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AGENDA 
Fort Smith Board of Directors 

STUDY SESSION 
May 14, 2019 ~ 12:00 Noon 

Fort Smith Public Library Community Room 
3201 Rogers Avenue 

 
THIS MEETING IS BEING TELECAST LIVE AT THE FOLLOWING LINK: 

http://www.ustream.tv/channel/XqbsvFPFApS 
 
 
CALL TO ORDER  
 
1. Discuss food insecurity in Fort Smith ~ Dawson/Morton placed on study session 

agenda at the April 9, 2019 study session ~  
  
A. Update regarding Urban Institute initiative associated with food insecurity  

 
2. Review options to address red light traffic violations  ~ Requested by Director 

Settle at the April 16, 2019 regular meeting ~  
 
3. Review preliminary agenda for the May 21, 2019 regular meeting 

 
ADJOURN 
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Memorandum                                              Item 1                                             
 
To: Carl Geffken, City Administrator 
From: Russell Gibson, Director of Information & Technology Services 
Date: 05/10/2019 
Re: Urban Institute Project 
 
Carl, 
 
In December, 2018 I was approached by Ken Kupchick with Antioch for Youth & Family in Fort Smith. Ken 
requested a visit to discuss the potential for using the City’s Geographic Information System (GIS) to aid with 
studying food insecurity in Fort Smith.  About the same time, Ken was contacted by a former Feeding 
America colleague named Elaine Waxman, now with the Urban Institute.  The Urban Institute was studying 
the effects of state legislation which required abled-bodied adults with no dependents to attend school, 
work training, work or volunteer part time to continue SNAP and Medicaid assistance.  Ms. Waxman asked 
for his assistance in setting up stakeholder meetings and focus groups.  From Ken’s conversation with Elaine, 
representatives from the Urban Institute agreed to travel to Fort Smith on February 21st and offered to 
additionally conduct a presentation about food insecurity at the Fort Smith Public Library. The presentation 
was entitled “Disrupting Food Insecurity and Poverty: What Will It Take?” The Urban Institute was pleasantly 
surprised by the turnout for the event, which included elected local/state representatives and community 
leaders, “really eager to have a deeper conversation about the complexity of issues underlying food 
insecurity.”  The Urban Institute team was impressed by our city, especially the library, the friendly nature of 
the people they met and the candid discussions during the focus groups.  They expressed an interest in 
returning someday. 
 
After the February 21st meeting, Ken was contacted by Elaine Waxman with the Urban Institute regarding 
another project that is funded by the Walmart Foundation. This new project is designed to bring data to 
communities across the US on a variety of issues that intersect with food insecurity in hopes of facilitating 
conversations and solutions related to food insecurity. The project will result in an interactive dashboard of 
data at the county level on food insecurity, physical health, financial health (e.g., credit scores and debt 
trends), income and employment, and a variety of other indicators about communities and places.  The 
project will also link to a list of strategies that are supported by evidence or show promise to help jumpstart 
ideas about ways of tackling intersecting challenges. The project will use statistical analysis to identify "peer 
groups" - clusters of counties facing similar challenges, in the hopes that communities can use that data to 
connect with other counties around common issues. Insights gained from this analysis can then be used for 
the purpose of assisting funders and policymakers to consider and study trends across different 
geographies. 
 
Fort Smith was chosen as one (1) of only six (6) geographies or communities in the county as a pilot area for 
the project. Fort Smith was chosen from over 3,000 counties throughout the country for a variety of factors 
including a high degree of food insecurity and housing cost burden. Other areas selected to participate in 
the pilot project include Austin, TX and Richmond, VA. The Urban Institute will be in Fort Smith on June 3-4, 
2019 to perform a "data walk". The “data walk” will consist of sharing information and interviewing 
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residents and stakeholders on what the analysis and insights suggest to them about opportunities for next 
generation strategies. The “data walk” will also consist of an interactive presentation sharing data that the 
Urban Institute team collected about food insecurity, housing costs, health indicators, and other indicators 
of economic well-being. Attached are two information items provided by the Urban Institute that provide 
more detail and additional information. Lastly, Ken Kupchick and the Urban Institute have compiled a list of 
65 potential stakeholders including local/state elected officials, business leaders, community activists and 
various media outlets. These stakeholders will be contacted by the Urban Institute and invited to participate 
in the “data walk” and overall project. Ken will be in attendance at the May 14th study session to assist with 
the discussion. 
 
Please contact me if you have any questions or would like additional information. 
 
Best regards, 

 
 
Russell Gibson 
Director, Information and Technology Services 
rgibson@fortsmithar.gov 
 
Cc:  Jeff Dingman, Deputy City Administrator  
        Karen Santos, Communications Manager 
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YOUR VOICE COUNTS 
Let us know what you think about limited or uncertain access to healthy food in 

your community! 

The Urban Institute, a non-profit research organization in Washington, D.C., is coming to Fort Smith 
to conduct focus groups with adults and teens. 

We want to know about what you and 
your family experience with 
accessing food.  

All of your responses will be kept 
confidential, and the Urban Institute 
will not reveal who spoke with us to 
anyone. 

WHO CAN BE PART
OF A FOCUS GROUP? 

• Adults (18 and older)

• Teens (ages 13 – 17)

If you want to participate, the Urban Institute will be coming to 

Fort Smith June 3-4, 2019 for focus groups and a community 

data walk.   

Give us a toll-free call at 1- 877-469-1644 or email us at  

foodinsecurity@urban.org to find out additional details and 

confirm your participation in a focus group. 

Dinner will be provided, and all focus group participants will receive $25 as a thank you.    

Parents are required to give consent for teens to participate. 
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2100 M Street NW 
Washington DC  20037 
urban.org 

Tackling Food Insecurity at Its Roots 

 
What is the study? 
Our project, which is funded by the Walmart Foundation, is looking at the relationship between 
food insecurity and other indicators of community health and well-being. We recently 
completed the first phase of the project where we collected information on indicators of food 
insecurity and economic well-being for every county in the U.S. We are visiting counties 
throughout the U.S. to share this data on food insecurity and factors that drive it—and get 
community input on ideas for new strategies to address food insecurity more effectively.  
 
Local Voices Count 
We will be visiting Fort Smith on Monday, June 3-4, 2019. We want to hear from local 
stakeholders (e.g. service providers, leaders of charitable food organizations, local government 
officials, health care providers, educators) and residents about how they access healthy foods 
in their community, and what barriers they may experience. We’ll be conducting interviews 
with stakeholders and community discussions – one with adults and one with teens-- about 
food insecurity.  
• We will host a community data walk on Monday, June 3 from 5:30-7:00 pm. Our data walk 

will be an interactive presentation sharing data our team collected about food security, 
housing costs, health indicators, and other indicators of economic well-being. We want to 
hear participants’ reactions to the information and allow their voices to help us interpret 
the data. 

• The data walk and focus group will last about 1.5 hours, and we will provide a meal for 
participants.  

• We will pay adults and teens $25 to thank them for their time.  
 
How We’d Like to Work with You 
We would like you to identify a key staff person who can support the project outreach and 
recruitment. We will provide a $100 honorarium to compensate that person for their time. 
Some things we might need help with are: 
• Outreach to local residents, both adults and teens, who may be facing or at-risk for food 

insecurity 
• Community stakeholders who interface with and work to address food insecurity   
• Space for facilitating community discussions 
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Fort Smith Police Department 
Danny Baker, Chief of Police (Interim) 

“Excellence In All Things” 

Inter-Office Memorandum 

To: Carl Geffken, City Administrator     

From:  Danny Baker, Chief of Police (Interim)   

Subject:  Red Light Running (study session) 

Date:  May 9th, 2019 

The issue of red light running has been a persistent and recurring concern for as 
long as I have been a police officer.   The belief that it is reaching epidemic 
proportions in Fort Smith is a very real concern for many.  The police department 
has been and remains committed to addressing red light violations in a safe and 
appropriate manner as resources allow.  There are many hurdles for us to overcome 
in identifying and apprehending violators, not the least of which is making sure we 
do so in a way that does not further endanger motorists or creates a situation more 
hazardous than the red light runner.  And while I cannot argue that there are a 
substantial number of red light violations at any given intersection in the City 
every day of the week, police enforcement alone is not going to solve the problem.   I 
believe many of the perceived red light violations are not enforceable actions under 
Arkansas law.  A motorist may not enter an intersection on a red light.  However, a 
motorist cannot be cited for running a red light if they manage to enter the 
intersection before the light turns red.  This often results in drivers accelerating, or 
“pushing the yellow light” so that they can get into the intersection before it turns 
red.  This is obviously a dangerous practice, especially on intersections where the 
cross traffic signal immediately turns green.  It is also, for all intents and purposes, 
running the light.  However, it is not enforceable as red light running under 
Arkansas law.  

Our ability to apprehend red light violators safely in some of the heavy traffic 
conditions Fort Smith experiences throughout the day has significantly improved 
with the re-introduction of motorcycle units to the department and we are utilizing 
them in that regard as much as possible.  Officers have been encouraged to take a 
zero tolerance approach to red light violations in the city and several directed 
patrols and enforcement initiatives have been conducted in response to constant 

2
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Fort Smith Police Department 

Danny Baker, Chief of Police (Interim) 
 
 

“Excellence In All Things” 
 

public concern regarding this issue.  Numerous citations and warnings have been 
issued.  I believe that the proliferation of a few incidents on social media have 
directly influenced the awareness of red light runners in Fort Smith and amplified 
overall perception that this is an increasing problem.  While preliminary data 
reviews indicate that only a relatively small number of vehicle accidents in Fort 
Smith are the result of red light running (less than 8 percent), the overwhelming 
belief is that red light running is a serious problem in Fort Smith.  As such, we 
must look for ways to reduce its impact on our day-to-day lives.  Instances of fatal 
and near fatal injuries such as those sustained by a Southside student crossing Old 
Greenwood Road serve to drive home the importance of this issue. 
 
The police department remains committed to doing our part in reducing red light 
running.  However, to be successful, I believe this will require a multi-pronged 
approach that must encompass so much more than just enforcement.  Public 
education, intersection engineering, signal timing studies, legislative changes, 
distracted driving initiatives, personal accountability and innovative thinking (One 
recommended solution to reducing red light running is to eliminate the need to stop 
such as with a roundabout!) must all be considered if we hope to have meaningful 
impact on this issue. 
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   Agenda Item 2 

 
Fort Smith Police Department 

Danny Baker, Chief of Police (Interim)                  
 
 

“Excellence In All Things” 
 

Inter-Office Memorandum 
 
To:  Dep. Chief Parker   
 
From:  Sgt. Dooly  
 
Subject: May 14 Study Session Agenda Item-Red Light Violations 
 
Date: 5/10/19 
 
At the request of the Board of Directors the Fort Smith Police Department is in the 
process of researching information regarding multiple complaints of drivers 
disregarding traffic control devices, or “running red lights.” While a large amount of 
information has been pulled from our records management system as well as the 
state accident database “Ecrash” for the last several years, we are still in the 
process of sorting through the information. This memo will provide a brief overview 
of information discovered thus far.  
 
Based on information pulled from the Ecrash database, there have been a total of 
12,622 accidents worked between January 1, 2015 and May 8, 2019 in the city. Of 
those 12,622 accidents, 7.62%, or 962 reports list disregarding a traffic control 
device as a contributing factor. It is difficult to determine exactly how many of these 
accidents are drivers running red lights, as the contributing factor of disregarding a 
traffic control device could also be used for drivers who run stop signs. Of the 962 
accidents with disregarding a traffic control device as a contributing factor, 26 
involved a serious injury, 129 involved suspected minor injuries, 183 involved 
possible injuries and the remaining 623 involved property damage only. One of the 
962 accidents involved a fatality. 
 
In regards to the fatality accident, this occurred in June of 2017 at Hwy 71 South at 
its intersection with Brooken Hill. The driver of vehicle 1 was traveling south bound 
on Hwy 71 South, approaching Brooken Hill, when the light turned red. Driver of 
vehicle 1 was unable to stop and proceeded through the intersection, striking 
vehicle 2. Both vehicles then struck vehicle 3 and a signal pole, where they came to 
a rest. The driver of vehicle 2 did not survive the collision.  
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Fort Smith Police Department 

Danny Baker, Chief of Police (Interim)                  
 
 

“Excellence In All Things” 
 

There have been a total of 3,488 citations issued for disregarding a traffic control 
device from January 1, 2014 through May 8, 2019. Again, a portion of these entries 
in our records management system may actually be stop sign tickets as 
disregarding a traffic control device could be used for both. Please refer to the 
graphic below for a yearly breakdown of citations. You will notice a spike in 
citations in 2015, which might be attributed to a zero tolerance red light campaign 
initiated that year. 
 

 
*primary – the primary charge listed in the record; additional – any additional 
charges listed in the record 
 
The Fort Smith Police Department is continuing to look through the data collected 
and will provide numbers in more detail for the Board of Directors to review.  
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5 Proven Ways To Stop Red-Light 

Running 
November 5, 2007 •   

While most cities choose to take the easy way out and install red-light ticket 
cameras to profit from this problem (without solving it), there are several 
proven ways for communities to stop red-light running at their intersections. 

1) Increase the yellow-light time 
This is an easy way to reduce red-light violations. It has been effective from 
Virginia to California in preventing accidents and saving lives. 

 A study by researchers at the Texas Transportation Institute illustrates 
the positive safety impact of even a modestly longer yellow light. 

 The Virginia Department of Transportation noted a significant decrease 
in violations at an intersection in Fairfax County when the yellow light 
was lengthened by 1.5 seconds. 

 Critics of longer yellow lights claim there is no long-term benefit 
because the public will grow accustomed to the longer lights, but 
research shows this is not the case. 

2) Add an all-red clearance interval 
A yellow light allows drivers who cannot safely stop to pass through the 
intersection before the light turns red. Occasionally, even safe and attentive 
drivers may misjudge the time it takes to make it completely through an 
intersection. 

Adding an all-red clearance interval (a brief period where the lights in all 
directions are red) after the yellow-light phase reduces unnecessary 
accidents. AAA of Michigan and the city of Detroit partnered to make 
intersections safer and they found an all-red clearance interval to be effective. 

3) Make traffic lights more visible 
There are a number of reasons motorists might have difficulty seeing traffic 
lights at intersections. Making traffic lights more visible decreases red-light 
violations and intersection accidents. Here are three simple things that can be 
done to help all motorists see traffic lights better: 
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 Make the lights bigger. With AAA of Michigan’s help, Detroit installed 
several new lights that were 50 percent larger. This small change 
helped to decrease both accidents and injuries at problem intersections. 

 Add metal backers to lights. This is especially important for lights that 
face either east or west and can be easily affected by glare from the sun 
during certain parts of the day. 

 Remove any other obstructions. If an intersection has above average 
red-light violations or accidents, transportation officials should make 
sure that no signs, trees, transit stops, or buildings obstruct motorists’ 
view of the traffic lights. 

4) Improve intersections for motorists 
Anything about an intersection that confuses or frustrates motorists increases 
red-light violations. Communities can do all of the following to make 
intersections safer: 

 Repaint lane markings at intersections, especially turn lane markings. 
This alone had a major impact in the Detroit trial project mentioned 
above. 

 Improve signage. Signs should clearly indicate that a signal is ahead 
and which lane(s), if any, are for turns only. 

 Add traffic lights at certain intersections, especially those that rely on 
only one light suspended in the air to direct all traffic. 

 Build new turn lanes, especially on roads where development has 
added a significant amount of new traffic volume. 

 Provide advance warning lights at high-speed intersections to notify 
motorists of pending light changes. 

5) Retime Traffic Signals 
Engineers can adjust the timing of traffic lights to reduce the number of red 
lights a driver encounters. This process of signal optimization reduces 
congestion, travel time, gas consumption, and driver frustration. It also helps 
to reduce red-light violations. 

An informational report from the Institute for Transportation Engineers 
concluded that the process has a benefit to cost ratio of 40:1. Another study in 
Oakland County, Michigan showed that retiming the traffic signals had a 
benefit-cost ratio of 175:1 and 55:1 respectively for each of the two phases of 
the project. 
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2017 Arkansas Code 
Title 27 - Transportation 
Subtitle 4 - Motor Vehicular Traffic 
Chapter 52 - Traffic-Control Devices 
Subchapter 1 - General Provisions 
§ 27-52-107. Signal legend 
Universal Citation: AR Code § 27-52-107 (2017) 

 (a) Whenever traffic is controlled by traffic-control signals exhibiting the words 
"GO", "CAUTION", or "STOP", or exhibiting different colored lights successively 
one (1) at a time or with arrows, the following colors only shall be used, and the 
terms and lights shall indicate and apply to drivers of vehicles and pedestrians as 
follows: 

o (1) Green alone or "GO" means: 
 (A) Vehicular traffic facing the signal, except when prohibited under 

§ 27-51-802, may proceed straight through or turn right or left 
unless a sign at such place prohibits either turn, but vehicular 
traffic, including vehicles turning right or left, shall yield the right-of-
way to other vehicles and to pedestrians lawfully within the 
intersection or an adjacent crosswalk at the time the signal is 
exhibited, 

 (B) Pedestrians facing the signal may proceed across the roadway 
within any marked or unmarked crosswalk; 

o (2) Steady yellow alone means: 
 (A) Vehicular traffic facing the signal is warned that the red or 

"STOP" signal will be exhibited immediately thereafter, and 
vehicular traffic shall not enter the intersection when the red or 
"STOP" signal is exhibited. 

 (B) Pedestrians facing the signal are advised that there is 
insufficient time to cross the roadway, and any pedestrian then 
starting to cross shall yield the right-of-way to all vehicles; 

o (3) Steady red alone or "STOP" means: 
 (A) Vehicular traffic facing the signal shall stop before entering the 

crosswalk on the near side of the intersection or, if none, then 
before entering the intersection and shall remain standing until 
green or "GO" is shown alone, except that: 

 (i) Vehicular traffic facing the signal, after coming to a 
complete stop, may cautiously enter the intersection for the 
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purpose of making a right turn only, unless there is a sign 
prohibiting the turn; and 

 (ii) Vehicular traffic in the left lane of a one-way street facing 
such signal, after coming to a complete stop, may cautiously 
enter the intersection for the purpose of making a left turn 
into the left lane of another one-way street only, unless there 
is a sign prohibiting such turn. 

 (B) No pedestrian facing the signal shall enter the roadway unless 
he or she can do so safely and without interfering with any 
vehicular traffic; and 

o (4) Steady red with green arrow means: 
 (A) Vehicular traffic facing the signal may cautiously enter the 

intersection only to make the movement indicated by the arrow but 
shall yield the right-of-way to pedestrians lawfully within a 
crosswalk and to other traffic lawfully using the intersection. 

 (B) No pedestrian facing the signal shall enter the roadway unless 
he or she can do so safely and without interfering with any 
vehicular traffic; 

 (b) 
o (1) In the event an official traffic-control signal is erected and maintained 

at a place other than an intersection, the provisions of this section shall be 
applicable except as to those provisions which by their nature can have no 
application. 

o (2) Any stop required shall be made at a sign or marking on the pavement 
indicating where the stop shall be made, but in the absence of any sign or 
marking, the stop shall be made at the signal. 

 (c) The operator of any streetcar shall obey the signals as applicable to vehicles. 

 (d) Whenever special pedestrian-control signals exhibiting the words "WALK" or 
"WAIT" or "DON'T WALK" are in place, such signals shall indicate as follows: 

o (1) "WALK" means pedestrians facing the signal may proceed across the 
roadway in the direction of the signal and shall be given the right-of-way 
by the drivers of all vehicles; and 

o (2) "WAIT" or "DON'T WALK" means no pedestrian shall start to cross the 
roadway in the direction of such signal, but any pedestrian who has 
partially completed his or her crossing on the walk signal shall proceed to 
a sidewalk or safety island while the wait signal is showing. 
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2017 Arkansas Code 
Title 27 - Transportation 
Subtitle 4 - Motor Vehicular Traffic 
Chapter 52 - Traffic-Control Devices 
Subchapter 1 - General Provisions 
§ 27-52-111. Automated enforcement 
device operated by municipality or 
department of state government 
operating within boundaries of 
municipality -- Definitions 
Universal Citation: AR Code § 27-52-111 (2017) 

 (a) As used in this section: 
o (1) "Automated enforcement device" means a system operated by a 

municipality or a department of state government that is operating within 
the boundaries of the municipality that: 

 (A) Uses a photo-radar device that is capable of detecting a 
speeding violation; and 

 (B) Photographs or records an image of the vehicle used in 
committing the violation, the operator of the vehicle, or the license 
plate of the vehicle; and 

o (2) "Municipality" means a city of the first class, a city of the second class, 
or an incorporated town. 

 (b) Except as used under subsection (c) of this section, an automated 
enforcement device shall not be used by a law enforcement agency of a 
municipality or a department of state government that is operating within the 
boundaries of the municipality to detect or enforce: 

o (1) A violation of the traffic laws or regulations of the State of Arkansas; or 
o (2) An ordinance of the municipality. 

 (c) (1) A municipality or a department of state government that is operating within 
the boundaries of the municipality may use an automated enforcement device to 
detect and enforce a violation of traffic laws or ordinances: 

o (A) In a school zone; or 
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o (B) At a railroad crossing. 
 (2) If a municipality or a department of state government that is 

operating within the boundaries of the municipality uses an 
automated enforcement device, then a certified law enforcement 
officer must: 

 (A) Be present with the automated enforcement device; and 
 (B) Issue the citation to the violator at the time and place of 

the violation. 

 (d) This section shall not prevent the Arkansas Highway Police Division of the 
Arkansas Department of Transportation from using automated enforcement 
devices to enforce state or federal motor carrier laws. 
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Engineering 
Countermeasures to 
Reduce Red-Light Running
Red-Light Running Defined 

There is no simple or single reason to 
explain why drivers run red lights, but 
beginning with a definition will provide a 
framework for discussion. The simplest 
definition of red-light running (RLR) 
is the act of entering, and proceed-
ing through, a signalized intersection 
after the traffic signal has turned red. 
According to the Uniform Vehicle Code 
(UVC)1, a motorist “...facing a steady 
circular red signal shall stop at a clearly 
marked stop line, but if none, before 
entering the crosswalk on the near 
side of the intersection, or if none, then 
before entering the intersection and 
shall remain standing until an indica-
tion to proceed is shown...” (§11-202). 
An intersection is defined in the UVC 
as “... the area embraced within the 
prolongation or connection of the lateral 
curb lines, or if none, then the lateral 
boundary lines of the roadways of two 
highways which join one another at, or approximately at right angles, or the area within 
which vehicles traveling upon different highways joining at any other angle may come in 
conflict” (§1-132). See Figure 1. 

Red-Light Running Fatalities

FHWA identified the following four elements from the Fatality Analysis Reporting System 
that provide a consistent definition of red-light running fatalities. 

• The crash occurred at an intersection or was intersection-related;
• The intersection was controlled by an active traffic signal;
• A driver was charged with either failing to stop for a red signal or failing to obey a traffic 

control device; and 
• A driver was going straight at the time of collision.

On average, during the 2000 to 2007 period, 916 annual RLR fatalities have resulted. In 
2007, 883 RLR fatalities have occurred. This represents a reduction of 33 RLR fatalities 
or approximately 3.5 percent as compared to the most recent five-year average. A chart 
illustrating the RLR fatalities between 2000 and 2007 is shown in Figure 2. 

1. National Committee on Uniform Traffic Laws and Ordinances (NCUTLO). Uniform 
Vehicle Code. 2000. 

FHWA-SA-10-005

Figure 1: Diagram of UVC definition of an 
intersection

ENGINEERING COUNTERMEASURES TO REDUCE 
RED-LIGHT RUNNING

66
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Engineering Countermeasures to Reduce Red-Light Running

Factors Affecting  
Red-Light Running

Overview
A number of intersection and human 
factors influence RLR. How these fac-
tors interact to increase or decrease 
the risk of RLR will assist in identifying 
the varied reasons behind RLR. Red-
light runners can be categorized into 
intentional and unintentional violators. 
In general, engineering counter-
measures should help address the 
unintentional violations, and enforce-
ment countermeasures should help 
address the intentional violations.

An example of an intentional reason 
would be, “I was in a hurry and I 
thought I could beat the yellow light.” 
Examples of an unintentional reason 
for running a red light would be, “I 
could not see the signal, the sun was 
in my eyes or I tried to slow down but I 
was caught in the dilemma zone when 
the light turned red.” Research has 
found that more than 50% of red-light 
violations happen within the first 
0.5-seconds of the red signal indica-
tion and 94.2% of red-light violations 
occur within the 2.0-seconds of the 

red-light onset.2 Engineers must look 
at each of these reasons, conduct 
field surveys of the intersections and 
subsequently recommend targeted 
engineering, enforcement, and educa-
tion countermeasure programs to 
reduce the RLR problem. Prior to the 
discussion of engineering causes 
and countermeasures, this brief will 
describe several of the legal, demo-
graphic, human behavioral factors, 
vehicular, and intersection characteris-
tics related to RLR.

Meaning of Yellow 
Indication
The meaning of the yellow indication 
is different in legal codes of the states. 
The law as stated in the UVC and the 
Manual on Uniform Traffic Control 
Devices (MUTCD) is considered a 
permissive yellow law, meaning that 
the driver can enter the intersection 
during the entire yellow interval and be 
in the intersection during the red indi-
cation as long as he/she entered the 
intersection during the yellow interval. 
As of 2009, permissive yellow rules 
were followed by at least half of the 

2. RITA, John A. Volpe National 
Transportation Systems Center, 
Analysis of Red Light Violation 
Data Collected from Intersections 
Equipped with Red Light 
Photo Enforcement Cameras, 
DOT-VNTSC-NHTSA-05-01. 
Washington, DC, 2006. 

states.3 However, in other states there 
are two types of restrictive yellow laws 
that apply, namely:

• Vehicles can neither enter the inter-
section nor be in the intersection on 
red; or 

• Vehicles must stop upon receiving 
the yellow indication, unless it is not 
possible to do so safely. 

This will need to be considered in 
combination with the definition of an 
intersection when developing a plan to 
address red-light running. Any public 
information and education campaign 
would need to incorporate a learning 
objective regarding the meaning of the 
yellow indication.

Demographic 
Characteristics
The demographics category includes 
the age, gender and vehicle occu-
pancy characteristics of the red-light 
runner. It also includes whether or not 
the red-light runner was wearing a 
seat belt and looks at his/her driving 
record. 
Age. Younger drivers between the 

3. Interim Report: NCHRP Project 
03-95 Guidelines for Timing 
Yellow and All-Red Intervals at 
Signalized Intersection. Prepared 
by Vanasse Hangen Brustlin for the 
Transportation Research Board, 
September 2009. 
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ages of 18 to 25 years old are more 
likely to run red lights compared to 
other age groups.4 

Gender. Red-light runners are more 
likely than non-runners to be male.5 

Occupancy. Drivers have a higher 
probability of running red lights when 
driving alone compared to when pas-
sengers are in their vehicles.6 

Seat Belts. Red-light runners are less 
likely to wear safety belts.7 

Driving Record. Drivers with poor 
driving records and driving smaller 
and older cars have a higher tendency 
to run red lights.8 Red-light runners 
are more likely than non-runners to 
be driving with suspended or revoked 
driver’s licenses. 

Human Behavioral Factors
Driver Inattention. Many common 
distractions that cause drivers to 
reduce their focus on the task of driv-
ing include:
• Drowsiness;
• Conversing with passengers;
• Manipulating radio and/or GPS 

devices;
• Eating; and 
• The use of a cellular phone or other 

electronic devices. 

4. Porter, B.E. and Berry, T.D.  
A Nationwide Survey of Self-
Reported Red Light Running: 
Measuring Prevalence, Predictors, 
and Perceived Consequences. 
Accident Analysis and Prevention, 
33, 735-741. 2001.

5. Retting, R.A. et al. Evaluation
of Red Light Camera Enforcement 
in Oxnard, California. Accident 
Analysis and Prevention, 31, 169-
174. 1999.

6. Porter, B.E. and Berry, T.D. 2001.
7. Retting, R. A. and Williams A.F. 

Characteristics of Red Light 
Violators: Results of a Field 
Investigation. Journal of Safety 
Research, 27(1), 9-15. 1996. 

8. Ibid. 

Speeding. Motorists may: 
• Accelerate when anticipating a 

change in signal indication, in order 
to make it through the intersection 
on the yellow. If a motorist misjudg-
es the time of the signal change, 
he or she will enter the intersection 
against the red signal indication; 
and/or 

• Drive above the posted speed 
limit or drive too fast for conditions, 
increasing the distance available 
to react to a change in the traffic 
signal indication.9

Aggressive Driving Headway. 
Drivers that follow closely (headway of 
less than two seconds) are more likely 
to run a red light.10 

Vehicular Chacteristics
Larger-sized vehicles. There is a 
significant statistical difference be-
tween the rates of RLR for following 
a passenger car and for following a 
larger-size vehicle with higher rates of 
RLR for driving behind a larger-size 
vehicle due to vertical visibility block-
age of the traffic signal pole.11 

Intersection Characteristics
Traffic Volumes. The RLR frequency 
increases as the approach traffic 
volume at intersections increases.12 

Time-of-Day Characteristics. The 
average red-light violations are higher 
during AM and PM peak hours com-

9. Retting, R.A. et al., 1999. 
10. Bonneson, et. al. Engineering 

Countermeasures to Reduce Red-
Light-Running. Report No. FHWA/
TX-03/4027-2. Texas Department 
of Transportation, Austin, TX. 2002.

11. Radwan, E. et al. “Red-Light
Running and Limited Visibility Due 
to LTVs Using the UCF Driving 
Simulator.” Orlando, FL: Center for 
Advanced Transportation Systems 
Simulation, University of Central 
Florida, Florida Department of 
Transportation. 2005. 

12. Brewer et al. Engineering 
Countermeasures to Red-Light-
Running. Proceeding of the ITE 
2002 Spring Conference and 
Exhibit (CD-ROM). Washington, 
DC: Institute of Transportation 
Engineers. 2002. 

pared to other times of the day.13,14 

Approach Grade. Drivers on down-
grades are less likely to stop than 
drivers on level or upgrade ap-
proaches. 

Frequency of Signal Cycles. Many 
researchers recognize a correlation 
between the frequency of signal 
changes and red light running.15,16,17  
If the cycle length increases, the 
hourly frequency of signal changes 
decreases, which should reduce the 
exposure of drivers to potential red-
light running situations.18 

Type of Signal Control. The type 
of signal control plays a role in the 
exposure of drivers to red-light run-
ning situations. Highway corridors 
with vehicle-actuated traffic control 
tend to produce more compact vehicle 
platoon configurations than pretimed 

13. Retting et al. Red-Light Running
and Sensible Countermeasures: 
Summary of Research Findings. 
Transportation Research Record 
1640, 23-26. Transportation 
Research Board, Washington, DC. 
1998. 

14. Lum, K.M. and Wong, Y.D. 
Impacts of Red Light Camera on 
Violation Characteristics. Journal 
of Transportation Engineering, 
November/December, 648-656. 
2003.

15. Porter, B.E. and England, K.J. 
Predicting Red-Light Running 
Behavior: A Traffic Study in Three 
Urban Settings. Journal of Safety 
Research, 31(1),1-8. 2000. 

16. Baguley, C. Running the 
Red at Signals on High-Speed 
Roads. Traffic Engineering & 
Control, 29, 7-8. 1988. 

17. Van der Horst, R. and Wilmick A. 
Drivers’ Decision-Making at 
Signalized Intersections: An 
Optimization of the Yellow Timing. 
Traffic Engineering & Control, 
December, 615-622. 1986. 

18. Cesar Quiroga, Edgar Kraus, Ida 
van Schalkwyk, and James 
Bonneson, CTS-02/150206-1: Red 
Light Running, A Policy Review, 
Texas Transportation Institute, 
Center for Transportation Safety, 
March, 2003, Page 4.  
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traffic control.19 The result is an 
increase in the number of drivers who 
may be exposed to the yellow and/
or red indications during “max out” 
phase terminations in the operation 
of the system and a reduction in the 
probability of stopping before the stop 
line after the light changes to yellow 
as long the approach is occupied. 
If the approach is unoccupied for a 
period of time, the green may reach its 
maximum limit and “gap out” forcing 
the green phase to end regardless 
of whether the approach is occupied. 
There is a greater potential for RLR as 
the frequency of max out increases. 

Yellow interval duration. Both long 
yellow intervals which can violate 
driver expectancy and short yellow 
intervals (intervals shorter than the 
Institute of Transportation Engineers 
(ITE)-suggested values20) have 
resulted in a high number of RLR 
violations. 

Engineering 
Countermeasures 
To Reduce Red Light 
Running

Overview
ITE and the Federal Highway 
Administration (FHWA) developed a 
publication titled Making Intersections 
Safer: A Toolbox of Engineering 

19. Van der Horst, R. Driver Decision 
Making at Traffic Signals. 
Transportation Research Record 
1172, 93-97. 1998. 

20. Traffic Engineering Handbook, 
Washington, DC. ITE. 1999. 

Countermeasures to Reduce Red-
Light Running: An Informational 
Report.21 

Similar work has been completed by 
Bonneson, Brewer, and Zimmerman. 
The principal objectives of these 
publications are to identify engineering 
design and operational features of an 
intersection that could be upgraded to 
reduce RLR. The engineering coun-
termeasures can be grouped into four 
distinct areas: 

• Improving signal visibility/ 
conspicuity; 

• Increasing the likelihood of  
stopping;

• Removing the reasons for inten-
tional violations; and

• Eliminating the need to stop.

Table 1 summarizes the counter-
measures that can be considered 
under each of the countermeasure 
groupings identified above. These 
engineering countermeasures are 
based on a driver characteristic 
called the “unintentional violator.” This 
type of driver may be incapable of 
stopping or may be inattentive while 
approaching the intersection due to 
poor judgment by the driver or in the 
design or operation of the intersection. 
A second type of driver characteristic 

21. Making Intersections Safer: 
A Toolbox of Engineering 
Countermeasures to Reduce Red-
Light Running: An Informational 
Report, ITE. 2003
http://safety.fhwa.dot.gov/intersec-
tion/redlight/rlr_report/)/. 

 

is the “intentional violator” who, based 
on his/her judgment, knows they may 
violate the signal yet proceeds through 
the intersection anyway. This type of 
driver is most affected by enforcement 
countermeasures, while unintentional 
red-light runners are most affected by 
engineering countermeasures.

Increase Signal Visibility/
Conspicuity
Signal for Each Approach Through 
Lane. Section 4D.15 of the MUTCD 
only requires that “a minimum of two 
signal faces shall be provided for the 
major movement on the approach...” 
Under this standard, it would be 
acceptable to have only two signals 
on an approach with three or more 
through lanes. When a signal is 
positioned such that it is over the 
middle of the lane, it is in the center of 
the motorist’s cone of vision, thereby 
increasing its visibility. The additional 
signal head further increases the likeli-
hood that a motorist will see the signal 
display for the approach. Placement 
of a primary signal head over each 
through lane has been demon-
strated to have the lowest incidence of 
crashes. 

Install Backplates. Backplates are 
used to improve the signal visibility 
by providing a background around 
the signals, thereby enhancing the 
contrast. They are particularly useful in 
complex visual environments, in east-
west directions, and against bright sky 
backgrounds, but many agencies use 
backplates on all signals because of 
the conspicuity they provide. A retrore-
flective yellow border strip around the 

Improve Signal Visibility/
Conspicuity

Increase the Likelihood 
for Stopping

Remove Reasons for 
Intentional Violations

Eliminate the Need to 
Stop

Signal for Each Approach 
Through Lane

Install Signal Ahead Signs Adjust Yellow Change 
Interval

Coordinate Signal 
Operation

Install Backplates Install Transverse Rumble 
Strips

Provide or Adjust All-Red 
Clearance Interval

Remove Unwarranted 
Signals

Modify Placement of Signal 
Heads

Install Activated Advance 
Warning Flashers

Adjust Signal Cycle Length Construct a Roundabout

Increase Size of Signal Displays Improve Pavement Surface 
Condition

Provide Dilemma Zone 
Protection

Install Programmable Signal/
Visors or Louvers

 

Install LED Signal Lenses

Table 1: Summary of Engineering Countermeasures to Reduce Red-Light Running
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outside perimeter of signal backplates 
has also been found to significantly 
reduce nighttime crashes at signals 
and also helps drivers identify an 
intersection as signalized during a 
power failure.

Modify Placement of Signal Heads. 
Overhead-signal displays help to 
overcome the three most significant 
obstacles posed by locations that 
have only pole-mounted signal heads, 
which are: (1) they generally do not 
provide good conspicuity, (2) mounting 
locations may not provide a display 
with clear meaning and (3) motorists’ 
line-of-sight blockage to the signal 
head due to other vehicles, particularly 
trucks, in the traffic stream. Studies 
have shown significant reduction in 
crashes attributed to the replacement 
of pole-mounted signal heads with 
overhead-signal heads. However, 
even with overhead signals, pole-
mounted supplemental signal faces 
should be considered to further en-
hance signal visibility and conspicuity.

Increase Size of Signal Displays. 
12-inch signal lenses should be con-
sidered for all signals, and especially 
those displaying red indications, to 
increase signal visibility. The MUTCD 
requires 12-inch-diameter signal 
lenses for approaches where speeds 
are greater than 40 mph and for some 
other circumstances. Yet many road 
authorities have made it their policy to 
use 12-inch-diameter lenses univer-
sally for new installations, regardless 
of the approach speed. Studies in 
Michigan, North Carolina, and else-
where have shown the safety benefits 
of using 12-inch lenses, even in low-
speed situations.

Install Programmable Lens Signals/
Visors or Louvers. Optically pro-
grammed or visibility-limited signals 
limit the field of view of a signal. They 
allow greater definition and accu-
racy of the field of view. The MUTCD 
speaks of visibility-limited signals 
mostly with regard to left-turning traffic 
at an intersection. The MUTCD per-
mits the use of visibility limited signal 
faces in situations where the road user 
could be misdirected, particularly at 
skewed or closely-spaced intersec-
tions when the road user sees the 

signal indications intended for other 
approaches before seeing the signal 
indications for their own approach. 
Because the field of view is restricted 
and requires specific alignment, the 
signals require rigid mounting instead 
of suspension on overhead wires. 
There is some concern associated 
with glare and the limitations of seeing 
the signal. Signal visibility alignment 
requires attention both in design and 
in field maintenance.

Install LED Signal Lenses. LED units 
are used for three main reasons: they 
are very energy efficient, are brighter 
than incandescent bulbs, and have a 
longer life increasing the replacement 
interval. LED signals may be notice-
ably brighter and more conspicuous 
than an adjacent signal with the 
incandescent bulb. LED traffic signal 
modules have a service life of 6 to 10 
years compared to incandescent bulbs 
that have a life expectancy of only 12 
to 15 months. There is a belief that 
LEDs are brighter and last longer and 
therefore would provide safety benefits 
but this has not been quantified. Some 
studies have found that LED units tend 
to lose brightness over time instead of 
exhibiting an immediate failure. 

Increase the Likelihood  
for Stopping
Install Signal Ahead Signs. The 
MUTCD (Section 2C.29) requires 
an advance traffic control warning 
sign when “the primary traffic-control 

device is not visible from a sufficient 
distance to permit the road user to 
respond to the device.” In addition to 
the normal symbolic SIGNAL AHEAD 
warning sign, a sign with the legend 
BE PREPARED TO STOP (W3-4) can 
be used. 

Install Transverse Rumble Strips. 
Rumble strips are a series of inter-
mittent, narrow, transverse areas 
of rough-textured, slightly raised or 
depressed road surface. The rumble 
strips provide an audible and a vi-
brotactile warning to the driver. When 
coupled with the SIGNAL AHEAD 
warning sign and also the pavement 
marking word message— SIGNAL 
AHEAD—the rumble strips can be 
effective in alerting drivers of a signal 
with limited sight distance. There are 
no known studies reporting on how 
this treatment can reduce red-light 
violations or the resulting crashes; 
hence their use should be restricted to 
special situations. If used, they should 
be limited to lower-speed facilities 
(less than 40 mph) and be reserved 
for locations where other treatments 
have not been effective. Rumble strips 
should not be installed if there will be 
excessive noise for adjacent resi-
dential areas or there are numerous 
bicyclists using the facility.

Install Activated Advance Warning 
Flashers. The purpose of an activated 
advance-warning flasher (AAWF) is 
to forewarn the driver when a traffic 

Figure 3: Example of backplates on a multilane arterial intersection
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signal on his/her approach is about 
to change to the yellow and then the 
red phase. This type of treatment 
provides a specific warning of an 
impending traffic signal change ahead. 
AAWFs inform drivers of the status of 
a downstream signal. Yellow flashing 
beacons with the sign are activated 
or an otherwise blank changeable 
message such as “Red Signal Ahead” 
is illuminated for several seconds. The 
sign and the flashers are placed a 
certain distance from the stop line as 
determined by the speed limit on the 
approach. 

Improve Pavement Surface 
Condition. As a vehicle approaches 
a signalized intersection and slows to 
stop for a red light, it may be unable to 
stop due to poor pavement friction and 
as a result, proceed into the intersec-
tion. Countermeasures to improve skid 
resistance include asphalt mixture 
(type and gradation of aggregate as 
well as asphalt content), pavement 
overlays, and pavement grooving. 
Additionally, countermeasures can 
be considered such as the use of a 
SLIPPERY WHEN WET sign with a 
supplemental Advisory Speed Plate for 
a lower advisory speed.

Remove Reasons for 
Intentional Violations
Adjust Yellow Change Interval. 
MUTCD (Section 4D.10) provides 
guidance regarding the duration of 
yellow change interval. It indicates 
that the duration of the yellow change 
interval should be approximately 3 
to 6 seconds, with longer intervals 
reserved for high-speed approaches. 
The MUTCD does not provide guid-
ance regarding the calculation of 
clearance interval durations other 
than to provide ranges of acceptable 
values. ITE prepared a formula to 
calculate the yellow change interval 
that uses a number of operational pa-
rameters including perception-reaction 
time, deceleration rate, approach 
speed and grade.22  

There is a correlation between the 
duration of the yellow interval and red 

22. Determining Vehicle Signal 
Change and Clearance Intervals, 
Washington, DC: ITE, 1994. 

light running events. Van der Horst 
observed a substantial reduction in 
the number of red-light running events 
after increasing the duration of the 
yellow interval from 3 to 4 seconds (in 
urban areas) and from 4 to 5 seconds 
(in rural areas).23 A small adjustment 
was observed in the drivers’ stopping 
behavior, which was attributed to the 
relatively low increase in the duration 
of the yellow interval.24 

ITE suggests that a long change inter-
val may encourage drivers to use it as 
part of the green interval and there-
fore maximum care should be used 
when exceeding five seconds. If the 
calculated or selected yellow change 
interval length exceeds 5 seconds, it 
may be the choice of the local jurisdic-
tion to handle the additional time with 
a red clearance interval. Furthermore, 
using a yellow change interval length 
less than 3 seconds may violate driver 
expectancy and result in frequent entry 
on red indications. If the interval is too 
short, rear-end crashes may result. 

ITE is in the process of prepar-
ing Guidelines for Determining 
Traffic Signal Change Intervals: a 
Recommended Practice (RP). In 
1985 ITE published a Proposed 
Recommended Practice titled 
Determining Vehicle Change Intervals 
that was not ratified to become an 
recommended practice. Later, in 2001, 
ITE published the informational report 
A History of the Yellow and All-Red 
Intervals for Traffic Signals. 

ITE plans to prepare the RP to reflect 
the current state-of-the-practice and 
to provide the user with a broader 
overview of key considerations to 
determine yellow change and red 
clearance intervals for traffic signals 
and their application. A separate 
effort is underway by the National 
Cooperative Highway Research 
Program (NCHRP Project 03-95) to 

23. Van der Horst, R. 1998. 
24. Cesar Quiroga, Edgar Kraus, Ida 

van Schalkwyk, and James 
Bonneson, CTS-02/150206-1: Red 
Light Running, A Policy Review, 
Texas Transportation Institute, 
Center for Transportation Safety, 
March, 2003, Page 5. 

prepare a document titled Guidelines 
for Timing Yellow and All-Red Intervals 
at Traffic Signals. This project will have 
a longer time horizon because it will 
incorporate new primary data into  
the research.

Provide or Adjust All-Red Clearance 
Interval. An all-red clearance interval 
is an optional portion of a traffic signal 
cycle that can follow a yellow change 
interval and precede the next conflict-
ing green interval. The purpose of 
the all-red interval is to allow time for 
vehicles that entered the intersection 
during the yellow-change interval 
to clear the intersection before the 
traffic-signal display for the conflict-
ing approaches turns to green. 
Engineering formulas should be used 
to calculate whether this extra clear-
ance interval is needed and what 
its duration should be based on the 
speeds, intersection widths and other 
factors. The all-red clearance interval 
may also be useful in mitigating the 
“go” decision by a motorist in the am-
ber dilemma zone when there is not 
enough time to clear the intersection, 
particularly at high speed locations. 
Generally, the duration of the all-red 
clearance interval is from 0.5 to 3.0 
seconds. The MUTCD provides guid-
ance that the all-red clearance interval 
should not exceed 6 seconds (Section 
4D.10).

Adjust Signal Cycle Length. Proper 
timing of signal-cycle lengths can re-
duce driver frustration that might result 
from unjustified short or long cycle 
lengths. Longer cycle lengths mean 
fewer cycles per hour and therefore 
fewer yellow-change intervals per hour 
and thus can reduce the number of 
opportunities for traffic-signal viola-
tions. On the other hand, signal cycles 
that are excessively long can encour-
age RLR because drivers do not want 
to have to wait several minutes for the 
next green interval. 

Provide Dilemma Zone Protection. 
The “dilemma zone” has been defined 
recently to be the area in which it 
may be difficult for a driver to decide 
whether to stop or proceed through an 
intersection at the onset of the yellow-
signal indication. It is also referred to 
as the “option zone” or the “zone of 
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indecision.” One potential counter-
measure to reduce red-light running is 
to reduce the likelihood that a vehicle 
will be in the dilemma zone at the 
onset of the yellow interval. This can 
be accomplished by placing vehicle 
detectors at the dilemma zone. They 
detect if a car is at the dilemma zone 
immediately before the onset of the 
yellow interval. If a vehicle is there, 
the green interval can be extended so 
that the vehicle can travel through the 
dilemma zone and prevent the onset 
of the yellow while in the dilemma 
zone. 

Eliminate the Need to Stop
Coordinate Signal Operation. 
Interconnected signal systems provide 
coordination between adjacent signals 
and are proven to reduce stops, 
reduce delays, decrease accidents, 
increase average travel speeds, and 
decrease emissions. An efficient 
signal system is also one of the most 
cost-effective methods for increasing 
the capacity of a road. With reduced 
stops, the opportunity to run red lights 
is also reduced. In addition, if drivers 
are given the best signal coordination 
practical, they may not be as com-
pelled to beat or run a red signal. 

Remove Unwarranted Signals. 
If there is a high incidence of RLR 
violations, this may be because the 
traffic signal is perceived as being not 
necessary and does not command 
the respect of the motoring public. 
Sometimes signals are installed for 
reasons that dissipate over time. For 
instance, traffic volume may decrease 
due to changing land-use patterns 
or the creation of alternative routes. 
The removal of a traffic signal should 
be based on an engineering study. 
Factors to be considered are in-
cluded in ITE’s Traffic Control Devices 
Handbook. If a signal is eliminated, the 
traffic engineer must continue to moni-
tor the intersection for any potential 
increase in crashes.

Construct a Roundabout. When 
a roundabout replaces a signalized 
intersection, the RLR problem is 
obviously eliminated. Single-lane 
roundabouts and other roundabouts 
have been shown to have signifi-
cantly less crashes (and less severe 

crashes) than signalized intersections. 
Readers should consult NCHRP 572: 
Roundabouts in the United States25 
and FHWA’s Roundabouts: An 
Informational Guide.26 

Intersection Field 
Assessment Form
The following intersection field inspec-
tion form sheet is provided and can be 
downloaded online at 
http://safety.fhwa.dot.gov/intersection/
redlight/redl_reports/fieldinspfrm.cfm.

The field inspection form should be 
used to identify the extent to which 
an intersection approach may ex-
hibit traffic operational or engineering 
design issues that could have an 
effect on red-light running. A sepa-
rate field assessment sheet should 
be completed for each intersection 
approach. The form shows the types 

25. http://onlinepubs.trb.org/online
pubs/nchrp/nchrp_rpt_572.pdf.

26. Robinson, B. W., L. Rodegerdts, 
W. Scarbrough, W. Kittelson, R. 
Troutbeck, W. Brilon, L. Bondzio, 
K. Courage, M. Kyte, J. Mason, 
A. Flannery, E. Myers, J. Bunker, 
and G. Jacquemart. Roundabouts: 
An Informational Guide. Report 
FHWA-RD-00-067. FHWA, U.S. 
Department of Transportation, 
June 2000. (This document is be-
ing updated, with publication likely 
in 2010.) 

of information that an engineer or an 
engineering technician should evalu-
ate to determine if a red-light running 
problem exists at a specific location. 
Based on the data, the transporta-
tion engineering professional can 
identify if the RLR problems are due 
to intentional or unintentional (traffic 
operational or engineering and design) 
reasons and can suggest engineering 
countermeasures as a first step prior 
to consideration of the placement of 
automated red light cameras at an 
intersection. 

Figure 4: Example of entry to multi-lane roundabout
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Figure 5: FHWA Intersection Field Inspection Form

INTERSECTION FIELD INSPECTION FORM 

Inspection By: ______________________________________________                                            Date:________________ 

LOCATION INFORMATION 

Intersection Identification:      with       

Approach Name:         Direction Heading:  

PART 1.  CHECK SIGNAL VISIBILITY 

Type of Signal Mounting:   Span Wire    Mast Arm      Pole    Structure    Sight Distance to the Signal: _______feet     

Requires Advance Warning Sign?    Y     N     Advance Signal Warning Sign Present:     Y      N    

Is anything blocking the view of the signals?  Y     N If yes, describe___________________________________________________  

Can signal faces on other approaches be seen?    Y    N   If yes, do these signals have visors, shields, or programmable lenses?   Y    N   

PART 2. CHECK SIGNAL CONSPICUITY 
Could visual clutter detract from the signal?  Y    N  Signal Lens Size Adequate?: 

      Red signal lens size:     8 inch   12 inch

      Distance from stop line to signal:     _______feet
      Near side signal?        Y             N
      Is existing size adequate?        Y             N
Number of Signal Heads Adequate? 
      Total number of signal heads for major movement:     ______
      Total number of lanes for major movement:     ______
      Is existing number adequate?        Y             N
Signal Heads Placement Adequate?         Y         N

Are the signal indications confusing?       Y     N     

If yes, explain:__________________________________ 

 ______________________________________________ 

Are backplates present?   Y    N     

Are backplates necessary?  Y    N     

Are other glare-reducing steps needed?   Y    N     

Signal lens type:    Incandescent       LEDs

PART 3.  CHECK SIGNAL CONTROL PARAMETERS 
Calculate the needed change period (CP) for this approach 
using agency practice or the following equation: 

Grade (as decimal) g =____________(uphill is positive) 

Approach speed  V =_____________mph

Cross street width W =____________feet

Actual Value Calculated Value Is Existing Adequate? 
Yellow Interval ____________ ____________ Y             N
All Red Interval ____________ ____________ Y             N

PART 4.  CHECK OTHER FACTORS 

Is horizontal location adequate?     Y   N       Pavement condition on approach:    Adequate     Polished      Severely Rutted    

Should signal warranting study be conducted?   Y   N    Other concerns:__________________________________________________

PART 5.  IDENTIFY PROMISING COUNTERMEASURES 
Visibility Deficiency Conspicuity Deficiency Signal Timing Operation Deficiency 

Install additional signals on near side  Add signals to achieve one per lane Change yellow interval 
Change signal mounting Replace with LED lens type Add/change all-red interval 
Install SIGNAL AHEAD sign Replace with 12” signal head 
Install Advance Warning Flashers Install double red signal Other Measures 

Remove/relocate sight obstruction Install/enhance backplates Determine if signal is warranted 
Install programmable lenses Install rumble strips on approach Consider roundabout or innovative design 
Install shields and visors Install near side signal Improve pavement condition 
Other_________________________________________________________________________________________ 

Yellow All-red 

V
W

g
VCP

*47.1
20

)4.6420(
*47.10.1 +

+
+

+=
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Resources

FHWA. Field Guide for Inspecting 
Signalized Intersections to Reduce 
Red Light Running. FHWA-
SA-05-008. Washington, DC. 2005. 

http://safety.fhwa.dot.gov/inter-
section/redlight/redl_reports/
fguide_isirlr/
(HTML)

http://safety.fhwa.dot.gov/inter-
section/redlight/redl_reports/
fieldinspfrm.cfm.
(Field Inspection Form plus down-
loadable .pdf form)

Federal Highway Administration, 
National Highway Traffic Safety 
Administration, Red Light Camera 
Systems Operational Guidelines, 
Washington, DC. January 2005.

Red Light Camera Systems 
Operational Guidelines, January 
2005 (HTML)

http://safety.fhwa.dot.gov/inter-
section/redlight/fhwasa05002/
fhwasa05002.pdf.

FHWA, Research, Development, and 
Technology, Turner-Fairbank Highway 
Research Center, Association of 
Selected Intersection Factors with 
Red-Light Running Crashes, FHWA-
RD-00-112. Washington, DC. 2000.

http://www.hsisinfo.org/pdf/00-112.
pdf 

Institute of Transportation of 
Engineers. A History of the Yellow 
and All-Red Intervals for Traffic 
Signals. Washington, DC: ITE. 2001.

Institute of Transportation Engineers, 
Making Intersections Safer: A Toolbox 
of Engineering Countermeasures 
to Reduce Red-Light Running. An 
Informational Report. Washington, 
DC. 2003. 

http://safety.fhwa.dot.gov/intersec-
tion/redlight/rlr_report/rlrbook.pdf

Texas Transportation Institute. 
Engineering Countermeasures to 
Reduce Red-Light Running. Report 
4027-2, College Station, TX. August 
2002. 

http://tcd.tamu.edu/
Documents/4027-2.pdf

Texas Transportation Institute. 
Evaluation of Enforcement Issues 
and Safety Statistics Related to 
Red Light Running. Research 
Report 4196-1. College Station, TX. 
September 2003. 

http://tcd.tamu.edu/
Documents/4196-1.pdf

May 14, 2019 Study Session 24



 November 2009

h

ISSU

B
R
I
E
F
S

66

FHWA-SA-10-005ENGINEERING COUNTERMEASURES TO REDUCE 
RED-LIGHT RUNNING

May 14, 2019 Study Session 25



Red-Light Running

RedRed--Light RunningLight Running
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Presenter
Presentation Notes
This is an approximately 1-hour presentation on the topic of red-light running (RLR).  Topics covered include:
Nature of the problem
Definitions of RLR
Safety facts about RLR
Crash types associated with RLR
Documents available on intersection safety and RLR
Countermeasures for RLR problems
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Traffic SignalsTraffic Signals
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Presenter
Presentation Notes
Major Points to Make:
These are very gross estimates.  There is no nation-wide inventory of traffic signals.  The point to make is that roughly 10% (but likely even less) of the intersections in the United States are signalized.
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Intersection FatalitiesIntersection Fatalities
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Presenter
Presentation Notes
Major Points to Make:
Even though signalized intersections make up only 10% of intersections in the U.S., signalized intersections account for nearly a third of the fatalities that occur at intersections.

Source: FARS database, crashes classified as either “intersection” or “intersection-related”
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What is Red Light Running?What is Red Light Running?

• Permissive yellow rule:
– Driver can legally enter intersection during 

entire yellow interval
– Violation occurs if driver enters intersection 

after onset of red
• Restrictive yellow rule:

– Driver can neither enter nor be in intersection 
on red

– Violation occurs if driver has not cleared 
intersection after onset of red
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Presenter
Presentation Notes
Major Points to Make:
Discussion opportunity.  Ask the question before revealing the rest of the slide.  Builds on one click.
Question: What is Red Light Running?
Answer: Depends on the definition of what a yellow light means.
The permissive yellow rule is that stated in the MUTCD and Uniform Vehicle Code (UVC).

37 states + DC have laws in substantial conformity with the meaning of the yellow and red indications in the MUTCD and UVC.   Another 9 states require motorists to stop on yellow but also drive cautiously through the intersection on the red if too close to stop safely.
 
The definition of a violation for permissive yellow is not technically correct depending how the term “intersection” is defined.  According to the MUTCD and UVC, a violation occurs if the motorists crosses the stop line after onset of the red, or if none, the crosswalk, or if none the intersection.
 
Four states – LA, TN, RI, WV - prohibit vehicles from crossing the intersection on red.  The laws in these four states are not in conformity with the meaning of the yellow and red indications specified in the MUTCD
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Intersection DefinitionIntersection Definition
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Intersection
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Presenter
Presentation Notes
Major points to make:

A driver is running a red light if his or her vehicle enters the red shaded area, after the light turns red.  According to the MUTCD, the boundary for a red light violation begins at the marked stop line.  If there is no stop line, then the boundary begins at the crosswalk on the near side of the intersection.  If there is no crosswalk or stop line, the intersection begins at the extension of the curb line or roadway edge.   
 
Some states are using the extension of the curb line to mark the boundary for red-light running regardless of whether there are stop lines or crosswalk. This practice is not consistent with the meaning of the red signal in the MUTCD.
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Safety Facts About RedSafety Facts About Red--Light RunningLight Running
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Source: Fatality Analysis Reporting System (FARS), http://www-fars.nhtsa.dot.gov
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Presenter
Presentation Notes
Major points to make:
This graph shows the latest data available on red-light running crashes.
This data is estimated from federal crash data.
Crash data does not specifically isolate red-light running as a causal factor in a crash.
Overall there has been very little change (perhaps a slight trend downward) in red light running fatalities.
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Safety Facts About RedSafety Facts About Red--Light RunningLight Running
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Source: Establishing a Uniform Definition of Red-Light Running Crashes, ITE Journal, March 2006
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Presenter
Presentation Notes
Major points to make:
This graph shows the latest data available on red-light running crashes.
This data is estimated from federal crash data.
Crash data does not specifically isolate red-light running as a causal factor in a crash.
There appears to be a general trend downward in red light running crashes for the data shown.
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Safety Facts About RedSafety Facts About Red--Light RunningLight Running
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•
 

Red-light running crashes are more likely than 
other crashes to cause injury

•
 

On urban roads, fatal RLR crashes are more likely 
than other fatal crashes

•
 

Fatal RLR crashes are somewhat more likely to 
occur during the day

Source: Prevalence and Characteristics of Red Light Running Crashes in the United States, Accident Analysis 
and Prevention, 1999
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Presenter
Presentation Notes
Major points to make:
Red light running crashes have some characteristics that may not necessarily be true for other types of crashes.
This may seem obvious, but they happen at very specific locations (intersections with signals) as opposed to, say, rural run-off road crashes that can occur in an “infinite” number of locations.
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Types of CrashesTypes of Crashes
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Right angleRight angle Rear endRear end Left turnLeft turn
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Presenter
Presentation Notes
Major Points to Make:
These are the three most common types of crashes associated with red-light running.
However, these types of crashes are not exclusively related to red-light running.  Therefore, when investigating the causal factors of crashes, it is always important to review the police reports to determine what may have caused the crash.
Depending on the crash type and causal factor(s), different countermeasures may be applicable.
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RedRed--Light Running StudiesLight Running Studies

4% of Americans reported running red lights

1% run them “often”

3% run them “sometimes”

97% of drivers feel that other drivers running red 
lights are a major safety threat

1 in 3 people claim they personally know someone 
injured or killed in a red light running crash
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Presenter
Presentation Notes
Major points to make:
A lot of research has been done in recent years focusing on red light running.
Considered a hot topic for many jurisdictions.

Sources:
First 2 bullet points: National Survey of Speeding and Other Unsafe Driver Actions, Vol. 2: Findings, Report No. DOT HS 809 730, National Highway Traffic Safety Administration, May 2004.
Third bullet point:  A Nationwide Survey of Red Light Running: Measuring Driver Behaviors for the “Stop Red Light Running” Program, June – August, 1999, Old Dominion University for DaimlerChrysler Corp
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Types of RedTypes of Red--Light RunnersLight Runners
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Presenter
Presentation Notes
Major points to make:
Red light runners are generally categorized into unintentional violators and intentional violators.
In general engineering countermeasures should help address the unintentional violations and enforcement countermeasures should help address the intentional violations.
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Effective ProgramsEffective Programs
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Presenter
Presentation Notes
Major points to make:
This is probably the most important slide of the whole presentation.
To truly be successful in combating a red-light running problem, a holistic (comprehensive) approach must be taken.
To just focus on one aspect is not a good approach and will likely fail.
However, it should be mentioned that looking at “engineering” countermeasures should always be a step taken before increased enforcement.  The point is that there should be a plan that takes into account all three aspects.
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Possible Causes and CountermeasuresPossible Causes and Countermeasures

Possible Cause of RLR Engineering Enforcement Education

Did not see signal ● ◊

Tried to beat yellow ◊ ● ●
Reported they had green ●
Intentional violation ◊ ● ●
Unable to stop vehicle ● ◊

Followed another vehicle ● ●
Confused by signal ● ◊

13

●

 

= Likely countermeasure 
◊

 

= Possible countermeasure
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Presenter
Presentation Notes
Major points to make:
Research has shown that there are many causes for running red lights.  This table illustrates some of them and the primary countermeasure technique that could be applied.
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The First StepThe First Step
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20
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Presenter
Presentation Notes
Major points to make:
This is the first step to addressing a concern at a particular intersection.  The step before this would be to identify intersections that are candidates for reducing red light running.  There are numerous methods for identifying candidate locations that are not addressed in this presentation.  This type of analysis will be dependent on crash data that the local jurisdiction has access to.

The engineer responsible for the intersection should always conduct a thorough on-site review of the intersection prior to the jurisdiction increasing enforcement.
Several checklists are available for use:
http://www.ite.org/safety/FieldInspectionForm.pdf
http://safety.fhwa.dot.gov/intersections/fguide_isirlr/insp_form.htm
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Intersection Safety ResourcesIntersection Safety Resources

•
 

NCHRP Report 500 Volume 12
•

 
Guide sheets

•
 

Safety Strategies brochure
•

 
Signalized Intersections: Informational Guide

15May 14, 2019 Study Session 40

Presenter
Presentation Notes
Major points to make:
FHWA has numerous resources available to help traffic and transportation engineers analyze intersections from a safety viewpoint.  The documents shown in the slide are just examples (there are plenty more).
Web sites will be shown at the end of the presentation.
Many are free to download from the Internet.



Red-Light Running

RedRed--Light Running ResourcesLight Running Resources

•
 

Red Light Camera Systems: Operational Guidelines
•

 
Making Intersections Safer: A Toolbox…

•
 

Field Guide for Inspecting Signalized Intersections…
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Presenter
Presentation Notes
Major points to make:
FHWA has numerous resources available to help traffic and transportation engineers analyze intersections from a safety viewpoint. The documents shown in the slide are just examples (there are plenty more).
Web sites will be shown at the end of the presentation.
These are downloadable in HTML and PDF formats.





Red-Light Running

Engineering CountermeasuresEngineering Countermeasures

•
 

Improve signal visibility
•

 
Improve line of sight

•
 

Improve signal conspicuity
•

 
Increase likelihood of stopping

•
 

Improve signal timing
•

 
Eliminate the need to stop
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Presenter
Presentation Notes
Major points to make:
Each of these 6 bullet points will be discussed in more details on the following slides.
The following countermeasure slides are only examples of engineering countermeasures and are not meant to be all-inclusive.
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Improve Signal VisibilityImprove Signal Visibility
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Presenter
Presentation Notes
Major points to make:
Prior to the advent of LED signal heads, this countermeasure would have significantly increased the power consumption requirements for the traffic signal.

Using the larger 12-inch lenses also will improve signal conspicuity.  Proposed language for the new edition of the MUTCD says that 12-inch lenses SHALL be used for all new signal installations.

Crash Reduction Factors:
12-inch lenses: All severities (11%), All severities – urban (24%); Fatal/injury – urban (16%); All severities – right angle (46%)
One signal per lane: All severities (28%); Rear-end (28%); Right angle (46%)

NOTE ABOUT CRASH REDUCTION FACTORS: Source is Intersection Safety Briefing #8: Toolbox of Countermeasures and Their Potential Effectiveness to Make Intersections Safer.  USDOT/FHWA/ITE.
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Improve Signal VisibilityImprove Signal Visibility
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Presenter
Presentation Notes
Major points to make:
Supplemental signals are very helpful on roads that have horizontal curves near the intersection and roads with significant truck traffic.

Crash Reduction Factors:
All severities – urban (28%); Fatal/injury – urban (17%); PDO – urban (31%); All severities – right angle (35%)
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Improve Line of SightImprove Line of Sight
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Presenter
Presentation Notes
Major points to make:
Other countermeasures to improve line of sight are using:
Programmable lens signals (although some styles do not work as well with LED signals and should be used with caution)
Visors
Louvers
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Improve Signal ConspicuityImprove Signal Conspicuity
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Presenter
Presentation Notes
Major points to make:
One of the most inexpensive treatments that can have an affect on signal visibility/conspicuity.
In the photo on the right, the signals in the foreground do not have backplates installed while the signals in the background do have them.

Crash Reduction Factors:
All severities (13%); All severities – right angle (50%)
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Improve Signal ConspicuityImprove Signal Conspicuity
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Presenter
Presentation Notes
Major points to make:
There are still some issues to be addressed with LED signals since they are still relatively new such as life cycle, degradation, and failure modes.  However, there is no doubt that a properly functioning LED signal face is brighter and more conspicuous than a standard incandescent bulb.

The 2005 Energy Policy Act has outlawed manufacture and sale of incandescent signals, so at some point agencies will have to convert to LEDs.  They should consider doing it sooner rather than later, not just for the energy savings but also for the signal conspicuity benefits.
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Improve Signal ConspicuityImprove Signal Conspicuity

23May 14, 2019 Study Session 48

Presenter
Presentation Notes
Major points to make:
Double-red indications are especially helpful on approaches with horizontal curves (which is the case for the photo on the left).
Also helpful for first signalized intersection after long stretch of intersections or roadway without any signals.

Crash Reduction Factors:
All severities (9%); All severities – right angle (36%)
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Increase Likelihood of StoppingIncrease Likelihood of Stopping
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Presenter
Presentation Notes
Major points to make:
Advance warning is useful where sufficient decision sight distance is not available.
Doubling up (one on each side) can also be useful, especially on divided  multi-lane approaches to a signalized intersection.

Crash Reduction Factors:
Advance warning signs: All severities (22%); All severities – right angle (35%)
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Increase Likelihood of StoppingIncrease Likelihood of Stopping
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Presenter
Presentation Notes
Major points to make:
Dynamic warning systems can be used in special circumstances like:
Limited sight distance due to horizontal or vertical curves
First signalized intersection after long stretch without signals (e.g. transition from rural to urban)
Heavy truck traffic (possibly used in conjunction with a dilemma zone protection system)

Crash Reduction Factors:
All severities (27%); All severities – right angle (62%); All severities – rear end (36%)

Improving the friction characteristics of pavements can also help increase the likelihood of stopping.
Crash reduction factor: All severities (25%)
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Increase Likelihood of StoppingIncrease Likelihood of Stopping
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Presenter
Presentation Notes
Major points to make:

Improving the friction characteristics of pavements can also help increase the likelihood of stopping.
Crash reduction factor: All severities (25%)
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Improve Signal TimingImprove Signal Timing
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Presenter
Presentation Notes
Major points to make:
Traffic engineers should make sure that yellow change interval is set properly.  This step is covered in the field review checklist that was presented in an earlier slide.
Research shows that yellow interval duration is a significant factor affecting the frequency of red-light running and that increasing yellow time to meet the needs of traffic can dramatically reduce red light running. 	
When yellow intervals are set too short for the prevailing speed, there is likely to be a higher incidence of red-light running due to drivers being caught in the dilemma zone.

Crash Reduction Factors:
All severities (8%), Fatal/injury (12%)
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Improve Signal TimingImprove Signal Timing
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Presenter
Presentation Notes
Major points:
This equation for calculating the minimum yellow interval duration was proposed by Technical Committee 4A-16 of the Institute of Transportation Engineers (ITE) and is recommended in the Traffic Control Devices Handbook and recent FHWA safety guidance
It allows normal motorists enough time to reach the intersection before the light turns red if they are too close to safely stop
If the approach speed is not known, then the speed limit plus 10 mi/h is recommended.  Studies show that most speed limits in general are 8-12 mi/h below the prevailing speed.  
An additional 0.5 sec of yellow time should be considered for locations with significant truck traffic, significant population of older drivers 	
Yellow times less than recommended by this equation result in more red-light violations and higher crash rates.
Increasing yellow times that are shorter than recommended by this equation has been show to reduce severe red-light related crashes.  A 1 sec increase in yellow time results in 40 percent decrease in severe red-light related crashes.

Source: Bonneson, J.A., and K. Zimmerman. Development of Guidelines for Identifying and Treating Locations with a Red-Light-Running Problem. Report No. FHWA/TX-05/0-4196-2. Texas Department of Transportation, Austin, Texas, September 2004. 

A new NCHRP Project 3-95 will be conducting research to determined if the equation and parameter values are valid for all conditions.  The results will  be available in about 3 years.
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Improve Signal TimingImprove Signal Timing
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Presenter
Presentation Notes
Major points to make:
Also a reasonably inexpensive countermeasure.

Also make mention of dilemma zone protection as a way to improve signal operations by reducing the likelihood that a driver will be caught in the dilemma zone at the onset of the yellow indication.
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Eliminate the Need to StopEliminate the Need to Stop
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Presenter
Presentation Notes
Major points to make:
From the FHWA Web site:
A roundabout is a one-way, circular intersection in which traffic flows around a center island. Roundabouts are designed to meet the needs of all road users--drivers, pedestrians, and bicyclists. A roundabout eliminates some of the conflicting traffic, such as left turns, which cause serious crashes at traditional intersections. Because roundabout traffic enters or exits only through right turns, the occurrence of severe crashes is substantially reduced. Small angle collisions that may occur as a result of a right-hand turn are typically less severe than other types of collisions.��Not all circular intersections are roundabouts. Many existing traffic circles or rotaries operate under different traffic rules and have experienced operational and safety problems.��The three safety design features of a roundabout are yield control of entering traffic; channelized approaches that deflect traffic into the proper one-way, counterclockwise flow; and geometric curvature of the circular road and angles of entry to slow the speed of vehicles. These three features are critical to the success of a roundabout because they effectively decrease driving speed to typically 30 miles per hour or less.

As outlined in the FHWA Guidance Memorandum on July 10, 2008:
Roundabouts are the preferred safety alternative for a wide range of intersections. 
Although they may not be appropriate in all circumstances, they should be considered as an alternative for all proposed new intersections on Federally-funded highway projects, particularly those with major road volumes less than 90 percent of the total entering volume.
Roundabouts should also be considered for all existing intersections that have been identified as needing major safety or operational improvements. This would include freeway interchange ramp terminals and rural intersections. 

Crash Reduction Factors:
All severities (35%), Fatal/injury (76%)
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Eliminate the Need to StopEliminate the Need to Stop
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Presenter
Presentation Notes
Major points to make:
Important to plan the removal of signals very carefully.
Involve stakeholders early.
Post signs and information in advance.
Cover signals first instead of simply removing.

Crash Reduction Factors:
All severities – urban (24%); Fatal/injury – urban (53%); All severities – right angle (24%); All severities – rear end (29%)
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The Next StepThe Next Step

••
 

Follow up countermeasures with Follow up countermeasures with 
observationobservation

••
 

Number of red light runners can be Number of red light runners can be 
surrogate for improved safetysurrogate for improved safety

••
 

If unsuccessful, look towards If unsuccessful, look towards 
enforcement countermeasuresenforcement countermeasures
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Presenter
Presentation Notes
Major points to make:
Engineers need to observe traffic behavior to see if any engineering countermeasures implemented were helpful in reducing RLR.
Doesn’t make sense to wait for 2-3 years of crash data to come through, so simply recording number of red light runners can serve as a surrogate for the more typical safety measures.
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Enforcement CountermeasuresEnforcement Countermeasures

•
 

Increased enforcement
•

 
Enforcement assistance lights

•
 

Automated enforcement
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Presenter
Presentation Notes
Major points to make:
Each of these bullet points will be discussed in subsequent slides.
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Increased EnforcementIncreased Enforcement
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Presenter
Presentation Notes
Major points to make:
Fairly self-explanitory.
This goes back to slide on the comprehensive approach.  Engineering countermeasures should always be investigated before turning to increased enforcement.
Enforcement typically does not have a long-lasting effect.
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Enforcement Assistance LightsEnforcement Assistance Lights
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Presenter
Presentation Notes
Major points to make:
This is an enforcement countermeasure with an engineering component.  But it isn’t meant for the driver, it is a tool for police to use.
Enforcement assistance lights allow traffic officers to sit downstream of the signal and know what color the indication is of the head that is facing the upstream traffic.
Typically the light is on when the signal indication is red (as in the left photo and inset).
By sitting downstream, an officer does not have to go through the intersection in order to pull over a red-light violator.
Nor does it require two officers (one upstream to observe the violation, the other downstream to pull the driver over).
Engineering should work closely with their local police department and court system before installing assistance lights.  Support from PD is essential.

Enforcement assistance lights are also known by other names: red-signal enforcement lights, white lights, tattletale lights, and rat lights.
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Automated EnforcementAutomated Enforcement
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Presenter
Presentation Notes
Major points to make:
Automated enforcement should be one of the last countermeasures to be considered to reduce red-light running.  And only as part of a comprehensive effort to improve intersection safety.
From FHWA Web site FAQ page:
Question: What is the Federal Highway Administration (FHWA) and the National Highway Traffic Safety Administration's (NHTSA) position on the use of photo enforcement cameras?
Answer: FHWA and NHTSA support a comprehensive approach to intersection safety that incorporates engineering, education, and enforcement countermeasures to prevent RLR and improve intersection safety. Red light camera (RLC) systems can be a very effective countermeasure to prevent red light running (Red Light Camera Systems Operational Guidelines, FHWA-SA-05-002, January 2005).
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Red Light CamerasRed Light Cameras
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Source: Insurance Institute for Highway Safety web site (www.iihs.org)
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Presenter
Presentation Notes
As of September 2008, red light cameras are used in approximately 370 communities in the U.S.   This map represents all of the states that have at least one community with a red light cameras (dark green).  A complete list is maintained by the Insurance Institute for Highway Safety (www.iihs.org).
New NCHRP project will be updating this information

Some key lessons learned:
Early planning:
Establish a Steering Committee.
Establish Program Objectives.
Identify the Legal Requirements.
Assess System Procurement Alternatives.
Establish Public Awareness and Information Campaign.

Sites selected for the installation of red light camera systems should be based on accurate crash and red light violations data.
Signs warning motorists that red light cameras are being used are typically required by law or ordinance but, whether required or not, should be posted as part of the driver awareness and education process.
The installation of a red light camera system at a signalized intersection identified as having a red light running problem should be done when an engineering study of the intersection determines photo enforcement is an appropriate countermeasure to reduce the incidence of red light running.
When red light camera systems are in operation, law enforcement officials should place an emphasis on routine enforcement of traffic laws and regulations that require visible and unobstructed display of license plates.
The MUTCD and ITE recommended practice on the length of yellow interval times provides adequate and proper direction to practitioners. Yellow times should be established in accordance with the MUTCD (17) guidelines and the ITE (9) informational report for methods for calculating yellow time intervals.
An on-going public information and education campaign is needed to assure the motoring public that the red light running camera program is being operated in the most effective, efficient, and fair manner possible.
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Education CountermeasuresEducation Countermeasures
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Presenter
Presentation Notes
Major points to make:
Education countermeasures can be done in conjunction with both engineering and enforcement countermeasures.
Web sites, posters, brochures, drivers education training, community meetings, radio and TV PSAs, Internet “ads”
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For More InformationFor More Information

•
 

FHWA Office of Safety
–

 

http://safety.fhwa.dot.gov/

•
 

Insurance Institute for Highway Safety
–

 

http://www.iihs.org/

•
 

Institute of Transportation Engineers
–

 

http://www.ite.org/safety/

•

 
American Association of State Highway and Transportation 
Officials
–

 

http://safety.transportation.org/

•
 

Red Means Stop Coalition
–

 

http://www.redmeansstop.org/
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Presenter
Presentation Notes
Major points to make:
These web sites can be accessed for further information on the material contained in this presentation.


http://safety.fhwa.dot.gov/
http://www.iihs.org/
http://www.ite.org/safety/
http://safety.transportation.org/
http://www.redmeansstop.org/
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