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MINUTES OF THE SENATE COMMITTEE ON TRANSPORTATION AND UTILITIES.
The meeting was called to order by Chairman Ben Vidricksen at 9:00 a.m. on February 6, 1996 in Room

254-E of the Capitol.

All members were present except:

Committee staff present: Hank Avila, Legislative Research Department
Ben Barrett, Legislative Research Department
Bruce Kinzie, Revisor of Statutes
Martha Ozias, Committee Secretary

Conferees appearing before the committee:
Senator Robert Vancrum - 1 1th District
Senator Nick Jordan - 10th District
Representative Dee Y oh - 2nd District
Dean Carlson - Secretary of Transportation
Colonel Lonnie McCollum - Superintendent, Kansas Highway Patrol
Richard Morrison - National Motorists Association
Darryl C. Lutz - Butler County Engineer
Bill Hancock - District 2 Commissioner, Sedgwick County
Kelly Wendeln - Chanute
Dale V. Crawford - Johnson County Bicycle Club

Others attending: See attached list.

HB 2602 -- SPEED LIMITS

Senator Vancrum addressed the Committee basically in support of this legislation but suggested two
amendments. One was that a limit of not more than 60 miles an hour be set in an urban area and the second
was that speed limits for large trucks be no more than 65 miles an hour. (Attachment 1)

Senator Nick Jordan also requested an amendment to this bill to establish a speed limit of 60 mph in urban
areas. (Attachment 2)

Representative Yoh appeared on behalf of a number of her constituents urging more thought and consideration
when making the decision to raise speed limits and requested that if the buffer was changed it should be 10
mph only on two-lane roads. (Attachment 3)

Dean Carlson explained that the 85th percentile speed (the speed at or below which 85% of free-flowing
vehicles are traveling) is the safest vehicle operation and appears reasonable to most drivers. He stressed the
importance of balancing speed, safety, and economic considerations in establishing limits and presented
several recommendations. (Attachment 4)

Colonel McCollum spoke in support of uniform speed limits and the 5 mph exemption in which violations do
not count against driving records. He felt it sent a clear message that close compliance with established speed
limits is essential. (Attachment 5)

Statistics were presented by Richard Morrison who urged changing the limits to within 5 mph of the 85th
percentile stating traffic flow would be smoother, enforcement easier, insurance surcharges reduced and

citizen resentment eased. (Attachment 6)

Darryl Lutz expressed concerns with the wording of the present bill and suggested setting a statutory
maximum speed limit of 55 mph on local roads and allowing for a higher speed limit based on engineering and
traffic investigation. He also felt that local units of government should be included with the Secretary of
Transportation for any indemnification period allowed under this bill. This would allow the necessary time to
do investigations, budget money, re-sign and re-stripe local roads that may need changes. (Attachment 7)

Unless specifically noted. the individual remarks recorded herein have not been transcribed
verbatim. Individual remarks as reported herein have not been submitted to the individuals 1
appearing before the commitiee for editing or corrections.



CONTINUATION SHEET

MINUTES OF THE SENATE COMMITTEE ON TRANSPORTATION AND UTILITIES. Room 254-F
Statehouse, at 9:00 a.m. on February 6, 1996.

Bill Hancock expressed some concerns of Sedgwick County which included understanding of definitions. He
requested the same considerations and protection for county governments as would be accorded the Secretary

of Transportation if this legislation goes into effect. (Attachment 8)
Thoughts on speed limits and Highway Patrol ticket policy were presented by Kelly Wendeln. (Attachment 9)

Dale Crawford addressed concerns of bicyclists who utilize two lane highways. In some rural areas the
highways are often the only roads suitable for cycling and raising speed limits will greatly increase reaction
time for motorists and bicyclists to share the road. The Club recommended that each highway be evaluated
with consideration given to the safety of bicyclists before raising the speed limit. Concerns were expressed
about raising speed limits until improvements are completed to safely accommodate both bicyclists and
motorists. (Attachment 10)

Time being a factor the Chairman closed the hearing for comments and requested a motion on the minutes.
Senator Papay made a motion to approve the minutes of the February Ist meeting. This was seconded by
Senator Lawrence and the motion carried.

The meeting was then adjourned at 10:00 a.m.

The next meeting is scheduled for February 7, 1996.
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STATE OF KANSAS

BOB VANCRUM
SENATOR, ELEVENTH DISTRICT
OVERLAND PARK, LEAWOOD,
STANLEY, STILWELL, IN
JOHNSON COUNTY
9004 W. 104TH STREET
OVERLAND PARK, KANSAS 66212
(913) 341-2609

COMMITTEE ASSIGNMENTS

VICE-CHAIRMAN: ENERGY AND NATURAL RESOURCES
MEMBER: WAYS AND MEANS
JUDICIARY
MEMBER: COMMERCE, LABOR AND REGULATIONS
COMMITTEE, NATIONAL CONFERENCE ON
STATE LEGISLATURES
MEMBER: ENVIRONMENTAL TASK FORCE,
COUNCIL ON STATE GOVERNMENTS

SENATE CHAMBER

STATE CAPITOL
TOPEKA, KANSAS 66612-1504
(913) 296-7361

TESTIMONY FOR
SENATE TRANSPORTATION AND UTILITIES COMMITTEE
ON
HOUSE BILL 2602 - HIGHWAY SPEED LIMIT BILL

Thank you Mr. Chairman and members of the committee for letting me
say a few words stating my views of the above bill. As sent over by the House,
the bill is very close to the Governor’s original proposal and I would have no
trouble supporting as passed, but I believe it can be made even better. I would
suggest two different amendment to this bill:

(1) 1 believe and I think the majority of my constituents agree that 70
miles an hour plus an additional five mile an hour cushion for a non-moving
violation is simply too fast for many of our urban multi-lane highways.
Highway I[-435 will soon be an eight lane interstate and I-35 which is a six lane
interstate are both in or near my district. The traffic congestion on these
highways at most hours of the day makes 75 miles an hour an unsafe speed.
Perhaps under Section (5) the secretary of transportation could set a lower
speed, but I feel strongly that we should set a speed of not more than 60 miles
an hour in an urban area. This would still permit persons to travel 65 miles an
hour on urban interstates without a moving violation. For what it's worth, I
read that Missouri has recently set a 55 mile per hour speed for urban
interstates. While I would agree that some multi-lane highways even in urban
areas could carry a faster speed, I believe most are unsafe at this speed.

(2) I also believe with regard to separated multi-lane highways only that
it is very unsafe to have large trucks going 75 miles an hour without a moving
violation as the bill would currently permit. I think this speed limit should be
no more than 65 miles an hour so that they will be traveling no faster than 70.
I'm certain all of you have had the experience of being passed by a semi-trailer
truck hauling one, two or three semi-trailers in heavy downpours going well
over the speed limit. I would not support lower speed limits on two lane road
because I believe that creates an equal hazard, but see no reason why large
trucks (one or more semi-trailers) should be permitted to travel 75 miles an
hour on separated on multi-lane highways. Even the 65 miles an hour that I
am suggesting is faster than the 60 miles an hour that they were permitted to
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go prior to the federal mandate that has just been lifted. 75 is a real windfall to
the industry.

I can well imagine the heavy lobbying that will occur on this issue from
the trucking industry and I do not envy your task, but I strongly feel that this
area needs to be addressed on this bill.
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STATE OF KANSAS

STATE CAPITOL
TOPEKA. KANSAS 66612-1504
(913) 296-7362

NICK JORDAN
SENATOR, TENTH DISTRICT
JOHNSON COUNTY
7013 ALBERVAN
SHAWNEE, KS 66216

TOPEKA

SENATE CHAMBER

TESTIMONY TO THE
SENATE TRANSPORTATION AND UTILITIES COMMITTEE

TUESDAY, FEBRUARY 6, 1996

BY

SENATOR NICK JORDAN

Thank you, Mr. Chairman, and Members of the Committee.

My interest today is the speed limits for urban areas. As I understand HB2602,
speed limits along four-lane interstate highways would be 70 mph and 65 mph for
two-lane highways. The Secretary of Transportation may establish lower speed
limits on highways determined unsafe for 65 mph speeds.

Urban areas such as [-35 and 1-435 through Johnson County are unique
situations. These highways run through numerous municipalities. [ am sure
similar circumstances exist in Sedgwick and Wyandotte Counties. Not knowing
what would prompt the Secretary of Transportation to establish lower speed limits,
it seems possible the speed limits could be 70 mph or vary between municipalities.

Today, I would like to request that HB2602 be amended to establish a speed
limit of 60 mph in urban areas.

Thank you for your consideration.
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February 6, 1996

Testimony, HB2602

Thank you for the opportunity to testify before you today. [ am here representing a number of
constituents from my area. They include Sheriff’s Deputies. County Officials. City Officials. a
Highway Contractor. and a number of members of the general public. After lengthy discussions.
they decided rather than all come up here and subject you to lengthy testimony, they would agree to
allow me to represent their positions.

[t became evident there was not enough support to keep speed limits at 35 mph and therefore. we
will move directly on to what we believe would make this bill better.

Why did the Larkin amendment fail in the House:

*The Secretary was not required to evaluate roads within any certain time period.

(Consider a specific date or time frame upon publication.)

*Many Representatives did not realize the impact the current bill would have on county roads.
Consider one-lane bridges, gravel. dirt. and poorly paved roads. in addition to the condition of the
shoulder of these roads.

Why should this change 1n the bill be supported:

*The Secretary will need to take affirmative action to raise speed limits. [ believe more thought and
consideration will be taken into consideration when making decision to raise speed limits.

*The process will be done over a period of time. and therefore. there will not be the same time
pressure in posting new speed limit signs.

*County roads would not be affected.

With regards to the butfer:

I served on the Transportation Committee during the interim and at every meeting heard sentiments
that if we were going to raise the speed limit, we should strictly enforce it. According to the
Highway Patrol, the current buffer on interstate highways is 5 mph. not 10. To raise the speed
limit. and also raise the buffer directly defies this logic. If vou chose to change the buffer back to
10 mph. please follow current law and raise it to 10 mph only on two-lane roads.

If we are to raise the speed limit on highways in Kansas, we need to do so in the most reasonable
and prudent manner. | will be happy to stand for questions.
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STATE OF KANSAS

KANSAS DEPARTMENT OF TRANSPORTATION

E. Dean Carlson Docking State Office Building . Bill Graves
Secretary of Transportation Topeka 66612-1568 Governor of Kansas

(913) 296-3566
TTY (913) 296-3585
FAX (913) 296-1095

TESTIMONY BEFORE THE
SENATE COMMITTEE ON TRANSPORTATION & UTILITIES
Regarding H. B. 2602 As Amended
Establishing New Speed Limits for Kansas

February 6, 1996
Mr. Chairman and Members of the Committee:

| appreciate the opportunity to testify before you today regarding H.B. 2602. This
bill would respond to recent federal legislation by establishing new speed limits for
Kansas.

The federal legislation that establishes the National Highway System also repeals
the national maximum speed limit. As permitted by that legislation, Governor
Graves has taken action to delay any change in Kansas' speed limits until sixty
days after the state's legislative session convened, or March 8, 1996. If no
statutory change is enacted before that date, Kansas' speed restrictions would
revert to the limits that were in place in 1974, before the national speed limit was
enacted.

The national speed limit was originally set to conserve energy. However, we later
discovered that it had a safety benefit as well. Speed -- exceeding the posted limit
or driving too fast for conditions -- is one of the most prevalent factors
contributing to traffic crashes. Speed is a factor in 31 percent of all fatal crashes
and the economic cost to society of speed-related crashes is $24 billion each year.
Crash severity increases based on the speed at impact. Speed extends the
distance necessary to stop a vehicle and increases the distance a vehicle travels
while a driver reacts to danger. The chances of death or serious injury double for
every 10 mph over 50 mph a vehicle travels.

Despite these considerations, research shows that the 85th percentile speed (the
" speed at or below which 85 percent of free-flowing vehicles are traveling) does

not change appreciably when the speed limit is raised or lowered. The 85th

percentile speed is important as it represents the speed at which accident
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involvement is the lowest for a particular road. Speed limits based upon the 85th
percentile speed result in the safest vehicle operation and appear reasonable to
most drivers.

While the Department agrees that many Kansas highways can safely handle higher
speed limits, we believe it is important to balance speed, safety, and economic
considerations in establishing those limits. In earlier testimony before the House
Committee on Transportation we recommended several changes in this bill which
reflected the Governor's recommendations based on our discussions. A number of
those recommendations have been amended into the bill that is before you today.
Briefly, those recommendations were:

. Set a maximum speed of 30 mph in any urban district, rather than 20
in business districts and 30 in residence districts.

. Set a maximum speed limit of 70 mph on any separated multi-lane
highways, as designated and posted by the Secretary of
Transportation, rather than 75.

. Set a maximum speed of 65 mph for all other routes on the State
Highway System, but provide for discretion to post lower speeds as
appropriate.

. Eliminate the differential between passenger vehicles and commercial
vehicles. '

We strongly support these amendments.

In conclusion, since the critical March 8th date is fast approaching, we would
respectfully ask you to move HB 2602, in its present form, out of committee as
quickly as possible. Any additional amendments or changes you would like to
consider could be handled in other related bills that are not subject to the March 8
deadline. :
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Kansas Highway Patrol
Summary of Testimony
1996 House Bill 2602
before the
Senate Transportation Committee
February 6, 1996

Good morning Mr. Chairman and members of the Committee. My name is Colonel Lonnie
McCollum, Superintendent of the Kansas Highway Patrol, and | appear before you to
comment on HB 2602 which amends maximum speed limits in Kansas.

The mission of the Patrol is to enforce traffic and state laws relating to vehicles,
highways and drivers to enhance safety of citizens traveling on our states roadways.
As a result, we are concerned about issues that may jeopardize Kansas motorists and
feel safety must be foremost when establishing speed limits. Therefore, we offer the
following comments regarding HB 2602.

The provisions of the bill that establish a speed limit of 70 m.p.h. on the interstate
system are reasonable.  Our interstate system is designed to safely handle this
speed. Additionally, a 5 m.p.h. increase would require only small changes in existing
driving skills. '

The proposed limit of 65 m.p.h. on other roadways is acceptable in most cases. Most
improved two lane highways are designed to safely support these speeds. The
provisions of the bill allowing the secretary of transportation to alter limits will
provide flexibility in situations where slower speeds are necessary.

The house amendment that removed lower speed limits for trucks was a sound
decision. The lower limits create potentially hazardous situations, especially on two
lane roadways. Uniform speed limits help reduce the potential for these problems.

Additionally, the 5 m.p.h. exemption in which violations do not count against driving
records is acceptable. This “buffer” zone allows for reasonable variances in speed
caused by driver and speedometer error. It also sends a clear message that close
compliance with established speed limits is essential. A larger buffer zone would
only convey the perception that it is acceptable to exceed established limits.

It is with these thoughts in mind we ask for your favorable consideration of HB 2602.

HEHAHH
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NATIONAL MOTORISTS ASSOCIATION

I Premise: Speed limits are intended to inform drivers of the maximum reasonable and safe travel speed.

A. A fixed speed limit set by political compromise cannot accomplish the above intent.

B. Speed limits set by engineering studies enjoy the highest compliance rate.

C. Ninety-five percent of all drivers travel at or below speeds that are reasonable and safe.

1. Accident rates are lowest for drivers that travel in the 30 to 95th percentile speed.
2. Accident rates are highest for the slowest 5% of drivers.
3. Accident rates increase for the fastest 5% of drivers.
D. The House of Representatives bill would set some speed limits too high and some too low.

1. The 3 m.p.h. insurance waiver is a tacit admission that 70 m.p.h. on divided four-lane roads is too
slow. It says to our citizens that it is acceptable for the State to fine them for being reasonable, but
not acceptable for insurance companies to do the same thing to them.

E. The legislature should direct the appropriate department to set the speed limit for the various roads in

Kansas at the 3 m.p.h. increment at or just above the 85th percentile speed.

II. Background: The above is based mainly on studies made by the Traffic safety Research Division of the
Federal Highway Administration (abstracts attached, full copies available).

IT. Other problems with the House of Representatives bill:
A. It does not make sense to raise limits on the safest roads half as much as on other roads.
1. In 1994, 77% of fatal accidents occurred on two-lane roads, which carry just 51% of the vehicle miles
traveled (2.03 deaths per 100 million miles*).
2. Roads with four or more lanes have 13.8% of fatal accidents with 41.7% of vehicle miles traveled (.95
deaths per 100 million miles*).
B. Improperly set speed limits foster non~compliance.
1. In 1973 states with 75 m.p.h. rural interstate limits had 90%+ compliance. Seventy m.p.h. limits had
about 80% compliance and 65 m.p.h. limits had 60% to 70% compliance.
2. In 1994 New York's 55 m.p.h. limits had only 4% compliance.
3. Raising or lowering speed limits up to 15 m.p.h. results in negligible changes in actual travel speeds.

IV. Solution and benefits:
A. Adopt the Model Speed Zoning Law proposed by the National Motorists Association (copy attached).
B. Safety will be enhanced.
1. Accidents are reduced 3.5% where speed limits are changed to within 5 m.p.h. of the 85th percentile
speed.
2. Traffic flow will be smoother.
C. Enforcement can focus on drivers who clearly are reckless or discourteous.
D. Undeserved insurance surcharges will be reduced.
E. Citizens will not resent the traffic laws, law enforcers, or lawmakers.

ATTACHMENTS:

1) "Effects of Raising and Lowering Speed Limit: Final Report" abstract.

2) "Comparison of Speed Zoning Procedures and Their Effectiveness” abstract.
3) "Driver Speed Behavior on U.S. Streets and Highways"

4) "Synthesis of Speed Zoning Practice" Technical Summary.

5) Car and Driver article on the gbove study.

6) Do Speed Limits Matter?" article by NMA President James J. Baxter.
7) Model Speed Zoning Law.
Presented bv: ichard Morrison, NMA Representative

* The Road Information Program
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Driver. Speed Behavior on U.S. Streets and
Highways

Samuel C. Tignor, Ph.D., and Davey Warren

Introduction

During the past five years, the Federal Highway Administration has
sponsored a number of studies to establish a better understanding of
travel speeds and speed limits on various types of roads. The study of the
speed zoning problem was prompted in part by concern about wide-
spread violations and the seemingly arbitrary level of many posted
speeds.

Speed limits are intended to inform drivers of the maximum reason-
able and safe travel speed. However, there is little agreement on what
constitutes a safe speed. In a nationwide survey of current speed zoning
practices, all states and most of the 44 localities reported using the
85th-percentile speed as the basic factor in setting speed limits. Howev-
er, the posted speed is often set up to 10 mph lower than the prevailing
speed based on a subjective consideration of other factors such as road-
side development. The relative subjectivity of the speed zoning process
points to the need to re-examine the criteria and procedures used in set-
ting speed limits.

Properly established speed limits foster voluntary compliance and sep-
arate the occasional high-risk driver from the vast majority of drivers. On
the other hand, speed limits which are set artificially low tend to be ig-
nored and misallocate resources, apprehending and prosecuting motor-
ists driving at safe speeds. Over time this could lead to a loss of respect
for all speed limits and create the impression that traffic law enforcement
and the judicial system are unfair. The same public when emotionally
aroused demand and often get reduced speed limits by believing the low-
er limit will slow down traffic and reduce accidents.

Even though a great deal has been written and said about speed limits,
there is almost no scientific research on the precise effects on the
number of accidents of altering speed limits. Most traffic officials
agree we should be working to improve our knowledge of the effects of
speed limits and to develop criteria that are objective and scientifically
sound.

This paper presents some preliminary results of our research on speed
limits, speeds, and accident risk. The final results are not expected until
early next year.

Data Collection

The basic data for the analysis described here consists of speeds from
two separate studies. In one study, data were collected to determine
speed characteristics and the reasonableness of speed limits on low and
moderate speed roads in urban, small-urban, and rural built-up areas.
Speeds were measured for a 24-hour period on 52 roads and streets in
four states: Delaware, North Carolina, Colorado, and Arizona. The mea-
surements were made with the IRD 1040 traffic statistics recorder con-
nected to a pair of loop mats in each lane. The equipment stores the ar-
rival time, lane, speed, and length of each vehicle. The sites were
randomly selected from the Highway Performance Monitoring System
using a stratified clustered sampling procedure to represent different
road types and speed laws. Accident data were obtained for a three-
year period and the relation between accident risk and travel speed in
urban areas was determined using the estimated travel speed before
the crash. i

A second study is taking advantage of routine speed zoning changes
made by the States to determine on a scientific basis the effects of alter-
ing speed limits on travel speed, accidents, and injury consequences.
Speeds and headways were measured for a 24-hour period at 102 sites
in 23 states before and one year after the change took place. The mea-
surements were made using the Sarasoto VC19800 traffic classifier con-
nected to a pair of portable loop mats in each lane. The data were collect-
ed in the free-flow mode which classified the speeds in 1-mph bins from
1 to 128. A four-second headway was used to define free vehicies. Data
ware simultaneously collected 2% another 102 sites on similar roads with-
cut ary change in speed limit to control for time trands. The sites reora-
sent a full range of speed limits and road types including a few 65-mph
freeways.

Supplemental measurements were made at some of the sites to investi-
gate any spillover effects on surrounding roads.

Tignor is the chief of the Traffic Safety Research Division of the Federal Highway Administratio:
same facility. Charts and graphs are not reprinted. Reprinted by permission of the Institute o

ington, DC. Originally published in ITE 1990 Compendium of Technical Papers.

Preliminary Results

Driver compliance with speed limits is poor. On average, 7 out of 10
motorists exceeded the posted speed in urban areas. Compliance ranged
from 3 to 99 percent. Compliance tended to be worse on low-speed
roads, better on roads with prima facie limits, or where the speed limit
was based on an engineering study. Better does not mean good compli:
ance: less than 10 percent on the sites had more than 50-percent obedi-
ence with the posted speed.

On many streets and highways the speed limit is set 8 to 12 mph be-
low the prevailing 85th-percentile speed. The extreme case was a prevail-
ing speed of 51 mph in 2 30-mph zone. Truck speeds were consistently
3 mph slower than car speeds in urban areas. The factors that had the
most influence on speeds were number of access points and commercial
development.

The accident involvement rates on streets and highways in urban areas
was highest for the slowest 5 percent of traffic, lowest for traffic in the
30-t0-95-percentile range and increased for the fastest 5 percent of traf-
fic. The relative involvement rate is a measure of the chance of being in-
volved in an accident, and is a ratio of the percent of accidents in a given
speed range to the percent of travel in the same speed range.

For each accident that occurred at a site, the speed of each vehicle in-
volved in the accident was assigned to the appropriate percentile speed
category for that site. All such data from each site were then combined
and the relative risk computed. The risk curve for roads in built-up areas
is consistent with the work of Solomon, Cirillo, and West, and Dunn which
showed that the risk of involvement in accidents is minimum near the av-
erage speed of traffic and increases dramatically for vehicles traveling
much slower or faster than average. The rate at which drivers experience
overtakings follows a similar U-shaped relationship and provides a theo-
retical explanation for the shape of the speed-risk curve.

Many current speed limits coincide with 30-percentile speed, which is
near the lower bound of safe travel speed. Speed limits should be set in
the 70-to-90-percentile range or roughly 5 to 10 mph above the average
speed to correctly reflect maximum safe speed. Speed limits are set in
multiples of 5 mph; the 70-to-30-percentile range will almost always in-
clude a 5-mph multiple. Allowing a 5-mph tolerance, enforcement would
then be targeted at drivers who are clearly at risk. If speed limits were
raised to more realistic levels, would drivers automatically drive 5 to 10
mph over the new speed limit as is commonly believed? The answer is no.
Raising the speed by various amounts upto 15 mph has little or no effect
on speeds over a broad range of road types and speed levels.

Conversely, lowering the speed limit will not slow down traffic. Al-
though speed increases of 3 mph and decreases of 3 mph were observed
at individual sites, the expected change in speed is less than 1 mph,
which is normal variation. In addition, there is no evidence in our studies
that raising the speed limit to 65 on rural interstate freeways led to an
increase in speeds off the freeway.

Conclusions

It would be premature to draw any firm conclusions since the research
is still underway. However, the findings to date suggest that, on the aver-
age. current speed limits are set too low to be accepted as reasonable by
the vast majority of drivers. Only about 1 in 10 speed zones has better
than 50-percent compliance. The posted speeds make technical violators
out of motorists driving at reasonable and safe speeds.

For the traffic law system to minimize accident risk, then speed limits
need to be properly set to define maximum safe speed. Qur studies show
that most speed zones are posted 8 to 12 mph below the prevailing trav-
el speed and 15 mph or more below the maximum safe speed. Increasing
speed limits to more realistic levels wiil not result in higher speeds but
would increase voluntary compliance and target enforcement at the ccca-
sional violator and high-risk driver.

One way for restoring the infermaticnal value cf speed limits requires
that we do a better job of engineering speed limits. Hopefully, the resulits
of this research will provide engineers with the knowledge and tools need-

ed to set mavimiim cafo cnaad limite that are defoncihle and arrented hv
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Limit Should Reflect Traffic Speed

Introduction

Traffiec officials generally agree speed
limits should reflect the speed of most
drivers. All States and most of the
local agencies use the BS5th percentile
speed of free flowing traffic as the
basic factor. However, it is fairly
common to reduce the speed limit based
on a subjective consideration of ather
factors.

Speed zoning is the establishment of
reasonable and safe speed limits based
on an engineering study. Speed zoning
incorrectly used on streets and highways
can lead to driver non-compliance with
speed limits.

This study reviewed the principles and
practices used Lo set speed limits.

It is based mainly on z survey cof
traffic officiuals conducted by the
American Association of State Highway
and Transportation Officials (AASHTO)
Subcommuittes on Traffic Engineering.
All Staies and 44 city and county
agencies respunded to the survey.

The main {actors used in setting speed
limits are shown in Table L. The most
communty reported lower level of the
speed limit is 5 mph below the B5th
percentile speed with 10 mph below being
the extreme.

Resuilts Table 1. Main Factors Used to Set Speed
Limits
Some of the problems- found with current -
speed zoning practices include: Percent of
Factor States Locals

o Lack of understanding and support for -
current epeod zaning criteria. 85th percentile speed 100 88

o Difficulty of using other factors such Roadside deVElopren; 85 77
as road characteristics and accident Accident experience 75 81
experience in cangunct:ow with Adjscent limits 71 45
prevailing speed. 1% mph pace &7 34

¢ Publiic pressure based on concern foadway geometrics g7 57
about past aceidents. Average test run speed 52 34

o Concealing radar and cobtaining speed Pedestriar <o op TRANSPORTATION
samples on low volume roads, = =  ==m—meeee DATE: R/¢ /94
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Based on the beat availanble evidence, at drivers who are clearly at risk,

the speed limit should be set at the

speed driven by 85 to 90 percent of the No other factors need to be considered
Tree-moving vehicles rounded up to the since they are reflected in the drivers?
next 5 mph increment. This method speed choice. If there are unusuval
results in speed limits that are paot. hazards not readily appuarent to drivers,
only acceptable to a large majority’ of then a warning sign could be installed
the motorists, but also fall within the giving the nature of the hazard and, if
the speed range wheres accident risk is necessary, supplemented with a realistie
lowest (Figure 1). Allowing a 5 mph advisory speed.

tolerance, enforcement would be targated
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SPEED LIMIT SURVEY

dent risk and travel speed.

A second study measured the speeds
of drivers on 102 streets and highways in
23 states where speed limits had been
changed. Speeds were measured in these
areas a year before the changes, and then
a year afterward. At the same time,
speeds on similar roads were checked at
another 102 sites where posted speeds
had remained unchanged.

“The sites represent a full range of
speed limits and road types, including a
few 65-mph freeways,” the engineers
said.

And guess what the study discovered?
Almost everyone speeds, and apparently
without creating havoc anywhere.

“Only about lin 10 speed zones has
better than 50-percent compliance,”
they reported. In other words, the vast
majority of drivers in this country do not
accept these speed hmus and are break-
ing the law.

_ Worse, “the posted speeds make tech-
nical violators out of motorists driving at
reasonable and safe speeds.”

And that, Tignor and Warren con-
clude, “could lead to aloss of respect for
all speed limits and create the impression
that traffic law enforcement and the judi-
caal system are unfair.”

So why, then, have all these speed lim-
its been set too low, and how did it
happen?

Tignor and Wallace venture an expla-
nation. Officials in all states and most lo-
calities, in deciding speed limits, have
simply gone out and clocked the speeds
of motorists traveling on the roads in
question. They then determine what the
“85th-percentle speed’ is—the speed at
or below which 85 percent of the waffic s
moving—as the basic number in deter-
mining what the speed limit should be.
Whai could be more democraticr Itis the
indicator of what the driving public con-
siders the correct speed.

And then the monkey wrench is tossed
into the formuia. “The posted speed is
often set up to 10 miles an hour lower
than the prevailing speed based on a sub-
jecave consideration of other factors,
such as roadside development.”

The report doesn’t mention the great
array of “subjective considerations” that
get tossed into this formula. They are
also known in some dircles as “sodal en-
gineering”"—the embradng of a weli-in-
tentioned popular belief. a notion that
appears 10 serve the public good by be-
ing the right thing to do, but whose real-
life benefits cannot. in most cases, be
proved scienutically. For example, as Mr.
Brimiey deciares on teievision, eaung

oatmeal is *‘the right thing to do” (which
88

This article reprinted

also seems to somehow imply that your
alternative choice wiil be akin to eaung
hog jowls).

The findings got scant attention in the
national press. The report is reprinted in
its entirety on page 93 of this issue. Here
are its highlights:

® Speed limits are intended to in-
form drivers of the maximum rea-
sonable and safe travel speed.
However, there is little agreement
on what consututes a safe speed.

® Even though a great deal has
been written and said about speed
limits, there 1s almost no scienufic
research on the precise effects on
the number of acaidents of altering
speed limits.

® Driver compliance with speed
limits is poor. On average, 7 out of
10 motorists exceeded the posted
speed in urban areas.

* Compliance tended to be worse
on low-speed roads, better on
roads with prima facie limits, or
where the speed limit was based
on an engineering study. Better
does not mean good compliance:
less than 10 percent of tne sites
had more than 50-percent obedi-
ence with the posted speed.

o The accident involvement rates
on streets and highways in urban
areas was highest for the slowest 5
percent of traffic, lowest for traffic
in the 30-t0-55 percemile range,

and increased for the fastest 5 per-
cent of traffic.

8 The risk of involvement in acci-
dents is mINimuIm near the average
speed of traffic and increases dra-
matcally for vehicles traveling
much slower or faster than
average.

¢ Speed limits should be set in the

DATE:

70-t0-90-percentile range or
roughly 5 to 10 mph above the av-
erage speed to correctly reflect
maximum safe speed.

o If speed limits were raised to
more realistic levels, would drivers
automatically drive 5 to 10 mph
over the new limit as is commonly
believed? The answer is no. Rais-
ing the speed limit by various
amounts up to 15 miles per hour
has hitle or no effect on speeds
over a broad range of road types
and speed levels.

¢ Conversely, lowering the speed
limit will not slow down traffic.

¢ There is no evidence in our stud-
ies that raising the speed limit to
65 on rural interstate freeways led
to an increase in speeds off the
freeway.

The researchers, who prepared thi
study for the 60th annual meeting of th:
Institute of Transportation Engineers
ended by saying:

It would be premature to draw
any firm conclusions since the re-
search is still underway. However,
the findings to date suggest that,
on the average, current speed lim-
its are set too low to be accepted as
reasonable by the vast majority of
drivers. Only about 1 in 10 speed
zones has better than 50-percent
comphance. The posted speeds
make technical violators out of
motorists driving at reasonable
and safe speeds.

For the traffic law system to min-
imize accident risk, then speed lim-
its need to be properly set to de-
fine maximum safe speeds. Our
studies show that most speed
zones are posted 8 to 12 mph be-
low the prevailing travel speed and
15 mph or more below the maxi-
mum safe speed.

increasing speed limits to more
realistic levels will not result in
higher speeds, but would increase
voluntary compliance and target
enforcement at the occasional vio-
lator and high-risk driver.

One way for restoring the infor-
mational value of speed limits re-
quires that we do a better job of
engineering speed limits. Hope-
LUU.Y, u'*e 1€bu1m ux u‘lm Tesean \.u
will provide engineers with the
knowledge and tools needed to set
maximum safe speed limits that
are derensibie and accepted Dy the
public and the courts. L
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Do Speed Limits Matter?

By James J. Baxten, President

g lic question, “Do speed

ey limits matter?"” hardly seems
worthy of an answer. Insur-
ance companies, police agencies,
state trangportation departments, and
national safety organizations would
have us believe that speed limits are
a critical component of traffic
regulation. Without those numbers
on the signs and radar-wielding
highway patrols, the entire system
would self-destruct.

This belief is based on several
dubious precepts, nork of which
have ever been proven or justitied.

The most basic of these pracepts is
that motorists, in the absence of
speed limits, will drive in a manner
that ignores their own welfare and
that of fellow highway users. That
without speed limits, they would
drive at reckless irresponsible speeds
without concern for the conse-
quences. Docs that sound like you
and the people you know?

Another piece of speed limit
folkiore is that posted speed limits,
given reasonable enforcement, can
dictate traffic speeds. By extension,
it is implied that raising or lowering
posted speed limits will change the
speed of traffic in that area. This
notion has been thoroughly dis-
proved on several occasions but the
myth persists.

“Speed Kills” and “Slow is Safe”
are well-entrenched slogans that:
have no basis in fact. Repeated long
enough and loud enough, these :
slogans have taken on the aura ot
struths.”

I know what you are thmkmg,
“This guy is blowing smoke in my
esr He :;i:)esn !c.ow what he’s talk-
ing about.” Stay with me for a bit
longer and maybe I can change your
mind, or at least bring about a littie
skepticistn when one of those Public
Service ads floats across your T.V.
screen extolling the virtues of speed
limits. ‘

Let’s first look at the premise that
drivers will go berserk if they are not
confined by speed limits.

Orly one industrizlized country
officially allows unlimited speeds cn
portions of its public highways,
Germany. Significant stretches of the
Autobahu do not have speed limits.
Yes, some vehicles ravel at very
high speeds, some in excess of 150
mph! But, the average speed for
most vehicles is around 80 mph,
about 10 mph faster than traffic in
the U.S. on comparable highways.
But, here's the clincher, the fatality
rate on the German Autobahn is
lower than the fatality rate on rural
Interstates in the United Stares!

Lest you think this is the product
of Teutonic discipline and traiming,
keep in mind that a large portion of
the traffic on German highways
originates in several other countries.
Despite the cultural and language
differences, there is a common
understanding of a few basic rles:
pass on the left, yicid the left lane to
taster traffic, and pay attention to
your driving. It really works well.

Do speed limits dictate travel
speeds? Not much. Speed limits,
backed up with intense enforcement,

can retard traffic speeds, at least in

the short termn. However, the national
55 mph speed limit proved the foily
of trying to use speed limits 1o slow
traffic.

Let’s clear up one major miscon-
ception: Speed limits do not regulate
traffic speeds——never did and never
wiil. Property applied, speed limits
should reflect the speed of the large
{and safe) majority of vehicles using
the highway. Keep m mind that
millions upon millions of cars pound
up and down our roads day in and
day out, without having accidents.
Except for a few vehicles. these cars
are obviously traveling at speeds that
are within reason, You say, “Aha.
got you thers. Those cars are

Page 1.

at reasonable speeds because they're
being restrained by speed limits and
the enforcement of those limits.™

Let me tell you about the most
recent and most exhaustive federal
study on this very subject.

Over a five year period, rescarch-
ers monitored motorist response o
speed limits at 227 different loca-
tions around the United States. First,
motorist speads were measured at all
the locations. Next, the speed limits
weTe raised on some roads and
loweared on others while yel others
remained the same. The results?
Speeds did not change. People con-
tinued to drive at speeds that they
feit were comfortable and safe, just
like you and T do.

This study also measured the reia-
tionship of speed limit changes and
accident frequency. As you might
expect, if speeds didn’t change
much, neither did accident rutes.
However, in those instances where
speed limits were ruised, there was a
slight reduction in accidents. Could
it be smovther twraffic flow?

Is slower really safer? Not on our
rural highways it isn’t. Again, fed-
eral and state smdies have repeatedly
shown that the folks most likely o
get in an accident are the ones
driving at speeds significantly below
the average speed of wraffic. In fact,
the safest motorists, in terms of
avoiding accidents, are those who
are driving 5 mph to 10 mph above
the average speed of maffic.

You have probably seen those
insurance company ads bemoaning
the carnage and higher raies sure io
follow, if speed limits are raised on
rural highways. Do you know what
percentage of all accidents occur on
highways posted at 65 miies per
hour? The answer is 2 percent. The
insurance industry would have you
believe that an increase of two miles
per hour in traffic speeds (the in-
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limits were increased from 533 mph
to 65 mph on rural Interstates), will
set highway safety back at lcast a
millennium and end civilization as
we know it.

One of the most repeated and
believed myths concerning speed
limits goes like this, “You should
keep the speed limit low because no
matter where you setit, ‘they’ (who-
ever ‘they’ are) will always drive 10
miles over the limit."” This is sheer
nonsense, but it persists like the odor
in a litde kid’s tennis shoes.

In 1973, when we had a 75 mph
speed limit on the rural Interstates in
10 differeny states, there was 90
percent or better compliance with
the speed limit in those states. The
states that had 70 mph limits had
aroungd 80 percent compliance and
the states with 65 mph speed limits
had approximately 60 tc 70 percent
compliance. In 19%4, New Yark
measured motorist compliance with
its 55 mph speed limit on rural Inter-
states. The result: 4 percent of the
motorists were obeying the speed
limit. Do you sce a pattern here?

Whenever I'm confronted with the
“they’ll always drive 10 miles over™
argument, I always ask, “If the speed
limit were set ar 100 mph would you
then drive 11077

If you’ve moved in my direction at
all you might ask, “Do speed limiis
have any value at 217" Yes they do,
but only if they’re established in the
right way for the right reasons.

The right reasons include inform-
ing the normally competent motorist
about what s a sufe and efficient
speed for a given highway when
there are good travel conditions. A
second reason is to establish a speed
limit that expedites smocth and har-
monious raffic flow, in this
instance. a target that most vehicles
should try 10 cmnlate,

Mulg-lane limited access highways
can tolerate a preat deal of speed

Date: 1/80/66 Time: 17:12:27

variance, as long as there is good
lane discipline. Two-lane highways.
at the other extreme, functon best
with uniform vehicle speeds. Proper-
ly set speed limits can accommodate
these different circumstances.
Traffic engineers have repeatedly
rediscovered that the best way Lo set
speed limits is to measure the [ree-
flowing speeds of traffic and deter-
mine the 85th percentile speed,
which is the speed at which 85
percent of the vehicles are traveling
at or below. With an 85th percentile
speed limit, 2 5 mph enforcement
tolerance, and the unique phenom-
anen where faster trutfic actually
slows in the presence of reasonable
speed limits, we will have 95 percent
compliance with the speed limit.
Compare those numbers with New
York’s 4 percent compliance.

je2

DO SPEED LIMITS MATTER?
Yes they do. Today they generate
millions of pointless traffic tickets
and billions of dollars of undeserved
insurance surcharges, disrupt traffic
flow, increase congestion, and have
created a siege mentality among
those who frequentiy use our public
highways.

It doesn’t have to be this way. We
can have rational traffic regulation,
including appropriate speed limits,
that will expedite traffic, improve
safety, and focus enforcement efforts
toward those motorists wha clearly
drive in a reckless or discourteciis
manner, All we have to do is
demand that it be done. &
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MODEL SPEED ZONING LAW

Statutory standards and requirements for establishing speed
limits.

Purpose

Speed limits should represent the maximum safe and
reasonable speed on a highway, during goocd traffic and road
conditions, capable of being traveled by the normally competent
vehicle operator in a typical motor vehicle. Traffic engineering
studies have found that the best way to ascertain the appropriate
speed limit is to survey the speeds of free flowing traffic. The
spead gt whieh B8G% to 20% of the vehicles are Lraveling at, or
below, has generally heen determined to be a limit which
minimizas acaident risk and maximizes motorist compliance. It
blends an optimum combination of efficiency, consensus,
enforceability, and safety.

Current statutorily assigned speed limits are characteris-
Livelly inflexible and based cn general aspproximations or
political considerations. The result is that speed limits have
become largely irrelevant as a source of guidance to motorists
and impractical ae a threshold for cnforcement purpeses.

The speed zoning statute being proposed will overcome the
failings and limitations evidenced by current state laws and
practices. It provides a scientific basis to establish =z uniform
and flexible system of speed zoning that will result in safe,
reasonabls, and relevant speed limits. It allows for local road
and traffic conditions and accommodates changing trends im
vehicle gpeeds. It is further based on the knowledge that the
vast majority of motorists are reasonable and responsible people
whe will comply with properly established speed limits.

MODEL SPEED ZONING LAW

e under-
not coincide

tatutes. )

The following definitions are provided to aid in th
t

nding cf thig model legisiation. They may Or may
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with terms and definitio found in relzted state

Statutory Speed Limits: Numerical speed limits that apply to

various classes or categorieg of roads (e
g ( SENATE TRANSPORTATION
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residential streets, primary arterials, etc.) in the absence of
posted speed limits.

Pogted Speed Limitg: Numerical speed limits noted on signs,
or other information disgplays, and placed along the road corridor
to which they apply.

Prima Facie Speed Timits: Numerical speed limits {statutory
and posted) that 1f exceeded justify enforcement action. However,
1f the accused motorist’s actions can be proven to be safe,
reasoconable, and prudent for the prevailing conditions, the charge
‘of “gpeeding” shall be dismissed by the court of jurisdiction.

Eighty-£fifth Percentile Speed Limits: Numerical speed limits
based on a scientific survey of free flowing vehicle speeds. The
speed at which 85% of the vehicles are traveling at, or below, is
the 85th percentile speed.

Speed Zoning: The process through which proper spsed limits
are determined and applied.

Speed Zoning Standards

Statutory speed limits shall be determined through valid

speed surveys for each road classification. The speed limits
shall be set by administrative rule at the 85% percentile speed
rounded to the next highest 5 mph increment.

Road clasgifications for which separate statutory speed
iimits are to be determined shall incliude:

— Limited access, divided highway
— Rural highway, uncontrolled access
— Urban arterial

— Residential

Posted speed limits shall be based on 8%Zth percentile speeds
as determined by uniform traffic engineering surveys.

Pogted speed limitg shall deviate from statutory speed
limits only if the cbserved and measured 83th percentile speed
Aiffars from the gtatutorv limit for that road clagszification
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chall be carried out by the Departuenl ol Transportation {or
equivalent agency). Statutory speed limits shall be administra-
tively adjusted to reflect the 85th percentile speed for each

road clagsification, rounded to the next highest 5 mph increment,
no less than once every ten years.

Speed Zoning Procedure
On a five year minimum interval, each road classifjcation

shall be surveyed, using scientific sampling procedures, to
determine the 85th percentile speed representative of that road
classification, Each survey shall be conducted during clear
weather, on straight sections of dry road, absent construction,
maintenance, or wvisible enforcement activity. \

Speed measurement should be done in an unobtrusive,
undetectable manner, so as to obtain a sample of normal traffic
speeds. If a daytime/nighttime speed limit differential is
believed warranted, speed surveys should be conducted during both
time periods.

If separate speed limits are believed warranted for large
truckg or other vehicle classificationg, these wvehicles should be
the subject of a separate gpeed survey to determine their 85th
percentile speed and subsgequent speed limit.

Judi = tandard

The adjudication of speeding violations shall be based on
the following standards as related to statutory and posted speed
limits.

— Vehicle operator may be charged with excessive speeding
regardless of the numerical limit if, in the judgement of
the arresting officer, the vehicle was being coperated at
speeds in excess of those prudent for prevailing conditions.

The burden of proof is on the cfficer to document the
conditions that required reduced speeds as well as the
defendant’s failure to drive at gpeeds that weflected those
conditions.

— Exceeding statutory or posted speed limits is prima facie

evidence of illegal gpeeding. Evidemn< gENATE TRANSPORTATION
DATE: =X/¢ /9 ¢
ATTACHMENT: (o—(3



From: NMA To: Rlochard Morrison Date: 1/80/88 Time: 17:82:47 Page 28 of 82

defendant’s behalf, that proves to the court the defendant
was not driving in an unsafe or irresponsible manner, shall

be considered a valid defense to justify dismissal of the
speeding charge.

— It shall be an absoclute defense in any trial for speeding
in excess of a posted or statutory speed iimit if the
defendant was not exceeding the 85th percentile speed as
determined by a valid speed survey for the subject road.

From: NMA To: Riohard Morrison Date: 1/30/98 Time: 17:52:69 Page 24 of 82
IBLIOGRAPHY OF SOURCES

Cirillo, J. A., “Interstate System Accident Ressarch Study II.”

Interim Report II, Public Roads. Vol. 35. No. 3. August
1969, pp. 71-75,

Federal Highway Administration. "Synthesis of Speed Zoning

Practice.” Report No., FHWA/RD-85/096. Washington, D.C. July
1985.

Federal Highway Administration. “Traffic speed 'I'rends.” Washington,
D.C, 1969-1975.

Solomon, D., “Accidents on Main Rural Highways Related to Speed,
Driver, and Vehicle.” Bureau of Public Roads. July 1964,

Federal Highway Administration. “Effects of Raising and Lowering

Speed Limits.” Report No, FHWA/RD-92/084. McLean, VA. October
1992.

SENATE TRANSPORTATION
DATE: Z/4 /9
ATTACHMENT: ¢, — /o



SENATE TRANSPORTATION COMMITTEE TESTIMONY

TO: Senator Ben Vidricksen, Chairman of the Senate Transportation
Committee and Honorable Committee Members

FROM: Darryl C. Lutz, Butler County Engineer
DATE: February 6, 1996
RE: H.B. 2602 as amended by the House Transportation Committee

Thank your for the opportunity to appear before the Senate
Transportation and Utilities Committee.

As the County Engineer for Butler County, I have serious concerns
with the present wording in H.B. 2602 which would statutorily
designate a maximum speed limit of 65 mph on "311 other highways"
as proposed for paragraph (3), subsection (a), K.S.A. 8-1558. 1In
consideration of the nature and typical use of roads under local
jurisdiction, I would recommend adding an additional paragraph to
this bill that would set the maximum speed limit on County and
Township roads at the current 55 mph. 1In consideration of local
units of government desiring to set higher speed limits on local
roads, additional wording could be added to the bill allowing speed
limits over 55 mph, but not to exceed 65 mph, on local roads based
on an engineering and traffic investigation. The following items
are principal concerns:

Of the 417 miles of County maintained roads in Butler County,
most of these do not meet current engineering standards for
stopping sight distance or for shoulder widths for 65 mph
design speeds. Additionally, most of the local roads built
over the last 20 years on the county road system have been
designed for 55 mph speeds.

Of the approximately 1700 miles of gravel and dirt roads
maintained by the 29 Townships in Butler County, none are
constructed for nor are maintained for 65 mph speeds.

Most Butler County maintained roads are capable of safely
carrying traffic at 55 mph and are, therefore, not currently
posted for speed except for a few sections of road with
restricted speeds less than 55 mph.

Setting a maximum speed limit of 65 on two lane roads would
require most of Butler County's local roads to be posted for
reduced speed. Posting of local roads would cost taxpayers of
Butler County and of Kansas as much as $300 to $600 or more
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per mile of road requiring posting in order to perform the
necessary engineering and traffic investigations, to purchase
and install speed limit signs and to modify current passing
zones. Most of the 417 miles of County roads and all of the
1700 miles of Township roads would require posting for reduced
speeds.

This bill allows only 15 days from the date of signing to go
into affect, thus, exposing local governments to significant
liability issues. If passed, the bill at a minimum should
allow the same liability indemnification period as allowed for
the Secretary which is until July 1. The period of time from
the effective date to July 1, however, does not even allow
adequate time to perform the necessary investigations, to
prepare and let contracts, to order and install signs and to
re-stripe passing zones. The result will be a significant
liability exposure to tort claims for all local units of
government during a transition period.

Most local units of government have not budgeted for nor have
planned for such a major expense. Local government budgets
and mill 1levies were set during the Summer of 1995.
Additionally, the cost for most Townships in Butler County
would consume their total annual budgets resulting in their
roads never being posted. Townships, therefore, would have
significant additional liability.

The Board of County Commissioners of Butler County by consensus
concurs with and supports the above position. Additionally, the
Board expresses a real concern that this bill is yet another
mandate that places significant additional unfunded costs on local
units of government whose budgets have already been set and who in
many cases are under a statutorily imposed tax 1lid. The Board
further expresses concerns with regard to public safety and
governmental liability as most of Butler County's local roads are
not designed for 65 mph speed limits.

All of the above concerns can be addressed by setting a statutory
maximum speed limit of 55 mph on local roads and allow for a higher
speed limit of up to 65 mph based on an engineering and traffic
investigation. Additionally, local units of government should be
included with the Secretary of Transportation for any
indemnification period allowed under this bill. This type of
legislation would allow Butler County and, I suspect, most other
local governments the necessary time required to perform required
investigations, to budget money for, and to re-sign and re-stripe
the few miles of local roads that warrant increasing the present
speed limit of 55 mph. I thank this committee for hearing and
considering these concerns.

Respectfully submitted,

Darryl C. Lutz, P.E.
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Senate Transportation and Utilities Committee
House Bill 2602

Testimony of Commissioner Bill Hancock
Sedgwick County Commissioner, District Two

February 6, 1996

Chair Vidricksen and members of the Committee, I am Commissioner Bill
Hancock. Thank you for this opportunity to comment on House Bill 2602. I
am speaking on behalf of the Sedgwick County Commission.

The Sedgwick County Commission supports HB 2602 but recognizes that some provisions
of the bill will put certain hardships on Sedgwick County. However, with only slight
modifications, Sedgwick County will be able to accommodate the provisions without
significant difficulty.

Section 5, (a), (1): Sedgwick County does not have a clear understanding of the definition
of “urban district”. Traditionally, the speed limits have been set at 20 miles per hour in
business districts and 30 miles per hour in residential districts.

Section 5, (a), (2) states that separated multilane highways as designated by the Secretary of
Transportation may have a maximum speed limit of 70 miles per hour and subsection 3)
states that “all other highways, 65 miles per hour”. Coupled with Section 5, (e), this would
require Sedgwick County to mark all county highways and roads, including unpaved roads,
in order to limit the maximum speed below 65 miles per hour in no more than 15 days, and
that, only after an engineering study substantiates the necessity. We respectfully ask that all
County and Township roads, including unpaved roads remain at 55 miles per hour until
engineering studies can demonstrate the safety of such roads at the maximum 65 miles per
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Senate Transportation and Utilities Committee
February 6, 1996

Page Two

hour. In the event it is the intention of the legislature to have travel set at 65 miles per hour
on all county roads, including unpaved roads, we respectfully request that county
governments be given the same effective date as the Secretary of Transportation of July 1,
1996.

Section 5, (c), provides that “The Secretary of Transportation shall not be liable for any
damage or loss, asserted to have been sustained between the effective date of this act and
July 1, 1996, based on a claim of failure to post any speed limit, or to erect signs or place
markings in relation to any speed limit established by this act”. Sedgwick County feels that
15 days is not enough to provide signs or prepare for the change in speed limits and limit the
potential liability created by the need for new signs or markings. We would respectfully ask
that counties be accorded the same protections as the Secretary of Transportation and be held
harmless until July 1, 1996.

If the bill remains as proposed, speed signs and markings will be necessary on highways and
roads to limit the speed to what engineering studies find to be a safe limit. The county
engineer estimates the cost to be $407.00 per mile. Sedgwick County and its 27 Townships
have approximately 1,350 miles of unpaved roads. We estimate the minimum cost of over
$500,000 to sign these roads lowering the speed limit below 65 miles per hour should
engineering studies prove such action is warranted.

In closing, I want to thank the Committee for taking the time to hear our concerns. And, of
course Sedgwick County stands ready with the greatest cooperation possible to make any
changes necessary to our driving laws as approved by the legislature.

Thank you.
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Congress Returns Power

The federal government has finally gotten out of the speed
1imit business, something I have long advocated, and returned
that power to where it rightfully belongs, to you, the state
lTegislators.

Proponents of 55

I have known of actual cases where people claimed being in
favor of the 55 speed 1imit, but friends have known them to
speed. I think these people are called hypocrites.

Prior Speed Limit

Did you know that prior to February 11, 1957, the speed
1imit on Kansas highways was just Tike Montana's, reasonable and
prudent? I will not advocate any particular speed limit. That
job is yours. I do have some ideas you should consider.

The 85th Percentile Method

Back in the 1930's or 40's, a Chicago professor came up with
the idea that about 85 percent of the people drive at a
reasonable speed. They would clock drivers and if 85 percent
drove at say 80 miles per hour or less, they would subtract 5 mph
and set the speed 1imit at 75mph. This 85th Percentile method
worked pretty good and was widely used until the 55 speed 1limit
messed everything up.

Kansas Highway Patrol Ticket Policy

Something I have never heard discussed is the Kansas Highway
Patrol's policy change. Before 55, it was the policy of the KHP
to start writing tickets at 10 mph over the speed 1imit. When 55
was passed, KHP's policy changed to writing tickets at 6mph over
the speed 1imit. So even if you return our highways to the speed
limits of 22 years ago, the effective speed that you can drive
without getting a ticket is 4 mph slower thah it used to be.
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Johnson County Bicvcle Club ® P.O. Box 2203 ® Shawnee Mission, KS 66201-1203
February 5, 1996

Senate Transportation & Utilities Committee
State Capitol, Room 254 E
Topeka, KS 66612

Regarding: H.B. 2602
Dear Committee Members,

On behalf of the Johnson County Bicycle Club, thank you for this opportunity to appear in the
Committee hearings for House Bill 2602 and address the clubs concerns regarding the raising
of speed limits, particularly on two lane highways, in Kansas. I appear today as a
representative of a bicycle club which has, for over 25 years, promoted the safe use of bicycles
for recreational and utilitarian purposes. '

The number of bicyclists utilizing the roadways is steadily increasing. Our members and
thousands of other bicyclists in Johnson County routinely utilize the two lane highways in and
around Douglas, Franklin, Johnson, Leavenworth, Miami, Shawnee, Wyandotte Counties and
other counties. Some of the highways frequently used in our area are US 56, US 24, US 40, K
68, K 33, K 32,K 7, K 5, and portions of K 10 and US 59. Other cyclists throughout the state
accordingly use the highway system in their locale. In some rural areas, the highways
constitute most of the, if not the only, paved roads suitable for cycling.

Even though bicycles have always been a legal mode of transportation on Kansas highways,
very few highways and roads in Kansas have been designed with consideration given to the
physical and safety needs of bicyclists. Raising the speed limit will greatly increase the
reaction time needed for motorists and bicyclists to effectively share the road and increase the
likelihood of disastrous accidents for both bicyclist and motorist. Our club’s recommendation
is to evaluate each highway with consideration given to the safety of bicyclists before raising
the speed limit. Some highways with fully paved shoulders and partial width rumble strips may
safely handle motorists and bicyclists with 65 miles per hour speed limits. However, very few
highways are built to this standard. Consequently, we are opposed to raising the speed limit on
most Kansas’ two lane highways until improvements are completed to safely accommodate
bicyclists and motorists.

The Kansas Department of Transportation has recently produced the informative “Kansas
Bicycling Guide” to assist bicyclists and cycling tourists in their two-wheeled travels across
Kansas. All of the routes designated on the guide are on two lane highways which may be
affected by the change in speed limit. Increasing the speed limit on these roads will only make
it more dangerous for tourists from out of state, as well as from Kansas, to enjoy the beauty of
our state and unique experiences that traveling by bicycle can offer.
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Additional concern arises from the tendency for law enforcement agencies to allow motorists 1o
travel 5 to 10 miles per hour in excess of the posted speed limit on highways. In fact it is the
Club’s understanding the current H.B. 2602 encourages speeds of 10 miles per hour over the
speed limit by minimizing the fine issued by the Kansas Highway Patrol to only one dollar per
mile. Tickets less than 10 miles per hour over the speed limit will not be reported to insurance
companies, again, encouraging speeding. If this trend continues, the acceptable speed on two
lane highways may be as high as 75 miles per hour. This would be an extremely dangerous
situation for bicyclists and all highway users.

I know the safety of all Kansas residents and its tourists on the highway system will be
foremost on your minds in making these decisions regarding speed limits. Please understand
the Johnson County Bicycle Club is not opposed to the raising of speed limits. We do believe
there is a proper time for change. The Johnson County Bicycle Club would greatly appreciate
your support for keeping the speed limit on two lane highways at 55 miles per hour until such
time that adequate safety improvements for all users of the highway system can be
implemented. '

I would like to thank this Committee for the opportunity to be involved in the deliberations on
H.B. 2602 regarding raising the speed limits on two lane highways in Kansas.

Sincerely,

a2 © . Cran@O

Dale V. Crawford
Board of Directors

Johnson County Bicycle Club

1421 Willow

Olathe, KS  66062-1732
(913)791-6250 - Day
(913)829-6588 - Evening
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