl route, udjucent speed limits 50 mph (80 km/h) 0.6 (1.0)
or less. 0.3 (0.5
Other situutions.

45 (70) Partly built-up, udjucent speed limits 50 mph (80 km/h) or less. 0.6 (1.0)
Other situations. 0.3 (0.5

50 (80) Arteridl route, udjucent speed limits 45 mph (70 km/h) or less. 0.6 (1.0)
Other situutions. 0.5(0.8)

60 (100) All situations. 1.2 (2.0)

All boundury points between speed limits must be ut, or close to, u point of significunt chanye in the
roudside development or the roud environment to emphusize the chunge in speed limit. Appropriute
locutions include u mMarked chunge in the level or type of roudside development, a chunhge in the roud
geometry, a bridge, a threshold or other fedture that uffects speed (e.g., o roundabout or G curve).

A threshold treatment may be hecessdry to reinforce a change in the speed limit where there is o
obvious chunge in the road environment.

Special Situations

Severdl situations not covered edrlier in this document dre covered in this section. Certdin geometric
condifions, school zonhes, und work zones ure exumples of situutions that mMay reyuire considerations in
uddition to the concepts ulreudy presented.

Advisory Speeds

Advisory speeds dre used on short sections of road where the physical conditions of the roadway restrict
sufe operating speed to something lower than the maximum legal speed (e.y., U horizontdl curve).
Advisory speeds ure typicully used becuuse the feduture that dictutes the lower speed is isoluted, und

it is hot feusible or desiruble to udjust the legul speed for u short section of roud. The posted regulutory
speed limit is not lowered to conform to the udvisory speed. Similarly, an advisory speed within a
regulutory speed zone is not posted if the udvisory speed is higher thun the posted speed limit,

In erecting udvisory speed signs, cure should be tuken not to install a regulatory speed limit sign so
neaur the udvisory speed sign that drivers muy become confused by two different speed vulues. More
importantly, regulatory speed signs should hot be locuted between dan advisory speed sigh and the
locution o which the udvisory speed upplies.' The sepuration between sighs should be in uccordunce
with the MUTCD.
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The most common use of udvisory speeds is on horizontal curves. More information on advisory speeds
cun be found in the ITE Informationual Report Methodologies for the Determindation of Advisory Speeds
und the FHWA hanhdbook Procedures for Setting Advisory Speeds oh Curves.®® 4

Nighttime Speed Limits

Speeds are normdailly posted on the basis of daylight speed values determined under good wedather
conditfions. It is permissible, however, for different day and night speeds to be posted for speed zones
where it cun be shown to be hecessury by un engineering study.

Nighttime speed limits generdily beygin 30 minutes after sunset and end 30 minutes before sunrise,
dalthough this may vary by jurisdiction. Nighttime speed limits are generdlly established on rouds where
sufety problems require d speed lower than what is prescribed by the daytime limit, and the operdting
speed thut is self-selected by drivers. Exumples of rouds that might require nighttime speed limits are
non-illuminuted rouds with reldtively high operating speeds und un overrepresentution of crushes during
“dark” environmental conditions, or rouds crossing the routes und movement putterns of lurge-sized,
nocturnul wildlife.

Where different speed limits are prescribed for day and hight, both limits shall be posted. A Night Speed
Limit sign (R2-3)* may be combined with or installed below the standard Speed Limit (R2-1) sign.'®

School Zone Speed Limits

Reduced speed limits should be considered for school zones during the hours when children are goiny
to und from school. Usudlly such school speed zones ure only considered for schools locuted udjucent
to highways or visible from highwuys. However, school-uge pedestriun uctivity should be the primary
busis for implementing reduced school zone speed limits. This includes irregular traffic and pedestrian
movements that may result from children being dropped off and picked up from school.™

A review of U.S. State school zone speed limits showed that most States use a school zone speed limit
of 15 1o 25 mph (25 to 40 km/h) in urban and suburban areus, with 20 mph (30 km/h) being the most
common.* VicRouds Austrdlia proposes the followiny:

e Qutside schools onh 30 mph (50 km/h) roads: A permanent 25 mph (40 km/h) speed limit. In some
specidl cuses, such us on high traffic volume streets, a time-based 25 mph (40 km/h) limit may be
upplied.

e Qutside schools on 35 und 45 mph (60 und 70 km/h) rouds: A time-bused 25 mph (40 km/h) speed
limit that is in effect during school entry and exit times on school days.

e Qutside schools on 80, 55 und 60 mph (80, 90 und 100 km/h) rouds: A tfime-bused 35 mph
(60 km/h) speed limit that is in effect during school entry und exit times on school days.®

Since school zone speed limits are active only for certdin times of the day, it is desirable that the school
zohe speed limit be no more thun 12 mph (20 km/h) below the speed limit on the approduches. This
removes the requirement for a MAXIMUM SPEED AHEAD sign (which would only be vdlid when the
SCHOOL ZONE MAXIMUM SPEED sign is activated).”’

*Numbers in purentheses refer to the corresponding siyn humber in the MUTCD.
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Ultimately, school zohe speed limits, like other speed limits, ought to be bused on un enygineering study
und traffic investigation to determine whether they ure warranted, us well us un uppropriute reduced
speed limit for the study ared. The investigution normally considers fuctors such us existing truffic control,
whether school crosswulks dre present, the type and volume of vehicular traffic, the ages and volume
of school children likely to be present, und the locution of children in relation to motorized truffic. The
most common fuctors considered in the enyineering study are:

¢ Children wualking ulonyg or crossing the roudway;

e Fenciny uround school property;

e Number und size of yups in truffic for school-auge pedestriuns to cross the street;

e Presence of crossing guards;

e Averuyge pedestrian demand per uppropriate gup;

e Student enrollment at the school;

e Locution of school property (i.e., ubutting the roud ullowunce or visible from street); und
e Presence of sidewulks.

A School Speed Limit assembly or u School Speed Limit (§5-1) sigh shall be used to indicute the speed
limit where d reduced speed zone for u school areu has been estublished (in uccordance with law
bused upon un enyineering study) or where u speed limit is specified for such areus by stautute.’® The
School Speed Limit ussembly or School Speed Limit sign shall be placed ut, or us hear us pructicdl,
the point where the reduced speed zone beyins. Accordiny to the MUTCD, the reduced speed zonhe
should beyin either at u point 200 ft (120 M) in advance of the school grounds, u school crossing, or
other school-reluted activities. This distunce should be increased if the reduced school speed limit is
30 mph (60 km/h) or more below the speed limit on the upprouch.'’® Locul regulutions may provide
more stringent guidunce, reyuiring yreuter distunces thun specified ubove.

The School Speed Limit assembly shall be either u fixed-messuge sign ussembly or u chuhygeuble message
sign. The fixed-messuge School Speed Limit assembly shall consist of a top plugyue (54-3P) with the legend
SCHOOL, u Speed Limit (R2-1) sign, und u bottom plugue (S4-1P, S4-2P, S4-4P, or S4-6P) indicuting the
specific periods of the day and/or days of the week that the school speed limit is in effect.’®

A Reduced School Speed Limit Aheud (84-5, S4-5u) sign is hormally used to inform roud users of u
school zone speed limit where the speed limit is 10 mph (15 km/h) or more below the speed limit on the
approuch roud, or where enygineering judgment indicates that advance notice is appropriate. If used,
the advance warhing ussembly is typicdlly installed not less than 150 ft (45 m) nor more than 700 ft

(210 m) in advance of the school grounds or school crossings.

The end of un uuthorized und posted school speed zone shull be mMarked with un End School Speed
Limit (§5-3) sigh und muy be marked with a standard Speed Limit sign showinyg the speed limit for the
section of highwuay that follows.'®
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Work Zone Regulatory Speeds

Traffic control in work sites is designed on the dussumption that drivers will only reduce their speeds if they
cleurly perceive u need to do so; therefore, reduced speed zoning ought to be uvoided us much us
practicable. Speed Limit signs ure erected only for the limits of the section of roudwday where speed
reduction is hecessary for the sufe operation of fraffic and protection of construction personnel. The
reduced speed limits ure effective only within the limits where signs are erected. If reduced speed limits
dre hot hecessury for the sufe operation of traffic during certain construction operations or those duys
and hours when the contractor is hot working, the regulatory construction Speed Limit sighs are typically
mude inoperutive. In selecting the speeds to be posted, consideration is given to sufe stopping sight
distunces, construction eguipment crossings, the nature of the construction project, and uny other
factors which uffect the sufety of the traveling public und construction workers.

The regulatory Speed Limit sigh (R2-1) shall be used.™

Truck Speed Limits

Speeds are normuailly posted on the basis of dll motorized traffic. It is permissible, and in some cuses
desirable, for trucks und other heuvy commerciul vehicles to have different (i.e., lower) muximum
speeds thun pussenyer curs. The heed for u lower speed limit for tfrucks is primarily demonstrated us
necessury by un enyineering study considering factors such us maugnitude und length of roudway
grudes, horizontul curvature, etc. Where different speed limits ure prescribed for trucks and pussenyer
curs, both limits shall be posted. A Truck Speed Limit sigh (R2-2) may be combined with or installed
below the standurd Speed Limit (R2-1) sign.'®

The sufety effectiveness of differentiul speed limits for trucks is inconclusive.

Minimum Speed Limits

Minimum speed limits are generdlly justified when studies show that slow-movinhg vehicles on any part
of u highwuay consistently impede the hormal und reusonuble movement of fruffic to such un extent
that they contribute to unhecessary lune chanyging or passing maneuvers. The maximum speed

limits und the need for minimum speed limits mMust be determined from the sume speed check dutu,
Whenever minimum speed zones dre used, the minimum posted speed should be within 5 mph

(8 km/h) of the 15th percentile value.” The Mihimum Speed Limit (R2-4) sign muy be instadlled below
u Speed Limit (R2-1) sign to indicute the minimum leydl speed. If desired, these two sighs may be
combined on one sigh punel (R2-4u).'S

Variable Speed Limits

Variuble speed limits ure speed limits that change, using dynumic sigh messuges, bused on roud, fruffic,
and wedther conditions. Varidble speed limits offer considerable promise in restoring the credibility

of speed limits und improving sufety by restricting speeds during udverse conditions. Variuble speed
limit systems may use sensors to monitor prevdiling traffic and/or weather conditions, and input from
fransportation professiondls and law enforcement in posting uppropriate enforceuble speed limits on
dynumic messuge signs.

The most common conditions that warrant variable speed limits are traffic conygestion, road
construction, incident mMunuyement, foy, snow, ice, und other weuther-related situutions.
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Variable speed limits are being successfully used in Europe, und ure used or dre beiny tested by severdl
State depuartments of tfransportation such as Colorado, New Jersey, Utah, Washington, and Wyoming.
The speed limit that is to be posted depends on the purpose for installing the variable speed limit. In
cuses where conhgestion or post-incident manugement ure the impetus for use, the recommended
speed limit for the condition is generdlly u function of the uveruge speed of fruffic, und un uttempt

to minimize speed differentidls in the traffic stream. Wedther-related varidble speed limits often are
determined by un dlgorithm that uses datu guthered from roud weuther monitoring stations.

Transition Zone Speed Limits

Transition zone speed limits are generdlly considered when there is a speed reduction of more than 25 mph
(40 km/h) between adjucent zones, uhd may be considered at other locutions if d field ussessment hus
determined that a fransition zone speed limit may improve sufety or traffic operdations. The followiny
factors may be considered in determining the heed for d transition zone speed limit:

e Roudwuy operuting speeds in udvunce of speed reduction.

o Existing operutionul/sufety issues (i.e., due to speed differentiul between vehicles, speed
exceedinyg that which is considered suitable for the roadway environment).

e History of overly uggressive braking at the enfrance to the reduced speed limit areu,
e Low speed limit compliunce in the lower speed limit ureu.,

e Expected compliunce with u frunsition speed zone (i.e., will motorists perceive it to be justified by
the surrounding roadway environment?).

In situations where rural rouds upprouch und continue through urbun areus und villuges, there is u
need for u commensurute reduction in the speed limit that reflects the change in the roudway and the
roudside character. In many instances these speed transitions cun be sizable, and the roud authority
heeds to post un infermediute or transition zone speed limit to assist drivers in slowing down.

Transition zone speed limits dre typicdlly set to divide the overdl speed reduction approximately in half.
For instunce, u speed limit decreuse from 60 mph (100 km/h) to 30 mph (50 km/h) might use u fransition
speed limit of 45 mph (70 km/h) or 50 mph (80 km/h).

The minimum transition speed zonhe length usudlly dllows for the plucement of REDUCED SPEED AHEAD
signs und a sufficient speed zone length to uchieve compliunce.

An excellent source of information on high-to-low speed transition zones that includes speed limits and
other meusures is avdiluble from the Nutional Cooperative Highway Reseurch Program,®

Seasonal or Holiday Speed Limits

A seusonul or holiduy speed limit aupplies for u specified period or periods during u yeaur, generdlly ut
locutions with significantly different levels of roadside activity at different times—for example, u beuch
resort that is popular in summer, but only sparsely populated for the remainder of the year. Typicdlly,
when the level of activity is at its highest, d reldtively low speed limit would be appropriate, while the
level of uctivity would justify the reldtively high speed limit otherwise.
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Reevaluation

After u speed limit is established, chanhges in the roadway geometry, land uses, or other circumstances
could prompt a heed for further study to determine if the limit heeds to be rdised or lowered. The MUTCD
recommends that engineering studies be conducted to reevaluute non-statutory speed limits on rouds
that have unhdergone sighificant changes since the last review, such ds the addition or elimination of
purking or driveways, chunges in the number of fravel l[unes, chunges in the configuration of bicycle
lanes, changes in traffic control signal coordination, or sighificant changes in fraffic volumes. ™ ITE provides
similur guidunce reygyurding the importunce of revisiting sites to conduct speed studies every five yeurs or
wheh chuhyges are made to roadways to ensure that the speed limits are still appropriate. '’

In Texus, periodic rechecks of dll zones ure desiruble ut intervals of ubout three to five yeaurs in urbun
dreus reyurdless of roudway improvements, roudside developments, or increuses in traffic volumes. Tridl
runs or rechecks of every third speed check station may be made. In rural areus, rechecks are desirable
atintervals of 5 to 10 years. In mMany instances, trial runs May be sufficient. If the speed checks or fridl
runs indicute u heed for revision of the zone, rechecks of speeds should be mude ut dll speed check
stutions for that particular section and d revised strip Mup Mude und submitted.'?

Muassuchusetts recommends that considerdation be given to revising numerical limits that vary by 7 mph
(11 km/h) from the 85th percentile speed when rechecks dre performed. They dlso feel it is beneficial to
muke u compurison of the crush experience for zones that have been in effect for u yeur or more.'®
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SPEED LIMIT ENFORCEMENT

While a properly selected speed limit is hopefully self-enforcing, the redility is that an effective speed limit
generdlly relies in purt on enforcement of the limit. The engineering community has four main roles in
speed enforcement:

o Communicute with those responsible for enforcement during the setting of speed limits;
e Provide dutu to enforcement officidls so they may effectively deploy enforcement resources;

e Provide und muaintain automuted speed enforcement (ASE) equipment and technoloyies (where
dllowed); und

¢ |ntegrate feutures in the road desigh to facilitate speed enforcement (i.e., laybys und median
opehinys that assist enforcement personnel).

Becuuse speed limits und enforcement are intertwined, it is important for the roud authority to lidise
with enforcement personnel before setting a speed limit for  facility. Enforcement personnel have
experience und uhiyue insights into the enforceubility of speed limits that may be used to ensure that
rationul speed limits are upplied.

Speed enforcement is essentidlly a crash countermedasure und therefore benefits from a proper
understanding of the persons, pluce, fime, and conditions that foster speeding. Engineering personnel
cun provide speed und crush dutu us well us citizen compluints to enforcement personnel so thut
dppropriute enforcement strategies ure identified. This dutu-driven upjprouch to resource deployment
cun taryet specific scenurios of speeding or types of speeding uctivities (e.y., commuters, ufter-school,
racing, deliveries, etfc.).

Automuted speed enforcement uses eyuipment to monitor speeds und photoyraph offenders to
produce citations that are muailed to the reyistered owner of the vehicle. ASE is particularly effective
at locutions where the roadway geometry or traffic volumes make it difficult to use more traditional
methods (e.y., requiring u truffic stop). This strateyy requires enabling leyislation, if such legislation has
not dlready been pussed. NHTSA's Speed Enforcement Camera Systems Operdational Guidelines is <
useful reference.®

The engineering community is generdilly involved in ASE, s it requires speed cameras that are
muintained by the road authority. In dll cases, enforcement personnel need to be involved und dn
infegral part of any ASE uctivities.

A combinution of the various enforcement strategies described above, in uddition to engineering und
communicutions counftermeusures, muy contribute to onyoing compliunce with the speed limit. When
an effective speed enforcement program is sustained, it can continue to deter speeders. The NHTSA
und FHWA Speed Enforcement Program Guidelines is u useful reference.*?
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APPENDIX A: GLOSSARY

The followiny definitions ure provided to did in the understunding of setting speed limits. They may or
may not coincide with terms and definitions found in related State statutes.

10 mph Pace: The 10 mph pace is the 10 mph range encompussing the greutest percentage of dll the
Meusured speeds in u spot speed study.

85th Percentile Speed: The 85th percentile speed is the speed ut or below which 85 percent of the
free-flowiny vehicles travel.

Advisory Speed: Advisory speeds wurh drivers to proceed ut u speed lower than the speed limit due to
geometrics, surfuce, sight distunce, or other conditfions.

Annual Average Dadily Traffic: Commonly ubbreviuted us AADT, the totdl number of vehicles traversing
u point or facility in one year divided by 365.

Average Speed: The average (or meun) speed is the most commohn Mmeusure of central fendency.
Using dutu from a spot speed study, the uverage is culculated by summing dll the meusured speeds
and dividing by the sumple size.

Design Speed: The design speed is u selected speed used to determine the various yeometric design
fedtures of the roudwuay.

Differential Speed Limit: A system that prescribes different maximum speed limits for different vehicle
types or user groups. This is usudlly applied us one muximum speed limit for light pussenger vehicles, und
d lower maximum speed limit for frucks and heavy commercidl vehicles.

Free-flow Speed: Free-flow speed is the speed a driver chooses wheh there are no influences from other
vehicles, conspicuous enforcement, or environmental factors; in other words, this is the speed the driver
finds comfortuble bused on the uppeurance of the roud.

Injury Minimization Speed Limit: Also known s a speed limit for sufe systems, it is a speed limit that
is set so that the forces experienced by the human body in the event of a crash will hot exceed
biomechunicul tolerances resulting in dedath or a severe personadl injury.

Optimal Speed Limit: A speed limit thut yields the minimum total cost to society, including vehicle
operuting costs, crush costs, fravel time costs, and other societul costs.

Rational Speed Limit: A speed limit that is based on d formual, analytical review of traffic flow, roadway
design, locul development, und crash datu, For existing rouds, it uses the 85th percentile speed of
free-flowiny vehicles operuting under normal truffic, wedther, and roudway conditions us the speed
limit, adjusted dowh by factors that can affect safety, such ds road desigh features und roadside
development und dre not reudily uppdarent to the motorist. The analysis dlso considers crash history and
the influence of speed us u contributing fuctor. The 85th percentile speed is bused on the premise that
the vast majority of drivers will select u speed that is reusondble, sufe, und prudent for u given roud.
Drivers who exceed the 90th percentile have u significantly higher risk of crashing.

Road Safety Audit: A formual safety performance examination of un existing or future roud or
infersection by un independent audit tfeam,
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Speed Dispersion: The speed dispersion refers to the hormail spreud in vehicle speeds observed in a
study section.

Speed Limit, Absolute: An dbsolute speed limit is u humericul value, the exceeding of which is ulways
in violation of the law, regurdless of the conditions or hazards involved.

Speed Limits, Environment: An environmentdadl speed limit is a speed limit created for the purpose of
Mmeeting federdl dir quality standards.'?

Speed Limit, Posted: The posted speed limit is the value conveyed to the motorist on u black-on-white
regulatory sign. Standurd engineering practice is to post speed limits for freeways, arteridls, and any
roudwday or street where speed zonihg has dltered the limit from the statutory value.

Speed Limit, Prima Facie: A primu fucie speed limit is one aubove which drivers dre presumed to be
driving unlawfully. Nevertheless, if churged with d violdtion, drivers have the opportunity to demonstrate
in court that their speed wus safe for conditions at the tfime and not in violdtion of the speed limit, even
thouygh they muy have exceeded the humericdl limit,

Speed Limits, Statutory: Numerical speed limits specificdlly provided for under a State’s traffic codes
that apply to various clusses or cuteyories of rouds (e.y., rurdl expressways, residentidl streets, primary
arteridls, etc.). State laws may or may hot require that these limits be posted.™

Speed Zoning: Speed zoninyg is the process of performiny und engineering u study und establishing u
reusonuble und sufe speed limit for u section of roadway where the statutory speed limits given in the
motor vehicle laws do hot fit the roud or traffic condifions at u specific locution.

Speeding: The leyul definition of speediny is exceediny the posted speed limit. In the roud sufety
community, speeding is defined us exceediny the posted speed limit or speed too fust for conditions.

Test Run: A speed test run is performed by driving through a study areu (potentidl speed zone) ut u
reusonuble free-flow speed und collecting speed dutu, then using this datu to confirm speed limits or
speed dutu collected from other vehicles in the study ureu.,
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APPENDIX C: ILLINOIS POLICY ON SETTING SPEED LIMITS

(The muteridl in this section is udupted from Policy on Estublishing und Posting Speed Limits on the State Highway System,
ublished by the lllinois Depurtment of Transportation (March 2011).)

lllinois stututes und the State Manudl on Uniform Traffic Control Devices require that speed limits
other than statutory speed limits be based on *... un engineering study that has been performed in
accordunce with traffic engineering practices. The enygineering study shall include aun anualysis of the
current speed distribution of free-flowiny vehicles.”

The followiny procedure shall be used to determine speed zones on streets und highways under the
jurisdiction of the DOT. The sume procedure is recommended for locul ugencies.

STEP 1: Establish the Prevailing Speed

The prewvdiling speed is the uverauye of the following three metrics, meusured during free-flowing fraffic conditions:
o 85th Percentile Speed: The speed ut or below which 85 percent of the vehicles dre traveling.
o Upper Limit of the 10 mph Puce: The 10 mph range contuining the most vehicles.

o Average Test Run Speed: Determined on the busis of five vehicle runs in each direction over the
length of the proposed speed zone.

The prevdiling speed is the neurest 5 mMph increment to the average of the ubove three values.

STEP 2: Supplementary Investigations (Optional)

Adjustment factors for determining the proposed posted speed limit may be determined by further
investigation of any or dll of the followiny four conditions:

e Elevuted Crush Risk: If the speed zone beiny studied contdins u portion of a high-crash segment
or contdins u high-crash intersection us determined by the Bureuu of Sufety Engineering, the
prevuiling speed muy be reduced by 10 percent.

o Access Control: The uccess conflict number (ACN) is culculated for the speed zone, und this
number is used to determine the percent reduction of the prevudiling speed ds shown below.

ACN* Reduction (%)
<40 0
41 to 60 5
> 60 10

Ng+5Npy+10N;
L

*ACN =

Where:

=z
I

Number of field enfrances und driveways to single-fumily dwellings

P4
I

Number of drivewuys to minor commercial entrances, multi-family residential units, and
minor street intersections

P4
I

Number of drivewuys to mujor commercial entrances, large multi-family developments,
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e Pedestriun Activity: Where no sidewulks are provided or where sidewulks dre locuted immediately
behind the curb and the totdl pedestrian fraffic exceeds 10 per hour for any 3 hours within any
8-hour period, the prevdiling speed may be reduced by 5 percent. Pedestrians crossing the
route at intersections or established crossing points mMay be included if the point of crossing is not
controlled by a STOP or YIELD sign on the route in guestion, or does hot have traffic sighdls.

o Purking: The prevdiling speed may be reduced by 5 percent where purking is permitted adjacent
to the tfruffic lunes.

The udjustment fuctors from the four different factors are added toyether to produce d single
percentage udjustment that shall hot exceed 20 percent,

Step 3: Selection of Preliminary Speed Limit

The preliminary speed limit is either the culculated prevdiling speed (from Step 1), or if the optiondl
investigution wus undertuken, it is the prevdiling speed us udjusted by dpplicution of the percentuge
corrections from the optiondl investigution (Step 2). The following rules upply to the outcome:

e The preliminury posted speed limit should be the closest 5 mph increment to the (udjusted)
prevuiling speed.

e The preliminary posted speed limit shall hot differ from the prevdiling speed (from Step 1) by more
than 9 mph or by more than 20 percent, whichever is less.

Step 4: Violation Check

Using the spoft speed data collected in Step 1, determine the mediun speed (the 50th percentile). The
proposed speed limit should be either the preliminary posted speed limit or the 50th percentile speed,
whichever is greuter.

If the proposed speed limit exceeds the stututory speed limit for the highway in guestion, either the
stututory speed or the proposed speed limit may be posted. If the selected speed limit results in G
violation rate greater than 50 percent, the appropriate police agency(ies) should be notified that extra
enforcement efforts may be necessary.

It is noted thut differences in posted speeds between udjucent speed zones should not be more than
10 mph. However, the lllinois policy permits a larger difference provided that adeqguate speed reduction
signs dre posted.
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Regular Agenda Item C

CITY OF BLOOMINGTON
REPORT FOR THE TRANSPORTATION COMMISSION
August 21, 2018
CASE SUBJECT: ORIGINATING FROM:
NUMBER:

Summary of Citizen -

INFORMATION Comments/Complaints Received Pg;ilpﬁ l;)fig’clgfl’ li)l;re?rE
June and July, 2018 y g

REQUEST: Item submitted as information for the Transportation Commission.

Any feedback or comments are welcome.

STAFF RECOMMENDATION: N/A

Staff submits the following information to the Commission. Any comments or feedback is
appreciated.

1. ATTACHMENTS:
a. None

2. BACKGROUND AND SUPPLEMENTAL INFORMATION:

The following comments were received by the Engineering Department between June 10 and
August 17, 2018 or are updates of previous comments (additions to previous updates arec Bold-
Underlined:

1) Received request to increase parking restrictions on Lee at Chestnut due to lack of
sight distance when turning from Chestnut to Lee. Called petitioner to discuss: He
indicated the problem was both to north and south, and for both westbound and
eastbound. Phil indicated parking currently is restricted via in-place signage: no
parking on west side Lee to south all the way to Locust, no parking on east side Lee
to south for ~100', no parking on east side Lee north for 80'. Parking on west side of
Lee to the north is not currently restricted via signage, but City Code and State Statute
restricts parking within 20' of the cross walk. We'll look into signing northwest side,
but the rest needs enforcement by Police as restrictions are already in place. We’ll
notify the Police of the concern. He should call Police if cars are parked illegally. He
indicated he has a co-worker who has similar difficulties with sight distance that he
would have call me with additional information. Received call from Ms. Kelley
Luckey in late April who expressed concern that the sight distance obstruction is a
combination of parked cars and existing trees. Will visit site for further evaluation.

2) Received request from Dunraven Homeowner’s Associate to restrict parking on west
side of Glenbridge between Ballybunion and Dunloe. Letters were delivered to
neighborhood requesting feedback on proposed parking ban on west side of street.
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3)

4)

5)

6)

7)

8)

Regular Agenda Item C

Responses received overwhelmingly favor restricting parking. Mailed letter to
residents notifying them that the parking restriction would be put in place.
Engineering will evaluate over next 90-120 days and incorporate into City Code
provided there are no unintended consequences that arise. Signs scheduled to be
installed on or after April 24; no additional comments received to date. Continuing to
monitor until August 30, 2018.

Received request to review restricting parking to one side of street and install traffic
calming on Tanner between Park Lake and Springfield. Speed and traffic data to be
gathered to evaluate request when weather and staffing allows.

Received request to remove a No Parking sign in front of a house and an old utility
pole which no longer has any lines on it along the back of the property. Reviewed
request: parking restriction required to allow room for school buses and garbage
trucks to turn around (house is on the end of a street without a cul-de-sac). Currently
verifying owner of the pole, believed to be Ameren about its removal. Confirmed
Ameren owned pole and contacted them about removal; also provided contact info to
resident. Resident indicated school buses no longer use her street (child no longer
school age) and garbage trucks use alley. Discussed further with internal staff on sign
and confirmed that parking restriction needed to allow garbage trucks to turn from the
alley. Staff to replace existing faded sign.

Received request to allow parking along the south side of Westport Court. Reviewed
current restrictions and signing. Letters being developed to be delivered to
neighborhood requesting feedback on proposed parking changes. Feedback received
in favor of allowing additional parking. Signs scheduled to be installed on or after

May 3; no additional comments received to date. Continuing to monitor until
September 30, 2018.

Received request from multiple residents along the 1300 and 1400 blocks of Oak
Street to restrict parking with a Tow Away Zone on both sides of the street from 6 am
to 6 pm, Monday through Friday. Letters being developed to be delivered to
neighborhood requesting feedback on proposed parking ban. Results returned with
enough votes to put in the requested parking ban. However, some of the comments
against the parking ban indicated a significant hardship (i.e., at least one house
without a driveway who needs to be able to park in the street). We are working to
contact these individuals to discuss potential options. Implemented requested
parking ban on July 17, continuing to monitor until October 30, 2018.

Received request for handicap spot on 1200 block of Oak Street. Waiting to receive
supporting documentation of plaque or license plate from requestor.

Received Request for a Street Light via phone call. No location or name provided.
Message left on voicemail seeking additional information, no response yet. Left
additional voicemail with no response yet.
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9) Received Request to replace faded parking restriction signs along Washington Street.
Need to visit site and evaluate.

10) Received complaint of people driving down the alley between Van Schoick Street and
Tanner Street west from Springfield Road and proceeding through a yard back to Van
Schoick after the alley ends mid-block. Request for Dead End sign installed at
Springfield Road. Sign scheduled to be installed on or after May 7; no additional
comments received to date.

11) Received complaint of speeding and request for traffic calming on Grove Street
between Clinton and Mercer. Grove is a classified street with higher traffic volumes,
so it does not meet the requirements for traffic calming. Coordinating with Police
Department for enforcement.

12) Received complaint of speeding on E. Oakland east of Hershey, especially around
Watford. Due to hill east of Warford, can be worrisome turning from Watford onto
Oakland and being overtaken. Request reduction from 40 mph to 30 mph. Completed
field check. There is a hill to the east of Watford limiting the view of the intersection
from westbound Oakland. There is also an existing "intersection warning" sign with a
30 mph plaque. Could consider speed reduction, but would need speed study. 85th
percentile likely closer to 40 mph than 30 mph. Will gather speed data and review
crash data.

13) Received request for increased pedestrian warnings at US 51 (Madison) and Front
Street. To be reviewed and likely referred to IDOT for consideration.

14) Received request for clearly marked drop-off at the Arena on US 51 (Madison). To be
reviewed and responded to but likely unable to provide due to moving lanes of traffic.

15) Received request for crosswalk warnings at East and Locust for crossing from BCPA
to/from north parking lot. To be reviewed and responded to.

16) Received request to relocate “CT” to Front Street by Arena. Need to contact submitter
and clarify.

17) Received request for temporary traffic signals at Rhodes Lane and US 150. To be
reviewed and likely referred to IDOT for consideration.

18) Received four coordinated requests for an all-way stop or other pedestrian warning
enhancements at Stone Mountain and College for pedestrians walking north and south
to/from Tipton Park. To be reviewed and data collected when staff availably allows.

19) Received complaint about truck traffic on Fort Jesse Road. Need to review.

20) Received request for traffic signals at Fort Jesse Road and Airport Road. Intersection
currently 4-way stop with plans to signalize in near future.
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21) Received complaint of speeding and request for “Children at Play” signs on Gill
Street at pass-through-cul-de-sac west of Airport. Need to evaluate Yield sign usage
for clarity.

22) NEW: Received complaint of Park Drive on Chestnut being blocked by park traffic.
Need to contact resident and clarify concern.

23) NEW: Received request for traffic calming on Eastport Drive between Clearwater
and Empire. Need to gather speed and traffic volume data and compare to Traffic
calming policy.

24) NEW: Received request for traffic calming on Gloucester Circle between Hersey and
Dover. Have started gathering speed and traffic volume data and need to compare to
Traffic calming policy.

25) NEW: Received request for traffic calming on W. Oakland between Livingston and
Euclid. Need to gather speed and traffic volume data and compare to Traffic calming
policy.

26) NEW: Received request to add flashing yellow arrows at Emerson and Towanda due
to confusion of eastbound left turn drivers and non-90 degree angle of intersection.
Contacted requester and indicated flashing yellow arrows are beginning to be
incorporated as other signal maintenance work is completed at an intersection. This
particular location will be reviewed closed due to unique geometry.

27) NEW: Received report of missing no parking sign at McGregor and Oakland. Need
to visit site and review.

28) NEW: Received report of missing intersection lane use sign on eastbound
Washington at Hersey. Visited site and confirmed; need to complete work order for
replacement.

29) NEW: Received report of defaced handicapped parking sign on University. Need to
complete work order for replacement.

30) NEW: Received request to remove school zone on southbound Center Street by
Thornton’s for Corpus Christi is no longer needed due to school closing. Need to
confirm if this zone was just for Corpus Christi and not also Bent Elementary.

31)NEW: Received request for school crossing sign added at Washington and Darrah.
Need to determine which intersection leg is being requested and evaluate request.

32) NEW: Received concern about an increase in collisions on GE Road between Golden
Eagle and Towanda Barnes Road. Need to pull accident data, review for trends and
evaluate options.

33) NEW: Received two separate concerns about commercial parking on residential
portion of Norma Drive. Need to contact residents and discuss.
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34) NEW: Received request for stop or yield sign at Ark and Matthew.

35) NEW: Received request for no parking in front of a residence on Colton due to
constant blocking of driveway.

36) NEW: Received complaint of landscaping creating a sight obstruction at Peirce and
Mercer.

37) NEW: Received complaint of out of town school buses parking and blocking alley
behind ElImwood Road and the BHS football/baseball fields during school sports
activities.

38) NEW: Received request for a “censored light on the pole”. Need to contact for more
information.

39) NEW: Received complaint about new power poles at Hershey and Jumer causing a
sight obstruction.

40) NEW: Received report of signals at Four Seasons and Oakland not detecting
northbound left turns.

41) NEW: Received complaint of fence creating a sight obstruction at Cornelius and
Airport.

3. STAFF RECOMMENDATION:

Staff submits the above information to the Commission. Any comments or feedback is
appreciated.

Respectfully submitted,

Philip Allyn, PE, PTOE
City Traffic Engineer
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