
CITY OF PORT WASHINGTON, OZAUKEE COUNTY, WI 
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Wednesday, May 27, 2026 – 9:00 AM 
Port Washington City Hall, 100 West Grand Avenue,  

Port Washington, Wisconsin 53074 
Lower Level Conference Room 
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www.portwashingtonwi.gov 

AGENDA 
 

1. Roll Call 
 

2. Approve Minutes of Previous Meeting (January 26, 2026) 
    

3. Public Comments 
 
4. Consideration and Possible Recommendation to Revise Ordinance 400-10 “Parking Limits” on E. 

Van Buren St between N. Catalpa Street and Johnson Street.  
 
5. Consideration and Possible Recommendation to approve “Port Moves”, the City’s bike and 

pedestrian plan.  
 
6. Consideration and Possible Recommendation to Realign the Interurban Trail and County 

Highway LL on the South End. 
 

7. Discussion on Thematic Naming of Downtown Public Parking Lots  
 
8. Discussion on Downtown Traffic and Parking. 
 
9. Discussion on E-Bikes. 
 
10. Consideration and Possible Recommendation to Revise Ordinance 400-2 “Speed Limits” to 

reduce the speed limit on N. Spring Street from 35 mph to 25 mph. 
 
11. Consideration and Possible Recommendation regarding the 2026 Traffic Safety Committee 

Charter 
 
12. Chairperson’s Business 

 
13. Members/Liaisons’ Business 
 
14. Public Comments/Appearances 
 
15. Next Meetings Dates/Time 

 
16. Adjournment 

 
Committee Members:, Ald. Paul Neumeyer, Chairperson; Ald. Dan Benning; Ald. Mike Gasper; Kevin Hingiss, Police 

http://www.cityofportwashington.com/


 

100 West Grand Avenue  P.O. Box 307  Port Washington, WI 53074 
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Chief; Roger Strohm, City Engineer. 
Staff Liaison: Roger Strohm, City Engineer 
 
Special Accommodations: Persons with disabilities requiring special accommodations for attendance at the meeting should 
contact the City Clerk’s Office at (262) 284-5585 or cityclerk@portwashingtonwi.gov. Every effort will be made to arrange 
accommodations for all meetings, please provide notice at least one (1) business day prior to a meeting. 
 
Notice of Possible Quorum: Notice is hereby given that Common Council members or members of other governmental bodies who 
are not members of this board, commission or committee may be present at this meeting to gather information about a subject over 
which they have decision-making authority. In that event this meeting may also constitute a simultaneous meeting of the Council or 
of such other governmental bodies. Whether a simultaneous meeting is occurring depends on whether the presence of one or more 
Council members or members of such other governmental bodies results in a quorum of the Council or of such other governmental 
bodies and, if there is a quorum, whether any agenda items listed above involve matters within the Council’s or the other governmental 
bodies’ jurisdiction. If a simultaneous meeting is occurring, no action other than information gathering will be taken at the 
simultaneous meeting. [State ex rel. Badke vs. Greendale Village Board, 173 Wis. 2d 553 (1993).] 

http://www.cityofportwashington.com/
mailto:cityclerk@portwashingtonwi.gov


CITY OF PORT WASHINGTON, 

OZAUKEE COUNTY, WI 

Traffic Safety Committee Meeting 

Monday, January 26, 2026           
Port Washington City Hall,  

100 West Grand Avenue,  

Port Washington, Wisconsin 53074 

Lower Level Conference Room 

MINUTES 

1. Roll Call – Alderman Paul Neumyer convened the Traffic Safety Meeting at 10:05am.
Members present were Alderpersons Michael Gasper, Dan Benning and Chief Kevin
Hingiss. Also present was City Engineer, Roger Strohm.

2. Approve Minutes of Previous Meeting – July 28, 2025

MOTION BY ENGINEER STROHM, SECONDED BY ALDERMAN BENNING

TO APPROVE THE MINUTES. Motion carried unanimously.

3. Public Comments: None

4. Consideration and Possible Recommendation to Revise Ordinance 400-2 “Speed

Limits”, 400-4 “Stop Intersections”, and 400-10 “Parking Limits” for Dixie Road,

Lake Drive, Highland Road, and Highland Lane.

MOTION BY ALDERMAN NEUMYER, SECONDED BY ALDERMAN GASPER

TO POSTPONE FOR FURTHER REVIEW. Motion carried unanimously.

5. Chairperson’s Business – ATV/UTV’s not allowed on City streets.  Roger will talk to

the Town of Port Washington and JD to take ATV/UTV signs down on the street and

install signs that say no ATV/UTV’s allowed.

6. Members/Liaison’s Business

: Alderman Gasper spoke with the Harbor Lights Condo.  They have concerns with 

kids crossing Franklin Street.  They would like pedestrian signs put back in the 

street.  Roger will talk to JD about options. 

:  Alderman Benning asked if the City needs to do anything on LL between Lake 

Dr. and Dixie Road.  No, they are County Jurisdiction. 

: Engineer Strohm would like flashing beacons and construction barriers near Lake 

Dr. and the bike path to slow down the trucks 

: Alderman Benning states there is no difference on Sunset and LL going 

northbound.  Bike riders don’t stop, maybe put up a 4 way stop, the County owns it. 

Will be a concern in a few months when the weather warms up. 

7. Public Comments/Appearances - None

8. Next Meetings Dates/Time – Monday, March 23,2026 at 10:00am



 

100 West Grand Avenue  P.O. Box 307  Port Washington, WI 53074 

www.portwashingtonwi.gov 

 

9. Adjournment - MOTION TO ADJORN AT 8:57AM BY ALDERMAN BENNING 

AND SECONDED BY ALDERMAN GASPER. Motion carried unanimously. 

 
Committee Members: Ald. Dan Benning Ald. Paul Neumyer; Ald. Mike Gasper; Kevin Hingiss, Police 

Chief; Roger Strohm, City Engineer. 

Staff Liaison: Roger Strohm, City Engineer 

 

http://www.cityofportwashington.com/


 

 

TO: Traffic Safety Committee  FROM: Roger Strohm, City Engineer  
 
DATE: May 27, 2026 
 
SUBJECT: Consideration and Possible Recommendation to Revise Ordinance 400-10 “Parking Limits” 
on E. Van Buren St between N. Catalpa Street and Johnson Street.  
 
ISSUE:  Should the City Revise Ordinance 400-10 “Parking Limits” on E. Van Buren St between N. 
Catalpa Street and Johnson Street?  
 
STAFF RECOMMENDATION: Staff recommends revising ordinance 400-10 to eliminate the parking 
restrictions on E. Van Buren Street between N. Catalpa Street and Johnson Street. 
 
RECOMMENDED MOTION: I move to approve staff recommendation. 
 
BACKGROUND/DISCUSSION: The property at 117 E. Van Buren Street has changed owners and use.  
The previous owners required space for loading and unloading residents. The no parking restriction in front 
of this property is no longer necessary. The new use for the site is likely multi-family.  
 
The road width on E. Van Buren Street is approximately 24’ at the narrowest point on this one-way road. 
This width is sufficient to accommodate parking and vehicle through traffic.  
 
See the attached figure showing the portion of the road where the ordinance change is proposed.  
 
STRATEGIC PLAN: 

1. Strategic Direction: Creating Accountability Through Policies & Procedures 
2. Impact on Strategic Direction: We are making the streets safer and traffic flow more efficient. 

 
LEGAL: 

1. City Attorney Review: No, the city attorney will draft an ordinance for General Government and 
Finance Committee if this recommendation is accepted.  
 

2. Legal Comments & Conclusions: 
 

3. Statutory References: 

FISCAL IMPACT:  

1. Amount of Recommendation/Cost of Project: 
Initial Project Cost Estimate: $500  
Approved Budget Project Cost:  

Prior Year Expenditures: $0 
Total Project Costs to Date: $0 

2. Source of Funding: General operating account. 
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3. Operating and Maintenance Cost: $0.  
 

BOARD/COMMITTEE/COMMISSION RECOMMENDATION: None 
 
PUBLIC OUTREACH: None 
 
IF APPROVED, NEXT STEPS: Draft the ordinance for approval by the general government and 
finance committee. 
 
ATTACHMENTS: 
E. Van Buren St. Figure” 
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TO: Traffic Safety Committee  FROM: Rob Vanden Noven, P.E., Director of Public Works 
 
DATE: May 27, 2026 
 
SUBJECT: Consideration and Possible Recommendation on the Port Moves Bicycle and Pedestrian Plan 
 
ISSUE:  Should the Traffic Safety Committee recommend Common Council adoption of the Port Moves 
Bicycle and Pedestrian Plan as presented”  
 
STAFF RECOMMENDATION:  Staff recommends adoption of the Port Moves Bicycle and Pedestrian 
Plan.  
 
RECOMMENDED MOTION:  I recommend that the City Council adopt the proposed Port Moves 
Bicycle and Pedestrian Plan as presented. 
 
BACKGROUND/DISCUSSION:  In 2024, Toole Design was hired by the City to rewrite the City’s 1997 
Bike and Pedestrian Plan, naming the new plan, Port Moves.  A WisDOT Transportation Alternatives 
Program (TAP) grant paid 80% of the cost of creating the plan.    
 
Port Moves is an active transportation plan (ATP) that starts with the City’s current walking, biking, and 
rolling environment as a foundation. It builds upon existing work to create a strategy for Port Washington 
that will improve active transportation for all users through program, policy, and infrastructure 
recommendations. It creates a framework to make the city a safer, more comfortable, and more enjoyable 
place for people traveling by foot or bike, creating a Port Washington where more people can explore, visit, 
and thrive. Sara Schooley from Toole Design will present a high-level summary of the project’s purpose, 
vision and goals, public engagement followed by policy, programmatic, and project recommendations.  

This plan was forwarded to committee members on May 5 for comments. To date, no comments were 
received to include in this memo.  

Committee members are reminded that planning documents such as Port Moves do not grant approval to 
staff to carry out the elements of the plan without going through the normal processes of budgeting and 
committee approval. The intent of the plan is to inform decision making and provide guidance in creating 
both short and long range plans going forward.   

 
STRATEGIC PLAN: 

1. Strategic Direction: Creating Accountability through Policies and Procedures 
2. Impact on Strategic Direction:  This plan will guide and inform future decisions pertaining to 

bicycle and pedestrian elements of the overall City transportation system. 
 
LEGAL: 

1. City Attorney Review:  No 
 

FISCAL IMPACT:  
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1. Amount of Recommendation/Cost of Project:  
Initial Project Cost Estimate: $75,000  
Approved Budget Project Cost: $75,000 ($60,000 is being funded by the WisDOT grant) 

Prior Year Expenditures:  
Total Project Costs to Date: $74,947 

2. Source of Funding: $15,000 Budgeted 
3. Operating and Maintenance Cost:  

 
BOARD/COMMITTEE/COMMISSION RECOMMENDATION:   
Board of Public Works recommended approval at its May 12, 2026 meeting. 
 
PUBLIC OUTREACH:  The creation of this plan involved extensive public outreach, including “pop 
up” events at the Beer Garden and Farmers Market, and the creation of an interactive website for public 
feedback which was advertised through a yard sign campaign, and the creation of a steering committee 
consisting of stakeholders representing diverse interests including the School District, Portal, Port Main 
Street, Capri Communities, and Library.    
 
IF APPROVED, NEXT STEPS: A resolution to adopt the Port Moves plan will be presented to the 
Common Council on June 2. 
 
 
ATTACHMENTS:  
The Port Moves draft final plan can also be found on the Public Works page on the City’s website, or by 
clicking, Port Moves 

https://www.portwashingtonwi.gov/home/showpublisheddocument/7116/639114293357472193


 

 

TO: Traffic Safety Committee  FROM: Roger Strohm, City Engineer  
 
DATE: May 27, 2026 
 
SUBJECT: Consideration and Possible Recommendation to Realign the Interurban Trail at County 
Highway LL on the South End  
 
ISSUE:  Should the City realign the Interurban Trail (IUT) at county highway (CTH) LL? 
 
STAFF RECOMMENDATION: Staff recommends realigning the Interurban Trail in conjunction with 
the County repaving of the trail.  
 
RECOMMENDED MOTION: I move to approve staff recommendation. 
 
BACKGROUND/DISCUSSION: The (IUT) intersects CTH LL approximately 1500’ north of the CTH 
LL and STH 32 intersection. This intersection has been previously identified by the Traffic Safety 
Committee as a safety concern due to the traffic speed and the length of the crossing across CTH LL.  
 
The IUT crosses CTH LL at an angle which adds approximately 23’ to the length of the crossing versus a 
perpendicular crossing. The extra time needed to cross the additional 23’ is about 4 seconds. In 4 seconds, 
a car moving at 35 mph which is the posted speed limit will travel 205’ and at 45 mph it will travel 260’ 
These numbers indicate that a 4 second savings to cross the county highway is a significant number.  
 
This project will be supplemented with rectangular rapid flashing beacons (RRFB) and improved pavement 
marking. This intersection was budgeted to install overhead RRFBs, but with the realignment standard 
RRFBs are acceptable. 
 
We have met with the County Highway Commissioner to discuss allowing us to perform this work in the 
right of way of the county highway.  
 
STRATEGIC PLAN: 

1. Strategic Direction: Creating Accountability Through Policies & Procedures 
2. Impact on Strategic Direction: We are making the streets safer. 

 
LEGAL: 

1. City Attorney Review: N/A  
 

2. Legal Comments & Conclusions: 
 

3. Statutory References: 

FISCAL IMPACT:  

1. Amount of Recommendation/Cost of Project: 
Initial Project Cost Estimate: $50,000  

 
 

 

AGENDA ITEM MEMORANDUM 
City of Port Washington 



 

2 

Approved Budget Project Cost: $80,000 for overhead RRFB 
Prior Year Expenditures: $0 
Total Project Costs to Date: $0 

2. Source of Funding: Capital Budget. 
3. Operating and Maintenance Cost: $0.  

 
BOARD/COMMITTEE/COMMISSION RECOMMENDATION: None 
 
PUBLIC OUTREACH: None 
 
IF APPROVED, NEXT STEPS: Draft the ordinance for approval by the general government and 
finance committee. 
 
ATTACHMENTS: 
CTH LL and IUT figure 
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TO:  Traffic Safety Committee   FROM:  Roger Strohm, City Engineer   

DATE: May 21, 2026 

AGENDA ITEM:  Discussion Item – Thematic Naming of Downtown Public Parking Lots 

PROJECT:  The Traffic Safety Committee is being asked to provide input and guidance on a proposal 
by Port Washington Main Street (Main Street) to name downtown parking lots after a Port Washington-
related theme for both wayfinding and downtown marketing and branding purposes.   

PROJECT AND BACKGROUND:  

• Main Street has inquired about the feasibility of naming five public parking lots downtown after 
a yet-to-be-determined theme.  One example being local fish,
i.e. “Perch Lot”, “Walleye Lot”, “Trout Lot”, “Coho Lot”, and “Chinook Lot”.

• This is an idea not unlike the Brewers, naming their stadium parking lots after former players.
• Main Street eventually envisions each parking lot containing a sculpture or other type of art piece 

placed at the lot based upon its name designation – subject to future City approval.
• An additional component is each parking lot name visible on Google Maps and other similar 

applications.

ISSUES: 

• There are currently five parking lots identified by Main Street for the project:  1) The marina lot;
2) the City parking lot on the south side of E. Jackson Street and north of E. Pier Street; 3) the
City parking lot on the south side of E. Washington Street, east of Wisconsin Street; 4) the
“Pebble House lot” on Grand Avenue; and the City lot behind Duluth Trading.

• All downtown parking lots are currently addressed, contain tax keys, and, in the case of the City
lots, have an alphanumeric designation, i.e. M1, M2, M3, etc.

• The tax key and addresses will remain.
• City staff has contacted police, fire and County emergency dispatch and no concerns or

objections were given.  In fact, there was support for the naming project as it may benefit
dispatch if callers simply refer to the “Perch lot” rather than “the parking lot behind the main
street.”

• Five City lots are currently proposed for this project, however there are additional City and
County parking lots located downtown.

• Staff is seeking initial feedback on the proposed concept at this time – no action needs to be
taken.

ATTACHMENTS: 
1) Project Map
2) Main Street Project Summary

TRAFFIC SAFETY COMMITTEE 
City of Port Washington
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PORT WASHINGTON
MAIN STREET

PROJECT 27: PARK BEAUTIFULLY
A PARKING LOT WAYFINDING, RE-NAMING & ARTS INITIATIVE

Project Summary

Port Washington Main Street's Economic Revitalization Committee has been exploring
opportunities to improve downtown parking visibility, navigation, and overall visitor experience

Following discussions with state of Wisconsin Main Street leaders on how best to achieve this,
the ERC is developing an initiative that would bring unique branding to parking lot names,
upgrade wayfinding signage, clarify visibility of parking lots on public maps, and incorporate
thematic art elements to match the branding.

Project Goals

r lmprove broad downtown parking lot visibility and navigation
o Clearly differentiate parking lots with more distinct naming conventions
r Support downtown tourism with improved wayfinding for visitors
r Create unique placemaking and downtown district artistic elements
o lmprove utilization of public parking assets

Current Project Scope

As part of the initial exploration phase, the ERC has identified five downtown public parking lots
for potential inclusion.

Preliminary discussions have included distinct parking lot identities supported by coordinated
visual elements, color differentiation, signage enhancements, and potential public art
components intended to improve visibility, recognition, and visitor navigation throughout
downtown.

lnitial concepts explored fishthemed identities reflective of Port Washington's maritime
character. However, additional thematic concepts are also being considered to support stronger
differentiation and clearer wayfinding.



 

 

TO: Traffic Safety Committee  FROM: Roger Strohm, City Engineer  
 
DATE: May 27, 2026 
 
SUBJECT: Discussion Only – Downtown Traffic and Parking  
 
ISSUE:  Discussion on Traffic and Parking 
 
STAFF RECOMMENDATION:  No recommendation – discussion only.  
 
RECOMMENDED MOTION: Discussion only. 
 
BACKGROUND/DISCUSSION: Several concerns have been brought to the attention of the City: 

1) Difficult to turn left onto Franklin Street. 
2) Insufficient turnover in city-owned parking lots. Most specifically the lot behind Duluth Trading 

Company. 
3) Insufficient American with Disabilities Act (ADA) accessible on street parking spots. 

 
To address these challenges, there are many considerations and ideas that need evaluation. Some 
preliminary steps may include: identifying stakeholders, form a steering committee, and hire an expert in 
downtown planning. 
 
Difficult to turn left onto Franklin Street. 
This figure shows current traffic counts in the 
downtown area from the WisDOT Traffic 
Counts maps. 
 
AASHTO data (tables attached) for stopping 
sight distance indicate 155 feet as the 
recommended design. Safe distance for a left 

turn from a stop is 280 feet as the recommended design, and a 
right turn is 240 feet. Distance between Intersections from 
Jackson to Grand Avenue are respectively 160’, 160’, 320’, 300’. 
 
To help obtain appropriate site distances, daylighting the corner 
is a common technique. This concept is the elimination of 
parking within 20’ of a crosswalk. The intersections on Franklin 
are painted for daylighting. The distances range from 15’ to 25’ 
with most being over 20. However, people occasionally park 
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City of Port Washington 

https://wisdot.maps.arcgis.com/apps/webappviewer/index.html?id=2e12a4f051de4ea9bc865ec6393731f8
https://wisdot.maps.arcgis.com/apps/webappviewer/index.html?id=2e12a4f051de4ea9bc865ec6393731f8
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within these daylighted areas. Bumpouts will be added to some of these intersections with WisDOT’s 2029 
ADA ramp program. These bumpouts will effectively act as daylighting. These daylit areas and bumpouts 
can be used for street furniture, bike racks, street trees, or stormwater treatment which would eliminate 
people parking within those areas. 
 
Other thoughts include roundabouts, traffic control (signals or signs), right turn only, etc. Most solutions 
will likely the availability of parking.  
 
Insufficient turnover 
A perceived lack of parking is a consistent hot button issue for the City. The most recent study completed 
with the Downtown Plan found sufficient parking was available but not being turned over. Lack of turn 
over at the lot behind Duluth Trading has recently become an issue for businesses surrounding that lot. On 
a short-term basis, city staff has asked users of the Duluth Parking Lot to have their employees park at more 
outlying lots and will provide them a map showing where those lots are located.  
 
On a long-term basis, it’s important for the City to identify how it wants public lots to be used and create 
ordinances and policies to achieve that goal.  
 
Insufficient on street ADA parking availability 
A citizen has reached out to the City to voice concern about the lack of accessible parking spaces on the 
streets in the downtown. Public Right of Way Accessibility Guidelines (PRORAG) through PROWAG 
R211 gives direction for on-street parking spaces: 
 https://www.access-board.gov/prowag/scoping.html#r211-on-street-parking-spaces  
 
R211 directs that the number of accessiible spaces shall be based upon the number of parking stalls along 
the block perimeter. For example, the block immediately east of City Hall (bounded by Grand Avenue on 
the south, Franklin Street on the east, Main Street on the north, and Wisconsin Street on the west), has (by 
my count) 43 parking stalls, and thus is required to have 2 accessible parking spaces. We currently have 
one (at the angle parking along Main Street, nearest to the corner with Franklin Street). This accessible 
stall is also missing an access aisle and a pedestrian route connection (curb ramp).  
 
The Technical Requirements for on-street parking stalls can be found in PROWAG R310, which require 
24’ long spaces with 13’ width. https://www.access-board.gov/prowag/technical.html#r310-on-street-
parking-spaces. Note that at least along Franklin Street that any accessible parallel stall would meet the 
exception to not require a 13-foot wide stall due to that the face of curb would then be less than 9 feet 
from the right of way line. Other exceptions are provided in the PRORAG documents.  
 
Any changes in accessible spaces would require a change to Section 400-17 of the city code. 
 
STRATEGIC PLAN: 

1. Strategic Direction: Creating Accountability Through Policies & Procedures 
2. Impact on Strategic Direction: We are making the streets safer. 

 
LEGAL: 

1. City Attorney Review: N/A  
 

2. Legal Comments & Conclusions: 
 

3. Statutory References: 

FISCAL IMPACT:  

1. Amount of Recommendation/Cost of Project: 

https://www.access-board.gov/prowag/scoping.html#r211-on-street-parking-spaces
https://www.access-board.gov/prowag/technical.html#r310-on-street-parking-spaces
https://www.access-board.gov/prowag/technical.html#r310-on-street-parking-spaces
https://ecode360.com/30290012
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Initial Project Cost Estimate:  
Approved Budget Project Cost:  

Prior Year Expenditures: $0 
Total Project Costs to Date: $0 

2. Source of Funding: Capital Budget. 
3. Operating and Maintenance Cost: $0.  

 
BOARD/COMMITTEE/COMMISSION RECOMMENDATION: None 
 
PUBLIC OUTREACH: None 
 
IF APPROVED, NEXT STEPS: Discussion Only 
 
ATTACHMENTS: 
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AASHTO Sight Distance

Scenario 1: Stopping Sight Distance on Level Roadways

Table 3-1. Stopping Sight Distance on Level Roadways

Note: Brake reaction distance predicated on a time of 2.5 s; deceleration rate of 1 1.2 fus, [3.4 m/s,]
used to detemine calculated sight distance.

Scenario 2: Stopping Sight Distance on Grades

Table 3-2. Stopping Sight Distance on Grades
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TO: Traffic Safety Committee  FROM: Roger Strohm, City Engineer  
 
DATE: May 27, 2026 
 
SUBJECT: Discussion Only – E-Bikes  
 
ISSUE:  Discussion on E-bikes 
 
STAFF RECOMMENDATION:  No recommendation – discussion only.  
 
RECOMMENDED MOTION: Discussion only. 
 
BACKGROUND/DISCUSSION:  
Electric bicycles (E-bikes) are now commonly observed on city streets, shared-use paths, and recreational 
trails. Their ability to travel farther and faster than traditional bicycles has created both opportunities and 
challenges. 

 
Types of E-Bikes 
Wisconsin law recognizes three classes of electric bicycles that generally align with national industry 
standards. 
Class 1 E-Bikes 

• Equipped with a motor that provides assistance only while the rider is pedaling.  
• Motor assistance ceases at 20 mph.  
• No throttle operation.  

Class 2 E-Bikes 
• Equipped with a throttle that can propel the bicycle without pedaling.  
• Motor assistance ceases at 20 mph.  

Class 3 E-Bikes 
• Pedal-assist only.  
• Motor assistance ceases at 28 mph.  
• Typically used for transportation and commuting purposes.  
• Must be equipped with a speedometer.  

Other Motorized Devices 
Other devices include:  

• Electric scooters  
• Electric mopeds  
• High-powered electric motorcycles  
• Modified e-bikes capable of speeds exceeding 28 mph  

These devices may be subject to different regulations under Wisconsin law and can create enforcement 
challenges when operating on bicycle facilities or shared-use paths. 

 
Existing Wisconsin Regulation of Electric Bicycles 
Wisconsin has already adopted a comprehensive regulatory framework for electric bicycles through state 
statute. 
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Definition and Classification 
Wisconsin Statutes define an electric bicycle as a bicycle equipped with fully operative pedals and an 
electric motor with a power output of not more than 750 watts. 
The law establishes three classifications of e-bikes: 
Class Description Maximum Assisted Speed 
Class 1 Pedal-assist only 20 mph 
Class 2 Throttle-assisted 20 mph 
Class 3 Pedal-assist only 28 mph 
Equipment Requirements 
Electric bicycles must: 

• Meet applicable federal bicycle safety standards.  
• Be permanently labeled by the manufacturer with the bicycle classification.  
• Display motor wattage and maximum assisted speed.  

Class 3 electric bicycles must also be equipped with a speedometer. 
Licensing and Registration 
Under Wisconsin law: 

• No driver's license is required.  
• No vehicle registration is required.  
• No vehicle insurance is required.  

Age Restrictions 
Individuals under 16 years of age may not operate a Class 3 electric bicycle. 
Rights and Duties of Operators 
Electric bicycle operators are generally subject to the same traffic laws, rights, and duties applicable to 
traditional bicyclists. 
Municipal Authority 
Wisconsin law expressly authorizes local governments to regulate, permit, or prohibit electric bicycle use 
on bicycle ways, trails, and other facilities under local jurisdiction. 
As a result, municipalities retain authority to address local safety concerns while maintaining consistency 
with statewide regulations. 

 
Potential Concerns 
Speed Differentials 
Traditional bicycles typically travel between 8 and 15 mph on shared-use paths. Class 3 e-bikes can 
operate at speeds approaching 28 mph, creating potential conflicts with other users. 
Trail and Sidewalk Conflicts 
Increased speeds may reduce reaction times and increase the severity of collisions.  
Enforcement Challenges 
Law enforcement officers may have difficulty distinguishing between the various classes and the age of 
the rider. 
Youth Riders 
Many municipalities have expressed concerns regarding inexperienced youth operating higher-speed e-
bikes without adequate training or supervision. 
Infrastructure and Public Safety 
Although e-bikes generally do not create significant pavement wear, higher operating speeds can increase 
safety concerns at: 

• Intersections  
• Crosswalks  
• Trail crossings  
• Congested waterfront areas  
• Downtown business districts  
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Arguments Against Additional Local Regulation 
The City may determine that existing Wisconsin statutes already provide adequate regulation. 
Reasons to avoid additional local regulation include: 

• E-bikes are already comprehensively regulated under Wisconsin law.  
• Additional ordinances may create confusion for residents and visitors.  
• Enforcement may require additional police resources.  
• Overregulation could discourage use of an environmentally friendly transportation option.  
• Existing bicycle regulations may already address many operational and safety concerns.  

Many municipalities have chosen to apply existing bicycle regulations to e-bikes unless specific local 
problems emerge. 
 
The City of Cedarburg is also evaluating E-bikes and has asked for the following from neighboring 
communities. 
 

The City and Town of Cedarburg are working on a bike and pedestrian plan. Through 
discussions it has come up that something needs to be done related to e-bikes, e-scooters, 
and overall speed on the interurban trail.  Without delaying ongoing discussions on this 
here is what I propose:  
 
Andrew – can someone from the UW office create uniform signage with interurban trail 
logo for the following signs?  Can they create an advertising campaign as well?  I do not 
want to wait too long to get this done since it is becoming a huge safety concern.   
 

1) Limit the speed on the trail to 15MPH 
2) No class 3 e-bikes on the trail 
3) Uniform signage throughout including this information but also: 
a. Signage stating the Bikes/Scooters must pass on the left. 
b. Signage stating that walkers/runners walk on the right side (this depends on the direction 

they are going) 
 
STRATEGIC PLAN: 

1. Strategic Direction: Creating Accountability Through Policies & Procedures 
2. Impact on Strategic Direction: We are making the streets safer. 

 
LEGAL: 

1. City Attorney Review: N/A  
 

2. Legal Comments & Conclusions: 
 

3. Statutory References: 

FISCAL IMPACT:  

1. Amount of Recommendation/Cost of Project: 
Initial Project Cost Estimate:  
Approved Budget Project Cost:  

Prior Year Expenditures: $0 
Total Project Costs to Date: $0 

2. Source of Funding: Capital Budget. 
3. Operating and Maintenance Cost: $0.  

 
BOARD/COMMITTEE/COMMISSION RECOMMENDATION: None 
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PUBLIC OUTREACH: None 
 
IF APPROVED, NEXT STEPS: Discussion Only 
 
ATTACHMENTS: 



 

 

TO: Traffic Safety Committee  FROM: Roger Strohm, City Engineer  
 
DATE: May 27, 2026 
 
SUBJECT: Consideration and Possible Recommendation to Revise the speed limit on N. Spring Street,  
 
ISSUE:  Should the City lower the speed limit on N. Spring Street? 
 
STAFF RECOMMENDATION: Staff recommends not revising the speed limit.   
 
RECOMMENDED MOTION: I move to approve staff recommendation.  
 
BACKGROUND/DISCUSSION: This item was discussed during November of 2022 at Traffic Safety 
Committee. At that time, it was decided not to change the speed limit. Attached is the memo and meeting 
minutes from that meeting. 
 
A new speed study could be conducted if the committee recommends. 
 
STRATEGIC PLAN: 

1. Strategic Direction: Creating Accountability Through Policies & Procedures 
2. Impact on Strategic Direction: We are making the streets safer. 

 
LEGAL: 

1. City Attorney Review: N/A  
 

2. Legal Comments & Conclusions: 
 

3. Statutory References: 

FISCAL IMPACT:  

1. Amount of Recommendation/Cost of Project: 
Initial Project Cost Estimate: $0  
Approved Budget Project Cost: $0 

Prior Year Expenditures: $0 
Total Project Costs to Date: $0 

2. Source of Funding: Capital Budget. 
3. Operating and Maintenance Cost: $0.  

 
BOARD/COMMITTEE/COMMISSION RECOMMENDATION: None 
 
PUBLIC OUTREACH: None 
 
IF APPROVED, NEXT STEPS: None 
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ATTACHMENTS: 
November 2022 Memo to Traffic Safety Committee 
November 2022 Meeting Minutes 
 



 

 

TO: Traffic Safety Committee  FROM: Rob Vanden Noven, Director of Public Works  
 
DATE: September 26, 2022 
 
SUBJECT: Review Speed Study on N. Spring St. 
 
ISSUE: At the January 2022 meeting of the Traffic Safety Committee, the Committee 
recommended lowering the speed between N. Malliger Dr. and CTH KK.  Per State Statute, an 
engineering report is required.   This item is for information only. 
 
STAFF RECOMMENDATION: This is an information memorandum only. 
 
RECOMMENDED MOTION: N/A 
 
BACKGROUND/DISCUSSION: Attached please find the speed study report conducted by the 
Ozaukee County Highway Department on the City’s behalf.   The results show that, in general, 
there is compliance with the existing speed limits.   I will go through the report with the TSC at our 
meeting. 
 
STRATEGIC PLAN: 

1. Strategic Direction: Creating Accountability through Policies and Procedures. 
2. Impact on Strategic Direction: This action is in response to resident concerns. 

 
LEGAL: 

1. City Attorney Review: Yes  
 

2. Legal Comments & Conclusions:  A speed study is required. 
 

3. Statutory References:  State Administrative Code. 

FISCAL IMPACT: There is no fiscal impact. 

BOARD/COMMITTEE/COMMISSION RECOMMENDATION: None 
 
PUBLIC OUTREACH: City has been in communication with interested residents and the district 
alderman. 
 
IF APPROVED, NEXT STEPS: Reconsider, if desired, the recommendation to lower the 
speed limit on N. Spring St. between Mallinger Dr. and CTH KK (next agenda item). 
 
ATTACHMENTS:  1. Speed Study  2.  WisDOT Facilities Development Manual Chapter 5 of 
Section 13.  3.  Wisconsin Transportation Bulletin No. 21. 
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 Traffic Engineering, Operations & Safety Manual  
 Chapter 13 Traffic Regulations  
 Section 5 Speed Limits 

13-5-1 Statutory Authority and the Approval Process August 2009 

BACKGROUND 

Why do we have speed limits? Speed limits are an important tool for promoting safety on streets and highways. 
Limits tell drivers the reasonable speed for a road section under ideal conditions. They also help traffic 
enforcement by setting standards for what is an unsafe speed.  

The concept of establishing speed limits is based upon the nationally accepted principle that the majority of 
drivers are cautious, prudent and drive at speeds that are reasonable and proper, regardless of the posted 
speed limit. This “reasonable and proper” theme is part of the Wisconsin Statutes in s.346.57 (4) and s.349.11 
(7) and as set forth in the Uniform Vehicle Code (UVC). In part, it reads: 

“A person driving a vehicle on a highway shall drive at a careful and prudent 
speed not greater than nor less than is reasonable and proper, having due 
regard to the traffic, surface, and width of the highway and of any other 
condition then existing. A person shall not drive a vehicle upon a highway at a 
speed greater than that which will permit a stop within the assured, clear 
distance ahead.”  

In other words, motorists are required to drive at a speed that allows them to stop safely. This statute governs 
the speed of all drivers regardless of any posted speed limits. Differences in speeds at which drivers proceed 
are a common cause of crashes, often making the roadway less safe. This is an important point because there 
are several types of speed limits in the State of Wisconsin as indicated below: 

Advisory speeds are recommended safe driving speeds to inform drivers of the maximum recommended speed 
through a curve or for other special roadway conditions. They are posted only in combination with an 
appropriate warning sign. Advisory speeds are not enforceable in Wisconsin courts except as driving too fast for 
conditions. 

Regulatory speed limits are enforceable and are categorized as either statutory or modified. 

Statutory speed limits are set as maximum/minimum speeds. These limits are established legislatively and 
apply throughout the State. The MUTCD defines statutory speed as a speed limit established by legislative 
action that typically is applicable for highways with specified design, functional, jurisdictional and/or location 
characteristic and is not necessarily shown on speed limit signs. The determining factor for speed limits on 
freeways and expressways is most often statutory. Engineering speed studies are not required for applying 
statutory speed limits. 

Modified speed limits are utilized in areas requiring speed limits between the statutory maximum speed limits 
on state, county or local roadways and the 25 MPH prima facie speed limits in business and residential areas. 
These modified speed limits are established by administrative action based on a traffic engineering study. They 
may only be set by agencies having legal authority and jurisdiction over the respective roadway in accordance 
with s. 349.11 Statute. These modified speed limits are often referred to as absolute speed limits and are not to 
be exceeded regardless of condition. For State Trunk Highways, the authority and jurisdiction to set modified 
speed limits lies with the Wisconsin Department of Transportation. Connecting highways, although marked as 
state highway routes, are not State Trunk Highways. The authority and jurisdiction for speed limits on those 
routes is held by the municipality responsible for maintaining the underlying street or highway, subject to the 
review and approval of WisDOT. Local agencies are responsible for setting speed limits on all other roads under 
their jurisdiction in accordance with the provisions of state law. WisDOT approval to change speed limits on 
local roads and connecting highways is required based on s. 349.11 and s.86.32(1), Statutes. Local units of 
government have authority to change the speed limit on routes under their jurisdiction (excluding connecting 
highways) without WisDOT approval for certain circumstances spelled out in s.349.11, Statutes.  

TERMS – DEFINITIONS 

Speed Zone – A section of street or highway where speed limit different than the statutory speed limit has been 
established. 

Speed Limit – The maximum (or minimum) speed permitted on a section of street or highway. May be statutory 
or it may be established within a speed zone on the basis of an engineering study. 
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Basic Speed Law – No person shall operate a motor vehicle at a speed greater than is reasonable and proper 
for the prevailing conditions. 

85th Percentile Speed – The speed at or below which 85 percent of the sample of free flowing vehicles are 
traveling. This speed should be determined by conducting a spot speed study. 

Pace – The 10 MPH band of travel speeds containing the largest number of observed vehicles.  

Engineering Study/Engineering and Traffic Investigation – The comprehensive analysis and evaluation of 
available pertinent information, and the application of appropriate principles, standards, guidance and practices 
as contained in the MUTCD and other sources, for the purpose of deciding upon the applicability, design, 
operation, or installation of a traffic control device. An engineering study shall be documented. (Language from 
MUTCD).  

HIGHWAY DEFINITIONS 

Freeways are divided highways with fully controlled access at interchanges only. Interstate Highways are 
freeways with the Interstate route designation.  

Expressways are divided highways with partially controlled access by a combination of interchanges, at-grade 
intersections, and driveways.  

Conventional Highways are streets or roads other than freeways or expressways. They may be divided or 
undivided, two-lane or multi-lane, and access is available at intersections and driveways. 

A Bypass is a route intended to divert traffic around a community and re-connects to routes through a 
community on the outskirts of the community  

PHILOSOPHY 

It has been found that motorists are generally capable of determining the driving speed that is reasonable for 
prevailing road and traffic conditions unless there are some roadway conditions that they are unaware of or 
which are not readily apparent and that the majority will subsequently adjust their speed accordingly. The 85th 
percentile speed, the speed at or below which 85% of the vehicles travel a particular roadway, ,has been found 
to best represent this perceived "reasonable" speed. The MUTCD Section 2B.13 states “when a speed limit is to 
be posted, it should be within … 5 MPH of the 85th percentile speed of free-flowing traffic.” This practice 
promotes safety as research shows the lowest risk of being involved in a crash occurs at approximately the 85th 
percentile speed (see “Setting the Speed Limit” in the Wisconsin Statewide Speed Management Guidelines, 
June 2009). The practice also promotes voluntary speed limit compliance as the majority of drivers would be 
anticipated to observe the limit. A third benefit of posting speed limits close to the 85th percentile speed is the 
ability to target law enforcement efforts toward the limited number of motorists that speed. 

Unreasonably low speed limits, also called irrational speed limits, are not effective in changing driver behavior 
and have several negative effects. Research shows that drivers do not reduce their speed to the posted limit on 
the basis of signage alone (ITE Journal, 2004, “The Effectiveness of Transitional Speed Zones.”). While 
irrational speed limits do not result in desired driver behavior, resulting negative effects include higher financial 
cost due to need for increased enforcement, higher potential for crashes due to larger variability in vehicle 
speeds, and encouragement of motorist disregard of other, rational posted speed limits. Irrationally low speed 
limits also promote a false sense of security among residents and pedestrians who may expect that posting 
lower limits will change drivers’ speed behavior. 

Driving environment is the main influence on motorists’ speeds. A number of factors contribute to the driving 
environment including design, location within urban or rural areas, and characteristics of traffic, surrounding land 
use, and access along the roadway. Other factors contribute as well including pavement condition, on-street 
parking, bicycle and pedestrian activity levels, and level of snow and ice removal. The MUTCD in Section 2B.13 
recommends conducting a study every 5 years when there are significant changes in roadway characteristics or 
surrounding land use. Changes to the regulatory speed limit shall not be used as a means to correct spot 
safety or operational problems when an advisory speed plaque with a warning sign would be more appropriate. 
Regulatory speed limit changes also should not be used to address concerns with noise or specialty vehicles. 

PURPOSE OF SPEED ZONES 

Speed zones are typically established on roadways where the statutory speed limit or an existing speed zone is 
no longer appropriate due to changes in land use, access, traffic volumes, levels of congestion, and crashes or 
crash potential along the highway. Speed zoning is a means of establishing uniform regulatory speed for similar 
driving conditions throughout the state. It is a means of informing motorists who may be unfamiliar with the road 
of "reasonable" driving speeds under ideal operating conditions. Speed limits within speed zones should correlate 

http://wisconsindot.gov/dtsdManuals/traffic-ops/manuals-and-standards/mutcd-ch02b.pdf
http://wisconsindot.gov/dtsdManuals/traffic-ops/manuals-and-standards/mutcd-ch02b.pdf
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closely (usually within 5 MPH) with 85th percentile speeds determined by field speed studies to promote safety 
and voluntary compliance. 

AUTHORITY 

Regulatory speed limits in Wisconsin are absolute limits, above which it is unlawful to drive regardless of 
roadway conditions, traffic volumes, or other factors. The statutory authority for establishment of regulatory 
speed limits is provided in Sections 346.57 and 349.11, Wis. Stats. These statutes vest the Department with the 
authority to establish regulatory speed limits on the State Trunk Highway System. Furthermore, they provide the 
Department with approval authority (refer to Section 349.11(3)(c), Wis. Stats.) over some regulatory speed limits 
that local units of government would establish on facilities under their respective maintenance jurisdictions. 
Figure 1 summarizes the speed limits under s.346.57, Stats. and authority under s.349.11, Stats.  

On November 13, 1962, the Highway Commission delegated its statutory authority to the Chief Traffic Engineer, 
and established the Chief Traffic Engineer as being responsible for maintaining the official records. Later the title 
of Chief Traffic Engineer was changed to State Traffic Engineer for Highways. 

By memorandum of June 5, 1992, from the State Traffic Engineer, the regional offices were authorized to 
approve speed limit changes on local roads and streets, including county trunk highways, where those changes 
fall outside the authorized limits that the local authorities may exercise as specified in the statutes. In the same 
memo, the regional offices were authorized to establish reductions in speed limits in construction zones on a 
temporary basis while the need for the reduction exists. A Traffic Engineer with a PE License is required to sign 
for any speed study on state maintained highways.  

As of October 16, 1995, authority for approval of speed limits which fall within 5 MPH of the measured 85th 
percentile and no more than 2 MPH below the measured average speed, or which are increased to the statutory 
speed limit was delegated to a designated approval authority in each region. Speed limits not meeting those 
criteria shall be sent to the State Traffic Safety Engineer in Bureau of Traffic Operations. 

Figure 1. Speed Zone Summary 

NOTE: s.346.57 (4)(g) is a highway and s.346.57(4)(j) is a town road. 

SPEED STUDIES 

Speed zone reviews are typically initiated as a result of concerns expressed by interested citizens who live 
nearby or drive along the roads in question, or may be triggered by a severe crash that has occurred. These 
concerns are referred to the traffic section in the region for review. Occasionally citizens or public officials under 
citizen pressure, request that a particular speed limit be imposed or that some other type of corrective action be 
taken. Requests for speed zone reviews originating outside the Wisconsin Department of Transportation for 
STHs should come through a mayor or other elected executive, appointed official, government body, or Traffic 
Safety Commission and be submitted in writing. WisDOT regions contacted directly by state or national 
legislators should notify and coordinate with the Bureau of Traffic Operations, Traffic Engineering Section. Any 

Fixed Limits per Statute 346.57(4)* What Local Governments** Can do Per 349.11(3) and (7)* 
(gm) 65 MPH – Freeway/Expressway WisDOT ONLY 
(h) 55 MPH – STH WisDOT ONLY 
(h) 55 MPH – CTH, Town Roads Lower the speed limit by 10 MPH or less. 
(k) 45 MPH – Rustic Roads Lower the speed limit by 15 MPH or less. 
(j) 35 MPH – Town Road (1,000’ min) with 150’ driveway 
spacing 

Lower the speed limit by 10 MPH or less. 

(e) 25 MPH – Inside corp. limits of a city or village (other 
than outlying districts) 

Raise the speed limit to 55 mph or less.  
Lower the speed limit by 10 mph or less. 

(f) 35 MPH – Outlying district within city or village limits  Raise the speed limit to 55 mph or less. 
Lower the speed limit by 10 mph or less. 

(g) 35 MPH – Semi urban district outside corp. limits of a 
city or village 

Raise the speed limit to 55 mph or less. 
Lower the speed limit by 10 mph or less. 

(a) 15 MPH – School Zone, when conditions are met. Raise the speed limit to that of the roadway. 
Lower the speed limit by 10 MPH or less. 

(b) 15 MPH – School Crossing, when conditions are met. Raise the speed limit to that of the adjacent street. 
Lower the speed limit by 10 MPH or less.  

(c) 15 MPH – Pedestrian Safety Zone, with Public Transit 
Vehicle Stopped.  

No changes permitted. 

(d) 15 MPH – Alley Lower by 10 MPH or less. 
(i) 15 MPH – Street or town road adjacent to a Public Park Lower by 10 MPH or less. 
(10) Construction or maintenance zones – as appropriate State and Local have authority to establish lower limit. 
*From Updated 2007-2008 Wis. Stats Database.  
**All speed limit changes shall be based on a traffic engineering study, including modifications allowed under State 
Statute. Local governments can implement speed limit changes on the local road system without WisDOT approval when 
proposals are within the constraints identified above. 
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decisions regarding speed limits must be based on facts and an objective analysis of the characteristics of the 
roadway. Once a study begins, the person requesting the survey may be contacted for further input or 
clarification of the problem.  

Engineering studies shall include the following: 

1. Measure prevailing speed characteristics and determine the 85th percentile speed; 

2. Evaluate reported crash experience for the past three to five years; 

3. Check the road’s geometrics including lane widths, curves, roadside hazards and sight distances; 

4. Determination of the 10 mile per hour pace;  

5. Determine average speed; 

6. Evaluate density and roadside development in terms of the number of driveways and access points 
where vehicles can enter the traffic flow. 

Engineering studies should include the following: 

7. Consider conflicts with parking practices, and pedestrian and bicycle activity. 

8. Evaluate shoulder widths as well as roadway and shoulder conditions. 

9. Determine the current level of enforcement. 

Additional guidance on assessing need for a speed zone or for modification of a speed zone is available in the 
Wisconsin Statewide Speed Management Guidelines, June 2009. 

OBJECTIVES OF A MODIFIED SPEED LIMIT 

For a speed limit to be effective, it should accomplish the following:  

• Reduce the speed differential of vehicles using the highway. 

• Be a reasonable speed so the majority of drivers will comply voluntarily. 

• Reflect consistent application of traffic engineering principals and guidelines in common circumstances.  

Numerous studies have shown that setting a speed limit within 5 MPH of the 85th percentile speed is advisable, 
to achieve safer operation.  

Increments: Speed limit recommendations between adjacent sections of highway outside incorporated 
cities/villages should generally be made in increments of ten MPH, but increments of five MPH are permissible 
when justified. Inside the incorporated cities/villages these speed limits should be in increments of five MPH. 
The number of such changes should be held to a minimum when speed limits are being applied to several 
adjacent sections of highway. 

Length/Transitions: A speed limit should generally not be recommended when the length of the total zone would 
be less than 0.3 miles of a mile in length. A shorter distance may be considered or even necessary in urban 
settings where transitional speed limits are enacted as a buffer between high and low speed limits. The 85th 
percentile should support these transitional zones. Avoid unwarranted step down speed limits; rather base it on 
the character of the roadway. 

In many rural areas where urban sprawl is not present, an abrupt change occurs in the driving environment 
when entering or leaving an urban area and a transitional speed will not be supported by the 85th percentile 
speed. Unless the driver perceives a reason to slow down, transitional zones are almost completely ineffective. 
In these cases, advance signing advising the driver of a drop in the speed limit is the preferred method. 

TRANSITIONAL SPEED ZONES 

Generally, it is not recommended to have transitional/step down speed zones. Transitional speed zones are 
typically less than 0.3 miles in length and provide a means to allow drivers to step down their speed when 
approaching zones that are reduced due to constraints such as urban areas or construction. Research suggests 
that drivers may not reduce their speed to the posted speed limit on the basis of signage alone. Speed is more 
dependent on other factors, such as the physical characteristics of a highway. Speed data was analyzed in 
transitional zones, which resulted in increased dispersion or variance of individual speed. The probability of 
collisions increased with speed variance. Transitional speed zones had very little effect on the speeds of 
vehicles downstream as they entered lower speed zones. There needs to be changes in highway characteristics 
to impact driver behavior. (ITE Journal, 2004, “The effectiveness of Transitional Speed Zones”.) 
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A transitional zone should be considered, if the physical characteristics of the roadway change, such as a rural 
section that transitions to a curb and gutter section with minimal driveways, and then to a curb and gutter 
section with a significant number of driveways. Consider no more than 2 step-downs and only if within the 85th 
percentile speeds. Where there is development in an outlying area, a step down/transitional zone may be 
appropriate. However, where the highway is rural and transitions directly into a community without an outlying 
business area, the step down/transition zone is probably not appropriate.  

SPEED STUDY 

The Speed Study includes and is conducted as follows: (see Appendix A for example): 

• Taken during light to medium traffic conditions on a weekday. Rush hours and adverse weather 
conditions are typically avoided because they do not represent normal, free-flow traffic.  

• Areas such as intersections, railroad tracks, or other factors that will influence speed are avoided. Since 
modified speed limits are the maximum allowable speeds, the conditions under which speed studies are 
taken must be close to ideal. 

• The speed data are collected by recording the speeds of free flowing motor vehicles using radar, laser 
or other speed-measuring devices. A representative sample of vehicular speeds is recorded and these 
speeds would include local residents who drive through the zone. To assist in obtaining representative 
data, the data collection process should be low key so as to limit any affect on driver behavior.  

• As a general rule, the minimum sample size should never be less than 30 measured spot speeds (for 
example, 15 vehicles per direction). On higher volume roads the study should include about 100 
vehicles per lane per direction (e.g., a total of 200 vehicles for a roadway with one lane in each 
direction, or 400 vehicles total for a roadway with two lanes in each direction). Accurate spot speed 
measurements are important for setting limits. Spot speed is the instantaneous speed at one location. 
Data can be collected over multiple weekdays. 

• Utilize a minimum 6-second headway, i.e the gap between vehicles should be 6 seconds in order to 
provide for good free flow. 

• A one hour time period is the minimum time period used to conduct a study.  

Note: Traffic data collection systems using Laser technology are available. 

 Use of the 85th percentile speed acknowledges that 15% of the drivers are traveling above a speed that is 
reasonable and proper. This is the 15% of motorists at which enforcement action is directed. Studies have 
shown that this is the group of motorists that cause many of the crashes and are the most aggressive drivers. 
There are other parameters used to evaluate speed data, such as the average, median and pace speeds. 
However, the 85th percentile speed is the most critical criterion in establishing realistic speed limits. 

Figure 2 provides a typical sample 85th percentile study, 10 MPH pace and synopsis of speed distribution. 
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Figure 2a. Speed Distribution Graph 
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Figure 2b 
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Figure 2c 
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Figure 2d 
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TRAFFIC CRASH DATA 

Contrary to popular belief, lower speed limits do not necessarily improve safety. It is inappropriate to compare 
crashes on a fairly short segment of road to the statewide crash average, because a speed study is taken at the 
one section of highway you are dealing with. Crashes typically indicate another problem, which is generally not 
speed. The more uniform the speeds of vehicles in a traffic stream, the less chance there is for conflict and 
crashes. Posting speed limits lower or higher than what the majority of drivers are traveling produces two 
distinct groups of drivers: those attempting to observe the speed limit and those driving at a speed they feel is 
reasonable and prudent. These differences in speeds can result in increased crashes due to tailgating, improper 
passing, reckless driving, and weaving from lane to lane. However, the number of traffic crashes along any 
highway is related to numerous factors. Regardless of the roadway involved, there are a statistical number of 
crashes that can be expected to occur no matter how safe a roadway is made. Investigations of crashes reveal 
that in the majority of cases there was a clear violation of a traffic law or rule of good driving. Proper analysis 
and evaluation of these factors require the experience and expertise of a traffic engineer. Based on these 
studies and as illustrated in the graph, the lowest risk of being involved in a crash occurs at approximately the 
85th percentile speed. Figure 3 represents this fact that crashes are lowest at the 85th percentile speed.  

Figure 3. Accident Involvement vs. Motorists Speeds 

 
Source: “Speed Zoning on Texas Highways” State Department of Highways and  

Public Transportation, Austin, Texas, October 1990. 

DRIVING ENVIRONMENT 

The design, physical condition, and classifications of a roadway have an effect on vehicle speeds because 
motorists vary their speeds depending on the driving environment. The traffic engineer considers significant 
items in the driving environment. These items may include: 

• Traffic volumes 
• Roadside development (type, density and lateral offset) 
• Roadway and shoulder widths 
• Condition of the roadway 
• The number of lanes 
• Intersections 
• Driveways 
• Hills, curves 
• Urban Roadway cross-section (presence of curb and gutter rather than ditches)  
• Parking 
• Pedestrians and bicyclists – frequent presence 10% of time. 
• Any other factors recorded by the study team. 

The number of changes in the speed limit along a given route should be minimized. With this in mind, the length 
of the speed zone should be at least 0.3 miles. Speed limits are not a spot issue. The traffic engineer bases the 
recommendation on the conditions that exist at the time of their evaluation and should not attempt to consider 
such things as future growth, anticipated enforcement, or concerns for something that has not happened. 
Realistic speed limits provide for a uniform and orderly movement of traffic. There is a need for uniformity on all 
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roadways especially where they carry large volumes of traffic through various roadside conditions or numerous 
adjoining communities. 

SPEED STUDY DATA EVALUATION 

The 85th percentile speed is the primary indicator of the speed limit that should be established. The pace speed 
is another excellent tool. A normal distribution contains approximately 70 percent of the vehicles within the pace 
with approximately 15% of the vehicles below and 15% of the vehicles above the limits of the pace speed.  

THE APPROVAL PROCESS - DOCUMENTATION 

In accordance with state statutes, an engineering and traffic investigation must precede the establishment of a 
modified speed zone on the state trunk highway system. The following elements are expected to be prepared by 
the region as part of every speed zone engineering and traffic investigation. An engineering and traffic 
investigation is not required for rural 55 and 65 MPH limits that are established by statute.  

1. Speed checks taken at appropriate intervals to determine the 85th percentile and mean of the speed 
distribution at each of the monitored locations. Exceptions are minor adjustments of existing speed zone 
termini due to changes in highway features, and development or signage that requires the speed limit 
sign locations to be adjusted. In addition, for all recommendations sent to the Bureau of Traffic 
Operations: 

2. A picture or photo of each location where speed readings were taken. Document the capture zone. 

3. Crash history when it bears on the recommendation. 

4. A map depicting the limits of both the existing and proposed speed zoning. 

5. Documentation of any concurrences or protests by local units of government, particularly where existing 
speeds are to be altered, and discussion of the reason for a recommended change. 

Note: An example of a speed study is shown in Figure 5. 

The region should prepare the submittal in the prescribed submittal/approval shell. The region will number the 
declaration in the following manner: SZ-ww-xxx-yyyy-zz, where ww is the county number where the roadway 
resides (e.g., Dane County would be entered 13, Milwaukee County would be entered 40), xxx is the numeric 
designation of the highway involved in the declaration, yyyy is the four digit year the request was submitted, 
(e.g. 2009), and zz is a number in sequence denoting chronological declarations for the roadway throughout the 
year, beginning with 01. Figure 4 is the submittal/approval document available electronically on the WisDOT 
Website. 

When the criteria enumerated in the last paragraph of the Authority Section are met, the region may fill out the 
approval portion of the submittal letter, and fill in the information on speed check verification.  

When the criteria for region approval are not met, the region shall fill out the recommendation information 
portion of the letter, indicating the material that is being transmitted with the recommendation. The region shall 
include a memo as a cover page to the recommendation explaining background, summary of the analysis and 
any additional information that would be helpful for the reviewer.  

The region's submittal is reviewed by the State Highway Traffic Safety Engineer at the Bureau of Traffic 
Operations Traffic Engineering Section who identifies, based on region input and other factors, 
recommendations that may be expected to generate special attention or controversy and will review those 
recommendations with the State Traffic Engineer. The State Highway Traffic Safety Engineer will make routine 
approvals. Upon approval, the official records are updated and the region is notified. The Bureau of Traffic 
Operations will respond to region recommendations in writing, including an explanation of the reasons for any 
denials.  

LOCAL SPEED LIMITS 

Local governments can implement speed limit changes on the local road system without department approval 
when proposals are within the constraints shown in Figure 1 contained herein. The traffic study must be per SS 
349.11 and MUTCD Section 2B.13. Changes proposed outside the constraints require department approval.  

Authority is delegated to the region office. It is recommended that the declaration number for this have the 
format: SZC-ww-xxxxx-yyyy-zz, where ww is the county number where the roadway resides (e.g., Dane County 
would be entered 13, Milwaukee County would be entered 40), xxxxx is the letter designation or abbreviated 
name of the highway/street involved in the declaration, yyyy is the four digit year the request was submitted 
(e.g., 2009), and zz is a number in sequence denoting chronological declarations for the roadway throughout the 
year, beginning with 01. 

http://wisconsindot.gov/dtsdManuals/traffic-ops/manuals-and-standards/mutcd-ch02b.pdf
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Figure 4. Speed Declaration Form 
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Figure 4. Continued 
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Figure 4. Continued 
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Figure 5. Typical Speed study documentation 
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13-5-5 School Zones April 2008 

BACKGROUND 

Wisconsin Statutes require that School Advance warning signs (S1-1) be installed and maintained on every 
highway where a school grounds is contiguous to the highway. There is no requirement that a school speed limit 
be posted except where it differs from the 15 mph provision in s.346-57 (4)(a) and (b). These two provisions 
place the requirement on the motorist to reduce speed to 15 mph when children are present, even in the 
absence of speed limit signs. 

MOTORIST OBSERVANCE 

It is commonly known that motorists in Wisconsin, as well as in many, if not most other states, do not respond 
consistently or dependably to school speed limit signs, unless there is active enforcement. Where enforcement 
is exercised, it is often sporadic or symbolic, such as on the opening day of school. It takes intensive, 
continuous enforcement to cause a reduction of speed toward 15 mph or thereabouts. As a result, this effort is 
rarely undertaken. In regard to public safety, it would be better to address the issue as to what actual hazards 
exist and make efforts to correct them. 

THE NEED FOR SIGNS 

There are of course many variations on the physical arrangements at school locations on the State Trunk 
Highway System. The following two very typical situations, however, are offered to illustrate guidelines for 
handling most of the rest:  

1. In a built-up section of a city or village, where the arterial speed limit is low, probably 25 mph or 30 mph 
and sidewalk are present.  Many or most of the children walk to school. Many are transported by 
personal auto, thereby causing some congestion, etc. The posting of the school speed limit is virtually 
inevitable and would be in agreement with general statewide practice. A motorist's unexpected or 
sudden reaction to the combination of the speed limit and/or presence of children or crossing guard 
would likely not cause an accident potential. Sudden stoppages and slow downs are common in 
developed areas. It would be desirable to study the location to see if an increase to 20 mph would be 
appropriate and acceptable; as per authority is s. 349.11(7). School speed limits can be posted (S4-51 
sign). If used, it should be posted at 10 MPH less than the speed limit of the highway.  Reason:  If 

http://docs.legis.wisconsin.gov/statutes/statutes/346/IX/57
http://docs.legis.wisconsin.gov/statutes/statutes/346/IX/57
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speed limits more than a 10 MPH drop are used, the compliance will be marginal and differential speeds 
will occur.  

2. On a rural section of highway, where the school is the only feature, and the speed limit is 55 mph or 
approaching it. Virtually, all students are transported. There may be a few nearby who walk or cycle. It is 
the Department's policy to refrain from posting school speed limits under these conditions and to resist 
requests to have them posted. Whereas motorists are skilled at anticipating slowing traffic where there 
are recognizable features, such as intersections or driveways, there would be a very serious situation 
generated if occasional motorists respond to extremely low posted speed limits in an unpredictable 
manner. Since children are unlikely to be present, speed limit signs would also be basically a 
purposeless use of signing. School speed limits can be posted (S4-51 sign). If used, it should be 
posted at 10 MPH less than the speed limit. If there are no children present, do not post a school 
speed limit sign; rather place an advisory speed plaque under the S1-1 advance sign or the school 
entrance warning sign school. 

On the other hand, School Advance signs, which are required, should be useful in warning of motorists 
frequenting the school driveway. 

The two examples given may represent the two extremes of situations. Other locations may have semi-urban 
characteristics and will have to be studied carefully to see what problems may exist. 

Do not post signs unless asked by local unit of government.  Evaluate appropriateness prior to posting. 
Appropriateness includes such items as: 

• Are there children present near the roadway? 

• Will there be proper and consistent enforcement? 

• Are children bused to school rather than crossing the roadway or near the roadway? 

ARTERIAL SPEED LIMIT 

There has been occasional local sentiment to have an arterial speed limit lowered because of the existence of a 
school, often times on the outskirts of the municipality. If the school is isolated and detached, the request should 
be resisted. The school hours, particularly those where children are present at street side, are such a low 
percentage of the day that this should be unjustifiable. Enhanced warning signs or flashers on time clock would 
be better solutions. 

CONFLICT OF SIGNS 

Where school speed limits are posted, it is considered good practice to omit the full time arterial speed limit 
signs in the school zone, in order to prevent confusion or avoid giving motorists grounds for disobeying the 
school speed limit.  

MUTCD 

See Figure 7B-3 in the MUTCD for proper sign locations.  

MUTCD Section 7B.11 provides standards, options and support for School Speed Limit assemblies.   

SPEED LIMITS WITH FLASHERS 

It should be emphasized the Wisconsin Statutes provide for school zone speed limits to be in effect "When 
Children Are Present". Therefore, it is improper for local municipalities to use the S4-4 "When Flashing" panel 
with the school speed limit sign that is supplemented with a flashing beacon. 

FLASHING BEACON 

A permit can be issued to the local jurisdiction to place a beacon above the S4-51 sign in accordance with 
TEOpS 4-5-1 permit application. 

PERMANENT MOUNTED SPEED BOARDS 

See TEOpS 2-1-7 regarding policy for speed boards.  

 

13-5-6 Temporary Traffic Control Zones January 2016 

http://wisconsindot.gov/dtsdManuals/traffic-ops/manuals-and-standards/teops/04-05.pdf
http://wisconsindot.gov/dtsdManuals/traffic-ops/manuals-and-standards/teops/02-01.pdf


TEOpS 13-5 

Page 19 

BACKGROUND 

Speed limit reduction for temporary traffic control zones is discussed in Part 6 of the MUTCD.  Excerpts from 
Section 6C.01 of the MUTCD state: 

“Reduced speed limits should be used only in the specific portion of the temporary traffic control zone where 
conditions or restrictive features are present.” 

“A temporary traffic control plan should be designed so that vehicles can travel through the temporary traffic 
control zone with a speed limit reduction of no more than 10 mph.” 

“Reduced speed zoning (lowering the regulatory speed limit) should be avoided as much as practical because 
drivers will reduce their speeds only if they clearly perceive a need to do so.” 

“Research has demonstrated that large reductions in the speed limit increase speed variance and the potential 
for crashes.  Smaller reductions in the speed limit of up to 10 mph cause smaller changes in speed variance and 
lessen the potential for increased crashes.  A reduction in the regulatory speed limit of only up to 10 mph from 
the normal speed limit has been shown to be more effective.” 

The MUTCD guidance corresponds with conclusions of research titled, “Work Zone Speed Limit Procedure,” 
documented in Transportation Research Record Volume 1657 and National Cooperative Highway Research 
Program Digest 192.  Conclusions of the report include: 

1. Motorists reduce their speed in temporary traffic control zones even with no speed limit reduction. 

2. Where temporary traffic control zone speed limits are posted, motorists reduce their speed but not to 
the posted limit. 

3. If a reduced speed limit is posted, compliance and crash prevention benefit are best if the speed limit 
is reduced no more than 10 mph. 

4. There is commonly more variance in speed in temporary traffic control zones than in non-zones. 

5. Where all work activity is on or beyond the shoulder, there are no benefits from reducing speed limits. 

6. Interviews with motorists show that they resent arbitrary, inappropriate speed limits. 

7. If a reduced speed limit is posted, the reduced limit must be removed where no activity is present. 

To be consistent with the MUTCD and documented research, reductions in speed limits for temporary traffic 
control zones should be evaluated according to the criteria in this procedure. 

There is often less need for reduced speed limits in temporary traffic control zones on rural conventional 
highways.  The main reason is that on rural conventional highways, drivers do not have the same expectation 
for free-flowing traffic as they do on rural freeways.  With driveway access and crossing movements on 
conventional highways, drivers tend to be alert to such movements and other similar conflicts even without 
reduced speed limits. 

Changes in alignment such as crossovers and transitions, or work activities that occupy a short work area, 
should not be posted with short sections of regulatory speed limit signs.  If a lower operating speed is 
necessary, warning signs with advisory speed plaques are more appropriate. 

AUTHORITY 

Authority to approve and establish temporary traffic control zone speed limits has been delegated to the 
Regional Transportation Director and/or designee, typically the Regional Traffic Engineer/Supervisor.  This 
conditional delegation effectively retained State Traffic Engineer approval authority for 65-mph and 70-mph 
highways. 

POLICY CRITERIA 

Engineering judgment must be used when determining appropriate speed zones. This procedure is intended to 
assist with the development of an appropriate work zone speed limit. Contact the region work zone engineer or 
the Bureau of Traffic Operations for assistance with applying this policy.  

The majority of drivers operate their vehicles at a speed they deem appropriate for conditions. A posted speed 
that is close to what most drivers consider appropriate is more likely to yield uniform speeds. Consistent speeds 
improve safety for the travelling public and highway construction workers.  

Speed zones provide drivers an indication of what is considered a reasonable speed for that section of roadway. 
Proximity to construction activities, drop offs, lane closures, narrow lanes/shoulders and pavement condition all 

http://wisconsindot.gov/dtsdManuals/traffic-ops/manuals-and-standards/mutcd-ch06.pdf
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influence the driver’s determination of a reasonable speed. The type of construction work, project length, area 
type (i.e. urban vs. rural), facility type, occurrence of night work and traffic mix (e.g. commuter, recreational, 
truck percentages) all impact driver expectations and the determination of what is a reasonable speed.  The 
policy criteria described below should only be used for freeways and expressways during intermediate-term and 
long-term work activities as defined in Part 6 of the MUTCD. 

Speed reductions in segments without active work lead to disregard of the posted speed. When there is no work 
activity or traffic control devices are pulled back and lanes re-opened, the temporary speed limit should be 
removed. Work with your project manager to incorporate special provisions for removing temporary speed 
zones when there is no work activity. 

Tables 1 and 2 and Figure 1 should be used, along with engineering judgment, to develop an appropriate work 
zone speed limit. The most restrictive work zone impact should be used as the determining condition. 

Table 1. Temporary Traffic Control Zone Speed Limit Conditions 
Work Zone Condition Original Posted Speed Limit (mph) Speed Limit Reduction (mph) 

Lane width less than 12 ft. 65 - 70 Up to 10 
≤ 55 0 

Lane shift to shoulder or temporary pavement 65 - 70 Up to 10 
≤ 55 0 

Lane closure without positive protection 65 - 70 Up to 15 
≤ 55 0 

Shoulder width less than 8 ft. 65 - 70 Up to 10 
≤ 55 0 

 

Figure 1. Temporary Traffic Control Zone Speed Limit Chart 

 
 

*Positive protection is defined by FHWA as a temporary precast concrete barrier that contains or redirects 
vehicles and separates workers from the active travel lanes. 
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Table 2. Example Temporary Traffic Control Zone Scenarios  

 

Bi-directional traffic  
separated by flexible tubular markers 

 

Active work areas within 12-ft. of live 
traffic without positive protection  

 

Lane shift to shoulder or  
temporary pavement 

 

Lane closure without positive protection 

 

Shoulder width less than 8 ft. 

 

SPEED ZONE DECLARATIONS 

Reduced speed limits in temporary traffic control zones are subject to documented approval by the State Traffic 
Engineer or their delegate’s approval identified as “Reviewer” on the Speed Zone Declaration. A Speed Zone 
Declaration shall be submitted through the Department’s Speed Zone Application (Figure 2) found at the 
following link: 

https://webapp.dot.state.wi.us/speedzones/ 

Requests for access to the Speed Zone Application should be sent to the State Traffic Safety Engineer in the 
Bureau of Traffic Operations.  

https://webapp.dot.state.wi.us/speedzones/
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The temporary speed zone requestor shall include justification for the speed zone request, supporting 
documentation including, but not limited to, temporary traffic control plans, construction project ID associated 
with the speed zone and an explanation of any exceptions to the policy criteria described above.  

Where speed limit reductions in temporary traffic control zones are determined to be appropriate, the declaration 
should be written to indicate its association with the appropriate project so that a follow-up declaration to rescind 
is not necessary. A suggested format is: 

Interstate Highway 94 

( ). Fifty-five miles per hour from a point one mile west of County Trunk Highway "X" in 
Jefferson County, to a point 0.5 miles east of the roadway structures of State Trunk Highway 
26 for the duration of construction of Project 1234-56-78.  This speed limit declaration shall 
be effective only when workers are unprotected, there is active work within 12-ft. of live traffic, 
and the speed limit is posted by regulatory signing. 

For long-term work zones that overlap construction years, the Region shall denote the time period of the 
speed limit reduction during the appropriate construction year(s).  Example:  

This declaration is valid from the commencement of the active construction operations to the 
final conclusion of active construction operations during calendar year (CY) 2016 within 
WisDOT construction project ID XXXX-XX-XX. 

Figure 2 
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13-5-7 Maintenance Work Zones January 1993 

Wisconsin Statute 349.11(10) provides that a county may establish a speed limit through a maintenance work 
zone on a state trunk highway less than the authorized speed limit. This, of course, includes all freeways and 
Interstate highways. The State Patrol will enforce the speed limit, but would need to be informed of its 
inauguration and the ordinance, resolution, or action enacting it. 

The County Highway Committee may specify a speed limit for a specific work zone location, or specify a speed 
limit or limits for future locations on a blanket basis. These locations would be maintenance projects performed 
by county forces on state trunk highways, and not let contract construction projects. 

Approval of a declaration by the department is required for any construction zone speed limit on the state trunk 
highway system. 

 

13-5-8 Speed Limits on Approach to Controlled Intersections April 2008 

GENERAL 

Reference is made to TEOpS 13-5-1. At times, questions surface regarding the need to reduce the regulatory 
speed limit on a STH in the vicinity of isolated intersections controlled by STOP conditions, traffic control 
signals, or roundabouts. In these situations, the section of highway within approximately one-half mile of the 
intersection is generally considered. 

POLICY 

By this policy, sections of the STH system in the immediate vicinity of a controlled intersection should not be 
considered for a speed zone reduction due strictly to the presence (or planned presence) of an intersection 
control condition.  Intersection control conditions include: STOP conditions (two-way or all-way), traffic control 
signals, roundabouts, or access restrictions (controlled either by regulatory signs or channelizing islands).  

Rather than promoting artificial restrictions in advance of a condition, proper design of the intersection control 
will be required to address the safety & operational needs of the subject location.  Design features typically 
include: 

• STOP Conditions – Proper placement of advance warning signs (per MUTCD), 

• Traffic Control Signals – Intersection lighting (per TEOpS 11-12-1) and Dilemma zone detection on high-
speed approaches (per TSDM 8-1-6), 

• Roundabouts – Proper geometric design of splitter islands, roadway curvature (per FDM 11-26-5) and 
lighting (per TEOpS 11-11-1), 

• Access Restrictions – Proper geometric design principles (per FDM 7-35-1). 

• Yield Conditions – For roundabouts per FDM 11-26-15 

SUPPORT 

As indicated by TEOpS 13-5-1 to be appropriate, speed limits need to be reasonable and enforceable.  Just as 
speed-zoning criteria used on all other portions of the STH system are considered, any section of highway on 
approach to a controlled intersection should be treated in similar regard. 

If requests for a reduced speed in advance of a controlled intersection stem from safety concerns, 
improvements should be considered that pertain to the installation/location itself (e.g. channelized turning 
movements, extended turn bays, modification to signal phasing or timing, rumble strips, advance warning signs, 
warning beacons, signing/marking enhancements, etc.).   

Speed limit reductions in advance of the installation will likely not influence safety at the condition and may even 
promote poor engineering decisions in the future since certain functions, such as signal timing or sign 
placement, can be based on posted speeds. 

Note:  Existing locations that do not comply shall be allowed to remain until such time as the intersection is 
resurfaced or reconstructed.  

 

13-5-10 Declarations Format July 2008 

FORMAT OF DECLARATIONS 

http://docs.legis.wisconsin.gov/statutes/statutes/349/II/11
http://wisconsindot.gov/dtsdManuals/traffic-ops/manuals-and-standards/teops/13-05.pdf
http://wisconsindot.gov/dtsdManuals/traffic-ops/manuals-and-standards/teops/11-12.pdf
http://wisconsindot.gov/dtsdManuals/traffic-ops/manuals-and-standards/tsdm/08/08-01-06.pdf
http://wisconsindot.gov/rdwy/fdm/fd-11-26.pdf#fd11-26-5
http://wisconsindot.gov/dtsdManuals/traffic-ops/manuals-and-standards/teops/11-11.pdf
http://wisconsindot.gov/rdwy/fdm/fd-07-35.pdf#fd7-35-1
http://wisconsindot.gov/rdwy/fdm/fd-11-26.pdf#fd11-26-15
http://wisconsindot.gov/dtsdManuals/traffic-ops/manuals-and-standards/teops/13-05.pdf
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The speed zone declarations are recorded as individual actions for each individual highway, and are 
numbered consecutively.  Each speed zone declaration is prepared in paragraph form and will either 
establish a new speed zone or rescind an earlier numbered action and usually recreate it. 

The region will number the declaration using the next chronological number in the speed zone declarations 
database.   

Following are typical examples of speed zone declarations, depicting some of the more common situations 
encountered and portraying the general written format and style. Note:  All distances should be in decimals 
of a mile, to the nearest 0.01-mile. 

Example of an action to establish a new speed zone: 

#### - State Trunk Highway 57, Town of Liberty Grove, Door County 

Forty-five miles per hour from a point 0.16 of a mile south of its north intersection with County 
Trunk Highway "Q", northerly for a distance of 0.37 of a mile. 

Example of an action taken to simply remove a speed zone: 

#### - U.S. Highway 51, Town of Dunn, Dane County 

Rescind Speed Zone Declaration No. 3119, approved by the Commission on February 11, 1976. 

Example of an action taken to change a speed zone: 

####- State Trunk Highway 31, Town of Caledonia and Mt. Pleasant, Racine County 

Rescind Speed Zone Declaration No. 3905, approved by the Department on November 11, 1982, 
and substitute the following: 

a) Forty-five miles per hour from its intersection with State Trunk Highway 32, southerly to its 
intersection with County Trunk Highway "MM". 

b) Thirty-five miles per hour from its intersection with County Trunk Highway "MM", southerly to 
its intersection with State Trunk Highway 11. 

c) Forty-five miles per hour from its intersection with State Trunk Highway 11, southerly to its 
intersection with Lincolnshire Drive. 

The preceding example is a typical speed zone declaration.  It begins with a title line that included the 
Speed Zone Declaration number, followed by the identification of the highway, the local governmental 
unit(s) in whose jurisdiction the zone is located an the county/counties involved. 

The title line is followed by a line describing the action to be taken as it relates to any previous action(s) by 
either the former Wisconsin Highway Commission (all actions before July 1, 1977), or the Department.  
This line is omitted if a new speed zone is being established. 

This is followed by the declaration itself.  All distances are referenced to readily recognizable landmarks (in 
this instance, CTH "MM"), which are itemized in the "STH Roadway Log".  Landmarks that are not of 
sufficient importance to be recognized in the STH Roadway Log should not be used in describing a speed 
zone.  Landmarks that change (construction limits, city limits, railroad names, etc.,) should also not be 
used. 

If in the preceding example, STH 31 intersected STH 32, in both the Town of Caledonia and the Town of 
Mt. Pleasant, paragraph (a) would need to be revised to specify which intersection was involved as follows: 

(a) Forty-five miles per hour from its intersection with State Trunk Highway 32, in the town 
of Caledonia, southerly to its intersection with County Trunk Highway "MM". 

As long as all local governmental units are specified in the title line, and there could be no misinterpretation 
of specific intersection(s) involved, there is no need to repeat the "city of __________", "village of 
__________', "town of __________", appellation in the Declaration itself. 

Note that use of capitalization is in accord with general usage:  State Trunk Highway 32, County Trunk 
Highway "MM" (and the letter designation is in quotes), Lincolnshire Drive, etc.  In addition, had there only 
been one descriptive subparagraph, the (a), (b) and (c) identifiers would have been eliminated. 

To ensure that there are no misunderstandings concerning the speed limit on those "rural" or unzoned 
segments of STH within a local unit's corporate limits, a subparagraph is included to define the limits of all 
55 mph zones within limits of incorporation: 
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(b) The speed limit on all other portions of U.S. Highway 12 within the corporate limits of the 
village of Elk Mound shall be 55 miles per hour. 

School speed zones other than 15 mph shall have individual declarations: 

(c) Twenty-five miles per hour "When Children are Present", from a point 150 feet east of its 
intersection with Range Line Road, westerly to a point 350 feet west of said intersection, pursuant 
to Section 349.11(7), Wisconsin Statutes. 

This example depicts the use of seasonal speed limits: 

(d) Thirty-five miles per hour from its intersection from Sunset Drive, northerly to its intersection 
with Beach Road, except that from the Friday before Memorial Day through the Sunday after 
Labor Day each year, the speed limit shall be twenty-five miles per hour. 

The Regions are responsible for keeping electronic records in the statewide speed zone declaration database. For 
more information, contact the Bureau of Traffic Operations Traffic Section. 

 

13-5-11 County Ordinance October 1992 

The following is a suggested format for a county ordinance for speed limits on county highways. It pertains to 
those limits requiring approval by the department. It may be modified for use by other local governments. 

SAMPLE ORDINANCE 
Establishment of Speed Zones on County Trunk Highway,  

Doe County, State of Wisconsin 

 

The Board of Supervisors of the County of Doe do ordain as follows: 

 

Section I.  A traffic and engineering investigation having been made on the following described 
highways, the maximum permissible speed at which vehicles may be operated on said highways, which 
speed is herewith established as reasonable and safe pursuant to Section 349.11, Wisconsin Statutes, 
shall be as set forth herein subject to approval by the Wisconsin Department of Transportation, and upon 
the erection of standard signs giving notice thereof: 

 

No. 1. County Trunk Highway "A", Town of Doe, Doe County. 

 

Forty-five miles per hour from its intersection with County Trunk Highway "B", northerly to its intersection 
with State Trunk Highway 201. 

 

No. 2. County Trunk Highway "B", Town of Blank, Doe County. 

 

Thirty miles per hour from the north corporate limits of the Village of Blank, northerly for a distance of 0.35 
of a mile. 

 

 
I, John Doe, Clerk of Doe County, hereby certify that the above is a true and correct copy of an ordinance 
which was adopted on ___________________________, by the Board of Supervisors of Doe County. 

 

Dated this ________ day of _________________________________, _________. 

 

   _________________________________________ 

  County Clerk 
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13-5-12 Posted versus Design Speeds April 2010 

PURPOSE 

To clarify the relationship between the posted speed and design speed and to clarify the roles between Traffic 
Section and Projects Group related to the design and posted speeds.  

BACKGROUND 

A 2006 article in the Transportation Research Record had this to say about reasonable speeds for multi lane 
highways. 

REASONABLE SPEED LIMITS ON SUBURBAN MULTILANE HIGHWAYS WITH CURBS 
By Jongdae Baek, Joseph E. Hummer, Billy M. Williams and Christopher M. Cunningham 

When some two-lane roads with 55 mph speed limits are widened to four through lanes, curb and gutter are 
installed to address issues such as access control, difficult terrain and limited right-of-way. Posted speed 
limits along such highway segments are typically decreased to 45 mph in North Carolina because of 
guidance in the AASHTO Green Book and elsewhere that vertical curbs should not be placed next to high-
speed lanes. Shoulders are required in accordance with FDM standards in Wisconsin. 

Although much money is spent to improve such roadways, the results may be viewed negatively by the 
public, design professionals and law enforcement. Drivers may be unhappy about getting tickets or driving 
more slowly; designers are unhappy about being blamed by the public; and police are unhappy about the 
increased enforcement burden. To help resolve such a dilemma, in this research, the team collected 
relevant data such as speeds and collisions on four-lane road sections with curbs that have 45 or 55 mph 
speed limits and non-traversable medians or two-way left-turn lanes. The team found that the speed limit 
does not seem to make an important difference in collision rates or severities for the roads the team 
examined. The higher speed limit also made relatively small differences in the mean speeds and speed 
variances observed. Considering all results, the researchers recommended that the North Carolina 
Department of Transportation continue its current policy of allowing 55 mph speed limits on four-lane roads 
with curbs on a selective, case-by-case basis. 

The research was published in 2006 in the Transportation Research Record: Journal of the Transportation 
Research Board, Issue Number: 1969. 

GUIDANCE 

When designing curb for a new roadway, the expected posted speed is used.  The posted speed limit 
is not required to correspond to the design speed or to an individual design element within a project. 
Consult with the Region traffic engineer to determine the appropriate posted speed that will be 
implemented following completion of an improvement project. (See TEOpS 13-5-1 for guidance 
relating to posted speed limits). In the case of a local roadway or connecting highway, also consult with 
the local municipality having jurisdiction over the roadway when determining the appropriate posted speed 
limit".   

The 85th percentile is used as the primary bases of establishing posted speed limits and, by extension, design 
speeds.  Geometric and cross-section elements are based on design speed. Exceptions to Design Standards 
may be necessary for some individual geometric or cross-section elements. Although the posted speed is not 
reduced because of these exceptions, some mitigation is usually desirable - for example:  

Cross-sectional features should not dictate posted speed limits, rather:  

• Free flow ramps - At system and service interchanges the design speed shall not dictate the speed 
limit.  Rather, ramps are signed with advisory speed warning sign plaques (W13-1) mounted under a 
horizontal alignment sign and ramp speed warning sign, because raising and lowering the speed limit 
for each ramp results in differential speeds.   

• Curves and turns with a speed rating less than design speed on a section of  highway -  are not 
signed with a change in speed limit; rather, they are signed with horizontal alignment signs and an 
advisory speed plaque with the safe operating speed of the curve or turn. For example:  A 55 MPH rural 
section of highway often has turns and curves where it is necessary for the driver to lower their speed in 
order to safely negotiate the curve or turn.  The speed limit is not changed for each one of these turns or 
curves.  

• At transition sections from 4 to 2 lanes - the speed limit is not reduced because of the transition area 
merely because of the divided highway to undivided highway change.  

http://wisconsindot.gov/dtsdManuals/traffic-ops/manuals-and-standards/teops/13-05.pdf
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• Individual design features - do not determine speed limit; such as the presence of curb, wider or 
narrower shoulders, or other design features. Rather, it is determined based on the 85th percentile 
speed as the primary indicator.   

• Curb offsets also are not a determining factor in establishing speed limits.  

• Sloped curb without offset should not dictate speed limit 

The 85th percentile is used as the primary basis of establishing speed limits.  Motorist’s behavior will account for 
road characteristics such as shoulder condition, grade, development and sight distance.  

Where local roads are converted to State Highways or built on relocation; such as bypasses, the speed limit 
should be based on the new geometrics of the roadway and the function of the highway as either an 
expressway or conventional highway.   The function of the highway includes adjacent land use, spacing of 
access points and proximity to the roadway.  The speed limit may not necessarily be retained that existed prior 
to the conversion to a State Highway.  Evaluate the proper speed limit based on the characteristics of the 
highway and how it will function.  

POLICY 

• Posted speeds may be higher than the design speed for a section of highway.   

1. Individual design features such as isolated horizontal and vertical curves and shoulder width 
narrowing should not dictate posted speed; rather, overall design features should determine the 
appropriate posted speed.  

2. Drivers perceive the overall design features to determine a safe operating speed.  

• The Projects Development Group engineers need to obtain approval from the Regional Traffic Unit at 
the scoping meeting to establish the proper speed limit for the improvement plan.  

• Additionally, the Regional Traffic Unit will need to create a speed limit declaration for any speed zone 
that is an exception to state statute.  Traffic Section should issue the speed zone declaration at the 
PS&E. 

• The traffic engineer shall establish the speed limit of a roadway in consultation with projects group.  

The DSR shall be routed through the Regional Traffic Unit for establishing the posted speed, where posted 
speed is suggested to be changed.  

Conversion of a 2-lane roadway to a 4-lane roadway shall not automatically constitute changing the speed limit 
from 55 MPH to 45 MPH. 
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Setting Speed Limits on Local Roads
Speed limits are an important tool for promoting safety
on streets and highways. Limits tell drivers what is the
reasonable speed for a road section. They also help traffic
enforcement by setting standards for what is an unsafe
speed.

The state has set speed limits for all roads. However,
municipalities can change speed limits for their roads
under authority and guidelines in the Wisconsin Statutes.
Selecting the appropriate speed limit can be a challenge
because people often disagree. Residents frequently seek
lower speeds, especially after a serious crash. Drivers
tend to choose speeds that seem reasonable for the
conditions—often higher than the posted limit—and that
satisfy personal needs (saving time, enjoyment, inertia).

Local officials have a key role in setting limits. They
must balance the competing concerns and opinions of
drivers, residents, and law enforcement agencies with
statutory requirements and the recommendations of
traffic engineers.

This booklet is designed to help. It includes back-
ground information and research recommendations,
summarizes statutory limits, describes the process for
changing limits, and discusses signs, enforcement,
advisory speeds, and other speed issues.

Background
High speeds are a factor in up to one-third of all fatal
crashes, and injuries from speed-related crashes
(including speed too fast for conditions) cost society
$27 billion per year (1994 estimate). Although speed by
itself may not necessarily cause accidents, it affects their
severity. For example, 85% of pedestrians struck by
vehicles traveling 40 mph were killed while only
5% were killed when the speed was 20 mph.

Common sense says that regulating speed is a good
way to make streets and highways safer. As a result,
citizens may demand lower speeds, especially if there
has been a severe crash or a frightening “near miss.”

However, driving behavior is not so easy to manage.
Many studies, including a 1997 federal speed study
(FHWA-RD-92-084), show that simply lowering speed
limits has little effect on actual speeds, usually only
reducing speeds by one to two miles per hour. At the
same time, the difference in speeds, which is a common
cause of crashes, increases, often making the roadways
less safe. In general, drivers choose their speed based
on what they think is safe and reasonable for the condi-
tions present. An unreasonable posted speed gets little
consideration from drivers. They determine “safe and
reasonable” from a variety of factors, including:
• Road geometry—roadway characteristics such as lane

width, shoulder width, sight distance, curves, and hills
• Land use, including frequency of driveways and

cross streets
• Traffic volume and prevailing speed
• Presence of pedestrians, bikes, and parked cars
• Visual clutter such as billboards and

commercial buildings
• Weather and road conditions
• Vehicle type and characteristics
• Driver capability, attitudes and habit
• Public attitudes
• Enforcement
• Speed zoning
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A new alternative for managing vehicle speeds is
called “traffic calming.” This emphasizes physical
changes to local streets—making them appear narrower
or more restricted, for example—so drivers will voluntar-
ily choose lower “safe and comfortable” speeds.

Philosophy
Prevailing speed—the one which most drivers choose—is
a major consideration in setting speed limits. Wisconsin’s
statutes recognize this in declaring that “no person shall
drive a vehicle at a speed greater than is reasonable and
prudent under the conditions...” [246.57(2) Wisc. Stats.]

Engineers recommend setting limits at the 85%
percentile speed, where 85% of the freely flowing traffic
travels at or below that speed. They also emphasize
considering the road’s design speed in setting speed
limits. This is the highest safe speed for which the road
was designed. It takes into account road type, road
geometry, and adjacent land use. Research studies show
that accident rates go down when speed limits are within
10 mph of the design speed. When the difference is
greater, motorists choose a wider variety of speeds. This
variance in speed between vehicles, more than the speed
itself, results in higher accident rates.

However, the prevailing speed and design speed may
be hazardous for pedestrians, bicyclists, and other road
users. Modern roads are often over-designed, particularly
in residential areas, where they tend to emphasize
functions like accommodating fire trucks or street
parking. The wide, unobstructed roads that result can
unintentionally encourage drivers to drive too fast for the
safety of other road users. Simply setting lower speed
limits is unlikely to produce the desired results, however,
especially without effective enforcement. In these cases,
authorities may wish to consider using some traffic
calming techniques.

Speeds should be consistent, safe, reasonable, and
enforceable. When 85% of drivers voluntarily comply
with speed limits, it is possible and reasonable to enforce
the limits with the 15% who drive too fast. Unreasonably
low limits can promote disrespect for and disregard of
other, reasonable posted limits. They also promote a
false sense of security among residents and pedestrians
who may expect that posting lower limits will change
drivers’ speed behavior. Unreasonably high limits create
unnecessary risks.

Authority
Power to set speed limits rests with the state. Chapter
346.57 Speed Restrictions of the Wisconsin Statutes
requires drivers to use a speed that is “reasonable and
prudent,” to exercise “due care,” [346.57(2)] and to
reduce speed under a variety of conditions such as
“going around a curve...passing school children, high-

way construction or maintenance workers...and when
special hazard exists...”[346.57(3)].

The Statutes give fixed limits for more than a dozen
situations depending on the road type, jurisdiction, and
land use [346.57 (4) (a-k)]. (See chart.)

Local or state officials have authority to change these
limits within the limitations in Chapter 349.11 (summa-
rized in chart). They must conduct an engineering and
traffic investigation to determine a reasonable and safe
speed limit. The limit must then be legally adopted by the
local authority and appropriate signs erected. When
properly changed, such limits do not create additional
liability. In addition, changes beyond those specified in
the statutes are possible in consultation with the state
Department of Transportation.

Fixed limits – Local government
Statute Sub- authority** – Statute
346.57(4)* section 349.11.3(6) or 349.7

65 MPH – Interstate (gm) WisDOT ONLY

55 MPH – STH (h) WisDOT ONLY

55 MPH – CTH, town roads (h) Lower by 10 MPH

45 MPH – Rustic Roads (k) Lower by 15 MPH

35 MPH – town road
(1,000 ft. min) with 150 ft.
or less driveway spacing  (j) No changes permitted

25 MPH – Inside corporate
limits, residential street
(other than outlying district) (e) Lower or raise by 10 MPH

35 MPH – Outlying district
inside corporate limits
(1,000 ft. min., 200 ft.
driveway spacing) (f) Lower or raise by 10 MPH

35 MPH – Semi-urban
outside corp. limits
(1,000 ft. min., 200 ft.
driveway spacing) (f) Lower or raise by 10 MPH

15 MPH – School Zone (a) Lower by 10 MPH or raise
to speed of adjacent street

15 MPH – School Crossing (b) Lower by 10 MPH or raise
to speed of adjacent street

15 MPH – Pedestrian (c) No changes permitted
safety zone

15 MPH – Alley (d) Lower by 10 MPH

15 MPH – Public park
(within, contiguous or
adjacent to) (j) Lower by 10 MPH

Construction or
maintenance zones as (10) State and local agencies
appropriate have authority to establish

* From WisDOT Highway and Transportation Laws and Rules, 1995.
** All speed limit changes should be based on an engineering study.

Speed limits and authority to change
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All limits, whether set by statute or local authority, are
only effective and enforceable when official signs have
been erected to give adequate warning to highway users.
Signs must conform to the specifications in the Manual on
Uniform Traffic Control Devices (MUTCD) and the
Wisconsin Supplement to the MUTCD.

Speeds may also be temporarily reduced in work
zones where highways are being constructed, recon-
structed, maintained or repaired [Ch.349.11(10)]. These
changes must be properly posted and are not restricted
by the other limitations in Chapter 349.11. Appropriate
work zone signing and set up is described in Workzone
Safety: Guidelines for Construction, Maintenance and
Utility Operations.

The local agency that maintains the roadway has
jurisdiction for determining the speed limit. In most cases
the responsibility is clear. If a roadway segment has joint
jurisdiction, such as a road on the border between two
cities, then both agencies must agree on the speed limit.
Obviously, the speed must be the same in both directions.
In cases where the county or state maintains a road within
the corporate limits of a city or village, the county or state
is responsible for setting the speed limit. Coordination
with local officials and law enforcement agencies is
essential to set effective speed limits.

Required studies
Local authorities are required by the statutes to conduct
engineering and traffic speed studies to determine a
reasonable and prudent speed limit for a section of road
or highway. Local law enforcement, the county Traffic
Safety Commission, and WisDOT District engineering
staff can be very helpful in conducting and interpreting
these studies for local municipalities.

Engineering studies should include the following:
1. Measure prevailing speed characteristics

and determine the 85th-percentile speed
and pace speed

2. Evaluate reported accident experience
for the past three to five years

3. Review roadside development and culture,
and driveway access for conflicts

4. Evaluate sight distances at intersections,
horizontal curves, and vertical curves

5. Check the road’s geometrics including lane
widths, sharp curves, and roadside hazards

6. Consider conflicts with parking practices,
and pedestrian and bicycle activity

7. Evaluate pavement surface characteristics
and shoulder conditions

8. Determine the current level of enforcement

A speed study is a statistical evaluation of speed
characteristics at a specific location. It includes averages,
ranges, distribution, and variability of speeds, and
confidence levels of the analysis. Spot speed studies
should be unbiased, measuring a statistically valid
sample of vehicles.

Accurate spot speed measurements are important for
setting limits. They should represent free flowing traffic
on a clear, dry day. There should be a large enough
number of measurements to produce an appropriate level
of confidence about the data analysis. Spot speed is the
instantaneous speed at one location. This is different
from the average speed over a distance. As a general
rule, the minimum sample size should never be less than
30 measured spot speeds. On higher volume roads the
study should include about 100 cars.

Data can be collected in a variety of ways. Radar or
laser speed detection units are commonly available and
generally used to measure a sample of every nth vehicle.
Speed can also be measured manually by counting the
time it takes every nth vehicle to travel a measured
distance between two points. Automatic data recorders
using detector loops and tube counters can produce
considerably more information by measuring every
vehicle during a given time period and automatically
calculating the spot speeds in free flowing traffic. Video
and radar speed cameras are also used and can capture
a broad variety of data which is preserved for multiple
analyses. Once collected, data is then analyzed statisti-
cally and presented in tables and graphs.

Signs
A speed limit is not in effect until the area has been
properly signed. Conversely, signs must not be installed
until the limit has been approved and officially autho-
rized. Signs are governed by the Manual on Uniform
Traffic Control Devices (MUTCD). Two types may be
used: one for passenger cars and another for special
limits for trucks and buses.

No more than three speed limits should be displayed
on any one speed limit sign or assembly. Signs with
special limits for trucks or other vehicles should include
the word TRUCKS or a similar appropriate message. They
can be displayed below the standard message or on a

separate plate which should refer
to SPEED or MPH.

The standard SPEED LIMIT
sign must be 24 by 30 inches.
Signs must be located:
• at each point where the

speed limit changes
• beyond major intersections
• at other locations where it is

necessary to remind motorists
of the limit
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REDUCED SPEED AHEAD signs
may also be used to give advance
warning of a lower speed zone.
This sign should be used in rural
areas to alert motorists when they
may need extra time to slow to the

posted limit. It must
always be followed by
a SPEED LIMIT sign at
the beginning of the
new zone.

Near schools, the
END SCHOOL ZONE
sign may be used as
an alternate to the
SPEED LIMIT sign.

Enforcement
Enforcement is critical. Without it speed limits are not
effective. When it is considerably increased, violations
and crashes have been reduced.

Local officials should actively involve enforcement
personnel in setting speed limits to ensure they are
reasonably enforceable. Enforcement agencies should
always be advised when changes have been adopted.

Enforcement requires wide public support. A first step
is to ensure that speed limits are publically perceived as
reasonable and fair because the voluntary cooperation of
most drivers is essential. A second step is vigorous public
information and education stressing the safety benefits of
the enforcement. This should be a cooperative effort
between highway and enforcement officials. It should
target specific aspects of the speeding problem such as
young drivers, nighttime, school zones, work zones, or
specific roads where potential traffic and pedestrian
conflicts are high.

Within law enforcement agencies, traffic enforcement
doesn’t compete well with criminal and drug enforce-
ment. As a result, local highway officials must actively
seek adequate agency enforcement. These efforts will be
most effective when the safety benefits are made clear
and there is strong support from local elected officials.

Aggressive, targeted enforcement, combined with
education, has effectively produced better public
compliance with traffic laws. The Federal Highway
Administration recommends targeting enforcement
programs to high crash locations where speeding was a
contributing factor and to areas with high traffic volumes.

Long term, low intensity speed enforcement can
produce meaningful results, however. Studies indicate
that some amount of the enforcement effort (15% is

recommended) should be directed to random locations
and times. Stationary, marked patrol vehicles are most
effective in creating longer term enforcement benefits.

Minimum speed limits and
slow moving vehicles
Except on Interstate highways, there is no specific
minimum speed on Wisconsin highways. However, the
statutes prohibit driving a motor vehicle “at a speed so
slow as to impede the normal and reasonable movement
of traffic, except when necessary for safe operation or to
comply with the law.“ [Section 346.59 Wis. Stats.]

Vehicles which normally travel slower than 25 mph
must display slow moving vehicle emblems. [Section
347.245 Wis. Stats.] In addition, the operator of a vehcile
moving so slowly that it impedes traffic must yield the
roadway to overtaking vehicles, if practicable, when the
operator of an overtaking vehicle gives an audible
warning. [Section 346.59(2) Wis. Stats.]

Advisory speed signs
Advisory speed signs are used to tell drivers that a lower
speed may be necessary at curves, turns, intersections,
and other localized conditions. They add emphasis and
specific information to other warning signs, recommend-
ing a comfortable and safe speed to drive in these
locations. Advisory speeds should not be confused with

enforceable speed
limits and they
do not imply the
maximum operat-
ing speed at which
skid and rollover
occurs.

The advisory
speed must be
determined by an
accepted traffic
engineering
procedure but
no ordinance is
required. Signs
can be erected
by maintenance
or sign supervisors
and must be in
accordance with
guidelines in the
MUTCD, 2C-35.
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As with other traffic signs, advisory speeds should be
consistent and reasonable to promote driver respect and
compliance. This is not always the case. Research
published by the national Transportation Research Board
(TRB) found that on the two-lane highways studied, the
posted advisory speeds at most curves were well below
prevailing traffic speed and also below speeds estab-
lished using recommended devices and criteria.

One widely used device for establishing advisory
speeds on curves is the ball bank indicator. This rela-
tively inexpensive curved level is mounted in an
engineer’s car. The engineer makes successive trial runs
through a curve, taking care to drive parallel to the
centerline of the curve, increasing speed by five mph
each time. The indicator shows the angle of deflection in
degrees. Advisory speeds are set based on average curve
speeds for different angles of deflection.

The TRB study reports that the generally accepted
criteria, which were established based on tests conducted
in the 1930s, produce unrealistically low speeds with
modern cars and should be revised upwards. Ballbank
readings of 12 degrees above 40 mph, 16 degrees
between 30 and 40, and 20 degrees below 30 would
better reflect average curve speeds, the authors say.

Ballbank readings tend to fluctuate rather widely
during a trial run and can be affected by loose-surfaced
roads and vehicle suspension systems. As a result, setting
a recommended speed depends to a significant extent on
the judgment and experience of the person making the
tests. The recommended speed should feel comfortable
for the average driver and be lower than the maximum
safe speed. It should also be sensible in comparison with
prevailing speeds.

Summary
Establishing and enforcing reasonable and safe speed
limits is the responsibility of local officials. This often
includes balancing conflicting issues of safety, traffic
movement, and community concerns.

Coordination with local law enforcement is vital to
effective speed control. Most speed zones should encour-
age voluntary compliance by using reasonable speed
limits. Traffic calming techniques that involve physical
and perceptual changes can also be helpful. Enforcement
officials should be consulted in determining effective
limits and they should work with the community in
difficult areas.

The traffic engineering staff of the state Department of
Transportation can also be a helpful resource. Since they
participate on county Traffic Safety Commissions, this
may be an easy way to contact them for assistance.
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Sample speed
limit ordinances
Local boards of elected
officials must adopt
speed limits in ordi-
nance form. Here are
sample ordinances for
county and municipal
governments. Local
ordinances also may
include details on
forfeitures and law
enforcement authority.
The ordinance should
be reviewed by the
agency’s attorney.

Sample amendment to a speed ordinance

AMENDING CHAPTER 1 OF THE

BADGER COUNTY CODE OF ORDINANCES

SPEED LIMIT CHANGES

The County Board of Supervisors of the County of Badger does

ordain as follows:

ARTICLE 1. Unless otherwise expressly stated herein, all refer-

ences to section and chapter numbers are to those of the Badger

County Code of Ordinances.

ARTICLE 2. Section(2)(b)(2) is created to read as follows:

1) Chestnut Road, City of Centerton. Twenty-five miles per

hour from its intersection with USH 51 to its intersection

with Winona Drive.

REDUCED
SPEED

SPEED
LIMIT

Sample municipal ordinance
Section 3. SPEED LIMITS. [Towns, Cities, and Villages] The _____________

[Council or Village Board] hereby determines that the statutory speed

limits on the following streets or portions thereof are unreasonable,

unsafe and imprudent and modifies such speed limits as follows:
(1) SPEED LIMITS INCREASED. Speed limits are increased as follows

upon the following designated streets or portions thereof:
(a) Outlying Districts

45 miles per hour on __________________ Avenue
between ____________________________ Street and
the ____________________ [City or Village] limits;

(2) SPEED LIMITS DECREASED. With the approval of the Wisconsin

Department of Transportation, the speed limits are decreased as

hereinafter set forth upon the following highways or portions

thereof:

(a) Semi-Urban Districts
25 miles per hour on _____________ Road between County

Trunk ___________ and the  ________________ [City or
Village] limits;
30 miles per hour on  _____________ Road between
County Trunk ___________ and the limits

REDUCED

SPEED

AHEAD

SPEED
ZONE

AHEAD

“Badger County” traffic ordinance

SPEED LIMITS. (1) The provision of sections 346.57 and 346.59

of the Wisconsin Statutes, relating to the maximum and

minimum speed of vehicles, are hereby adopted as part of

this section as is fully set forth herein, except as specified by

section 2 of this ordinance, pursuant to section 349.11(3)(c) of

the Wisconsin Statutes.

(2) No vehicle shall exceed the following speed limits on the

following county trunk highways:

(a) County Trunk Highway “A”

(1) Unincorporated Village of Estesville, Town of

Terry. Thirty-five miles per hour from its junction

with STH 78, in Estesville, southwesterly 0.35 miles.

(2) City of Covington, Town of York. Thirty-five miles

per hour from its intersection with CTH “N” (Veterans

Drive), easterly to a point 0.15 miles east of its

intersection with Race Track Road.

(b) County Trunk Highway “AB”

(1) Town of Finis. Thirty miles per hour from the

bridge over the Yahara River located on a line

common to sections 13 and 14, Town of Finis,

southwesterly to USH 51.

(2) Chestnut Road, City of Centerton. Thirty miles

per hour from the intersection of USH 51, easterly

to Droster Road.
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  CITY OF PORT WASHINGTON 
     TRAFFIC SAFETY COMMITTEE MEETING 
      Nov 28, 2022 – 10:00 a.m. 

 

Minutes 
 

1. Roll Call – Ald Deb Postl convened the Traffic Safety Meeting at 10:01 am. Members present were 
Alderpersons John Sigwart, Chief Kevin Hingiss, and Deb Postl. Also present were Roger Strohm 
and Alderman Dan Benning. Paul Neumyer arrived at 10:43 am. 

 
2. Approve Minutes of Previous Meeting – MOTION MADE by Ald Sigwart. Seconded by Chief 

Hingiss to approve the minutes of the Sept 26th meeting. Motion carried unanimously. 
 

3. Public Comments and Appearances – None 
 

4. Updates on Old Business – Roger reviewed a status update of the items completed or currently in 
progress, deferring questions to Rob Vanden Noven, who was unable attend today’s meeting: 

• Have ARPA funds been requested for a flashing beacon at Grand and Franklin in front of 
the hotel? 

• Were we able to acquire the bike rack from Zuzu Pedals? 
• Was an RFP completed and submitted yet for an updated Bike/Ped plan? 
 

5. Review Speed Study and Reports on N. Spring St (tabled from last meeting) - The Committee 
reviewed the speed study prepared by Ozaukee County, noting that a majority of drivers are 
traveling within the posted speed limit. 

 
6. Re-consideration and Possible Action on Reducing the Speed Limit on N. Spring St. Between 

Mallinger Dr and CTH KK (tabled from last meeting) – Chief Hingiss stated that a better solution to 
lowering the speed limit is to work to acquire an additional radar monitoring speed sign to be 
placed along this location. He stated that ideally, the police department could use one more sign 
than they have. Ald Postl subsequently spoke with Tony Brown about including this item when 
discussing ARPA funding. Ald Sigwart offered to speak to the Kiwanis on behalf of the city for 
possible funding. 
Ald Benning shared an instance with the committee of a driver, traveling extremely fast, going 
northbound on Spring St, then turning into the apartment complex on the west side, just south of 
CTH KK. He suggested that the city write a letter to the owner of the complex, requesting that they 
ask all tenants to adhere to the speed limit. Rob and/or Roger could assist with that letter. 
MOTION MADE by Ald Sigwart. Seconded by Chief Hingiss to leave current speed limit on this 
section of Spring Street “as is.” Motion carried unanimously. 
 

 



7. Discussion Regarding Speeding Complaints on CTH LL between Sunset Rd. and Grand Ave  – Chief 
Hingiss reported that his officers have issued 15 tickets and 4 warnings from September 1st thru 
today (Nov 28th). Ald Postl subsequently emailed the individual that reported this issue, copying 
Chief Hingiss and Ald Pat Tearney, to give him the patrol results and request that he contact the 
police department with specific details for any future speeding or noise incidents in this area. 

 
8. Review of the Proposed 2023 Street Improvement Project. Roger reviewed the street plans with 

the committee. All agreed that there should be no curb cut or crosswalk mid-block on W Monroe 
Street for the sidewalk extending from W James Dr. Ald Postl requested that future street designs 
highlight bicycle safety more than in the past. Curb bump-outs at intersections make pedestrian 
cross traffic much safer, but make it less safe for bicycles sharing the roadway while riding parallel 
to traffic through these intersections. Consider “cut-throughs” in future designs so that bicycles 
are not squeezed to the curb. 2 examples of such design were shared. It was also suggested that 
the Port Washington Street Design Standards document be modified to include safe bicycle space 
in the city’s road designs.  

 
9. Consideration and Possible Action on Stop Sign Placement at E. Washington St. and N. Lake St – 

The committee discussed pros and cons of changing the stop sign to Washington Street only, 
leaving the current stop signs as they are, or making the intersection a 3-way stop. MOTION MADE 
by Ald Sigwart. Seconded by Ald Neumyer to change the intersection to a 3-way stop 
configuration. Motion carried unanimously. 

 
10. Consideration and Possible Action on a “No Parking” ordinance on the east side of N Lake St 

from E Washington St and on the west side of N Lake St from E Washington St and N Lake St – 
The committee discussed the different types of traffic along this route – boats, future 
construction, etc., and the fact that there is a parking lot east of this area. The committee 
determined that it would be best to allow no parking on all of Lake Street, from Washington to 
Jackson. MOTION MADE by Ald Sigwart. Seconded by Ald Neumyer to make all of Lake Street from 
Washington to Jackson “No Parking.” Motion carried unanimously. 

 
11. Consideration and Possible Action on a “No Parking” ordinance on the North side of E 

Washington St from Lake Street to the first driveway heading west – MOTION MADE by Ald 
Neumyer. Seconded by Ald Sigwart to make this area on Washington St to the first driveway “No 
Parking.” Motion carried unanimously. 

 
12. Review the 3rd quarter accident report to see if there are any trends. - MOTION MADE by Ald 

Neumyer. Seconded by Ald Sigwart to table this discussion to allow additional time for analyses.  
Motion carried unanimously. 

 
13. Any Other Business That May Properly Come Before the Committee – Ald Neumyer stated that 

we may get complaints regarding the no parking ordinance previously implemented on Barnich 
Rd. 

 
14. Adjournment – Motion made by Ald Sigwart. Seconded by Ald Neumyer to Adjourn at 11:05 am. 

Motion carried unanimously.  



 

 

TO: Traffic Safety Committee    FROM:  Roger Strohm, City Engineer 
 
DATE: May 27, 2026 
 
SUBJECT: Consideration and Possible Action on the 2026 Charter for Traffic Safety 
Committee 
 
ISSUE: Each Committee is required to adopt a charter to help guide their business for the year. What key 
performance indicators (KPI’s) or other goals and strategies should this committee adopt. 
 
STAFF RECOMMENDATION: Staff recommends adopting the proposed Charter along with any 
corrections or revisions agreed during the discussion. 
 
RECOMMENDED MOTION: I move to adopt the proposed Charter (if any revisions are agreed to by 
members, they should be added here). 
 
BACKGROUND/DISCUSSION:   
To help the City reach the goals of its strategic plan each committee is tasked with creating a charter. This 
charter will help the committee to stay on track to meet its goals and complete budgeted projects. Attached 
is a draft charter for discussion and adoption by this committee.  
 
STRATEGIC PLAN: 

1. Strategic Direction: Creating Accountability Through Policies and Procedures 
2. Impact on Strategic Direction: Creation of a charter to guide the committee in order to help 

maintain accountability to the goals and budget of the committee. 
LEGAL: 

1. City Attorney Review: No 
2. Legal Comments & Conclusions: Not Applicable 
3. Statutory References: Not Applicable 

 
FISCAL IMPACT: 

1. Amount of Recommendations/Cost of Project: 
Initial Project Cost Estimate: $0 
Approved Budget Project Cost: $0 
 Prior Year Expenditures: $0 
 Total Project Costs to Date: $0 

2. Source of Funding: N/A 
3. Operating and Maintenance Cost: N/A 

 
BOARD/COMMITTEE/COMMISSION RECOMMENDATION:   
None 
 
PUBLIC OUTREACH:  
Discussed at open meeting. 

 
 

 

AGENDA ITEM MEMORANDUM 
City of Port Washington 
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IF APPROVED, NEXT STEPS:  
Revise as agreed. Present to council in June 
 
ATTACHMENTS:   
Draft Charter 
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TRAFFIC SAFETY COMMITTEE CHARTER FOR 2026 
 

PURPOSE OF TITLE OF BOARD, COMMISSION, OR COMMITTEE 

The Traffic Safety Committee is authorized by Municipal Code Chapter 8-17.  
  
The Committee is responsible to 
• Review all proposed ordinances relating to parking, speed limits, and traffic controls, and shall 

provide a recommendation to the Common Council regarding such ordinances.  
• Review new proposed street, sidewalk, and bicycle route designs, or modifications of such existing 

routes.  
• In collaboration with the City Engineer for safety improvements, education and outreach activities,  

o make recommendations on capital and maintenance projects and  
o seek alternative funding whenever possible.  

 
MISSION STATEMENT:  

 
The Traffic Safety Committee reviews all proposed ordinances relating to parking, speed limits, and 
traffic controls, and recommends public improvements which promote and enhance safety for all modes 
of transportation.  
 
MEETING DATE and TIME: 
 
The Traffic Safety Committee shall meet bimonthly, beginning in January of each year, on the fourth 
Monday of the month at 10:00 a.m., and may convene as otherwise needed. 
 
MEMBERSHIP and TERMS: 

 
Traffic Safety Committee shall consist of three Alderpersons, the City Engineer, Fire Chief, and the 
Police Chief or his or her designee, all of whom shall be appointed annually by the Mayor by the third 
Tuesday in May, subject to confirmation by majority vote of all the members of the Common Council. 
The term of office for each member shall be one year, commencing on June 1. The City Engineer shall 
serve as staff liaison to the Traffic Safety Committee. 
 

Member List and Term End:   
Ald. Paul Neumyer (2027) 
Ald. Dan Benningl (2027) 
Ald. Michael Gasper (2027) 
Kevin Hingiss, Chief of Police 
Roger Strohm, City Engineer 
Joe DeBoer, Fire Chief 
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STRATEGIC RESPONSIBILITIES  

2025 Strategic Goals 

• Strategic Goal 1: Design and Implement Improved Pedestrian and Bicycle Safety at 
the south intersection of the Interurban Bike Trail and CTH LL: 

 

Task(s) 

Start Date End Date Description Duration 
(Mos) 

Responsible 
Person(s) 

May 2026 July 2026 Permission from County 2 months RS  
June 2026 July 2026 Design improvements 2 months RS  
August 2026 September 

2026 
Install improvements 2 months RS 

 

 Strategic Goal 2: Traffic Safety Improvements to the Intersection of Sunset Road 
and CTH LL: 

Task(s)     

Start Date End Date Description Duration 
(Mos) 

Responsible 
Person(s) 

April 2026 October 2026 Plan and Budget 
Improvements 

7 RS 

January 2027 December 2027 Design Improvements 12 RS 
January 2028 October 2028 Bid, Award, & Construct 

Improvements 
10 RS 

 

OBSTACLES, RISKS AND COUNTERMEASURES TO STRATEGIC 
RESPONSIBILITIES 

Obstacle: County cooperation 
Countermeasure: Reach out early to the Highway Commissioner to discuss the project 
including possible County share in the cost. Include him in the planning and design 
phases.  

MEASURES OF SUCCESS 

• Key Performance Indicators: Projects are implemented. The comfort level of users of 
the trail improves at the crossing.  
Reduction of accidents at Sunset Road and CTH LL and severity of the accidents. 

REPORTING 

• To Common Council: 
o Departmental reports each month. 
o Charter Presentation to Council during June. 
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