Roadway Striping as a
Traffic Calming Option

IN LIEU OF TRADITIONAL TRAFFIC
CALMING, ROADWAY STRIPING AS
A TRAFFIC CALMING OPTION IS A
VIABLE, LOW-COST ALTERNATIVE
TO TRADITIONAL VERTICAL/
HORIZONTAL ROADWAY DESIGN
FEATURES. THE ROADWAY
STRIPING ALTERNATIVES HAVE
LESS DETRIMENTAL IMPACT TO
EMERGENCY SERVICES, ARE LESS
COSTLY TO CONSTRUCT, AND CAN
SUCCESSFULLY REDUCE SPEEDS
FROM TWO TO MORE THAN SEVEN

MILES PER HOUR.

e Can be
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A number of road-
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INTRODUCTION

Traditional traffic calming techniques
include vertical and horizontal displace-
ment of the roadway surface, which can
be effective in reducing speeds and cut-
through traffic on roadways. These road-
way design features can include speed
humps, cushions, chokers, chicanes, me-
dians, mini traffic circles, diverters, and
full/partial roadway closures. While these
features can have significant benefits to a
community, they are sometimes difficult
to implement as a result of potential nega-
tive impacts to local residents, emergency
service departments, and persons with dis-
abilities and may not be consistent with
public agency policies.

In lieu of many of the traditional traffic
calming devices, roadway striping can be
implemented as a traffic calming option
that is a viable, low-cost alternative to verti-
cal/horizontal displacement traffic calming
features. The roadway striping alternatives

* Have less detrimental impacts upon
emergency services;

* Are less costly to construct;

* Provide greater flexibility to meet
future changes;

* Have no adverse impact to highway
drainage;

* Are recognized by local residents as
standard traffic control devices;

* Can provide bike/parking lanes;

* Can successfully reduce speeds from
one to more than seven miles per
hour. Even greater speed reductions
have been documented in some case
studies; and

imple-

way striping calming alternatives have
been successfully installed in Southern
California with positive results. In many
cases, these have been implemented on
private streets and have resulted in re-
duced speeds in these communities. These
private streets have been designed to pub-

lic street standards. Traffic calming strip-
ing has also been used on public streets in
Southern California. The calming alterna-
tives that have been implemented follow
standard California Manual on Uniform
Traffic Control Devices (CMUTCD) re-
quirements. These traffic calming options
have been implemented in a timely and
cost-effective manner and are easily un-
derstood by the local residents and driving
public. They have resulted in some speed
reductions, which were desired by the
local residents. While more traditional
traffic calming devices (e.g., speed humps)
may be required in certain instances to
obtain greater speed or volume reduc-
tions, roadway striping is a viable traffic
calming option in many cases.

TRAFFIC STRIPING AS AN
ALTERNATIVE TO STANDARD
TRAFFIC CALMING TECHNIQUES

Striping as a traffic calming technique
has less disruption to emergency service
vehicles, since no vertical or horizontal
displacement occurs within the roadway
surface. Emergency service requirements
are a major barrier to the installation of
many traffic calming projects. Roadway
striping that is used for traffic calming
is universally recognized by the travel-
ing public and emergency agencies.
Traffic calming striping gives the visual
impression that roadway width has been
reduced, which has been shown to slow
vehicles down while traveling along a
roadway. This type of striping will not
slow down emergency service vehicles
utilizing the roadway or adversely affect
traffic operations. Other types of traffic
calming devices are new to some drivers,
particularly out-of-the-area drivers who
are not familiar with a particular area that
has the traffic calming devices.

In addition, there is considerably less
cost to striping than other traffic calming
techniques. As opposed to $2,500-$3,500
USD per installation for speed humps
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or speed cushions, the same segment of
roadway can be striped for only $500 to
$1,000 USD. Another advantage of traf-
fic striping as a traffic calming option is
future flexibility. Traffic striping can easily
be changed in the future by sandblast-
ing the painted striping, if a particular
installation is unsuccessful in meeting its
goals or needs to be changed. Further-
more, traffic striping can be implemented
quickly through conventional construc-
tion techniques by existing in-house pub-
lic works staff or contract services.

Another significant benefit of traffic
striping is that it does not adversely affect
drainage. Many traffic calming devices such
as speed humps, roadway chokers/curb ex-
tensions, medians, and chicanes can ad-
versely affect roadway drainage. These de-
vices can constrict normal drainage patterns
within the roadway surface, which could
affect drainage for the roadways. This can
require additional roadway maintenance for
local public works departments.

Traffic striping as a traffic calming
device can effectively reduce speeds on
a roadway. This is particularly effective
on long, straight roadways where there
are wide travel lanes for long distances.
Before-and-after speed surveys by RK
Engineering Group, Inc., with which the
author is affiliated, have shown that speed
reductions in the range of one to more
than seven miles per hour are easily ac-
complished through roadway striping, es-
pecially for wide local streets with a curb-
to-curb width of 36 to 40 feet. Another
advantage of roadway striping is that it
can provide for bike lanes or parking areas
adjacent to the travel lanes as part of the
“complete streets” system. These bike or
parking lanes are used to define the vari-
ous functions of the roadway: not only
vehicular travel but also vehicle access to
the neighborhood, parking, and accom-
modations for other modes of transporta-
tion, such as bicycles.

STRIPING ALTERNATIVES

There are numerous striping alterna-
tives that can be used for traffic calm-
ing. The basic concept of traffic calming
striping is to reduce the driver’s perceived
width of the roadway. By doing this, the
drivers tend to reduce speed and may also
be diverted from a particular route as a
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Figure 1. Typical traffic calming striping.

result of the reduced speed. The strip-
ing alternatives can consist of adding the
following:

* Centerline stripe;

* Edge lines;

* Centerline plus edge line;

* Striped median;

* Striped choker or chicane;

* Striped speed hump without the

raised speed hump; and
* Psycho-perceptive striping.

Centerline striping consists of adding
a typical double-yellow centerline stripe
or single-dash yellow line in the roadway.
This separates the direction of traffic and
reduces the roadway width of the travel
lane to the driver. White 4-inch edge
lines can be added to the right and left
side of the roadway where there is suf-
ficient width for the 8-foot parking lane.
The parking lane can be provided and
separated by the 4-inch white edge line. A
combination of both centerline and edge
line striping is the most effective method
of reducing the overall travel way width
of the roadways. This can be provided
on typical local streets and will provide
for 10-12 foot travel lanes and 7-8 foot
parking lanes. A sample of this design is
shown in Figure 1.

Another method of reducing the road-
way width is by providing a striped me-
dian. The median can be provided by

double-yellow centerline stripes or can

be a two-way left-turn lane, which pro-
vides left turns from the roadway to the
adjacent properties or across the roadway
itself. Another option for reducing road-
way width is striping chokers or chi-
canes. These can be striped with a white
8-inch channel to provide the delineation
of the choker or chicane. Although not
as prominent as the raised curbing of a
typical choker or chicane, it does provide
some of the same operational features as
the raised curbing for chokers or chicanes
by requiring the driver to slow while trav-
eling the traffic calming area.

Another traffic calming option is to
provide “striped” speed humps across
the roadway. These can be effective where
normal speed humps cannot be imple-
mented, such as a hilly area or where
grades exceed 8 percent. While limited
operational data is available on this type
of striping, it can give the impression
of a speed hump in the roadway area,
therefore slowing vehicles. “Psycho-per-
ceptive” striping has also been used in
conjunction to implementation of speed
humps. This type of striping is shown
in CMUTCD (Figure 3B - 31). Smaller
stripes are provided, initially going to
larger stripes when approaching the traf-
fic calming device. A photo of this type
of striping is included in Figure 2. The
evaluation of the effectiveness of optical

speed bars was presented in the Novem-
ber 2001 (Eric Meyers) and March 2009
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Figure 2. UCI example of psycho-perspective striping.

i

Legonat:
! [FZA = Pl e

Figure 3. Newport Ridge North, Newport Beach.
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(Steven P. Latoski) issues of /TE Journal.
These studies did show promising results
in speed reduction with these types of
pavement markings.

TRAFFIC CALMING STRIPING CASE
STUDIES

RK Engineering Group, Inc. has been
involved in several case studies involv-
ing traffic calming striping as an alterna-
tive traffic calming device. These studies
have been primarily completed for private
communities; however, the private road-
ways and streets were constructed to city
standards. In nearly all cases, the roadways
were 36- to 40-foot curb-to-curb width
and in many cases were long, straight
streets, which encouraged speeding. The
implementation of traffic calming striping
effectively reduced speed on these road-
ways and had a positive reception by the
community and local agencies, including
emergency service departments.

Case Study No. 1 (June 2005—June 2006)

The Newport Ridge North Commu-
nity is a manned-gated community in the
city of Newport Beach, California, USA.
The community consists of high-end,
single-family detached homes, which are
served by a primary collector road (Cham-
bord Road). Chambord Road is a 40-foot
curb-to-curb roadway with sidewalks on
both sides of the street. The roadway is
oriented in a north-south direction (as
shown in Figure 3) and has a length of
approximately 1.31 miles.

The steep grades along Chambord
did not allow for typical traffic calming
techniques, such as speed humps or speed
cushions. In addition, the community was
concerned with the construction of these
types of traffic calming devices and their
effects on traffic operations and vehicle
damage. There was also pedestrian activ-
ity near the community recreation center
and pool located at the center portion of
Chambord Road and a community tennis
court facility located on the north end of
the street.

Photos of Chambord before the traf-
fic calming striping was implemented are
shown in Figure 4. This wide 40-foot curb-
to-curb street with an undefined travel
way encouraged speeding throughout the
roadway. Before the implementation of
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traffic calming striping, the 85th percentile
speed along Chambord ranged from 45 to
47 miles per hour, and the average speeds
ranged from 40 to 41 miles per hour.
Traffic calming striping was imple-
mented along the entire length of Cham-
bord. This included a double-yellow
centerline and 4-inch edge line stripes
8 feet from the curb face. After the traf-
fic calming striping was implemented,
the 85th percentile speed was reduced to
37 to 39 miles per hour and the average
speed decreased to 35 to 36 miles per hour
throughout the length of Chambord as
shown in Table 1. Figure 4. Chambord Road before restriping.

Case Study No. 2

Table 1. Before-and-after speed surveys.
(August 2005—-December 2007)

Traffic calming striping was imple- 85th% Speed
mented in south Orange County within . ]
the city of San Clemente, California, USA Be':;ﬁ“ lli.:;"“ Afz::;::;f“
at t_he R-eserve C.ommumty Association. Location Roadway Striping (mph) | Striping (mph)
This project consists of a large number of
single-detached family dwelling units with Case Smdy.#l * Chambord N/O Rivay 46 37
a recreation center located in the southern Newport R‘dgehNorth * Chambord S/O Musset 47 39

. . . N B

portion of thc.: community. The project has (Newport Beach) « Chambord S/O Baryemon 45 39
four electronic gates, which provide access

to an adjacent arterial highway (Camino Case Scudy #2 » Monana del Sol 23 22
Vera Cruz). This community had four The Reserve N/O_ Camino Vera Cruz

. . (San Clemente) ¢ Colina Rodante

roadways serving a series of cul-de-sacs _ 32 30
throughout the community, both north S/0 Camino Vera Cruz

and south of Camino Vera Cruz. * Calle de L‘?S Arboles 27 26

The main roadways serving the com- N/O Camino Vera Cruz
munity south of Camino Vera Cruz were * Calle de Los Arboles 34 33
40-foot curb-to-curb width streets and $/0 Camino Vera Cruz
those roadways serving the northerly sec- Case Study #3 ¢ Bagle Creek W/O Indigo 37 31
ti(.)n }(ift?e commufnity ha.d a Cul‘b-;g-curlb Oake Creele (Irvinie)l 1 Eagle Creek W/O Palm Wood 38 27
width of 36 to 38 feet. Existing traffic vol- Case Study #4 + Garden Terrace E/O Hedgewood 31 30
ume and speeds were collected throughout Summit at Turtle
the community before traffic calming was Ridge (Irvine) e Crest Terrace N/O Blue Summit 29 29
implemented. The 85th percentile speeds ¢ Canyon Terrace 33 31
ranged from 23 to 34 miles per hour prior N/O Cezanne Valley
to the implementation of traffic calming ¢ Valley Terrace 30 98
striping. Before-and-after 85th percentile S$/0O Climbing Vine
speeds are Sllmﬂ.lal' iZCd. il} Table 1: Summit at Turtle * Garden Terrace N/O Summit Park 31 30

Trafﬁc calmmg striping COH.SISted of Ridge (Irvine) e Crest Terrace W/O Summit Park 29 29
adding double-yellow centerlines and -
white 4-inch edge lines on the wider * Canyon Terrace N/O Summit Park 33 31
roadways and the striping of edge lines * Valley Terrace N/O Summit Park 30 28
Only for. the narrower roadways. The 85th e Summit Park Drive at Valley Terrace 46 44
percentile was reduced to some degree + Summit Park Drive
after the implementation of traffic calm- . 44 44
. .. . W/O View Terrace
ing striping. The 85th percentile speeds ; ;

. e Summit Park Drive
were reduced to 22-33 miles per hour, 43 42
. . . E/O Garden Terrace
with some minor reductions after the : :
implementation of the striping. The rec-  Summit Park Drive at Garden Terrace 39 39

ITE JOURNAL / SEPTEMBER 2011 33



ommended speed limits ranged from 25
to 35 miles per hour depending on the
location and the 85th percentile speed.
Although not as significant of a reduc-
tion in comparison to the Newport Ridge
North Community, speeds were reduced
1 to 2 miles per hour with the traffic
calming striping. The smaller reduction in
speed was probably caused by the fact that
the true existing speeds before the traffic
calming measures were implemented were
lower than the existing speeds in the New-
port Ridge North Community.

Case No. 3 (June 2002—December 2009)

The Oakcreek Village Community lo-
cated in the city of Irvine, California, USA
also implemented traffic calming striping.
This is a private community with two sets
of electronic gates located at the east and
west ends of the project. The roadway lay-
out for the Oakereek Development is a
linear alignment with very little curvature.
The Oakereek Development is served by
a single roadway (Eagle Creek) which has
direct access to driveways and homes along
its entire length of 0.50 miles. The Oak-
creek Village Community is served by two
electronic gates located on the northwest
and southeast end of Eagle Creek.

Eagle Creek is a two-lane, undivided
street with a curb-to-curb width of 36
feet with sidewalks on both sides of the
street. The 85th percentile speed on Eagle
Creek before traffic calming striping was
37 to 38 miles per hour. The commu-
nity felc that this was excessive, since the
prima facie speed limit is 25 miles per
hour for this type of roadway. Also, there
was a concern that the crosswalk across
Eagle Creek served an adjoining elemen-
tary school where there was a significant
amount of pedestrian crossing.

The traffic calming striping consisted
of a double-yellow centerline stripe along
with white 4-inch edge lines on both sides
of the street. Initially this was constructed
with a 7-foot parking lane on each side of
the roadway and 11-foot travel lanes in
each direction. Since the original imple-
mentation of traffic calming striping, the
travelway has been reduced further to 10
feet and parking lanes were increased in
width to 8 feet. The 85th percentile speed
after the traffic calming ranged from 31
to 27 miles per hour (see Table 1). The
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ANOTHER ADVANTAGE

traffic calming measures implemented
by the community of Oak Creck Village
have been successful in reducing speeds
as much as 6 to 11 miles per hour. After
careful review, the original recommended
striping was modified to create 10-foot-
wide travel lanes and an 8-foot-wide park-
ing lane. This should further reduce traffic

speeds in the area.

Case Study No. 4 (April 2008-April 2010)

The community of the Summit at Tur-
tle Ridge in the city of Irvine requested
traffic calming to reduce the vehicle speeds
on some of its local streets. The Summit
at Turtle Ridge is a private manned-gated

community with a primary collector road
(Summit Park Drive). This hillside com-
munity included numerous cul-de-sac
streets where speeds were generally low
and consistent with what would be ex-
pected in the local street system. However,
the local community association felt that
these speeds were too high and traffic
calming options should be investigated.

For this study, RK surveyed four local
streets in the community. This included
Garden Terrace, where the 85th percentile
speed was 31 miles per hour before the
implementation of traffic calming strip-
ing and was reduced to 30 miles per hour
after implementation. On Crest Terrace
the 85th percentile speed was only 29
miles per hour before traffic calming strip-
ing and remained at 29 miles per hour
after the implementation of the striping.
Canyon Terrace was the location with the
highest speeds in the community on the
local streets, where the 85th percentile
speed was 33 miles per hour. This speed
was reduced to 31 miles per hour after the
implementation of traffic calming strip-
ing. The final location where traffic calm-
ing was implemented was Valley Terrace
Street. This cul-de-sac had a speed of 30
miles per hour before implementation of
the striping and 28 miles per hour after
traffic striping was implemented.

In the community of the Summit at
Turde Ridge, the speeds were already low
and generally consistent with what would
be expected for local residential streets. How-
ever, the community was concerned with
the speeds; therefore, rather than placing
more aggressive traffic calming devices (e.g.,
speed humps, chokers, and so forth), traffic
calming striping was utilized as the preferred
option within the community. The recom-
mended traffic calming striping included
centerline and edge line striping with park-
ing on one or both sides of the street depend-
ing on whether the streets were 32- or 36-feet
wide. Although the speed reductions were
not substantial within the community, the
community was satisfied with the reduction
of speeds as a result of the implementation of
traffic calming striping. The relationship of
speed reduction with traffic calming striping
can be seen in Figure 5.

One conclusion that can be reached
from the various case studies is that if local
streets are operating at speeds typical for
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these types of roadways (i.c. 25-32 mph),
then only minor speed reductions can
be obtained by traffic calming striping.
Where speeds are significantly higher (i.c.,
more than 35 mph), then much greater
speed reductions can be achieved from
traffic calming striping.

COMPARISON TO OTHER TRAFFIC
CALMING TECHNIQUES

The use of traffic calming striping
compares favorably to other traffic calm-
ing techniques. Although speed reduction
can vary from site to site, positive speed
reductions can be anticipated with the
traffic calming, depending on the specific
roadway configurations and the width of
travel way. There are significant pros and
cons to all types of traffic calming devices,
as summarized in Table 2.

As can be seen from Table 2, traffic
calming striping can typically result in
speed reductions of approximately one
to seven miles per hour depending on the
situation. Speed hump and speed cush-
ions have considerable speed reduction
capabilities of approximately 8 miles per
hour. Chokers and chicanes can reduce
speeds 3 to 6 miles per hour, and medians
and pavement texture can result in 2 to
3 miles per hour reduction. When there
are situations that require speed reduc-
tions on local roadways, traffic calming
striping can be considered the first step in
the traffic calming process. More aggres-
sive traffic calming devices such as speed
humps/speed cushions, chokers, chicanes,
medians, and pavement textures can cost
considerably more but can be utilized in
the event that the traffic calming striping
is not successful in reaching the speed-
reduction goals set by the community.

COST COMPARISON

One of the major advantages of traffic
calming striping is its cost. Not only can
traffic calming striping be implemented
less expensively than many other options,
but it also can be modified or removed
without major cost implications. An ap-
proximate cost comparison of various traf-
fic calming devices is included in Table 2.

SAFETY CONSIDERATIONS

There are numerous safety consider-
ations for implementing traffic calming
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Figure 5. Speed reduction with traffic calming striping.

devices. Anytime that the vertical or hori-
zontal displacement of the roadway sur-
face occurs, there is a potential for vehicles
going out of control, hitting objects, or
other actions which could be detrimental
to the safety of the driver and passengers
of the vehicle. Furthermore, impacts to
emergency service vehicles can indirectly
affect safety when responding to emer-
gency events.

Generally, traffic calming striping
minimizes safety considerations, since
they follow standard traffic engineering
practices pursuant to the CMUTCD.
Drivers are familiar with these types of
traffic control features and respond ac-
cordingly. This is true not only for local
residents who are familiar with the traffic
calming implemented in an area but also
for drivers from outside the area that
are unfamiliar with the traffic calming
installations.

Speed humps do reduce vehicle speed
if properly designed and when adequate
signage/pavement markings are provided.
Speed humps can have an adverse affect
on safety—but only if drivers ignore them
and if reduced speeds do not occur. Speed
humps can also reduce travel times for

emergency service vehicles, which have
an indirect impact on safety.

Speed cushions have a similar effect on
safety as speed humps, However, they can
be traversed better by larger vehicles, in-
cluding emergency service vehicles, which
can travel through the speed cushions at
a normal speed as opposed to a typical
speed hump. This is a major advantage of
speed cushions over speed humps.

Chokers can affect safety if they are
hit by vehicles. Proper signage and pave-
ment markers are necessary to ensure
that this does not occur. Chokers can
improve safety for pedestrians by provid-
ing a shorter walking distance for cross-
walks. Chicanes, similar to chokers, can
have a safety impact if a vehicle strikes
them while traversing through the traffic
calming device area. Implementation of
sharp curb-width transitions can result in
vehicle collision with the curb, causing ve-
hicle damage and possible out-of-control
vehicle operations.

Medians have been shown to improve
safety by separating the direction of travel
of vehicles, However, when implemented
in only selective areas, vehicles can hit the
ends of medians, causing damage to the
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Table 2. Comparison of traffic calming devices.

Speed
Traffic Calming Reduction
Technique Pros Cons (mph) Cost2
Speed Hump e Effectively reduces speed by approximately | ¢ Not accepted by many local jurisdictions 8 $1,500 to
8 mph. and emergency service agencies. $3,000
e Can cause some diversion of excess traffic * Improper driving can cause vehicle damage
volumes. and can cause vehicles to go out of control.
* Moderate cost considerations.
e Can impact bicycles/motorcycles.
¢ Difficult to remove.
Speed Cushion |  Effective in reducing speeds up to 5 miles * Some agencies and emergency service 5 $2,500 to
per hour. agencies do not support these devices. $3,500
* More acceptable to public agencies / e Cost for construction is moderate.
emergency service agencies, because can ¢ Difficult to remove.
slow normal size vehicles but allows larger | ® May impact bicycles/motorcycles.
emergency vehicles to pass without speed
reductions.
Chokers and e Effectively reduces traffic speeds * Expensive to implement. 3-5 $7,000—
Chicanes approximately 3 miles per hour. * Can cause drainage issues. $15,000
¢ Can reduce roadway width to reduce ¢ Difficult to remove in the future if not Up to 6 per pair
walking distance for pedestrian (which is a effective.
safety benefit). * Some loss of parking. $10,000—
¢ Can be enhanced with landscaping to e Can impact bicycles. $15,000
improve aesthetics.
Medians e Can reduce speeds to some degree. * Costly to implement. 2-3 $5,000—
e Can provide aesthetic benefits to the ¢ Difficult to remove if not successful. $15,000
community. * Can cause additional maintenance costs.
* Water overall on pavement.
* May lose parking.
Pavement e Can cause minor reduction in speed. * Costly to implement. Limited $5-$16 per
Texture e Can be aesthetically pleasing. ¢ Difficult to remove. data sq. ft.
e Can be tied into crosswalks or intersections | ¢ Can effect some types of pedestrians
to define channelized areas for pedestrians. crossing the street.
* Can cause noise impacts.
Mini Trafhic * Minor reduction in speed. * Costly to implement. 4-6 $10,000—
Circles e Improves aesthetics. e Can confuse drivers regarding which way $60,000
e Slows traffic through the intersection. to travel through an intersection.
* May affect bicycles and pedestrians.
e Can impact left turns for large vehicles.
e Can slow emergency service vehicles.
Traffic e Effective in reducing speeds from 1 to 7+ * Some limitations in speed reduction. 1-7 + $500—
Calming miles per hour. * Less effective when speeds are already low. $1,000 per
Striping * Accepted by many public agencies and 500-feet
emergency service agencies because they are
standard traffic control.
* Easy to change if required in the future.
* Less costly option to install
¢ Installation can be implemented quickly.
¢ Can be removed more easily than other
options (sand blast).
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vehicles, driver/passenger, and can also
cause vehicles to go out of control. If me-
dians are not properly designed, they can
cause water to flow into the pavement.
This can cause pavement deterioration
and loss of control of vehicles.

Pavement texture has limited impact
on safety, although vehicles can possibly
lose traction, depending on the type of
texture during wet conditions. Pedestrians
crossing on pavement texture can trip or
slip depending on the pavement type and
condition. In addition, pedestrians (espe-
cially children) may not see the textured
pavement as a part of the “street,” which
make them less aware of traffic.

Mini traffic circles can cause vehicles
to hit the curbs or cause other accidents.
Also, if such traffic circles are not properly
designed, trucks can have a difficult time
navigating the intersection and could hit
objects in the roadway.

Traffic calming striping generally has a
positive impact from a traffic safety stand-
point. Traffic calming striping should be
implemented pursuant to the CMUTCD
requirements with respect to location, type,
and placement of the striping. Where used
as transitions, striping should be properly
designed based upon the operating speed
of the vehicles on that segment roadway.

COMMUNITY ACCEPTANCE

The community acceptance of any
traffic calming measure is critical in long-
term implementation and effectiveness.
The vast majority of the professional lit-
erature indicates that at least two-thirds of
the community must support the traffic
calming techniques in order for them to
be implemented within the community.

In many cases, vertical and horizontal
displacement of traffic calming devices
are heavily resisted by the local commu-
nity and driving public. This is one of
the major advantages of traffic calming
striping, since it is readily acceptable to
the local community because it is already
implemented on most roadways through-
out communities. Traffic calming strip-
ing is understood by the driving public
throughout local communities. It causes
little damage to vehicles and drivers/pe-
destrians of the community. It does not
adversely effect the operation of vehicles
for emergency service agencies. Traffic
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calming striping is not permanent and
can easily be changed if required in the
future. As a result of this, traffic calm-
ing striping can be less controversial than
more restrictive devices.

CONCLUSIONS

RK Engineering Group, Inc. has com-
pleted a review of traffic calming striping
as an alternative to vertical or horizontal
displacement traffic calming devices such
as speed humps, speed cushions, chokers,
medians, pavement textures, and other
roadway design features. Traffic calming
striping has been shown to reduce speeds
effectively as a first step of a traffic calm-
ing process. Striping is a low-cost traf-
fic calming solution that can have major
benefits to the community compared to
other vertical/horizontal displacement
traffic calming devices, yet still provides
substantial benefits in terms of reducing
traffic speeds on the roadways.

In conclusion, traffic calming strip-
ing is an effective measure in a traffic/
transportation engineer’s toolbox of traffic
calming devices. These roadway striping
techniques follow standard design prac-
tice, which reduces future tort liability.
Traffic striping is a cost-effective and ef-
ficient traffic calming method that can be
implemented quickly to reduce speeds on
roadways. l
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