
Traffic calming includes a variety of 
useful measures for providing better 
conditions for safe cycling in the secon-
dary road network. The main goal of 
traffic calming is the reduction of motor 
vehicle volumes and speeds. Low car 
volumes and speeds also directly contri-
bute to an increase in quality of life and 
a decrease in crashes on those roads.

As cities began implementing traffic 
calming measures, these were often 
part of extensive construction works  
leading to a modification of the road 
network. However, over the years bud-
get limitations have made it necessary 
for cities to choose between traffic cal-
ming measures in the secondary road 
network and improvements in the main 
road network. Speed 30 zones proved 
to be a cost-effective means of ensu-
ring driver compliance with the speed 
limit while requiring few modifications 
to the streets.

In areas where motorised traffic is 
concentrated on urban arterials and 
main roads, a large portion of a city‘s 
street network (about 80%) will have 
relatively low traffic volumes. It is re-
commended that the secondary road 
network be operated differently than 
main roads and arterials in order to limit 
exposure of local residents to negative 
impacts of car traffic such as crashes, 
noise and emissions. Speed 30 should 
be implemented as the standard speed 
limit of the secondary road network.

Objectives of traffic calming To achieve compliance, however, this 
should be reinforced with other traffic 
calming measures that help make the 
situation clear to road users. Traffic cal-
ming measures can be divided into two 
categories: extensive measures, that 
aim to reduce speed over a wide area, 
and isolated measures, that serve to lo-
wer speeds at one particular point.
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Extensive measures
Extensive traffic calming measures 

aim to reduce speed over a large urban 
area. The most common form of exten-
sive traffic calming is speed 30 zones.

By reducing the speed differential bet-
ween cyclists and motorists, a speed 
limit of 30 km/h makes a street much 
more suitable for cycling. Therefore 
the implementation of speed 30 zones 
in the secondary road network easily 
creates good conditions for cycling on 
80-90 % of a city‘s total road network. 
Additionally speed 30 improves the ge-
neral quality of life and reduces risk of 
severe crashes in streets where it was 
implemented and accepted by drivers.

Intersections in speed 30 zones 
should not have a priority direction 
(right before left rule). Noticeability of 
junctions and visibility between road 
users should be ensured by keeping 
junctions free of parked cars. 

Merely posting a sign for 30 km/h 
might not be enough in all parts of the 
secondary network, since street design 
(e.g. very wide lanes) might not proper-
ly encourage drivers to drive the speed 

limit. Therefore additional, isolated 
measures might be required to ensure 
that speed limits are observed.

Isolated measures
It is crucial to properly design entran-

ces to speed reduced zones in order 
to signify to drivers that they are lea-
ving the urban main network. These 
entrances should clarify the changing 
traffic rules. Even though the sign dis-
playing “Speed 30 zone” already si-
gnifies that the speed limit is 30 km/h 
and intersections do not have a priority 
direction, experiences from Germany 
indicate that it is useful to underscore 
the change in rules. Entry treatments, 
consisting of elevated crossings and 
gateways, increase drivers‘ understan-
ding that they are leaving the priority 
road network and entering a traffic-
calmed, residential area. In addition, 
these elements are effective measures 
for improving road safety at entrances 
to residential areas:

● Elevated crossings (figure 1) raise 
the carriageway to the same height as 
the adjacent sidewalk in order to high-
light intersections and their right of way 

Figure 1: Elevated crossing in Uherské Hradiště 
(Jan Schubert)



For further resources, links and best practice examples please visit the Central MeetBike 
website: http://www.centralmeetbike.eu

Central MeetBike is implemented through the CENTRAL 

Contact: Jan Schubert / Dr. Frank Ließke (after September 
2014)
Tel.: +49 351 463-390 44 / +49 351 465-366 68
Email: jan.schubert1@tu-dresden.de /
frank.liesske@tu-dresden.de
Contributing authors: Prof. Dr.-Ing. Gerd-Axel Ahrens, Jan 
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Alternative forms

Sources /Further literature:

Deffner, Jutta; Ziel, Torben; Hefter, Thomas; Rudolph, Christian (eds.): 

Lessons learned:

 -

-
-

For further resources, links and best practice examples visit the Sustainable Urban Transport Project
website: http://www.sutp.org/

http://www.sutp.org/

