
 

 

AGENDA 
BLOOMINGTON TRANSPORTATION COMMISSION 

REGULAR MEETING 
TUESDAY, AUGUST 21, 2018 4:00 P.M. 
COUNCIL CHAMBERS, CITY HALL 

109 EAST OLIVE STREET 
BLOOMINGTON, ILLINOIS 

1. CALL TO ORDER 
 
2. ROLL CALL 
 
3. PUBLIC COMMENT 
 
4. MINUTES: Review and approve the minutes of the June 19, 2018 regular meeting of the Bloomington 

Transportation Commission. 
 
5. 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 
 

6. OLD BUSINESS 
A. Any old items brought back by the Commission 

 
7. NEW BUSINESS 

A. Any new items brought up by the Commission 
 
8. COMMISSIONER COMMENTS 
 
9. 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 
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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 
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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 



 

3 

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 
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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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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 Ill.Rev.Stat.1991, ch. 95 1/2, ¶ 11–313.

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.

(c) 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.

(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.
77–66, § 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 Ill.Rev.Stat.1991, ch. 95 1/2, ¶ 11–601.

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. 91–469, § 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. 89–444, § 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 Ill.Rev.Stat.1991, ch. 95 1/2, ¶ 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. 89–444, § 5,
eff. Jan. 25, 1996;  P.A. 98–511, § 5, eff. Jan. 1, 2014.
Formerly Ill.Rev.Stat.1991, ch. 95 1/2, ¶ 11–603.

5/11–604. Alteration of limits by local authorities
§ 11–604.  Alteration of limits by local authorities.

(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.

(c) 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. 77–643, § 1, eff. Aug. 4, 1971;  P.A. 77–2829, § 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. 89–444, § 5, eff. Jan. 25, 1996;  P.A. 95–574,
§ 5, eff. June 1, 2008;  P.A. 95–788, § 5, eff. Aug. 7, 2008.
Formerly Ill.Rev.Stat.1991, ch. 95 1/2, ¶ 11–604.

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

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).
(c) 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 Ill.Rev.Stat.1991, ch. 95 1/2, ¶ 11–605.

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.

(c) 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 (ii) 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

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.

(c) 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

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.

(c) 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 Ill.Rev.Stat.1991, ch. 95 1/2, ¶ 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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X®Y�_d̄Ye[V°Ŷ�_±�[®V̂�]ŶYU]e®�²Û�[_�fY[Y]³VWY�[®Y�Y±±Ye[̂�_±�]UV̂VWh�UWf�T_²Y]VWh�́_̂[Yf�̂́YYf�TV³V[̂�_W�f]V°Y]�dY®U°V_]
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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.
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Disclaimer
The contents of this handbook reflect the views of the authors, who are responsible for the facts and the 
accuracy of the data published herein. The contents do not necessarily reflect the official view or policies of 
the Federal Highway Administration (FHWA). This handbook does not constitute a standard, specification, or 
regulation. It is not intended for construction, bidding, or permit purposes.

Notice
The United States Government does not endorse products or manufacturers. Trade or manufacturers’ 
names appear herein solely because they are considered essential to the object of this handbook.
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THE SAFETY OF SPEED
It is important to understand how speed impacts safety, because setting speed limits is primarily a 
road safety measure. While the laws of physics make it very clear that speed and crash severity are 
inextricably linked (i.e., severity increases geometrically as speed increases), there has been a good 
deal of controversy over the impact of speed on crash occurrence. This is primarily because the variety 
of road design and operating characteristics can obscure the precise relationship between speed and 
crash occurence. Numerous studies and research efforts on this topic that have presented conflicting 
results on this important relationship. However, the most recent and statistically robust research on speed 
and crash occurrence fairly definitively indicates that, all other factors being equal, increased speeds 
increase crash occurrence.7 The magnitude of the increase is dependent on the specifics of each case, 
with urban areas having the most pronounced relationship and controlled-access facilities the weakest.

One of the most statistically robust efforts to uncover the relationship between speed and safety was 
a meta-analysis conducted by the Norwegian Institute of Transport Economics.7 The information and 
conclusions from the meta-analysis form the basis for the statements made in this section.

For a given roadway type, there is a strong statistical relationship between speed and crash risk for 
speeds in the range of 15 mph to 75 mph (25 km/h to 120 km/h). When the mean speed of traffic is 
reduced, the number of crashes and the severity of injuries will almost always go down. When the 
mean speed of traffic increases, the number of crashes and the severity of injuries will usually increase. 
The relationship between mean travel speed and crash risk can be adequately described in terms of 
the following model:

CMF =  Crash modification factor

Va =  Mean speed in the after condition

Vb =  Mean speed in the before condition

X =   3.6 for fatal crash frequency 
2.0 for injury crash frequency 
1.0 for property-damage-only crash frequency 
4.5 for fatalities 
2.7 for personal injuries

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

The above relationship between speed and crash risk is significantly different from the traditional 
U-shaped relationship that has defined much of the current North American thinking on speed limits 
and speed management. The U-shaped relationship (Solomon curve) between speed and crash risk 
can be questioned for two reasons:
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1. The U-shape is generally expected to be an artifact of errors in the measurement of speed8,9; and

2. There is a strong correlation between mean speed and speed variance, so it is difficult to separate 
the effects of mean speed and speed variance on crash risk.10

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

A change in the speed limit almost always changes the mean speed of traffic. However, the changes 
are not always proportional. For the most part, the change in the mean speed of traffic created by a 
change in speed limit is around 25 percent of the change in the speed limit.7 In other words, a speed 
limit increase or reduction of 6 mph (10 km/h) yields about a 1.5 mph (2.5 km/h) raising or lowering of 
the mean speed, respectively. When this statistic is combined with the power formula equating change 
in mean speed to crash risk, it is evident that lowering the speed limit will reduce crash risk, and raising 
the speed limit will increase crash risk.

Whether the safety gains/losses associated with the change in the speed limit is worthwhile must be 
examined in the context of maintaining reasonable mobility, and other system objectives. In addition, 
the policy context must be considered because the relationship between travel speed and speed 
limits indicates that the percentage of violators increases when speed limits are lowered and decreases 
when speed limits are increased.
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SPEED LIMIT BASICS
Setting speed limits in the United States has always 
been a responsibility of State and local governments. 
The unrestricted freedom to exercise that authority was 
interrupted by the Federal Government during World War 
II, and more recently with the National Maximum Speed 
Limit of 55 mph (90 km/h). The National Maximum Speed 
Limit was repealed in 1995.

Every State has a basic speed statute requiring drivers to 
operate their vehicles at a speed that is reasonable and 
prudent for conditions. This basic rule is contained in the 
Uniform Vehicle Code (UVC), which provides a model set 
of motor vehicle laws to encourage uniformity in State 
traffic regulation. State statutes authorize maximum speed 
limits that may vary by highway type (e.g., interstate 
highways) or location (e.g., urban district).11

The UVC is a set of model traffic laws that was originally 
developed by the National Committee on Uniform Traffic 
Laws and Ordinances (NCUTLO), a now defunct, private, 
non-profit organization. The NCUTLO’s members were 
mainly State governments and some related organizations. 
The extent to which the code is used varies by State. The 
UVC and most State motor vehicle laws include a basic 
speed law with wording similar to the following: No person 
shall drive a vehicle at a speed greater than is reasonable 
and prudent under the conditions and having regard for 
the weather, visibility, traffic, and the surface and width of 
the roadway.11

Section 11-803 of the UVC recommends States establish speed zones upon the basis of an engineering 
and traffic investigation. Section 11-804 outlines recommended practices on how local authorities may 
alter maximum limits.12

Types of Speed Limits

Speed limits may be classified as default/statutory regulations, or speed zoning regulations established 
on the basis of engineering studies. In all cases, a speed limit must be legislated (i.e., established by 
legislative authority).

Statutory Speed Limits
Statutory limits are based on the concept that uniform categories of highways can operate safely 
at certain maximum speeds under ideal conditions. State motor vehicle laws specify speed limits on 
specific categories of streets and highways. For example, a 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 all other 
roads. Generally, statutory limits apply throughout a political jurisdiction.11 Table 1 contains examples of 
statutory limits for three States and for the Uniform Vehicle Code.

Article VIII—Speed Restrictions

11-801—Basic rule

No person shall drive a vehicle at a 
speed greater than is reasonable 
and prudent under the conditions 
and having regard to the actual 
and potential hazards then existing.  
Consistent with the foregoing, every 
person shall drive at a safe and 
appropriate speed when approaching 
and crossing an intersection or railroad 
grade crossing, when approaching 
and going around a curve, when 
approaching a hill crest, when 
traveling upon any narrow or winding 
roadway, and when special hazards 
exist with respect to pedestrians or 
other traffic or by reason of weather or 
highway conditions. (Revised, 1968)

Uniform Vehicle Code and Model Traffic 
Ordinance, 2000, National Committee 
on Uniform Traffic Laws and Ordinances, 
Evanston, Illinois.
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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 urban districts

Delaware Where no special hazard exists, the following speeds shall be lawful, but any 
speed in excess of such limits shall be absolute evidence that the speed is not 
reasonable 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 any residential district

20 mph (30 km/h) at all school zones where 20 mph (30 km/h) regulatory signs 
are in effect during specific periods

50 mph (80 km/h) on 2-lane roadways

55 mph (90 km/h) on 4-lane roadways and on divided roadways

Minnesota 10 mph (15 km/h) in alleys

30 mph (50 km/h) on streets in urban districts

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

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

65 mph (105 km/h) on expressways

55 mph (90 km/h) on other roads

Oregon 15 mph (25 km/h) – alleys; narrow residential roadways

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

25 mph (40 km/h) – residential districts, public parks, ocean shores

55 mph (90 km/h) – open rural highways, trucks on interstate highways

65 mph (105 km/h) – passenger vehicles, light trucks, motor homes, and light 
duty commercial vehicles on interstate highways.

Statutory speed limits allow for speed limits to be in effect even when it is not practical to post them.

There are two types of statutory speed limits: (a) absolute limits and (b) prima facie limits. The principle 
difference between the two types is whether someone who is charged 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 traffic, or other influencing factors. There is no recourse 
to contend a charge. A prima facie speed limit is one above which drivers are presumed to be driving 
unlawfully but, if charged with a violation, they may contend that their speed was safe for conditions 
existing on the roadway at that time. And, therefore, that they are not guilty of a speed limit violation.

Prima facie limits provide greater flexibility to drivers to determine an appropriate speed for conditions 
and place a greater burden of proof on the enforcement community that a violation has occurred.
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Approximately two-thirds of the States have absolute speed limits.11

Speed Zones
Where statutory limits do not fit specific road, traffic, or land uses conditions, most road authorities 
have the power to establish speed zones to reflect the safe maximum reasonable speed. These 
alternative speed limits may be higher or lower than those prescribed by the UVC or the statutory 
limits of the jurisdiction. Alternative maximum legal speed limits are established by legislating the 
speed zone, typically founded on the basis of an engineering study, and becoming effective when 
the limits are posted and properly recorded.11 Agencies process resolutions, traffic control orders, 
or other formal documents to properly record the legal speed limit. An example of a Traffic Control 
Order is shown in Appendix B.

To encourage compliance and effectively manage risk, many agencies set speed limits to reflect the 
“reasonable and prudent” behavior of the majority of motorists acting in an appropriate manner. This 
encourages drivers to obey the posted speed limit and travel at a reasonable speed. It also targets 
limited enforcement resources at the occasional violator who disproportionately contributes to crash 
risk. The concept of a rational speed limit involves a formal engineering review, during which drivers’ 
free-flowing speeds are observed. The assumption is that by reflecting actual driver speeds, most people 
will consider the speed limit appropriate. Such speed limits are desirable because they encourage 
public compliance, reduce speed differences among drivers, and offer a defensible enforcement tool.
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SETTING SPEED LIMITS
This section describes the main objectives and guiding principles of setting speed limits and provides a 
detailed description of the principal available methods.

Speed limits are set to inform motorists of appropriate driving speeds under favorable conditions. 
Drivers are expected to reduce speeds under certain conditions (e.g., poor visibility, adverse weather, 
congestion, warning signs, or presence of bicyclists and pedestrians). Legislation and statutes 
generally reflect this requirement. All speed control regulations provide the legal basis for adjudication 
and sanctions for violations of the law. Road authorities may also post advisory speed signs, which 
do not have the force of law but warn motorists of suggested safe speeds for specific conditions at 
a particular location (e.g., a turn or an intersection approach).11 Having stated the above, however, a 
motorist exceeding an advisory speed could still be cited under the basic speed rule (i.e., driving too 
fast for the prevailing conditions).

The primary purpose of the speed limit is to advise drivers of the maximum reasonable and safe 
operating speed under favorable conditions. It provides a basis for enforcement and ought to be fair in 
the context of traffic law.

Methodologies for setting speed limits typically are designed to result in recommended speed limits that:

Are related to crash risk;

Provide a reasonable basis for enforcement;

Are fair in the context of traffic law; and

Are accepted as reasonable by a majority of road users.

The selected methodology is generally applicable on all road types and capable of being 
implemented with existing resources.

Factors that affect safe speeds along roadways, and also influence the speed selected by motorists, 
include:

A vehicle’s mechanical condition and characteristics;

Driving ability/capabilities;

Traffic volume: vehicles, pedestrians, and bicycles;

Weather and visibility;

Roadway design elements, including:

 » Road function/purpose;

 » Lane and shoulder width;

 » Horizontal and vertical curves;

 » Available sight distances;

 » Driveways with restricted visibility and other roadside developments;
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 » High driveway density;

 » Rural residential or developed areas; and

 » Paved or improved shoulders.

Pavement conditions; and

Crash frequency and severity.

All of these factors should be considered when designing appropriate speed limits at locations where 
the speed limits need to be varied from the statutory limits. Special situations also exist that necessitate 
nighttime, school zone, work zone, minimum and variable speed limits or advisory speeds.

The above-mentioned factors to be considered in selecting a speed limit are also heavily influenced 
by geometric design features of the road and roadside development/activity. This is largely because 
drivers tend to select operating speeds based on the visual scene presented to them. Therefore, the 
speed limit and design of the road must work in concert if desired operating speeds are to be achieved.

Due to the lack of specific guidance and procedures from the Manual on Uniform Traffic Control 
Devices (MUTCD) and other documents, engineers often rely on their experience and judgment when 
considering factors that affect decisions about setting appropriate speed limits. The use of subjective 
procedures by decision-makers with various levels of experience, and 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 general approaches to setting speed limits:

Engineering approach: A two-step process where a base speed limit is set according to the 85th 
percentile speed, the design speed for the road, or other criterion. This base speed limit is adjusted 
according to traffic and infrastructure conditions such as pedestrian use, median presence, etc. 
Within the engineering approach there are two approaches; 1) Operating Speed Method and  
2) Road Risk Method.

Expert system approach: Speed limits are set by a computer program that uses knowledge and 
inference procedures that simulate the judgment and behavior of speed limit experts. Typically, 
this system contains a knowledge base containing accumulated knowledge and experience 
(knowledge base), and a set of rules for applying the knowledge to each particular situation 
(the inference procedure).

Optimization: Setting speed limits to minimize the total societal costs of transport. Travel time, 
vehicle operating costs, road crashes, traffic noise, and air pollution are considered in the 
determination of optimal speed limits.

Injury minimization or safe system approach: Speed limits are set according to the crash 
types that are likely to occur, the impact forces that result, and the human body’s tolerance to 
withstand these forces.

Engineering and expert system approaches are widely used in North America, injury minimization methods 
are gaining wide-spread use in countries that are at the forefront of global road safety (i.e., Sweden, 
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Australia, etc.). The concept of setting optimal speed limits has been studied by some jurisdictions, but is 
not known to have been adopted by any road authority. However, the optimal speed limits approach 
seems applicable within the context of providing context sensitive solutions (CSS)—an approach that 
considers the total context within which a facility will exist—and has been considered for application on 
some New Jersey roads.13

Speed limits set by either an engineering method or an expert system use similar basic tenets. The 
engineering method is often limited to a basic study, while the expert system approach employs a 
more structured set of decision and 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 lead to 
producing the final report for either an engineering or an expert systems type of speed study.

Speed limit studies are most often undertaken in response to a request for a lower speed limit 
than currently posted. In some instances, however, the road authority finds itself in the position of 
recommending a higher speed limit than the one currently posted. In these latter instances, some 
jurisdictions require a road safety audit be conducted prior to a higher speed limit being approved.14

The following sections detail the steps to setting speed limits using the four methods.

Engineering Approach
The steps in the engineering approach to setting speed limits include planning, coordination, data 
collection and analysis, and finally, determination of the speed limits. A traffic engineering study is 
the observation and analysis of road and traffic characteristics to guide the application of traffic 
engineering principles. The study of speed limits includes the following:

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

Select Study 
Methodology

 Determine issue 
at hand.

 Does the study 
require a small or 
large sample?

 Select the method 
for collecting speed 
data.

Select Location

 Select the proper 
location.

 Plan the data 
collection 
preparations.

 Select a day 
(Tuesday, Wednesday, 
or Thursday).

 Complete 
the pre-study 
documentation.

Complete Study

 Collect the data.

 Evaluate the data.

 Calculate the speed 
percentiles.

 Develop the limits of 
the zone.

 Develop sign 
locations.

Document

 Finalize the report.

File the report.

 Communicate 
the results.
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Review of the road’s environment, features, and condition and traffic characteristics.

Observation and measurement of vehicle speeds at one or more representative spots along the 
road in ideal weather and under free-flowing traffic conditions.

Analysis of vehicle speeds to determine 85th percentile speed and other characteristics.

Review of the road’s crash history.

Review of any unusual conditions not readily apparent.

Setting speed limits is complex and often controversial. The engineering approach requires the use 
of engineering judgment based on the engineering and traffic investigation. Quality data and good 
documentation provides support for the judgments that are made.

Within the engineering approach to setting speed limits there are two basic methods: the operating 
speed method and the road risk method. Each of these is detailed below.

Operating Speed Method

Most engineering approaches to speed limit setting are based on the 85th percentile speed—the speed 
at which 85 percent of free-flowing traffic is traveling at or below. The typical procedure is to set the 
speed limit at or near the 85th percentile speed of free-flow traffic. Adjustments to either increase or 
decrease the speed limits may be made depending on infrastructure and traffic conditions.

Setting a speed limit based on the 85th percentile speed was originally based on safety. Specifically, 
research at the time had shown that traveling at or around one standard deviation above the mean 
operating speed (which is approximately the 85th percentile speed) yields the lowest crash risk for drivers. 
Furthermore, crash risk increases rapidly for drivers traveling two standard deviations or more above or 
below the mean operating speed. Therefore, the 85th percentile speed separates acceptable speed 
behavior from unsafe speed behavior that disproportionately contributes to crash risk.*

The 85th percentile speed method is also attractive because it reflects the collective judgment of 
the vast majority of drivers as to a reasonable speed for given traffic and roadway conditions. This is 
aligned with the general policy sentiment that laws (i.e., speed limits) should not make people acting 
reasonably into law-breakers. Setting a speed limit even 5 mph (8 km/h) below the 85th percentile 
speed can make almost half the drivers illegal; setting a speed limit 5 mph (8 km/h) above the 85th 
percentile speed will likely make few additional drivers legal.

Under the operating speed method of setting speed limits, the first approximation of the speed limit is to 
set the speed limit at the 85th percentile speed. The MUTCD recommends that the speed limit be within 
5 mph (8 km/h) of the 85th percentile speed of free-flowing traffic. The posted speed limit shall be in 
multiples of 5 mph15, or 10 km/h for jurisdictions that employ metric.22

While the MUTCD recommends setting the posted speed limits near the 85th percentile speed, and 
traffic engineers say that agencies are using the 85th percentile speed to set speed limits, in reality the 
speed limit is often set much lower. At these locations, the 85th percentile operating speeds exceed the 

*  The original research between speed and safety which purported that the safest travel speed is the 85th percentile speed 
is dated research and may not be valid under scrutiny. See the section titled “The Safety of Speed” for a synopsis of current 
thinking on the relationship between speed and safety.
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posted speed limits; and, in many cases, the 50th percentile operating speed is either near or exceeds 
that posted speed limit as well.16 Many agencies deviate from their agency’s written guidelines and 
instead post lower speed limits. According to an ITE Engineering Council Technical Committee survey, 
these reduced speed limits are often the result of political pressures.17 However, it is important to note 
that setting speed limits lower than 85th percentile speed does not encourage compliance with 
the posted speed limit.16

The 85th percentile speed can be adjusted on the basis of engineering and traffic investigation. The 
following are typical adjustments made by several States:

Adjustments made for roadway factors and/or crash data may be lower than the 85th percentile 
speed, but normally no more than 7 mph (11 km/h) lower.18

Adjustments for roadway factors may reduce the 85th percentile speed by as much as 10 mph 
(16 km/h) below the 85th percentile speed based on sound and generally accepted engineering 
judgment that includes consideration of the following factors:

 » Narrow roadway pavement widths (20 feet (6 m) or less, for example).

 » Horizontal and vertical curves (possible limited sight distance).

 » Driveways with restricted visibility and other developments (possible limited sight distance).

 »  High driveway density (the higher the number of driveways, the higher the potential for 
encountering entering and turning vehicles).

 » Rural residential or developed areas (higher potential for pedestrian and bicycle traffic).

 » Narrow shoulder widths (constricted lateral movement).

If the crash rate for a two-year period is much higher than the average for other highways of 
similar classifications, adjustments are considered.18

Adjustments can be made based on crash data when enforcement agencies will assure a 
degree of enforcement that will make the speed zone effective.19

A 12 mph (20 km/h) reduction for locations where roadway factors and crash rates are higher 
than the statewide average.19

After the 85th percentile speeds and zone lengths have been selected, some jurisdictions recommend 
that several test runs be made through the area in both directions driving at the selected speeds. 
This should show any irregularities in the zoning that need correction before the speed zone is 
implemented.19

The last step in the analysis process for the operating speed method is to draw conclusions based on the 
observed data and to prepare a report. The report can be elaborate or very basic depending on why 
the study was performed and how the results will be used.

The use of the 85th percentile speed as the primary criterion for selecting a suitable speed limit is 
founded on the following fundamental concepts deeply rooted in government and law:
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Driving behavior is an extension of social attitude, and the majority of drivers respond in a safe 
and reasonable manner as demonstrated by their consistently favorable driving records.

The normally careful and competent actions of a reasonable person should be considered legal.

Laws are established for the protection of the public and the regulation of unreasonable behavior 
on the part of individuals.

Laws cannot be effectively enforced without the consent and voluntary compliance of the 
public majority.20

The operating speed method has the added advantage that a properly set speed limit will provide 
residents, businesses, and pedestrians with a realistic expectation of actual vehicular speeds on the street.

Criticisms of the operating speed method of setting speed limits are largely targeted at the use of the 
85th percentile speed as the starting point for establishing the speed limit. They include:

This criterion assumes that motorists are aware of and select the safest speed.

Drivers are generally bad at accounting for the externalities of their driving.

A further criticism that has been leveled against the 85th percentile speed as a primary determinant of 
the speed limit is that this practice may lead to an upward drift or creep in average operating speeds 
over time.52

The engineering approach to setting speed limits has manifested itself in North America as the setting 
of “rational” speed limits. The premise is that speed limits based on a formal, analytical review of traffic 
flow, roadway design, local development, and historical crash data will result in a high percentage of 
drivers complying with the speed limit and traveling at about the same speed.

Despite wide-spread use of the operating speed method for setting speed limits in North America, 
there are few jurisdictions that have quantitative criteria for the adjustments to the 85th percentile 
speed. For example, how much should a speed limit be reduced if there is a high volume of 
pedestrian traffic on the street? For the most part, the analyst is to use “engineering judgment” 
to make such valuations. Two notable exceptions to the qualitative procedures are the Policy on 
Establishing and Posting Speed Limits on the State Highway System by the Illinois Department of 
Transportation (DOT)21, and the Northwestern Speed Zoning Technique (which is a procedure used by 
several municipalities).

The Illinois procedure considers access, pedestrian traffic, curbside parking, and safety performance, 
in addition to existing speed profile to establish the recommended speed limit. Specific numerical 
adjustments are specified in the procedure for each of the above criterion. The Illinois procedure is 
described in Appendix C.

The Northwestern Speed Zoning Technique is similar to the Illinois DOT procedure mentioned above, 
but it considers a wider range of traffic and infrastructure factors including presence of a median, lane 
width, vertical alignment, etc. Again, numerical direction is provided concerning the adjustments that 
are required for different road features, making the process repeatable and reliable. The Northwestern 
Speed Zoning Technique is detailed in Appendix D.
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Road Risk Method

Another method of setting speed limits using an engineering approach is the road risk method in 
which the speed limit is determined by the risks associated with the physical design of the road and 
the expected traffic conditions. This method has numerous guises, but the core methodology is to set 
the speed limit according to the function or classification of the road (which also tends to dictate the 
design of the road), and then to adjust the speed limit based on the relative risk introduced by various 
road and roadside design features. This method is currently employed by Canada and New Zealand.

The road risk method is the same as the operating speed method in that a selected base speed limit is 
adjusted by various factors to determine the recommended speed limit. The main difference between 
the two engineering methods is that the operating speed method uses the 85th percentile speed as the 
base speed limit, and the road risk method uses a base speed limit that is predicated on the functional 
classification of the road and its setting.

Under the road risk method to setting speed limits the level of roadside development and the function 
of a road are the primary determinants of the appropriate speed limit.14 Although road geometry is also 
a factor in determining a speed limit, it is secondary to roadside development. In situations where the 
road design encourages users to travel at a higher speed than the speed limit determined by roadside 
development, engineering techniques should be used to lower vehicle speeds. When a road in a built-
up area primarily serves through traffic, engineering and access control techniques should be used to 
provide safety at the higher speeds that will prevail.14

Table 2 provides the base speed limits for different land use and road classifications as used in the road 
risk methodology used in Canada.22

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

Classification

Land Use

Rural Urban

Undivided Divided Undivided Divided

1 lane 
per 

direction

2+ lanes 
per 

direction

1 lane 
per 

direction

2+ lanes 
per 

direction

1 lane 
per 

direction

2+ lanes 
per 

direction

1 lane 
per 

direction

2+ lanes 
per 

direction

Arterial

Major
55 mph

(90 km/h)
60 mph

(100 km/h)
60 mph

(100 km/h)
70 mph

(110 km/h)
50 mph

(80 km/h)
55 mph

(90 km/h)

Minor
50 mph

(80 km/h)
55 mph

(90 km/h)
55 mph

(90 km/h)
60 mph

(100 km/h)
45 mph

(70 km/h)
50 mph

(80 km/h)

Collector

Major
45 mph

(70 km/h)
50 mph

(80 km/h)
50 mph

(80 km/h)
55 mph

(90 km/h)
45 mph

(70 km/h)
50 mph

(80 km/h)

Minor
35 mph

(60 km/h)
45 mph

(70 km/h)
45 mph

(70 km/h)
50 mph

(80 km/h)
35 mph

(60 km/h)
45 mph

(70 km/h)

Local
35 mph

(60 km/h)
30 mph

(50 km/h)

Lane = through lane

Divided = a median that separates travel lanes of traffic in opposing directions, which may be flush with, 
raised above, or depressed below adjacent travel lanes
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By using the land use and functional classification of the road as the primary determinants of the 
desirable speed limit, road authorities that use the road risk method are attempting to reconcile the 
legislated speed of the road with the function of the road.

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

The existing speed limit;

The character of the surrounding land environment (e.g., rural, fringe of city, fully developed);

The function of a road (i.e., arterial, collector, or local);

Detailed roadside development data (e.g., number of houses, shops, schools, etc.);

The number and nature of side roads;

Roadway characteristics (e.g., median divided, lane width and number of lanes, road geometry, 
street lighting, sidewalks, cycle lanes, parking, setback of fence line from the road);

Vehicle, cycle, and pedestrian activity;

Crash data; and

Speed survey data.

The road risk method employed in New Zealand is detailed in Appendix E and includes a working 
example.

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

Expert System—USLIMITS2:
An expert system is one approach that can be used to identify the appropriate speed limit for a speed 
zone. Transportation Research Board’s (TRB) Special Report 254 argues that the expert system approach 
deserves consideration because it provides a systematic and consistent method of examining and 
weighing factors other than vehicle operating speeds in determining an appropriate speed limit.11

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

The original expert system for setting speed limits was developed by the Australian Road Research Board 
and was based on site studies at over 60 locations. The field data were reviewed by a panel of experts 
who used this information to come up with decision rules for appropriate speed limits for different types 
of roads and traffic conditions. This information was coded into a computer program which prompts 
users to respond to a series of questions, which the system uses to recommend a speed limit. It is 
important to note that the Australian expert system logic is hard coded, and this system does not learn 
from previous experience, as some other “smart” expert systems do.

Federal Highway Administration (FHWA) developed a knowledge-based expert system for 
recommending speed limits in speed zones that are considered to be credible and enforceable. The 
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expert system (known as USLIMITS2) was developed based on results from previous research, responses 
from practitioners to hypothetical case studies as part of two web-based surveys, input from experts 
from three panel meetings, and lessons learned from the first generation expert system developed by 
the Australian Road Research Board for FHWA.

USLIMITS2 is designed to determine speed limits in speed zones on all types of roadways, from rural two-
lane segments to urban freeway segments. Speed limits not addressed by the system include statutory 
limits (such as maximum limits set by State legislatures for interstates and other roadways), temporary or 
part-time speed limits (such as limits posted in work zones and school zones), and variable speed limits 
that are raised or lowered based on traffic, weather, and other conditions.

Based on input from the user, USLIMITS2 employs a decision algorithm to advise the user of the speed 
limit for the specific road section. Appropriate warnings are also provided in a summary report that may 
suggest that additional information and/or action is necessary to address areas of concern. The system 
is meant to assist the user in making the speed limit decision for a road segment, but will not make the 
decision for him or her.

Overview of the Decision Rules and Data Requirements of USLIMITS2

A brief overview of the logic flow and decision rules that are used in the expert system is described 
in the following section, along with the data requirements. For brevity, flow charts describing the 
decision rules are not provided here, they are available in the National Cooperative Highway Research 
Program’s (NCHRP) Research Results Digest 318.23 The user is first asked to enter information about the 
location of the project and then indicate whether the road is a limited access freeway, road section 
in an undeveloped area, or a road section in a developed area (photographs illustrating the roadway 
types and definitions are provided in the User Guide, which can be downloaded from 
http://safety.fhwa.dot.gov/USLIMITS). The following are the roadway types:

Limited access freeway

Road section in undeveloped areas

Road section in developed areas

 » Residential subdivision/neighborhood street

 » Residential collector street

 » Commercial street

 » Street serving large complexes

 After users select the roadway type, they are taken to a window where they are asked to enter the site 
characteristics. Table 3 shows the site characteristics users are prompted to enter for each road type.
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Table 3. USLIMITS2 Data Inputs for Road Types

Road Type Site Characteristics

Limited access freeway Operating Speed: 85th percentile speed and 50th percentile speed.

Presence/absence of adverse alignment.

Is this section transitioning to a non-limited access highway?

Section length.

Current statutory limit for this type of road.

Terrain.

Annual average daily traffic.

Number of interchanges within this section.

Crash statistics (if available).

Road sections in 
undeveloped areas

Operating speed: 85th percentile speed and 50th percentile speed.

Presence/absence of adverse alignment.

Current statutory limit for this type of road.

Annual average daily traffic.

Roadside hazard rating.

Number of lanes and presence/type of median.

Crash statistics (if available).

Road sections in 
developed areas

Operating speed: 85th percentile speed and 50th percentile speed.

Current statutory limit for this type of road.

Annual average daily traffic.

Presence/absence of adverse alignment.

Area type.

Number of driveways in the section.

Number of traffic signals within the section.

Presence/usage of on-street parking.

Extent of pedestrian/bike activity.

Crash statistics (if available).
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For each roadway type, the program calculates a speed limit using one of two approaches:

Approach 1—Based on operating speeds and results from the crash module.

In the crash module, the user is asked to enter the total number of crashes and total number 
of injury crashes. In addition, the user is asked to enter the average crash rate and the 
average rate of injury and fatal crashes for similar sections in the same jurisdiction. If data on 
average rates are not available, the program makes use of average rates calculated with 
data from eight States that are part of the Highway Safety Information System (HSIS) 
(http://www.hsisinfo.org). Using the average crash rate and the average rate of injury and 
fatal crashes, the program calculates the critical crash rate and critical injury rate at a 
95 percent level of confidence.

If the crash or injury rate is higher than the corresponding critical rates, or at least 30 
percent higher than the corresponding average rates, the user is asked to indicate if 
traffic and geometric measures can reduce the crash and/or injury rate in this section. If 
the user answers “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 answers 
“No” or “Unknown,” the recommended speed limit from this module is the 5 mph (8 km/h) 
increment obtained by rounding down the 85th percentile speed (if crash or injury rate is 
at least 30 percent higher than the average 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 surrogates were chosen based on input from the Expert Panel and evidence (based 
on previous research) of a relationship between these surrogates and crash statistics. For 
freeways, safety surrogates include interchange spacing and annual average daily traffic 
(AADT). Based on the research team’s judgment in interpreting the results of the work of 
Bared et al.,24 recommended speed limits are the following:

If AADT is higher than 180,000 and the average interchange spacing is between 0.5 and 1 mile 
(0.80 and 1.6 kms), the recommended speed limit from this approach will be the 5 mph (8 km/h) 
multiple obtained by rounding down the 85th percentile speed.

If AADT is higher than 180,000 and the average interchange spacing 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 situations 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 road sections in undeveloped areas, the roadside hazard rating25 was selected as the safety 
surrogate. The recommended speed limits are the following:

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

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

For road sections in developed areas, extent of pedestrian/bicycle activity, presence/usage of on-street 
parking, number of traffic signals, and the number of driveways and unsignalized access points were 
selected as surrogates. Based on the FHWA-sponsored work on the Benefits of Access Management,26 
and the opinions of the Expert Panel, the following rules are used to calculate the recommended speed 
limit for road sections in developed areas:

If at least one of the following is true, the speed limit is the 5 mph (8 km/h) multiple closest to the 50th 
percentile speed:

Signals per mile > 4.

Pedestrian/bike activity is High (definitions are available in the USLIMITS2 User Guide).*

Parking activity is High (definitions are available in the USLIMITS2 User Guide).*

Driveways per mile > 60.

If Driveways per mile > 40 and 60, and Signals per mile > 3, and Area Type is (commercial or residential-
collector) then the speed limit is the 5 mph (8 km/h) multiple obtained by rounding down the 85th.

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

The lower value of the speed limit from Approaches 1 and 2 is reported as the recommended speed 
limit in the output 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 also does not recommend speed limits lower 
than the 5 mph (8 km/h) increment closest to the 50th percentile speed. The system also provides 
warnings if the 85th percentile speed is unusually low or high for a particular road type.

In the output window, the program provides the recommended speed limit and some additional 
warnings depending on the site characteristics that were entered by the user. For example, warnings 
are provided if the following conditions occur:

The length of the section is shorter than the minimum section length for the recommended 
speed limit.

The final recommended speed limit is higher than the statutory limit for that type of road.

There is adverse alignment in the section.

The crash rate is higher than the critical crash rate or at least 30 percent higher than the average 
crash rate.

The rate of injury and fatal crashes is higher than the critical injury rate or at least 30 percent 
higher than the average injury rate.

* Available at http://Onlinepubs.trb.org/onlinepubs/trbnet/acl/NCHRP 0367_FinalReport.pdf.
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Appendix F is a sample case study that outlines the data inputs and shows the applicable screens.

USLIMITS2 can be accessed through the Internet at http://safety.fhwa.dot.gov/USLIMITS.

Optimal Speeds
The concept of optimal speed limits is one that suggests speed limits that are optimized from a 
societal perspective considering the impacts that operating speeds have on the various societal 
objectives. It is recognized that individual drivers, in most instances, do not consider the risks imposed 
on others by their choice of driving speeds, or on the cumulative effects of their speed choice on the 
environment (i.e., fuel consumption, emissions, noise, etc.). The optimal speed for an individual driver 
may be different from the optimal speed for a community.27

Determining socially optimal speed limits is more complicated than calculating speed limits that have 
been optimized for the individual driver. However, this method is congruent with and considers overall 
transportation objectives and is thus appealing 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 operation costs, crash costs, travel time costs, and other social costs. This method of setting 
speed limits is rarely used due to the difficulty of quantifying key variables.

As with any complex topic, whether a system is truly optimal is dependent on the perspective of the 
analyst. The road user, the taxpayer, the local community, and society all have differing views and 
values affecting the output of any optimization process. For example, the societal cost of noise caused 
by motor vehicle operation does not have a fixed price, but has a monetary value that is mainly 
established by means of stated preference. Motorists would likely place a lower value on noise than a 
local resident, perhaps leading to different optimal speeds for the same road.

In optimal speed limit setting, a total cost model is developed to express cost per mile of travel as a 
function of the posted speed limit. The total cost includes crash cost, travel time cost, fuel consumption 
cost, and vehicle emissions cost. Each of these costs varies with the posted speed limit, and cost 
curves are obtained based on the relationship between costs and speeds. The optimal speed limit is 
then determined as the minimum point on the total cost curve. This minimum total cost indicates the 
minimum social cost of transportation based on a particular set of conditions.

In general, the road user perspective and the taxpayer perspective result in higher speed limits, while 
the residential perspective results in the lowest. In some cases, particularly for motorways (freeways), 
variation in the total costs of travel is found to be very small for speeds in the range of 45 to 70 mph 
(70 to 110 km/h), making the choice of an optimal speed limit in this range almost an individual 
agency preference.

Optimal speed limits have been explored for use on shared-use roadways in New Jersey.13 This 
method of setting speed limits seems particularly useful in situations where pedestrians, cyclists, and 
motorized traffic share the road, and motorists may not be fully aware of the externalities of their 
speed on other road users—in particular, the harm borne by pedestrians and cyclists when struck by 
a motor vehicle moving at a rapid speed. The Yang model for calculating the optimal speed limit is 
shown in Figure 2.
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In addition to the difficulty of achieving consensus on the costs, another characteristic of the optimal 
speed methodology is that proposed speed limits may not be immediately apparent to road users, 
they may not be congruent with the design of the road, and ultimately may result in an inordinate 
percentage of drivers exceeding the speed limit.

The optimal speed limit methodology has also been considered as an appropriate method of setting 
seasonal speed limits in jurisdictions with snow. The calculation showed that it is possible to apply the 
optimal speed limits to all road and traffic conditions, except for urban expressways for which the 
optimal speed limit obtained was too low to be viable.

Injury Minimization
The cornerstone of the injury minimization approach to setting speed limits is the tolerance of the human 
body to injury during a crash. It is based solely on a road safety platform and takes the position that it is 
unethical to create a situation where fatalities are a likely outcome of a crash in order to reduce delay, 
fuel consumption, or other societal objectives.

The principal challenge in an injury minimization approach to speed limits is to manage crash energy so 
that no user is exposed to impact forces capable of causing death or serious injury. Thus vehicles cannot 
legally travel at speeds where, in the event of a crash, the release of kinetic energy can produce a 
serious or fatal injury.28 Under the current road system and vehicle fleet, this would limit speeds to those 
shown in Table 4.

Figure 2. Optimal Speed Limit Process.13
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Injury Severity 
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Table 4. Speed Limits for Injury Minimization (Adapted from Reference 28)

Road type Speed Limit, mph (km/h)

Roads with a mix of motorized and unprotected road users 
(i.e., pedestrians and cyclists)

20 (30)

Roads with uncontrolled access where side impact crashes can result 30 (50)

Undivided roads where head-on crashes can result 45 (70)

Controlled access facilities with a physical median separation, where 
at-grade access and non-motorized road users are prohibited

>60 (>100)

A safe system strategy does not imply that crashes are caused solely (or even mainly) by speed 
and it recognizes that any given crash event is likely to be the result of an interplay of many factors. 
Accordingly, a safe system approach requires that all aspects of the system work together for the safest 
possible outcome, with speed representing but one component, albeit a critical one.28

The injury minimization approach to speed limit setting results in speed limits that are lower than 
those traditionally used in North America (which are generally set by engineering and expert system 
methods). Thus implementing an injury minimization approach to speed limits would be problematic. 
The road authority cannot simply lower the speed limit and expect immediate or substantial 
compliance. Drivers are unlikely to fully respond except in the face of almost constant enforcement.

As mentioned throughout this report, speed limits need to be credible—they must generally reflect driver 
expectancies regarding travel speed. So while obtaining safe travel speeds is the prime objective of the 
injury minimization approach (as well as the major challenge), it should be noted that many jurisdictions 
need to understand they are starting from a point where driver expectancies result in operating speeds 
that are higher than the target speeds of an injury minimization approach.

In order to achieve safe speeds and make the associated speed limits credible for the driving 
population, road authorities need to:

Make the road and its environment more “self-explaining” through traffic control devices, publicity 
and education campaigns, and reconstruction where required; and

Build a case over time for a new paradigm as to what is regarded and legislated as a safe speed 
limit for the street network.

A summary of each method for setting speed limits and the advantages and disadvantages of each 
are shown in Table 5.
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Table 5. Approaches to Setting Speed Limits

Approach Jurisdictions Basic Premise Data Required Advantages Disadvantages

Engineering 
(Operating 
Speed)

United States The speed limit is 
based on the 85th 
percentile speed, 
and may be slightly 
adjusted based on 
road and traffic 
conditions and crash 
history.

The existing speed 
profile as well as 
data on accesses, 
pedestrian/bicycle 
traffic, curbside 
parking, safety 
performance, etc.

Using the 85th 
percentile speed 
ensures that the 
speed limit does 
not place an 
undue burden on 
enforcement, and 
provides residents 
and businesses with 
a valid indication of 
actual travel speeds. 

Drivers may not be 
adequate judges 
of the externalities 
of their actions, and 
may not be able 
to self-select the 
most appropriate 
travel speed. Speed 
limits are often set 
lower than the 85th 
percentile speed.

Engineering 
(Road Risk)

Canada, 
New Zealand

The speed limit 
is based on the 
function of the road 
and/or the adjacent 
land use and then 
adjusted based on 
road and traffic 
conditions and crash 
history.

Functional 
classification of the 
road, setting (urban/
rural), surrounding 
land uses, access, 
design features of 
the road.

The speed limit and 
the function of the 
road are aligned. 
The function of the 
road also dictates 
many of the design 
elements of the 
road, so this method 
aligns the speed 
limits with the design 
of the road.

The road risk 
methods may result 
in speed limits that 
are well below the 
85th percentile 
speeds, resulting in 
an increased burden 
on enforcement if 
remedial measures 
are not employed 
(i.e., traffic calming, 
etc.).

Expert 
System

United 
States, 
Australia

Speed limits are 
set by a computer 
program that 
uses knowledge 
and inference 
procedures that 
simulate the 
judgment and 
behavior of speed 
limit experts.

Data needs depend 
on the system, but 
generally expert 
systems require the 
same data as used 
in the engineering 
approaches.

A systematic and 
consistent method 
of examining and 
weighing factors 
other than vehicle 
operating speeds 
in determining 
an appropriate 
speed limit. It is 
reproducible and 
provides consistency 
in setting speed limits 
within a jurisdiction.

Practitioners may 
need to rely on 
output from the 
expert system 
without applying a 
critical review of the 
results.

Optimal 
Speed Limits

--- The selected speed 
limit minimizes 
the total societal 
costs of transport 
when considering 
travel time, vehicle 
operating costs, 
road crashes, traffic 
noise, air pollution, 
etc.

Cost models and 
input data to 
account for air 
pollution, crashes, 
delay, etc. 

Provides a balanced 
approach to setting 
speed limits that 
is considerate of 
many (if not all) 
of the impacts 
that speed has on 
society. Allows for 
the consideration 
of pedestrian and 
cyclist traffic in 
setting speed limits. 
May be particularly 
useful in a context 
sensitive situation.

Data collection 
and prediction 
models may be 
difficult to develop 
and are subject to 
controversy among 
professionals. 
Resulting speed 
limits may not be 
immediately obvious 
to the user.

Injury 
Minimization/ 
Safe System 

Sweden, 
Netherlands

Speed limits are set 
according to the 
crash types that 
are likely to occur, 
the impact forces 
that result, and 
the tolerance of 
the human body 
to withstand these 
forces. 

Crash types and 
patterns for different 
road types, and 
survivability rates for 
different operating 
speeds.

There is a sound 
scientific link 
between speed limits 
and serious crash 
prevention. Places a 
high priority on road 
safety.

This method is 
based solely on a 
road safety premise 
and may not be 
accepted as 
appropriate in some 
jurisdictions.
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Minimum Length of Speed Zones

The length of any section or zone set for a particular speed is typically as long as possible and still 
consistent with the underlying methodology. Applying minimum road lengths aims to prevent having 
frequent changes in speed limit along a road with varying characteristics. This section discusses the 
approaches several jurisdictions take in determining speed zone length.

Massachusetts and Ohio both recommend that the minimum length of a new zone, not contiguous to 
an existing speed zone, be greater than or equal to 0.5 miles (0.8 kms) in length.18,29 Extensions of existing 
warranted zones may be shorter. In rural areas of Massachusetts, each zone in a series of graduated 
speed zones normally is at least 0.2 miles (0.3 kms) in length, and, if the speed limit is reduced from one 
zone to the next by 15 mph (25 km/h) or greater, a REDUCED SPEED AHEAD sign is erected in advance 
of the lower limit in order to inform motorists to adjust their speeds accordingly.18

The State of Florida has no required minimum length for any speed zone, rather it is suggested that 
engineering judgment be applied. With respect to graduated speed limits, the Florida guidelines 
indicate that the buffer speed zones should not be so short that they require a driver to apply his/her 
brakes to comply with the posted speed limit.30

Graduated or buffer zones may be used on approaches to cities and towns to accomplish a gradual 
reduction of highway speeds to the speed posted at the city limits. The change in speed between two 
adjacent zones should not normally be greater than 15 mph (24 km/h), because the change in speed 
would be too abrupt for driver observance. If adjacent 85th percentile speeds show an abrupt change 
of more than 15 mph (24 km/h), Texas requires graduated zones, and recommends that a transition 
zone of approximately 0.2 miles (0.3 kms) or more in length should be used.19

States may specify the minimum incremental length of a speed zone. For example, Massachusetts 
requires all zones to be computed to the nearest tenth of a mile (0.16 kms).18

In Texas, school zones are exceptions and may be as short as reasonable in urban areas, depending on 
approach speeds. School zones in urban areas where speeds are 30 mph (50 km/h) or less may have 
school zones as short as 200 to 300 feet (60 to 90 meters).19

Alaska’s general rule for speed zone length is that the minimum length of a speed zone is the distance 
traveled in 25 seconds at the posted limit. While speed limit changes in Alaska are permitted in 
increments of 5, 10, or 15 mph (8, 16, or 24 km/h), it is preferable to use 10 or 15 mph (16 or 24 km/h) 
changes with relatively long zones rather than multiple short zones with 5 mph (8 km/h) increments. 
When multiple speed studies made on a continuous segment of road result in 85th percentile speeds 
within 5 mph (8 km/h) of each other, the results are typically averaged to minimize the number of speed 
limit changes. It may be helpful to plot a speed profile along a road using the 85th percentile speeds 
from the spot speed checks. Different combinations of speed zone lengths and speed limit change 
increments may then be compared to see which combination minimizes the number of speed limit 
changes while still conforming as closely as practical to spot speeds.31
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The Canadian 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 at slower 
speeds, but speed zone lengths of less than one-third of a mile (500 meters) should be avoided.22

Practice in Australia and New Zealand is to vary the minimum length of a speed zone with the proposed 
speed limit. To provide reasonable consistency while avoiding excessive variations in speed limits, a 
balance needs to be achieved between:

Roadside development;

Road environment; and

The number of changes of speed limit.

The desirable minimum typical lengths, shown in Table 6, have been developed with these needs in mind.32

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 applicable**

30, 35 (50, 60) 0.3 (0.5)

45, 50, 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 urban default limit is used the minimum length of the zone is not used in this procedure.

The level of development should be reasonably consistent along the entire length of a speed limit, especially 
in areas with sparse development. For example, it is not appropriate to install a 0.3 mile (500 m long), 
45 mph (70 km/h) speed restriction in a rural area if the only development is located in a 300-foot (100 m) 
section of road in the middle of the proposed speed limit. In these circumstances, road users see no 
reason for the change in speed limit, compliance will be poor, variations in operating speeds will increase, 
and judgments of speed and distance become more difficult for all road users. Such conditions will usually 
contribute to a reduction in safety, especially for pedestrians and cyclists.14
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Table 7. Minimum Length of Road for a Speed Limit 14

Speed Limit, 
mph (km/h) Nature of Road and Adjacent Speed Limits

Minimum Length, 
miles (kms)

30 (50) Urban street, adjacent speed limits 45 mph (70 km/h) or less.

Urban fringe, adjacent speed limits greater than 45 mph 
(70 km/h).

0.3 (0.5)

0.6 (1.0)

35 (60) Urban arterial route, adjacent speed limits 50 mph (80 km/h) 
or less.

Other situations.

0.6 (1.0)

0.3 (0.5)

45 (70) Partly built-up, adjacent speed limits 50 mph (80 km/h) or less.

Other situations.

0.6 (1.0)

0.3 (0.5)

50 (80) Arterial route, adjacent speed limits 45 mph (70 km/h) or less.

Other situations.

0.6 (1.0)

0.5 (0.8)

60 (100) All situations. 1.2 (2.0)

All boundary points between speed limits must be at, or close to, a point of significant change in the 
roadside development or the road environment to emphasize the change in speed limit. Appropriate 
locations include a marked change in the level or type of roadside development, a change in the road 
geometry, a bridge, a threshold or other feature that affects speed (e.g., a roundabout or a curve). 
A threshold treatment may be necessary to reinforce a change in the speed limit where there is no 
obvious change in the road environment.

Special Situations

Several situations not covered earlier in this document are covered in this section. Certain geometric 
conditions, school zones, and work zones are examples of situations that may require considerations in 
addition to the concepts already presented.

Advisory Speeds
Advisory speeds are used on short sections of road where the physical conditions of the roadway restrict 
safe operating speed to something lower than the maximum legal speed (e.g., a horizontal curve). 
Advisory speeds are typically used because the feature that dictates the lower speed is isolated, and 
it is not feasible or desirable to adjust the legal speed for a short section of road. The posted regulatory 
speed limit is not lowered to conform to the advisory speed. Similarly, an advisory speed within a 
regulatory speed zone is not posted if the advisory speed is higher than the posted speed limit.

In erecting advisory speed signs, care should be taken not to install a regulatory speed limit sign so 
near the advisory speed sign that drivers may become confused by two different speed values. More 
importantly, regulatory speed signs should not be located between an advisory speed sign and the 
location to which the advisory speed applies.19 The separation between signs should be in accordance 
with the MUTCD.
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The most common use of advisory speeds is on horizontal curves. More information on advisory speeds 
can be found in the ITE Informational Report Methodologies for the Determination of Advisory Speeds 
and the FHWA handbook Procedures for Setting Advisory Speeds on Curves.38, 49

Nighttime Speed Limits
Speeds are normally posted on the basis of daylight speed values determined under good weather 
conditions. It is permissible, however, for different day and night speeds to be posted for speed zones 
where it can be shown to be necessary by an engineering study.

Nighttime speed limits generally begin 30 minutes after sunset and end 30 minutes before sunrise, 
although this may vary by jurisdiction. Nighttime speed limits are generally established on roads where 
safety problems require a speed lower than what is prescribed by the daytime limit, and the operating 
speed that is self-selected by drivers. Examples of roads that might require nighttime speed limits are 
non-illuminated roads with relatively high operating speeds and an overrepresentation of crashes during 
“dark” environmental conditions, or roads crossing the routes and movement patterns of large-sized, 
nocturnal wildlife.

Where different speed limits are prescribed for day and night, 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.15

School Zone Speed Limits
Reduced speed limits should be considered for school zones during the hours when children are going 
to and from school. Usually such school speed zones are only considered for schools located adjacent 
to highways or visible from highways. However, school-age pedestrian activity should be the primary 
basis 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.19

A review of U.S. State school zone speed limits showed that most States use a school zone speed limit 
of 15 to 25 mph (25 to 40 km/h) in urban and suburban areas, with 20 mph (30 km/h) being the most 
common.39 VicRoads Australia proposes the following:

Outside schools on 30 mph (50 km/h) roads: A permanent 25 mph (40 km/h) speed limit. In some 
special cases, such as on high traffic volume streets, a time-based 25 mph (40 km/h) limit may be 
applied.

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

Outside schools on 50, 55 and 60 mph (80, 90 and 100 km/h) roads: A time-based 35 mph 
(60 km/h) speed limit that is in effect during school entry and exit times on school days.40

Since school zone speed limits are active only for certain times of the day, it is desirable that the school 
zone speed limit be no more than 12 mph (20 km/h) below the speed limit on the approaches. This 
removes the requirement for a MAXIMUM SPEED AHEAD sign (which would only be valid when the 
SCHOOL ZONE MAXIMUM SPEED sign is activated).41

* Numbers in parentheses refer to the corresponding sign number in the MUTCD.
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Ultimately, school zone speed limits, like other speed limits, ought to be based on an engineering study 
and traffic investigation to determine whether they are warranted, as well as an appropriate reduced 
speed limit for the study area. The investigation normally considers factors such as existing traffic control, 
whether school crosswalks are present, the type and volume of vehicular traffic, the ages and volume 
of school children likely to be present, and the location of children in relation to motorized traffic. The 
most common factors considered in the engineering study are:

Children walking along or crossing the roadway;

Fencing around school property;

Number and size of gaps in traffic for school-age pedestrians to cross the street;

Presence of crossing guards;

Average pedestrian demand per appropriate gap;

Student enrollment at the school;

Location of school property (i.e., abutting the road allowance or visible from street); and

Presence of sidewalks.

A School Speed Limit assembly or a School Speed Limit (S5-1) sign shall be used to indicate the speed 
limit where a reduced speed zone for a school area has been established (in accordance with law 
based upon an engineering study) or where a speed limit is specified for such areas by statute.15 The 
School Speed Limit assembly or School Speed Limit sign shall be placed at, or as near as practical, 
the point where the reduced speed zone begins. According to the MUTCD, the reduced speed zone 
should begin either at a point 200 ft (120 m) in advance of the school grounds, a school crossing, or 
other school-related activities. This distance should be increased if the reduced school speed limit is 
30 mph (50 km/h) or more below the speed limit on the approach.15 Local regulations may provide 
more stringent guidance, requiring greater distances than specified above.

The School Speed Limit assembly shall be either a fixed-message sign assembly or a changeable message 
sign. The fixed-message School Speed Limit assembly shall consist of a top plaque (S4-3P) with the legend 
SCHOOL, a Speed Limit (R2-1) sign, and a bottom plaque (S4-1P, S4-2P, S4-4P, or S4-6P) indicating the 
specific periods of the day and/or days of the week that the school speed limit is in effect.15

A Reduced School Speed Limit Ahead (S4-5, S4-5a) sign is normally used to inform road users of a 
school zone speed limit where the speed limit is 10 mph (15 km/h) or more below the speed limit on the 
approach road, or where engineering judgment indicates that advance notice is appropriate. If used, 
the advance warning assembly is typically 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 an authorized and posted school speed zone shall be marked with an End School Speed 
Limit (S5-3) sign and may be marked with a standard Speed Limit sign showing the speed limit for the 
section of highway that follows.15
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Work Zone Regulatory Speeds
Traffic control in work sites is designed on the assumption that drivers will only reduce their speeds if they 
clearly perceive a need to do so; therefore, reduced speed zoning ought to be avoided as much as 
practicable. Speed Limit signs are erected only for the limits of the section of roadway where speed 
reduction is necessary for the safe operation of traffic and protection of construction personnel. The 
reduced speed limits are effective only within the limits where signs are erected. If reduced speed limits 
are not necessary for the safe operation of traffic during certain construction operations or those days 
and hours when the contractor is not working, the regulatory construction Speed Limit signs are typically 
made inoperative. In selecting the speeds to be posted, consideration is given to safe stopping sight 
distances, construction equipment crossings, the nature of the construction project, and any other 
factors which affect the safety of the traveling public and construction workers.

The regulatory Speed Limit sign (R2-1) shall be used.19

Truck Speed Limits
Speeds are normally posted on the basis of all motorized traffic. It is permissible, and in some cases 
desirable, for trucks and other heavy commercial vehicles to have different (i.e., lower) maximum 
speeds than passenger cars. The need for a lower speed limit for trucks is primarily demonstrated as 
necessary by an engineering study considering factors such as magnitude and length of roadway 
grades, horizontal curvature, etc. Where different speed limits are prescribed for trucks and passenger 
cars, both limits shall be posted. A Truck Speed Limit sign (R2-2) may be combined with or installed 
below the standard Speed Limit (R2-1) sign.15

The safety effectiveness of differential speed limits for trucks is inconclusive.

Minimum Speed Limits
Minimum speed limits are generally justified when studies show that slow-moving vehicles on any part 
of a highway consistently impede the normal and reasonable movement of traffic to such an extent 
that they contribute to unnecessary lane changing or passing maneuvers. The maximum speed 
limits and the need for minimum speed limits must be determined from the same speed check data. 
Whenever minimum speed zones are used, the minimum posted speed should be within 5 mph 
(8 km/h) of the 15th percentile value.19 The Minimum Speed Limit (R2-4) sign may be installed below 
a Speed Limit (R2-1) sign to indicate the minimum legal speed. If desired, these two signs may be 
combined on one sign panel (R2-4a).15

Variable Speed Limits
Variable speed limits are speed limits that change, using dynamic sign messages, based on road, traffic, 
and weather conditions. Variable speed limits offer considerable promise in restoring the credibility 
of speed limits and improving safety by restricting speeds during adverse conditions. Variable speed 
limit systems may use sensors to monitor prevailing traffic and/or weather conditions, and input from 
transportation professionals and law enforcement in posting appropriate enforceable speed limits on 
dynamic message signs.

The most common conditions that warrant variable speed limits are traffic congestion, road 
construction, incident management, fog, snow, ice, and other weather-related situations.
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Variable speed limits are being successfully used in Europe, and are used or are being tested by several 
State departments of transportation 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 
cases where congestion or post-incident management are the impetus for use, the recommended 
speed limit for the condition is generally a function of the average speed of traffic, and an attempt 
to minimize speed differentials in the traffic stream. Weather-related variable speed limits often are 
determined by an algorithm that uses data gathered from road weather monitoring stations.

Transition Zone Speed Limits
Transition zone speed limits are generally considered when there is a speed reduction of more than 25 mph 
(40 km/h) between adjacent zones, and may be considered at other locations if a field assessment has 
determined that a transition zone speed limit may improve safety or traffic operations. The following 
factors may be considered in determining the need for a transition zone speed limit:

Roadway operating speeds in advance of speed reduction.

Existing operational/safety issues (i.e., due to speed differential between vehicles, speed 
exceeding that which is considered suitable for the roadway environment).

History of overly aggressive braking at the entrance to the reduced speed limit area.

Low speed limit compliance in the lower speed limit area.

Expected compliance with a transition speed zone (i.e., will motorists perceive it to be justified by 
the surrounding roadway environment?).

In situations where rural roads approach and continue through urban areas and villages, there is a 
need for a commensurate reduction in the speed limit that reflects the change in the roadway and the 
roadside character. In many instances these speed transitions can be sizable, and the road authority 
needs to post an intermediate or transition zone speed limit to assist drivers in slowing down.

Transition zone speed limits are typically set to divide the overall speed reduction approximately in half. 
For instance, a speed limit decrease from 60 mph (100 km/h) to 30 mph (50 km/h) might use a transition 
speed limit of 45 mph (70 km/h) or 50 mph (80 km/h).

The minimum transition speed zone length usually allows for the placement of REDUCED SPEED AHEAD 
signs and a sufficient speed zone length to achieve compliance.

An excellent source of information on high-to-low speed transition zones that includes speed limits and 
other measures is available from the National Cooperative Highway Research Program.50

Seasonal or Holiday Speed Limits
A seasonal or holiday speed limit applies for a specified period or periods during a year, generally at 
locations with significantly different levels of roadside activity at different times—for example, a beach 
resort that is popular in summer, but only sparsely populated for the remainder of the year. Typically, 
when the level of activity is at its highest, a relatively low speed limit would be appropriate, while the 
level of activity would justify the relatively high speed limit otherwise.
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Reevaluation

After a speed limit is established, changes in the roadway geometry, land uses, or other circumstances 
could prompt a need for further study to determine if the limit needs to be raised or lowered. The MUTCD 
recommends that engineering studies be conducted to reevaluate non-statutory speed limits on roads 
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.15 ITE provides 
similar guidance regarding the importance of revisiting sites to conduct speed studies every five years or 
when changes are made to roadways to ensure that the speed limits are still appropriate.17

In Texas, periodic rechecks of all zones are desirable at intervals of about three to five years in urban 
areas regardless of roadway improvements, roadside developments, or increases in traffic volumes. Trial 
runs or rechecks of every third speed check station may be made. In rural areas, rechecks are desirable 
at intervals of 5 to 10 years. In many instances, trial runs may be sufficient. If the speed checks or trial 
runs indicate a need for revision of the zone, rechecks of speeds should be made at all speed check 
stations for that particular section and a revised strip map made and submitted.19

Massachusetts recommends that consideration be given to revising numerical limits that vary by 7 mph 
(11 km/h) from the 85th percentile speed when rechecks are performed. They also feel it is beneficial to 
make a comparison of the crash experience for zones that have been in effect for a year or more.18
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SPEED LIMIT ENFORCEMENT
While a properly selected speed limit is hopefully self-enforcing, the reality is that an effective speed limit 
generally relies in part on enforcement of the limit. The engineering community has four main roles in 
speed enforcement:

Communicate with those responsible for enforcement during the setting of speed limits;

Provide data to enforcement officials so they may effectively deploy enforcement resources;

Provide and maintain automated speed enforcement (ASE) equipment and technologies (where 
allowed); and

Integrate features in the road design to facilitate speed enforcement (i.e., laybys and median 
openings that assist enforcement personnel).

Because speed limits and enforcement are intertwined, it is important for the road authority to liaise 
with enforcement personnel before setting a speed limit for a facility. Enforcement personnel have 
experience and unique insights into the enforceability of speed limits that may be used to ensure that 
rational speed limits are applied.

Speed enforcement is essentially a crash countermeasure and therefore benefits from a proper 
understanding of the persons, place, time, and conditions that foster speeding. Engineering personnel 
can provide speed and crash data as well as citizen complaints to enforcement personnel so that 
appropriate enforcement strategies are identified. This data-driven approach to resource deployment 
can target specific scenarios of speeding or types of speeding activities (e.g., commuters, after-school, 
racing, deliveries, etc.).

Automated speed enforcement uses equipment to monitor speeds and photograph offenders to 
produce citations that are mailed to the registered owner of the vehicle. ASE is particularly effective 
at locations where the roadway geometry or traffic volumes make it difficult to use more traditional 
methods (e.g., requiring a traffic stop). This strategy requires enabling legislation, if such legislation has 
not already been passed. NHTSA’s Speed Enforcement Camera Systems Operational Guidelines is a 
useful reference.48

The engineering community is generally involved in ASE, as it requires speed cameras that are 
maintained by the road authority. In all cases, enforcement personnel need to be involved and an 
integral part of any ASE activities.

A combination of the various enforcement strategies described above, in addition to engineering and 
communications countermeasures, may contribute to ongoing compliance with the speed limit. When 
an effective speed enforcement program is sustained, it can continue to deter speeders. The NHTSA 
and FHWA Speed Enforcement Program Guidelines is a useful reference.42 
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APPENDIX A: GLOSSARY
The following definitions are provided to aid in the understanding 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 encompassing the greatest percentage of all the 
measured speeds in a spot speed study.

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

Advisory Speed: Advisory speeds warn drivers to proceed at a speed lower than the speed limit due to 
geometrics, surface, sight distance, or other conditions.

Annual Average Daily Traffic: Commonly abbreviated as AADT, the total number of vehicles traversing 
a point or facility in one year divided by 365.

Average Speed: The average (or mean) speed is the most common measure of central tendency. 
Using data from a spot speed study, the average is calculated by summing all the measured speeds 
and dividing by the sample size.

Design Speed: The design speed is a selected speed used to determine the various geometric design 
features of the roadway.

Differential Speed Limit: A system that prescribes different maximum speed limits for different vehicle 
types or user groups. This is usually applied as one maximum speed limit for light passenger vehicles, and 
a lower maximum speed limit for trucks and heavy commercial vehicles.

Free-flow Speed: Free-flow speed is the speed a driver chooses when there are no influences from other 
vehicles, conspicuous enforcement, or environmental factors; in other words, this is the speed the driver 
finds comfortable based on the appearance of the road.

Injury Minimization Speed Limit: Also known as a speed limit for safe 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 not exceed 
biomechanical tolerances resulting in death or a severe personal injury.

Optimal Speed Limit: A speed limit that yields the minimum total cost to society, including vehicle 
operating costs, crash costs, travel time costs, and other societal costs.

Rational Speed Limit: A speed limit that is based on a formal, analytical review of traffic flow, roadway 
design, local development, and crash data. For existing roads, it uses the 85th percentile speed of 
free-flowing vehicles operating under normal traffic, weather, and roadway conditions as the speed 
limit, adjusted down by factors that can affect safety, such as road design features and roadside 
development and are not readily apparent to the motorist. The analysis also considers crash history and 
the influence of speed as a contributing factor. The 85th percentile speed is based on the premise that 
the vast majority of drivers will select a speed that is reasonable, safe, and prudent for a given road. 
Drivers who exceed the 90th percentile have a significantly higher risk of crashing.

Road Safety Audit: A formal safety performance examination of an existing or future road or 
intersection by an independent audit team.
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Speed Dispersion: The speed dispersion refers to the normal spread in vehicle speeds observed in a 
study section.

Speed Limit, Absolute: An absolute speed limit is a numerical value, the exceeding of which is always 
in violation of the law, regardless of the conditions or hazards involved.

Speed Limits, Environment: An environmental speed limit is a speed limit created for the purpose of 
meeting federal air quality standards.19 

Speed Limit, Posted: The posted speed limit is the value conveyed to the motorist on a black-on-white 
regulatory sign. Standard engineering practice is to post speed limits for freeways, arterials, and any 
roadway or street where speed zoning has altered the limit from the statutory value.

Speed Limit, Prima Facie: A prima facie speed limit is one above which drivers are presumed to be 
driving unlawfully. Nevertheless, if charged with a violation, drivers have the opportunity to demonstrate 
in court that their speed was safe for conditions at the time and not in violation of the speed limit, even 
though they may have exceeded the numerical limit.

Speed Limits, Statutory: Numerical speed limits specifically provided for under a State’s traffic codes 
that apply to various classes or categories of roads (e.g., rural expressways, residential streets, primary 
arterials, etc.). State laws may or may not require that these limits be posted.15

Speed Zoning: Speed zoning is the process of performing and engineering a study and establishing a 
reasonable and safe speed limit for a section of roadway where the statutory speed limits given in the 
motor vehicle laws do not fit the road or traffic conditions at a specific location.

Speeding: The legal definition of speeding is exceeding the posted speed limit. In the road safety 
community, speeding is defined as exceeding the posted speed limit or speed too fast for conditions.

Test Run: A speed test run is performed by driving through a study area (potential speed zone) at a 
reasonable free-flow speed and collecting speed data, then using this data to confirm speed limits or 
speed data collected from other vehicles in the study area.
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APPENDIX C: ILLINOIS POLICY ON SETTING SPEED LIMITS
(The material in this section is adapted from Policy on Establishing and Posting Speed Limits on the State Highway System, 
published by the Illinois Department of Transportation (March 2011).)

Illinois statutes and the State Manual on Uniform Traffic Control Devices require that speed limits 
other than statutory 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 procedure shall be used to determine speed zones on streets and highways under the 
jurisdiction of the DOT. The same procedure is recommended for local agencies.

STEP 1: Establish the Prevailing Speed

The prevailing speed is the average of the following three metrics, measured during free-flowing traffic conditions:

85th Percentile Speed: The speed at or below which 85 percent of the vehicles are traveling.

Upper Limit of the 10 mph Pace: The 10 mph range containing the most vehicles.

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

The prevailing speed is the nearest 5 mph increment to the average of the above 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 all of the following four conditions:

Elevated Crash Risk: If the speed zone being studied contains a portion of a high-crash segment 
or contains a high-crash intersection as determined by the Bureau of Safety Engineering, the 
prevailing speed may be reduced by 10 percent.

Access Control: The access conflict number (ACN) is calculated for the speed zone, and this 
number is used to determine the percent reduction of the prevailing speed as shown below.

ACN* Reduction (%)
< 40 0

41 to 60 5

> 60 10

Where:

Ns =  Number of field entrances and driveways to single-family dwellings

Nm =   Number of driveways to minor commercial entrances, multi-family residential units, and 
minor street intersections

Ni =   Number of driveways to major commercial entrances, large multi-family developments, 
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Pedestrian Activity: Where no sidewalks are provided or where sidewalks are located immediately 
behind the curb and the total pedestrian traffic exceeds 10 per hour for any 3 hours within any 
8-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.

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

The adjustment factors from the four different factors are added together to produce a single 
percentage adjustment that shall not exceed 20 percent.

Step 3: Selection of Preliminary Speed Limit

The preliminary speed limit is either the calculated prevailing speed (from Step 1), or if the optional 
investigation was undertaken, it is the prevailing speed as adjusted by application of the percentage 
corrections from the optional investigation (Step 2). The following rules apply to the outcome:

The preliminary posted speed limit should be the closest 5 mph increment to the (adjusted) 
prevailing speed.

The preliminary posted speed limit shall not differ from the prevailing speed (from Step 1) by more 
than 9 mph or by more than 20 percent, whichever is less.

Step 4: Violation Check

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

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

It is noted that differences in posted speeds between adjacent speed zones should not be more than 
10 mph. However, the Illinois policy permits a larger difference provided that adequate speed reduction 
signs are posted.
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CITY OF BLOOMINGTON 
REPORT FOR THE TRANSPORTATION COMMISSION 

August 21, 2018 
 

CASE 
NUMBER: 

SUBJECT: ORIGINATING FROM: 

INFORMATION 
Summary of Citizen 

Comments/Complaints Received 
June and July, 2018 

Philip Allyn, PE, PTOE 
City Traffic Engineer  

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 are 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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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. 

3) 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. 

4) 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. 

5) 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. 

6) 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. 

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

8) 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 Elmwood 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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