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INTRODUCTION   

Kimley-Horn and Associates, Inc. (Kimley-Horn), was retained by the Village of Wilmette to evaluate 
traffic conditions and recommend traffic calming measures for the Kenilworth Gardens residential 
neighborhood. The neighborhood, shown in Exhibit 1, is generally bounded by Beechwood Avenue 
to the north, Elmwood Avenue to the south, Ridge Road to the east, and Hunter Road to the west. 
Relatively high traffic volumes and excessive vehicle travel speeds along neighborhood streets 
generate quality-of-life and safety issues for neighborhood residents. In the Kenilworth Gardens 
neighborhood, vehicle speeds and daily traffic volumes on multiple street segments meet or exceed 
thresholds set by the Village of Wilmette to consider installation of traffic calming measures.  

This study is intended to evaluate conditions along the neighborhood streets, identify opportunities to 
address speed and volume concerns in the neighborhood, and outline a recommended traffic calming 
approach for all travel modes while preserving the character of the surrounding neighborhood. 
Recommendations will be consistent with the Village’s existing traffic calming policy, based on 
collected vehicle speed and volume data, and informed by a review and consideration of traffic 
calming techniques of various scales and intensities.   

EXISTING CONDITIONS 

Village Traffic Calming Policy   

The Village of Wilmette has maintained an official Traffic Calming Policy since 1997. The Policy, in 
addition to outlining a review procedure for citizen requests for the installation of traffic calming 
infrastructure, establishes four criteria outlined below to for determine if such infrastructure is 
warranted: 

A. Volume greater than 1,200 vehicles per day on a local street; or  
 

B. 85th percentile speeds more than 7 miles per hour over the posted speed limit; or  
 

C. An excessive accident experience in a pattern, which is related to unreasonable volumes or 
speeds.  
 

D. Other facts and circumstances which, in the judgment of the Village Engineer or the Chief of 
Police, establish the existence of a problem which warrants consideration by the Commission, 
despite the failure to satisfy the criteria listed in A, B or C of this section 

Multiple street segments in the Kenilworth Gardens neighborhood meet Criterion A (volume 
threshold), Criterion B (speed threshold), or both. Kimley-Horn’s understanding is that there is not a 
meaningful history of crash experience in the neighborhood (Criterion C) nor other circumstances 
indicating an associated issue (Criterion D). 



EXHIBIT 1
CONTEXT MAP
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Precedent Traffic Calming Installations   

The Village of Wilmette has utilized four types of traffic calming devices on streets within the 
community – speed humps, raised crosswalks, edge line pavement markings, and curb extensions.  
Further, the Village maintains miles of brick street that, in addition to providing an attractive and 
historic character, also provide traffic calming benefits through textured pavement surface that raises 
driver self-awareness when traveling at higher speeds due to surface roughness and wheel noise. 
Examples of traffic calming devices and design features currently used in Wilmette are documented 
below. 

Speed Humps and Raised Crosswalks 

Speed humps present a vertical deflection for approaching motorists, typically with a rounded 
profile, that encourage slower vehicle speeds.  Speed humps typically are designed to reach 
approximately 3-4 inches in height rounded across an 8-10-foot width.  Speed humps are not to be 
confused with speed bumps, with are more abrupt and disruptive.  Speed hump designs can be 
modified and combined with crosswalks to create a raised crosswalk.  Raised crosswalks provide 
a plateau-style profile for a level pedestrian surface with gradual ramps on either side.  

Images 1 through 7 illustrate existing speed humps (including two raised crosswalks) within the 
Village.  Two additional speed humps located along Forest Avenue between 15th Street and Green 
Bay Road are not shown. 

  
Image 1. Speed Hump / Raised Crosswalk (Hunter Road) 
 Looking south at a speed hump serving as a raised 

crosswalk on the south leg of Hunter Road at 
Thornwood Avenue on the west side of the 
Kenilworth Gardens neighborhood. 

Image 2. Speed Hump / Raised Crosswalk (Hunter Road) 
 Looking east across the raised crosswalk on Hunter 

Road at Thornwood Avenue.  As shown, the raised 
deflection appears more limited than regular speed 
humps. 
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Image 3. Speed Hump (Thornwood Avenue) 
 Looking north at 1 of 2 speed humps on Thornwood 

Avenue west of Harper Elementary School. 

Image 4. Speed Hump (Manor Drive) 
 Looking southeast at 1 of 5 speed humps on Manor 

Drive between Illinois Road and Lake Avenue. 
 

  
Image 5. Speed Hump / Raised Crosswalk (15th Street) 
 Looking south at 1 of 3 speed humps on 15th Street 

north of Lake Avenue.  This raised crosswalk spans 
the south leg of 15th Street at Forest Avenue. 

Image 6. Speed Hump (15th Street) 
 Looking east across the raised crosswalk on the 

south side of the 15th Street/Forest Avenue 
intersection.  Note the concrete ramp and crosswalk 
combined with the brick street. 
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Image 7. Speed Hump (15th Street) 
 Looking north at the southernmost of 3 speed humps 

along 15th Street north of Lake Avenue.  This is an 
asphalt speed hump, framed by concrete bands, on a 
brick street. 

Image 8. Edge Line Markings (Hunter Road) 
 Looking south along Hunter Road north of Thornwood 

Avenue. 

 

Edge Line Markings 

Edge line pavement markings can be used to define the travel lane.  When streets provide 
expansive lane widths and limited horizontal constraint, drivers tend to feel more comfortable and 
may drive at higher speeds than when provided narrower lanes and less flexibility.  On generally 
wide streets, edge line markings offset from the edge of pavement can be used to narrow the travel 
lane and provide the perception of side-to-side constraint for drivers. 

Image 8, presented above, illustrates an example of painted edge line markings in the Village along 
Hunter Road north of Lake Avenue.  Along this corridor, the edge lines are offset from the curb by 
approximately 3 feet on each side of the street. 

Curb Extensions 

Curb extensions, also commonly referred to as bump-outs, are a flexible tool that help to achieve 
multiple goals.  In addition to increasing pedestrian space and visibility and reducing crosswalk 
lengths for pedestrians, curb extensions can be utilized to calm traffic speeds by reduce street 
widths and horizontal clearances.    Images 5-7 show 15th Street, a brick street, north of Lake 
Avenue.  Local examples include Wilmette Avenue at both 15th Street and Prairie Avenue-Oak 
Circle (installed in 2012), Wilmette Avenue at Locust Road (installed in 2019), and Washington 
Avenue at Lavergne Avenue (installed in 2020). 

Brick Streets 

Brick Streets in Wilmette are not implicitly intended to calm traffic volumes and speeds in residential 
neighborhoods.  However, textured street surfaces, like those with clay brick pavers, provide a 
rougher surface than more common asphalt and concrete streets and due to ride smoothness and 
wheel noise, discourage from driving at speeds higher than those appropriate for residential 
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neighborhoods and low-speed business districts.  The Village of Wilmette maintains approximately 
14 miles of brick streets.  Images 5-7 show 15th Street, a brick street, north of Lake Avenue. 

Study Area and Collected Data 

The study network consists of a series of five parallel east-west streets in the Kenilworth Gardens 
neighborhood (from north to south): Beechwood Avenue, Kenilworth Avenue, Thornwood Avenue, 
Greenwood Avenue, and Elmwood Avenue. The network is bounded by Ridge Road to the east and 
Hunter Road to the west, with 21st Street running north-south through the center of the neighborhood 
between Beechwood Avenue and Elmwood Avenue. Characteristics of each street are summarized 
in the section below. Unless otherwise noted, streets are two lanes wide and with on-street parking 
permitted in areas not occupied by driveways.  Similarly, all streets are 24 feet wide with concrete 
curb and gutters resulting in a total width of 25-26 feet between curb faces. 

Vehicle speed and volume data was collected by the Village for the study network between May 2017 
and May 2019. Supplemental volume and speed data were collected on Chestnut Avenue between 
Hunter Road and 21st Street in late October 2020. This additional data was collected during the period 
of COVID-19; however, Wilmette schools were offering in-person education and consideration for 
public health impacts on traffic conditions would be made (21-25% decrease in AADT based on 
comparative count data). The data divides each street in the study network into two segments – Ridge 
Road to 21st Street and 21st Street to Hunter Avenue. Data is further divided into eastbound and 
westbound travel directions. Collected data for each directional street segment was evaluated against 
Village traffic calming thresholds for volume (1200 vehicles per day on a bi-directional segment) and 
speed (seven miles over the posted speed limit of 25 MPH). Streets with segments meeting or 
exceeding speed and volume criteria are shown in Exhibits 2-3. A summary of the characteristics 
and performance of each street in the study network is provided below.  

Beechwood Avenue is located at the northern boundary of the study area. Single-family homes with 
individual driveways are developed along both sides of the street.  West of Ridge Road, Beechwood 
and Kenilworth Avenues curve to meet, forming a semi-circular alignment with a wide consolidated 
access at Ridge Road (a curb-to-curb width of approximately 65 feet) at the crosswalk parallel to 
Ridge Road.  

Vehicle speed and volume data for Beechwood Avenue was collected from August 28-31, 2018. Data 
indicates that eastbound vehicle speeds between 21st Street and Ridge Road exceed the Village’s 
traffic calming speed threshold (seven MPH over the posted speed limit of 25 MPH) by 1.5 MPH. 
Vehicle speeds on the remainder of the street exceed the posted speed limit, but do not meet the 
threshold established for traffic calming consideration. Vehicle volumes do not meet the thresholds 
established to consider traffic calming measures.  

Kenilworth Avenue is located approximately 320 feet south of Beechwood Avenue. Single-family 
homes with individual driveways are developed along both sides of the street. Kenilworth Avenue 
forms the southern half of the combined Beechwood Avenue / Kenilworth Avenue access at the 
intersection with Ridge Road.  
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Vehicle speed and volume data for Kenilworth Avenue was collected from May 21-23, 2019. Data 
indicates that westbound vehicle speeds between Ridge Road and 21st Street exceed the traffic 
calming speed threshold by 1.1 MPH. While vehicle speeds on the other street segments and 
directions exceed the posted speed limit, they do not warrant mitigation measures. Vehicle volumes 
do not meet the Village’s 1,200 vehicles/day threshold. 

Chestnut Avenue is located approximately 360 feet south of Kenilworth Avenue and similar to 
Kenilworth Avenue, provides a single lane of traffic in each direction, allows on-street parking, and 
serves adjacent single-family homes with individual driveways along both sides of the street between 
Ridge Road and Hunter Road.   
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EXHIBIT 2
85TH PERCENTILE SPEED DATA
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EXHIBIT 3
AVERAGE DAILY TRAFFIC
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Vehicle speed and volume data for Chestnut Avenue was collected from October 27-30, 2020. Data 
indicates that westbound vehicle speeds between 21st Street and Hunter Road exceed the posted 
speed limit, but do not exceed the traffic calming speed threshold. Similarly, vehicle volumes (770 
vehicles/day) do not meet the Village’s 1,200 vehicles/day threshold. 

Thornwood Avenue is located approximately 360 feet south of Chestnut Avenue, maintaining one 
travel lane in each direction and allowing on-street parking.  Single-family homes with individual 
driveways line both sides of the street.  

Vehicle speed and volume data for Thornwood Avenue was collected from September 11-14, 2018. 
Observed vehicle speeds and volumes do not satisfy the Village’s established thresholds for 
consideration of traffic calming measures.  

Greenwood Avenue is located approximately 300 feet south of Thornwood Avenue. Consistent with 
the streets to the north, single-family homes with individual driveways line both both sides of the street 
between Ridge Road and Hunter Road.  

Vehicle speed and volume data for Greenwood Avenue was collected from April 30-May 3, 2019. 
Data indicates that eastbound vehicle speeds between 21st Street and Ridge Road are essentially at 
the traffic calming speed threshold, just exceeding it by 0.1 MPH. Vehicle speeds on the remainder 
of the street exceed the posted speed limit, but do not meet the threshold established for traffic 
calming consideration. Average daily vehicle volumes between 21st Street and Ridge Road are 
slightly over the (1,200 vehicles) threshold to consider traffic calming measures (by five vehicles per 
day), while volumes between Hunter Avenue and 21st Street. 

Elmwood Avenue is located at the southern boundary of the study area, approximately 320 feet 
south of Greenwood Avenue and is somewhat different than the other study area streets. Single-
family homes with individual driveways are situated along the north side of the street. However, on 
the south side of Elmwood Avenue, the land use mix includes Mallinkrodt Center (a senior community 
center) and Mallinkrodt in the Park (senior condominiums) at the east end of the corridor at Ridge 
Road, Mallinkrodt Park, Ronald Knox Montessori School, single-family residences, and Sacred Heart 
Convent at the west end of the corridor near Hunter Road. Driveway access to adjacent properties is 
less than along the north side of the street and in general, parking demand is lower along the south 
side of the street. From the Ronald Knox Montessori School driveways to Ridge Road, a distance of 
just over 1000 feet, the sidewalk is set back from Elmwood Avenue by approximately 20 feet and 
located behind a fence.  

Vehicle speed and volume data was collected for Elmwood Avenue from May 23-26, 2017. Speed 
data indicates that both eastbound and westbound vehicles between Ridge Road and Hunter Avenue 
exceed established speed thresholds for considering traffic calming measures. While westbound 
traffic travelled 2.9 MPH or less over the threshold, eastbound traffic exceeded the threshold by 5.7 
to 6.8 MPH – almost 39 MPH in an area with a posted limit of 25 MPH.  

Daily traffic volumes ranging between 1,209 and 1,232 between Ridge Road and Hunter Avenue 
slightly exceed the threshold of 1,200 vehicles per day established in the Village’s traffic calming 
policy. However, it is important to note that unlike the other neighborhood streets that exhibit generally 
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directionally balanced traffic volumes in the eastbound and westbound directions, Elmwood Avenue 
traffic volumes are unbalanced, particularly between 21st Street and Ridge Road (899 eastbound vs. 
310 westbound).  In the western half of the corridor, traffic volumes are somewhat unbalanced in the 
other direction and to a lesser extent the west of 21st Street (515 eastbound vs. 717 westbound). 

Traffic volumes and speed data collected by the Village is provided in the attached Appendix. 

Current Issues and Challenges 

As shown in Exhibit 2, portions of Beechwood Avenue, Kenilworth Avenue, Thornwood Avenue, and 
Greenwood Avenue exceed the Village’s established traffic speed or volume thresholds warranting 
consideration of traffic calming measures. The overages observed on these streets are generally 
minor – in all cases, speeds that exceed the threshold do so by 1.5 MPH or less. Only one segment 
sees a volume exceeding the threshold, which is again minor (the observed volume is less than 0.5% 
higher than the threshold).   

Data collected for Elmwood Avenue indicates much more substantial speed overages, particularly for 
eastbound traffic. Documentation of eastbound traffic speeds reached 38.8 MPH between Hunter 
Avenue and 21st Street. This value exceeds the posted speed limit of 25 MPH by more than 50%, 
presenting potential safety concerns for pedestrians, cyclists, and other drivers. High eastbound 
speeds are also observed on Elmwood Avenue between 21st Street and Ridge Road, with 85th 
percentile speeds of 37.7 MPH recorded.  

As techniques are evaluated to address the issues noted above, particularly excessive driver speed 
on Elmwood Avenue, the issues outlined below also need to be considered:  

 Directional Distribution 
On Elmwood Avenue between 21st Street and Ridge Road, 74 percent of all traffic travels 
eastbound. While this may be comprised of some cut-through traffic to Ridge Road, the 
opposite direction of volume imbalance west of 21st Street suggests the imbalance east of 21st 
Street may be reflective of drivers leaving the Kenilworth Gardens neighborhood using 21st 
Street to Elmwood Avenue for egress from the area, since Elmwood Avenue is the “fastest” 
street in the neighborhood. 

 Driveway Density 
Numerous driveways on streets in the study network may limit the number of locations 
available to install speed humps, chicanes, and other traffic calming devices. The exception 
to this is the south side of Elmwood Avenue, where the curb is largely unbroken by numerous 
residential driveways and serves more passive uses than the rest of the neighborhood.  
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TRAFFIC CALMING TECHNIQUES 

This section explores a range of traffic calming measures to identify techniques that fit within the scale 
and context of the Kenilworth Gardens neighborhood, are consistent with the Village’s existing traffic 
calming policy, and can realistically be implemented in the study area.  

Context and Process 

Traffic calming techniques range in scale, cost, and disruption from minor adjustments such as 
striping edge lines that change how drivers psychologically perceive a street to drastic interventions 
such as breaking the street grid to discourage cut-through traffic.  

The Village’s traffic calming policy establishes four criteria for evaluating and selecting potential 
treatments once an issue has been identified. These criteria are summarized below: 

1. The degree to which the original problem is solved. 
2. Assurance of reasonable access for all, and especially for emergency and service vehicles. 
3. The safety implications of the proposed action. 
4. The extent of spillover problems on other streets caused by the action on the subject street. 

[The traffic calming] process should not solve one problem by causing others. 

To satisfy these criteria, recommendations will need to be effective at slowing traffic to or below target 
speeds, maintain connectivity and improve safety, and not simply redirect traffic to other streets. In 
order to generate recommendations that meet the Village’s goals while respecting the context of the 
study area, a three-step screening process was used: 

1. Traffic Calming Toolbox 
Treatments representing a range of scales, costs, and levels of disruption were identified to 
create a matrix of potential options. High-level benefits and challenges associated with each 
treatment were evaluated, with treatments organized into one of three categories based on 
the results.  

2. Design Parameters 
Promising measures in the top two categories established in the traffic calming toolbox were 
analyzed further, with a particular eye towards the space and design needed for them to be 
effective.   

3. Implementation Considerations 
Design parameters associated with each treatment were compared against street geometry 
and characteristics to determine how well a given treatment would be expected to function in 
the study network. Traffic Calming Toolbox 

The traffic calming toolbox presented in Table 1 uses an analysis of general benefits and challenges 
to rate techniques as: 1) Applicable in the study area ( ), 2) Potentially applicable but not necessarily 
a strong fit in the study area ( ), and 3) Not applicable to the study area ( ).   
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Table 1: Traffic Calming Toolbox 

Tools Description Benefits Challenges Key Considerations 
Appropriateness in  

Neighborhood Context 

Median A median (striped or raised) in the 
center of a roadway creates a pinch-
point on each side, narrowing the 
effective lane width.  

 Effective at slowing traffic, 
especially when raised.  

 Can be used to provide a 
pedestrian crossing refuge and/or 
additional landscaping. 

 Striped medians are less effective 
at slowing traffic than raised 
designs. Pedestrian refuges in 
striped medians offer less 
protection than those in raised 
medians.  

 Median construction may require 
removal of on-street parking. 

 Medians generally do not 
influence traffic volumes. 

Access Breaks – Raised medians, 
by design, restrict left turns. 
Placement without restricting left turn 
movements may be challenging due 
to the high driveway density in the 
study area.  

Applicable within the 
study area.  

Chicane Creates a pinch-point and often 
shifts travel lane alignment along a 
street by alternating curb bump-outs 
or street parking.  

 Effective at slowing traffic, 
especially when raised bump-outs 
are used. 

 Most impactful with long straight 
street alignments  

 

 Potentially adds a small amount of 
delay to emergency vehicle 
response times.   

 

Driveway Density – The curb bump-
outs and marked street parking used 
to create a chicane will need to be 
placed around existing residential 
driveways.  

Applicable within the 
study area. 

Pinch points and 
Bump-Outs 

Narrows street width and pedestrian 
crossing distance with curb 
extensions into a roadway, typically 
into a pre-existing parking lane 

 

 Effective at slowing traffic, with 
minimal impact to emergency 
vehicles.  

 Improves pedestrian safety, 
especially at mid-block crossings 

 Opportunities to pair the curb 
extension with a new tree or other 
streetscape features 

 Space required for a bump out will 
typically displace 2-3 on-street 
parking spaces  

Signing – May be combined with 
rectangular rapid-flashing beacons 
(RRFBs) to call more attention to 
mid-block crossings, especially in 
areas with higher pedestrian 
volumes.  

Placement – Can also be used to 
tighten turn radii when installed at 
intersections. At mid-block locations, 
consider placement to not impact 
driveway access. 

Applicable within the 
study area. 
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Tools Description Benefits Challenges Key Considerations 
Appropriateness in  

Neighborhood Context 

Speed Hump Creates vertical deflection at a point 
along a street, reducing driver 
speeds. Crosswalks can be built on 
top of speed hump as a raised 
crosswalk.  The Village has several 
examples of both options within the 
community.  

 

 

 

 Low-to-moderate level of 
investment for an effective 
solution. 

 Opportunity to provide enhanced 
pedestrian crossings 

 Potential adverse impacts to 
emergency vehicle response 
times.  

 Potential maintenance issues with 
snowplows in cold winter climates, 
like in Wilmette.  

Spacing – Drivers may become 
frustrated with multiple closely-
spaced speed humps, resulting in 
speeding between deterrents.  

Driveway Density – The number of 
driveways and their spacing limit 
opportunities to install speed humps 
that do not conflict with residential 
driveways.  

Applicable within the 
study area. 

Edge Lines /  
Center Lines / 
Transverse Speed 
Bar Lines 

Edge and center lines are pavement 
markings to narrow and define travel 
lanes, providing a sense of horizontal 
constraint.  Speed bar lines are 
transverse markings perpendicular to 
edge/center lines with progressively 
reduced spacing approaching speed 
reduction areas to optically 
encourage slowing. 

 Low-cost treatment with some 
physical precedents (center and 
edge lines) in Wilmette. 

 Limited effectiveness  Cyclist Signing- Without proper 
signage, edge lines may appear to 
create dedicated bike lanes without 
providing adequate space for such a 
facility.  

Applicable within the 
study area. 

Vehicle Speed 
Feedback Sign 

Provides a visual display of driver 
speeds in real-time; can be 
accompanied by warning text.  

 Does not require modifications to 
the physical streetscape. 

 Can be coupled with police 
enforcement to increase 
effectiveness in reducing speeds.  

 Performance slowing vehicle 
speeds generally lower than 
physical traffic calming measures 

 Effectiveness often wanes after 
regular drivers are familiar with the 
sign. 

Placement – Most effective in speed 
limit transition areas and areas 
where traffic regularly exceeds the 
posted speed limit by 10 MPH or 
more. Recently collected speed data 
from the study area indicates drivers 
generally do not exceed the posted 
speed limit by this margin.  

  

Potentially applicable, 
although not necessarily a 
good fit.     
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Tools Description Benefits Challenges Key Considerations 
Appropriateness in  

Neighborhood Context 

Bike Lane Narrows travel lanes while providing 
dedicated infrastructure for cyclists. 

 Improves connectivity for cyclists, 
resulting in a more equitable 
distribution of the public right-of-
way. 

 Narrowed travel lanes effective at 
reducing driver speeds.  

 Depending on the street width, 
may conflict with provision of on-
street parking 

 Conflicts along streets with many 
access driveways 

Traffic Volumes – The safety 
benefits associated with this 
treatment are best realized in areas 
with moderate to high volumes of 
vehicles and cyclists.  

Placement – Consider protected 
bike lanes placed between street 
parking and the curb to minimize 
conflict points with vehicle doors.  

Potentially applicable, 
although not necessarily 
a good fit.     

Neighborhood 
Traffic Circle 

Creates a raised center island in an 
intersection, reducing driver speeds 
by forcing drivers to carefully 
navigate conflict points.   

 Reduces the appeal of a street to 
cut-through traffic while 
maintaining connectivity for local 
traffic.  

 Plantings within the roundabout 
can be used to increase aesthetic 
appeal of a street. 

 Physical precedents in the region, 
especially in residential 
neighborhoods in Evanston and 
Chicago. 

 Potentially adds a small amount of 
delay to emergency vehicle 
response times.   

 Complicates street access for 
snowplows, garage trucks, street 
sweepers, and other large 
vehicles. 

Implementation – Most effective 
when constructed with concrete 
curbs, although traffic circles can 
initially be striped or created using 
bollards or planters.  

Potentially applicable, 
although not necessarily 
a good fit.     

Roadway Surface 
Treatments 

Uses bricks or similarly textured 
materials to increase road noise and 
direct driver attention, increasing 
driver awareness of speeds to 
reduce speeding.  

 Numerous precedents of brick 
streets throughout Wilmette. 

 Improves aesthetic appeal of 
street.  

 Effective at slowing driver speeds. 

 Relatively high-cost approach, 
both in construction and 
maintenance.  

 Street may be unfriendly to cyclist 
travel.  

Cost – Although an effective traffic 
calming option, the installation cost 
for surface treatments consistent 
with precedent streets in Wilmette is 
very high.  

Potentially applicable, 
although not necessarily 
a good fit.     

Turn Radii 
Modification 

Uses bollards or curb modifications 
to create sharper turns at 
intersections, forcing turning drivers 
navigate the intersection at lower 
speeds 

 Low-cost implementation with 
bollards preserves most benefits 
associated with higher-cost 
implementations that require curb 
modification 

 Creates opportunities to improve 
pedestrian and cyclist safety at 
intersections 

 Potentially adds a small amount of 
delay to emergency vehicle 
response times.   

 Complicates street access by 
snowplows, garage trucks, street 
sweepers, and other large 
vehicles. 

 

Placement – Treatment only 
relevant at intersections with wide, 
sweeping curb radii.  

Not applicable within the 
study area. 
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Tools Description Benefits Challenges Key Considerations 
Appropriateness in  

Neighborhood Context 

Woonerf /  
Shared-Street 

Uses signs, barriers, and bollards 
and other design features to create a 
shared environment that balances 
vehicular and pedestrian/cyclist 
modes, resulting in slower traffic and 
safer conditions for pedestrians and 
cyclists. 

 More equitable distribution of 
street space across modes, well-
suited to neighborhood use case. 

 Effective at reducing 
attractiveness of street to cut-
through traffic. 

 Flexible, low-cost approach allows 
for initial temporary installation to 
gauge community feedback.  

 Potentially adds a small amount of 
delay to emergency vehicle 
response times.   

 Can complicate street access by 
snowplows, garage trucks, street 
sweepers, and other large 
vehicles. 

 Very high-cost approach, best 
suited for corridors with mixed-use 
development and high levels of 
pedestrian and multimodal activity 

 

Fit – Character of the study area not 
well suited for a treatment of this 
intensity. 

Not applicable within the 
study area. 

Raised Intersection Vertically deflects all approaches to 
an intersection with a profile flush 
with the corners, allowing for raised 
crosswalks and heightened 
pedestrian awareness while reducing 
driver speeds. 

 Leads to substantial improvement 
in pedestrian safety.  

 Similar speed reduction benefits 
as a speed hump.  

 High cost treatment with potential 
for elevated future maintenance 
costs. 

 Generally limits effectiveness to 
the intersection area and not 
along the overall street segment 
between intersections.  

Cost – Although an effective traffic 
calming option, the installation cost 
for this treatment will likely be too 
high relative to the benefit provided.  

Not applicable within the 
study area. 

Cul-de-Sac Creates a dead-end break in the 
street grid for vehicular traffic.  

 Eliminates the appeal of a street 
to cut-through traffic.  

 Can be designed to maintain 
pedestrian and cyclist 
connectivity. 

 Severe negative impact on street 
connectivity.  

 Shifts displaced drivers to 
adjacent alternative routes. 
   

Fit – Character of the study area not 
well suited for such a severe 
treatment and impact to connectivity. 

Not applicable within the 
study area.. 

Traffic Diverter Creates a diagonal barrier across an 
intersection that forces all vehicles to 
turn in one direction through the 
intersection.  

 Eliminates the appeal of a street 
to cut-through traffic.  

 Effective at slowing vehicle 
speeds. 

 Maintains pedestrian and cyclist 
access. 

 Substantially affects street 
connectivity, although in a less-
disruptive way than cul-de-sacs. 

Fit – Character of the study area not 
well suited for such a severe 
treatment and impact to connectivity. 

Not applicable within the 
study area. 

Street Trees Visually narrows a roadway and 
reduces horizontal clearance for 
passing vehicles using trees along 
the edge of a facility.  

 Creates rhythm along a street, 
helping drivers better perceive 
their speed relative to the 
surrounding area. 

 Enhances the aesthetic appeal of 
a street, provides shade and a 
wind break to pedestrians 

 Actual performance slowing 
vehicle speeds is somewhat 
limited. 

Applicability- Street trees are 
already present along streets in the 
study network. 

Not applicable within the 
study area. 
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Evaluation of Appropriate Techniques 

The following section evaluates how traffic calming techniques identified in Table 1 as “applicable” or 
“potentially applicable” can be installed in the study area. Measures identified as “not applicable” in 
Table 1 were not carried forward in the analysis and removed from consideration.  

The northern east-west streets in the neighborhood (Beechwood Avenue to Greenwood Avenue) are 
not currently recommended to receive traffic calming measures at this time. Although some segments 
of these streets exhibit vehicle speeds and/or volumes that meet Village thresholds for consideration 
of traffic calming device installation, the extents of exceeding the volume and speed thresholds are 
minimal and are not plainly evident in observations.  Initial traffic calming measures are recommended 
to focus on Elmwood Avenue while the northern streets within the Kenilworth Gardens neighborhood 
are recommended to be monitored to identify whether issues persist and become more substantial 
before additional consideration of mitigation measures.  

Median 

The traffic calming toolbox identifies medians measures as applicable ( ) in the study network. 
Examples of residential medians, including one locally in Wilmette, are illustrated below in Images 9-
10. 

  
Image 9. Residential Median 
 An oval landscaped median along a residential street  
 (Source: Ken Sides; https://safety.fhwa.dot.gov/) 

Image 10. Residential Median 
 Looking south at a median along Sterling Lane in 

Wilmette  
 (Source: Google Streetview) 

 

Design Parameters 
A raised island that forms the median will limit access to driveways in the area. On-street parking 
will need to be prohibited in the area adjacent to the median due to limited street width available.   

Implementation Considerations  
Elmwood Avenue is 24 feet wide, with concrete curb and gutters extending the total width between 
curb faces to 25-26 feet. This width is not enough to accommodate a median while maintaining on-
street parking in the area. Other treatments are just as or more effective while displacing fewer 
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spaces. Further, placement of medians is either limited to avoid blocking adjacent access driveways 
or would result in restricted along the street.  

Conclusion 
Although curbed medians are well-suited for installation for streets similar to Elmwood Avenue, the 
configuration required by the roadway geometry would consume more parking spaces than other 
options for similar benefit.  

Chicane 

The traffic calming toolbox identifies chicanes as applicable ( ) in the study network. Examples of 
chicanes are illustrated below in Images 11-12. 

  
Image 11. Chicane 
 Looking north on Romans Avenue in Halifax, Nova 

Scotia  
 (Source: Google Street View) 

Image 12. Chicane 
 A chicane beyond the intersection in a residential 

neighborhood  
 (Source: Kristen Langley; https://safety.fhwa.dot.gov/) 

 

Design Parameters 
Chicanes are most effective at slowing vehicle speeds when street width is available add curvature 
in the travel lane alignment and shift travel lanes by roughly the width of a parked car (5-6 feet). 
The raised islands on either side of a street that form the chicane need to be positioned around 
existing driveways. 

Implementation Considerations  
Elmwood Avenue is 24 feet wide, with concrete curb and gutters extending the total distance 
between curb faces to 25-26 feet. This distance is not wide enough to create curb extensions with 
the ideal width while maintaining both travel lanes. Potentially, when combined with narrower travel 
lanes (such as 10 feet), smaller chicanes (4 feet wide) could be installed along Elmwood Avenue. 

Conclusion 
Although curb extensions to define a chicane are well-suited for installation in the study network, 
the street width limits the ability to establish an ideally configured chicane and is expected to result 
in a less effective speed deterrent than installing pinch points or bump-outs.  
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Pinch points and Bump-outs 

A pinch point is created by positioning a curb bump-out along both sides of a street, creating a 
narrower adjacent cross-section. The traffic calming toolbox identifies pinch points and bump-outs as 
applicable ( ) in the study network. Examples of pinch points are presented below in Images 13-14. 

  
Image 13. Pinch Point / Curb Bump-Out 
 Offset curb extensions creating a pinch point on a 

residential street 
 (Source: Scott Wainwright; https://safety.fhwa.dot.gov/) 

Image 14. Pinch Point 
 A choker or pinch point along a residential street 
 (Source: NACTO) 

 

Design Parameters 
Bump-outs are most effective at slowing vehicle speeds when space is available to reduce the 
cross-section and provide some horizontal constraint for approaching drivers. The raised islands 
that form a pinch point or bump-out typically need to be positioned around existing driveways.  

Implementation Considerations  
Elmwood Avenue is 24 feet wide, with concrete curb and gutters extending the total width between 
curb faces to 25-26 feet. Installing one or more bump-outs along the southern edge of the street 
(where the number of driveways is limited) will effectively mimic “parked cars”, reducing the street’s 
cross-section and forcing drivers to slow down as they pass around or between the curb extensions.  

Conclusion 
Curb bump-outs are ideally suited for installation along Elmwood Avenue, especially on the south 
side of the roadway between 21st Street and Ridge Road. This section of street is directly abutted 
by a park, generating a lower parking demand than other areas in the study network, and maintains 
fewer driveways.  

Speed Hump 

The traffic calming toolbox identifies speed humps as applicable ( ) in the study network. These 
features can be constructed with or without a raised pedestrian crossing and have several precedent 
installations in the Village.  
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Design Parameters 
Speed humps are most effective when placed approximately 400 feet apart. This distance 
discourages drivers from accelerating between installations while minimizing construction and 
maintenance expenses. Total vertical deflection is typically 3-3.5 inches, but can be higher. To 
provide adequate rise for greater deflection, and particularly for raised crosswalks that meet 
adjacent sidewalk at the height of the curb (typically 6 inches), the width of the ramps (5 percent 
slope) and pedestrian crosswalk should provide approximately 30 feet.  

Implementation Considerations  
The density of driveways along Elmwood Avenue limits the number of locations where a speed 
hump can be placed. The distances between Hunter Avenue and 21st Street, and 21st Street and 
Ridge Road, can both be adequately covered by two speed bumps in each segment using the 
recommended spacing. Thus, installation of four total speed bumps would be appropriate along 
Elmwood Avenue between Hunter Avenue and Ridge Road. Further, speed humps can be designed 
in a manner that are complementary with the recommendations for Elmwood Avenue as a Bike 
Boulevard in the Mater Bike and Active Transportation Plan. A Network Recommendation map 
referenced from the plan is included in the Appendix. 

Conclusion 
Speed humps are ideally suited for installation along Elmwood Avenue, and should be considered 
for implementation alongside or in place of curb bump-outs.  

Edge Lines, Center Lines, and Transverse Speed Bar Lines 

The traffic calming toolbox identifies these measures as applicable ( ) in the study network.  

Design Parameters 
Edge lines primarily alter how drivers psychologically perceive the roadway width. To maximize the 
visual effect of a narrowed lane, the edge line should be largely unbroken.  

Implementation Considerations  
The concentration of driveways along Elmwood Avenue (with the exception of the eastbound travel 
lane between 21st Street and Ridge Road is likely too high to implement a cohesive edge line, as 
each driveway would require a break in the line. Center lines are also not well-suited for the street, 
since drivers weaving around parked cars routinely cross into the opposing travel lane.  

Transverse speed bar lines are not generally relevant to the study network. These installations are 
best-suited to areas with noticeable speed transitions – such as on the approach to an isolated 
traffic signal or through a curve on an otherwise high-speed corridor.  

Conclusion 
Edge and center lines could be installed on Elmwood Avenue, although their effectiveness would 
be limited by the design of the street. Transverse speed bar lines are not suited to address the 
issues observed in the study network.  
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Roadway Surface Treatments, Vehicle Speed Feedback Signs, Neighborhood Traffic Circles, and Bike Lanes 

These treatments were identified as potentially applicable ( ) in the traffic calming toolbox, although 
concerns about fit were noted.  

Design Parameters 
Parameters noted for each treatment are summarized below: 

 Roadway surface treatments, such as brick streets, are effective at slowing traffic, although 
issues observed in the study network can be corrected using lower-cost alternatives such 
as speed humps and curb bump-outs.  

 Vehicle speed feedback signs are most effective at reducing speeds on roadways with a 
relatively low levels of driver familiarity and in areas with transitions between speed limits.  

 Neighborhood traffic circles are most effective at slowing traffic at intersections and in areas 
with substandard stop sign compliance.  

 Bike lanes are best suited to areas with adequate space to provide at least a five-foot lane.  

Design Considerations and Conclusion 
For the reasons noted below, these treatments are not a good fit for installation on Elmwood 
Avenue.  

 The traffic calming performance gained by installing a brick-surfaced roadway can be 
obtained using lower-cost means.  

 Drivers in the study area are generally familiar with the study area and are likely repeat 
drivers travelling to and from their homes. The Village’s portable vehicle speed feedback 
signs should continue to be deployed at times, but are not recommended as a permanent 
installation in the neighborhood as they would be expected to result in diminishing 
effectiveness over time.  

 The speed overages observed on Elmwood Avenue are primarily associated with travel 
between intersections. As such, speed humps and/or curb bump-outs between intersections 
are likely to be more successful in this application than installing a neighborhood traffic circle 
at a single intersection such as Elmwood Avenue/21st Street.  
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RECOMMENDATIONS 

Based on an assessment of current traffic speed and volume characteristics and a review of potential 
traffic calming measures, both speed humps and curb extensions can be effective in slowing vehicle 
traffic.  Speed humps are generally lower in cost than curb extensions.  Given the current 26-foot 
width of Elmwood Avenue, curb extensions would have to be of minimal width (approximately 2-3 feet 
on each side of the street) to still allow simultaneous two-way traffic.  While curb extensions would 
help to constrict the street width and slow traffic, their limited potential width in this case may not be 
as noticeable and effective as wider installations. Considering the limited opportunity for sizeable curb 
extensions and their higher cost relative to speed humps, Kimley-Horn recommends the installation 
of speed humps in this case. 

To address documented traffic speeding issues in the neighborhood, Kimley-Horn recommends the 
following: 

 Install four (4) speed humps along Elmwood Avenue – two (2) between Ridge Road and 21st 
Street and two (2) between 21st Street and Hunter Road. 

 The speed humps are recommended to be installed approximately 350-500 feet apart and 
from each end of their respective block.  The recommended speed hump locations reflect 
dividing each defined block roughly into thirds (each block measures approximately 1,280 feet 
long) and considers placement relative to adjacent driveways and neighborhood streets. 
Speed hump installation should also not align with any of the several driveways along 
Elmwood Avenue. The recommended speed hump locations provide spacing that falls within 
the recommended range of 260-500 feet, as referenced in the Institute of Transportation 
Engineers’ (ITE) Guidelines for the Design and Application of Speed Humps, to maintain 85th 
Percentile speeds between 25 and 30 mph.   

 Coordinate speed hump installation with new shared lane pavement markings, commonly 
referred to as “sharrows”, and posted signs designating Elmwood Avenue as a bike boulevard, 
per the Village’s Master Bike and Active Transportation Plan.  

 Monitor traffic volumes and speed conditions along Greenwood Avenue approximately 3-6 
months following installation of speed humps on Elmwood Avenue to document potential 
diversion of traffic volumes or increased speeds resulting from traffic bypassing the speed 
humps.  The 3-6 month period is expected to provide ample time for traffic conditions to 
normalize after installation of the speed humps. 

 If speed and/or volume issues are evident on Greenwood Avenue, speed humps may then be 
appropriate for installation. 

Exhibit 4 illustrates the recommended placement of speed humps along Elmwood Avenue, and if 
appropriate, locations for potential future speed humps along Greenwood Avenue. 

  



EXHIBIT 4
STUDY RECOMMENDATIONS
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APPENDIX 

Street Traffic Volume + Speed Data 

Master Bike and Active Transportation Plan – Network Recommendations Map 



Location: Beechwood Avenue Date: August 2018

Street Block From To Direction ADT
Posted 
Speed

85% speed 
(mph) Comments

Beechwood 2000 Ridge 21st WB 442 25 28.6 85th percentile within acceptable range
Beechwood 2000 21st Ridge EB 378 25 33.5 85th percentile exceeds acceptable limit by 1.46 MPH

Total ADT 820
Beechwood 2100 21st Hunter WB 462 25 28.9 85th percentile within acceptable range
Beechwood 2100 Hunter 21st EB 496 25 27.9 85th percentile within acceptable range

Total ADT 958

Location: Kenilworth Avenue Date: May 2019

Street Block From To Direction ADT
Posted 
Speed

85% speed 
(mph) Comments

Kenilworth 2000 Ridge 21st WB 554 25 33.1 85th percentile exceeds acceptable limit by 1.14 MPH
Kenilworth 2000 21st Ridge EB 456 25 29.4 85th percentile within acceptable range

Total ADT 1010
Kenilworth 2100 21st Hunter WB 529 25 28.8 85th percentile within acceptable range
Kenilworth 2100 Hunter 21st EB 443 25 30.4 85th percentile within acceptable range

Total ADT 972

Location: Chestnut Avenue Date: Oct 2020

Street Block From To Direction ADT
Posted 
Speed

85% speed 
(mph) Comments

Chestnut 2100 21st Hunter WB 370 25 29.2 85th percentile within acceptable range
Chestnut 2100 Hunter 21st EB 400 25 28.9 85th percentile within acceptable range

Total ADT 770

Location: Thornwood Avenue Date: Sept 2018

Street Block From To Direction ADT
Posted 
Speed

85% speed 
(mph) Comments

Thornwood 2000 Ridge 21st WB 558 25 22.0 85th percentile within acceptable range
Thornwood 2000 21st Ridge EB 549 25 25.9 85th percentile within acceptable range

Total ADT 1107
Thornwood 2100 21st Hunter WB 487 25 27.1 85th percentile within acceptable range
Thornwood 2100 Hunter 21st EB 497 25 30.8 85th percentile within acceptable range

Total ADT 984
Thornwood 2200 21st Hunter WB 473 25 29.6 85th percentile within acceptable range
Thornwood 2200 Hunter 21st EB 476 25 29.3 85th percentile within acceptable range

Total ADT 949

Location: Greenwood Avenue Date: May 2019

Street Block From To Direction ADT
Posted 
Speed

85% speed 
(mph) Comments

Greenwood 2000 Ridge 21st WB 618 25 29.7 85th percentile within acceptable range
Greenwood 2000 21st Ridge EB 587 25 32.1 85th percentile exceeds acceptable limit by 0.14 MPH

Total ADT 1205
Greenwood 2100 21st Hunter WB 564 25 28.4 85th percentile within acceptable range
Greenwood 2100 Hunter 21st EB 579 25 28.7 85th percentile within acceptable range

Total ADT 1143

Location: Elmwood Avenue Date: May 2017

Street Block From To Direction ADT
Posted 
Speed

85% speed 
(mph) Comments

Elmwood 1900&2000 21st Ridge EB 899 25 37.7 Speed exceeds acceptable range by 5.67 mph
Elmwood 1900&2000 Ridge 21st WB 310 25 34.9 Speed exceeds acceptable range by 2.85 mph

Total ADT 1209 ADT exceeds volume threshold by 9 VPD
Elmwood 2100&2200 Hunter 21st EB 515 25 38.8 Speed exceeds acceptable range by 6.78 mph
Elmwood 2100&2200 21st Hunter WB 717 25 32.0 Speed exceeds acceptable range by 0.01 mph

Total ADT 1232 ADT exceeds volume threshold by 32 VPD
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