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14 August 2020

Mr Pat Conaghan MP

Chair

Joint Select Committee on Road Safety

Senate Standing Committee on Rural and Regional Affairs and Transport

Dear Mr Conaghan

Re: Questions on notice regarding data, targets, speed management and road
standards

| refer to an email of 30 July 2020 from Mr Gerry Mclnally, Committee Secretary, Rural and
Regional Affairs and Transport's Joint Select Committee on Road Safety, about matters
related to the public hearing held in Brisbane on 24 July 2020.

| am pleased to provide the following advice to the committee in response to the questions on
notice following the public hearing. | trust this information is of assistance and meets your
requirements.

What nationally consistent data relating to vehicle accidents would you like to see
collected, and which body should collect the data? Should the data be made public?

Currently, the Queensland Department of Transport and Main Roads (TMR) already
contributes fatal crash data to Bureau of Infrastructure, Transport and Regional Economics
(BITRE) for national reporting and the collation of fatal crash data.

Nationally consistent non-fatal crash data is important to more accurately count serious injury
crashes and associated trends over time. In response to this need, there is an Austroads
funded project underway, ‘A National Approach to Measuring Non-Fatal Crash Outcomes’
which aims to improve the measurement and reporting of serious injury road crashes by
matching police crash data and hospital data. TMR and Queensland Health have provided
data for this project to support this aim.

In addition, TMR, along with all other jurisdictions has provided crash data to Monash
University Accident Research Centre (MUARC) for over a decade to enable the assessment
of used car safety ratings. We would support the National Office of Road Safety discussing
with MUARC how this national crash database could contribute more broadly to a nationally
consistent set of data relating to vehicle crashes.



TMR considers that there is already a significant amount of crash and individual related data
collected from across multiple agencies. The challenge is to bring this data together to show a
holistic view of crashes and injury impacts as the data is coded differently across agencies
and jurisdictions, and there are various privacy requirements associated with each of the
multiple data sets.

As road safety is everybody's responsibility, it is crucial that we share with the public data that
paints the picture of lives lost and serious injuries on our roads. In Queensland, we already
share via our website, our fatalities and hospitalised casualties and their characteristics.

The 2018 Inquiry into the National Road Safety Strategy 2011-20 Report recommends
the Commonwealth and states commit to an interim target of vision zero for all major
capital city CBD areas, and high-volume highways by 2030. Does your organisation
support the Commonwealth and state governments adopting this target?

TMR is working closely with the National Office for Road Safety in the development of the
next National Road Safety Strategy. Targets of 30, 40, 50 per cent are being discussed at the
national working group.

Queensland is leaning towards a target of a 30 per cent reduction in the next 10 years, given
the amount of disruption we know is coming, with a view of increasing the target to 40 per
cent between 2030-40.

There is a National Prediction Modelling project underway and we would like the outputs of
that to inform a final decision on target setting. TMR supports in-principle, the setting of such
targets informed through the Austroads Study. Final endorsement is subject to review of the
associated target considerations for Queensland.

Subset targets for particular settings, such as CBD areas are potentially a good approach,
however this approach, with public targets, could be inferred as some road users or locations
are more important than others.

Does your organisation support the installation of point to point speed cameras on all
Commonwealth funded roads in the future? Should the Commonwealth Government
make the allocation of funding to the states conditional on this commitment being
met?

TMR is a strong supporter of Point to Point camera systems and has a documented formal
Road Safety Policy requiring major road construction projects, in the planning and design
phase to provision for Point to Point Cameras or speed camera trailer pads (concrete Pad &
240v power).

TMR also has a rolling program of installing two new Point to Point camera systems each
year at locations prioritised based on crash data. TMR’s preference is to deploy the most
suitable form of speed enforcement for the respective road environment. For example, there
are many locations that are not suited for Point to Point enforcement as there are too many
entry and exit (leakage) points, multiple changes of speed limits or have intersections with
traffic lights.

The provision of Commonwealth funding for Point to Point cameras associated with
infrastructure projects is supported in-principle, noting that Point to Point Cameras may not
necessarily be the most appropriate solution for some road environments.



Research from Europe regarding the effectiveness of point-to-point cameras, as mentioned in
TMR's public hearing, is enclosed for your information as Attachment 1 and Attachment 2.

To what safety standard should all Commonwealth funded road projects be built?
Should funding for projects be conditional on a particular safety standard being met?

Commonwealth funded roads should be upgraded to align with the Network Safety Plan
safety vision set for the function of the road (based on its road stereotype). This aligns with
the Austroads Road Stereotype work design to achieve this. The iRAP or AusRAP star
ratings are not recommended, as these are individual risk measures that do not align with the
National strategic objectives of reducing FSI crashes to zero.

Funding should also be conditional on projects delivering what is aligned with the road safety
vision.

Yours sincerely

Neil Scales
Director-General
Department of Transport and Main Roads

Enc (2)



ResearchGate

See discussions, stats, and author profiles for this publication at: https://www.researchgate.net/publication/309283025
The Effectiveness of Average Speed Cameras in Great Britain

Technical Report September 2016

DOI: 10.13140/RG.2.2.18148.58245

CITATIONS READS
2 151

3 authors, including:

E % Richard Owen George Ursachi
bJ
/10 PUBLICATIONS 7 CITATIONS g Agilysis Limited, UK

12 PUBLICATIONS 53 CITATIONS
SEE PROFILE
SEE PROFILE

Some of the authors of this publication are also working on these related projects:

Behaviour Change in Road Safety View project

All content following this page was uploaded by George Ursachi on 19 October 2016.

The user has requested enhancement of the downloaded file.



RAC
Foundation

Mobility » Safety * Economy ¢ Environment

r

The Effectiveness of
Average Speed Cameras
N Great Britain

Owen, Ursachi and Allsop
September 2016




The Royal Automobile Club Foundation for Motoring Ltd is a transport policy and research
organisation which explores the economic, mobility, safety and environmental issues
relating to roads and their users. The Foundation publishes independent and authoritative
research with which it promotes informed debate and advocates policy in the interest of the
responsible motorist.

www.racfoundation.org

Registered Charity No. 1002705
September 2016 © Copyright Royal Automobile Club Foundation for Motoring Ltd



-
Foundanon

ooooooooooooooooooooooooooooo

The Effectiveness of
Average speed Cameras
N Great Britain

Owen, Ursachi and Allsop
September 2016



About the Authors

Richard Owen is one of the founding directors of Road Safety Analysis (RSA) and has

a strong background in enforcement management having previously held the post of
Operations Manager at the Thames Valley Safer Roads Partnership (TVSRP). Richard’s work
for TVSRP ranged from national co-ordination and liaison with the Department for Transport,
to local oversight of partner budgets and operational delivery. As a director of RSA, Richard
has worked on dozens of independent analysis projects covering different road user groups
at a national and local level for various clients.

George Ursachi is a former academic associate professor and has a strong background in
market analysis, research, and project management. He joined RSA, in 2015 and has already
been involved in a number of important projects. His background in research synthesis has
been deployed in preparing updates on a number of topics for the Road Safety Observatory;
and his knowledge of advanced statistical techniques has been implemented in independent
evaluations of road safety schemes such as ‘Safe Drive Stay Alive’.

Richard Allsop is Emeritus Professor of Transport Studies at UCL, where he played a
senior role in transport research and teaching between 1976 and 2005. Since then he
has continued to contribute to research, advisory work and professional development in
transport. As part of his continuing commitment to road safety work in Britain and across
Europe, through PACTS and ETSC and as an individual, he has been involved in previous
research into the effectiveness of safety cameras.

( i The Effectiveness of Average Speed Cameras in Great Britain



Acknowledgements

The authors would like to thank Jenoptik and 3M for the information supplied regarding the
deployment of systems in the UK. The authors would also like to thank the police forces,
local authorities, road safety partnerships and national bodies who responded to information
requests regarding the average speed cameras in their areas.

The authors would like to thank other team members at Road Safety Analysis for their support
in creating the database and carrying out the collision analysis for this work, notably Andrew
Hartley, who devised the technique for matching collisions to camera sites. The authors
would also like to thank Dr Anneka Lawson, Research Analyst at the RAC Foundation, for her
support and assistance in editing and preparing this report for publication.

The authors and the RAC Foundation would like to thank the peer reviewers for their helpful
comments on drafts of the report.

Disclaimer

This report has been prepared for the RAC Foundation by Richard Owen (Road Safety
Analysis), George Ursachi (Road Safety Analysis) and Richard Allsop (University College
London). Any errors or omissions are the authors’ sole responsibility. The report content
reflects the views of the authors and not necessarily those of the RAC Foundation.

www.racfoundation.org i W



Contents

FOTBWOIA .. ... b e bbbt sb bbb bbb e s v
EXECULIVE SUMIMAIY ...ttt et e et e s et te e st be e ae e s sbae e Vii
INTFOTUCTION L.ttt et eb bbb s eb e sb e 1
1.1 Why this research has been commiSSIONEd ............coooiiiiiiiiiiiiieiie e 1
T2 ODJEOTIVES L.ttt e e e e ae e 2
BaCKGIOUNG. .. ..iiiiiiii e e e e e e e e bbb e e e e aeee et 3
2.1 Average speed camera teChNOIOGY ... ..uuiiviiiiiiii e 3
2.2 PreVvioUS GNAIYSIS ..uvuuiiiiiiiiie ettt et et ee e et e e b 4
2.3 CONTEXE OF USE ...ttt bbb s bbb e 5
Average Speed Camera database ...........ocoiiiiiiiiiiiii e 6
3.1 Data CONBCTION ...ttt bbb s 6
3.2 Average speed camera sites and installation dates..........ccccccceviviiiiiiiiiice i, 8
COllISION ANGIYSIS ...ttt ettt e ae e e e e ee e et et b be s e aeaeeeeae e eaae 10
4.1 SItE DOUNTAIIES ....veiiiiiii it et 10
4.2 ColliSION MALCIING ..viviiiiiit i e e e ee e e b n e 11
4.3 CONTION SITES 1.ttt et e 13
4.4 INITIAL NAIYSIS ...ttt e et 14
4.5 Generalised INear MO ..........ooiiiiiiiiii e 15
4.6 Site-selection period data...........ooiiviiiiieiie e 16
RESUITS ..t bbb e bbb 18
5.1 Set 1: All ASC sites installed for collision-reduction reasons..........ccccoovveeiiviniiee e 19
5.2 Set 2: Comparison of ASC sites installed before and after April 2007 ..............cccccvvee. 19
5.3 Set 3: Comparison of high- and low-speed SIteS ........ccccvviiiiiiiiiiiiiiiiiiiie e 20
5.4 Set 4: Sites installed for non-collision-reduction reasons.............ccceeiieiieeeie e e e 21
5.5 Set 5: Candidate SItES ......uiiiiiiii i 21
DISCUSSION ...ttt ettt bbbt bbb et eh e b st bbb bbb e 22
6.1 What the resultS SNOW .......coiiiiiiiii i 22

( iii  The Effectiveness of Average Speed Cameras in Great Britain



B.2 FUMNEI TESEAICKH ...uit ittt e et et e e e e ettt eete bt bt eeeenates 24

B.3 CONCIUSIONS. ...ttt ettt ettt e eb e e bbb e bbb b e e b e b b ens 24
RETEIENCES ... e 25
AppendiX A: MEthOAOIOGY ...t e 27
AppendiX B: CalCUlatioNS.........oouiiiiiiie e e 30
APPENAIX C: SItE LIST ..ot e e 34

Figures list

Figure 3.1: Installation history for average speed cameras in Great Britain.................ccccc... 8
Figure 3.2: Significant factors precluding sites from analysis ............cccoeveiiiiiiiiic e, 9
Figure 4.1: Sample map demonstrating site and site section boundaries............................ 11
Figure 4.2: Sample map demonstrating collision matching...........cccccoviieiiiiiiic i, 12

Tables list

Table B.1: Set 1 parameter estimates for FSC ..o, 30
Table B.2: Set 1 parameter estimates for PIC.............cooiiiiiiiiicie e, 30
Table B.3: Set 2 parameter estimates for FSC, before April 2007 (A)......coccvvuiiveiviiieiveeenne, 30
Table B.4: Set 2 parameter estimates for FSC, after April 2007 (B)........ccovevviniiviiviieiieeenne, 31
Table B.5: Set 2 parameter estimates for PIC, before April 2007 (A)......cooiivviiiiiiviieiiecene, 31
Table B.6: Set 2 parameter estimates for PIC, after April 2007 (B).....ccccccoeevviuiiveiviieiiecene, 31
Table B.7: Set 3 parameter estimates for FSC, low-speed sites.........ccccceevvniiiiiiiiiiieiennn, 31
Table B.8: Set 3 parameter estimates for FSC, high-speed sites...........cccccoviiviiiiiiiieinn, 31
Table B.9: Set 3 parameter estimates for PIC, low-speed SiteS .........ccccceiiiviniiieiiiieiie e, 32
Table B.10: Set 3 parameter estimates for PIC, high-speed sites...........cccceoviiviiiiiiiieinnn, 32
Table B.11: Parameter estimates for FSC, non- collision-reduction sites .............ccecvvvvene. 32
Table B.12: Parameter estimates for PIC, non-collision-reduction Sites ............cccvvvirieene. 32
Table B.13: Parameter estimates for FSC, candidate Sites ...........ccovvviviiiniiiniinii e, 32
Table B.14: Parameter estimates for PIC, candidate Sites ............ccovviiiiiiiiiiniinii e 33

www.racfoundation.org ivw



Foreword

Speed-limit enforcement, in particular the use of camera based prosecution systems, has
been a contentious issue for some years. In 2010 the RAC Foundation published a report by
Professor Richard Allsop (revised in 2013) which analysed the effectiveness of speed cameras.
The report focused on the use of ‘spot’ cameras, the most widely used camera technology at
the time, finding that cameras could be a valuable part of the road safety armoury.

Technology has now moved on and more authorities are looking to average speed cameras
— systems that measure the speed of a vehicle over a stretch of road — to ensure speed limit
compliance. It therefore seemed timely to commission a similarly rigorous look at how these
systems are performing.

We had hoped to be able not just to discern whether average speed cameras were proving
to be effective in preventing injury accidents, but also to look at the specific circumstances —
the nature of the road, the traffic and the road safety risk — that had led to the choice of this
technique, assess the wisdom of that choice and start to develop guidance on their future
deployment. From the limited number of locations offering a sufficient record of before-and-
after data it has not yet proven possible to carry out this level of analysis.

Two things do stand out from this research, however.

First, there is cause for optimism about the overall collision reduction benefits of average
speed cameras. Taking account of overall trends and regression to the mean, permanent
average speed camera sites were found to, on average, reduce injury collisions, particularly
those of highest severity.

Second, we need the right data to be logged and made available by all highway authorities
adopting average speed camera technology. This research has established the format

of a database that could hold this data, identifying all the different elements needed to
conduct a robust assessment. Ideally this database would be held nationally, perhaps by the
Department for Transport.

We urge highway authorities to make sure that they are capturing the relevant data from
their schemes in order that lessons can be learnt, and decisions made about the appropriate
level and extent of average speed camera deployment.

Steve Gooding

N

st

Director, RAC Foundation
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Information relating to 51 permanent average speed camera sites, installed
between 2000 and June 2015, was collected as part of this study.

25 average speed camera were analysed in detail with
294 km of road covered by these sites.

On average, the permanent average speed camera sites analysed saw reductions

in injury coliisions, @specially those of a higher severity.

Fatal and serious coliisions fell, by 25-46%
while personal injury coliisions fell, by 9-22%.

Permanent average speed camera sites are estimated to have cost up
to £1.5m per mile in 2000 but today cost an average of
£100,000 per mile.

The number of average speed camera sites are likely to increase as
installation costs continue to decrease.

Installation costs are declining due to the falling cost of technology
and increased competition in the market.

Total length of road covered by average speed cameras
8.2km 55.4km 142.6km 409.7km

12 o

Number of sites installed per year

0
2000 2001 2002 2003 2004 2005 2006 2007 2008 2009 2010 2011 2012 2013 2014 2015%
I To June 2015
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Executive Summary

The effectiveness of speed enforcement programmes and technologies in Great Britain
has long been a subject of significant debate and analysis. The quest to reduce collisions

and casualties on the roads has previously been supported by Government and is still a
priority for the Transport Department. For all those involved in seeking effective interventions
understanding how the deployment of automated enforcement technologies has contributed
to reducing collisions is very important. There is a strong evidence base regarding the most
common forms of enforcement technology — spot speed cameras and mobile units — but
there is little evidence about the impact of average speed cameras (ASCs).

The measure used throughout this report in considering the effectiveness of ASCs is the
change in injury collisions in the post-installation periods. ASC effectiveness may also be
considered in terms of changes in compliance with speed limits or long-term changes in
offence rates, neither of which are considered within the scope of this study.

Although the UK's first permanent ASC system was installed in 2000, the uptake of
installations was relatively slow, almost certainly as a result of the initial high costs, sometimes
as high as £1.5 million per mile. This research has catalogued the vast majority of permanent
ASCs on the roads of Great Britain, and has revealed a significant increase in their deployment
over the last few years. There were a total of 51 ASC sites commissioned and installed
between 2000 and 2015, with 12 of those installed in 2015 alone. The surge in popularity
of these systems is likely to continue as prices tumble, owing to both the falling cost of

the technology and increased competition in the market. There may also be a role for ASC
systems in replacing ageing fixed-camera infrastructure which is close to the end of its life.

The research has not only catalogued the location of installations, but also introduced an
independent methodology for reviewing site boundaries and the collisions that have taken
place within them since 1990. Using the official Department for Transport collision records, it
has been possible to create, on a month-by-month basis, the collision history for each site.
These outputs have been used to review the effectiveness of ASCs in reducing collisions at
the combined sites.

Previous reviews of evidence have been critical of the lack of independence or scientific
methodology in the analysis undertaken. This research has introduced a degree of scientific
rigour through the use of two elements: firstly, a large set of similar comparator roads to
allow for the wider trend in collision reduction since 1990; and, secondly, a number of
candidate sites were identified that act as a pseudo-control, as they were not ultimately
progressed with the installation of ASCs. A total of 25 sites were used in the final analysis,
which between them had a total measured enforced section length of 294 km.

An analysis of the effect of temporary systems, such as those at roadworks sites, is not
included in this report as there is insufficient information available about the locations and
durations of use of such schemes. These temporary schemes are also usually associated
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with a reduction in speed limit — the reasons behind the exclusion of such schemes are
discussed in section 3.2.

The primary set of results looked at the change in collisions at those ASC sites that were
suitable for inclusion within the study. A number of the proposed sites had been removed
to obtain this set, because of the presence of previous enforcement equipment, or changes
in speed limits which could have affected the results. As well as taking into account trend,
the statistical methodology — adapted from previous work for the RAC Foundation by
Professor Richard Allsop — also removes the so-called ‘site-selection period’ (SSP) from

the pre-installation data. Where the site selection period is known, this achieves the aim of
accounting for ‘regression to the mean’, the phenomenon that describes the consequence
of unusually high levels of collisions at sites during the identification period.

The standout result from the analysis shows, after accounting for SSPs and trend, a 36.4%
(95% confidence interval: 25-46%) reduction in the mean rate of fatal and serious
collisions in the post-installation period. The change in personal injury collisions of

all severities was less pronounced, with a 16% (95% confidence interval: 9-22%)
reduction. Both results were classified as highly statistically significant according to the
analysis, meaning that they almost certainly did not arise by chance or through random
variation.

Further analysis of the cohort of sites split the sample into two parts: one looking at the
difference between sites installed before April 2007 and those installed after that date; and
a second that divided the sites by speed limit, based on ‘low’ speed limits (40 mph or less),
and ‘high’ speed for all others. These results did not show significant differences in the
post-installation effect for the subgroups and it is therefore not possible to conclude any
difference in the effectiveness of the installations relating to the camera age or the expected
traffic speed.

One other output of the analysis was a measurement of the difference in collisions recorded
in the SSP versus all other pre-installation periods. For the major cohort this was estimated to
be an increase in fatal and serious collisions of 24.9%, and 16.7% in collisions of all severities.
These increases were accounted for (i.e. their effects were removed) in the main results, but
the existence of this ‘site selection effect’ is a significant point of interest to those wishing

to independently evaluate the impact of other interventions. More specifically, this research
indicates that where sites are chosen for treatment due to high collision rates, then it can be
expected that a certain proportion of the post-installation collision reduction could reasonably
be attributed to this phenomenon. The presence and measurement of site selection effects
should be reviewed at other enforcement locations, or even where engineering works have
taken place, and is worth further consideration by the road safety profession.

The small control group of candidate sites exhibited a reduction of only 3% in collisions
post-identification. This result did not pass the significance test and so could have occurred
by chance.

During the process of carrying out this research, it became clear that finding out the initial
reasons for installation was somewhat difficult, especially in the case of older sites. The
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publication of evidence on websites is patchy, although some (such as that published

at A9road.info) are very good. With a study of this nature, there is a high reliance on
organisations to have information available in an appropriate format, and to have published
or be willing to share that information. Accuracy can always be improved with greater
co-operation, but this in no way diminishes the independence of the analysis. With more
information and a growing number of sites at which ASCs are installed, it will be possible in
the future to delve deeper into the effectiveness of this technology, perhaps answering other
questions about deployment and suitability on different types of road. The approach can
also be repeated for other camera technologies, with the aim of comparing the performance
of different systems.

In conclusion, the research shows quite clearly that the implementation of ASCs in the
locations that have been assessed in this report has had the effect of reducing injury
collisions, and especially those of a higher severity. Even taking into account other
influencing factors, the reductions are large and statistically significant.
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1.

INntroduction

(11

Why this research has been commissioned

The use of automated speed enforcement technology in the UK has been
subject to immense scrutiny and debate for over two decades following the first
installation of a Gatso camera on the A316 in London in 1992 (Gibbs, 2012).

The most comprehensive analysis of the effectiveness of speed cameras in
Great Britain was published in 2005 (PA Consulting / UCL, 2005) and showed
a 42% reduction in the number of people killed or seriously injured at sites
where safety cameras were introduced. This report used data from thousands
of camera sites, but these were mostly spot speed cameras: either permanent
‘Gatso’-type units, or mobile enforcement — often located in a van or on a
motorbike equipped with combined detection and recording systems.

A review in 2013 (Soole et al., 2013) was critical of the relatively poor levels
of scientific rigour associated with the current body of literature, specifically
citing that:

e comparison/control sites have not been employed in any evaluations
included in the literature review;

* confounding factors (e.g. exposure, regression to the mean) are rarely
controlled for; and

» statistical significance testing is, typically, not performed.

www.racfoundation.org




Furthermore, the reports have been carried out largely by manufacturers of equipment or
those undertaking the enforcement, and lack independence.

The RAC Foundation has published reports authored by Professor Richard Allsop looking
at the effectiveness of speed cameras (Allsop, 2010) as well as how to analyse the data
appropriately (Allsop, 2013). Following feasibility discussions with RSA, the Foundation has
commissioned this report with the principal aim of estimating the effectiveness of average
speed cameras (ASCs) deployed in Great Britain over the last 15 years.

The measure used throughout this report in considering the effectiveness of ASCs is the
change in injury collisions in the post-installation periods. ASC effectiveness may also be
considered in terms of changes in compliance with speed limits or long-term changes in
offence rates; neither of which are considered within the scope of this study.

Objectives

Three main objectives were set for this study, which would all help to address concerns
about previous studies:

* to assemble available information relating to ASC sites in Great Britain, that may be
used to create a national database of ASC sites;

* to establish a suitably large and appropriate control group of sites to enable an
understanding of the difference in collision reduction between potential ASC sites
with and without such enforcement; and

* to establish levels of occurrence of collisions before and after ASC installation (with
consideration given to site-selection period, pre-installation and post-installation
periods).

Although creating an independent database does require input from those involved in the
installation, management, and maintenance of camera systems in order to determine ASC
site locations, all collision matching and analysis has been carried out separately on the basis
of data acquired from https://data.gov.uk. The collision results for individual camera sites
(stretches of road along which automated camera enforcement is undertaken) may therefore
differ from those published locally by police forces, highway authorities, or safety camera
partnerships (SCPs). This may arise due to differing definitions of site section boundaries. The
definition of site section boundaries used in this analysis is discussed further in Chapter 4.
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Background

(21

Average speed camera technology

Average speed camera systems differ from fixed, single-point systems in that
they use pairs of cameras to measure vehicles’ average speeds along a clearly
defined and accurately measured stretch of road that could be anywhere
between a few hundred metres and many miles in length. In the UK the
shortest measured site section is 390 metres and the longest 46 kilometres. A
traditional spot speed camera', on the other hand, measures only the speed
at a single point on the road, using either radar or inductive loops under the
road surface. It has been argued by manufacturers and others that ASCs,

by enforcing over a longer stretch of road, will be more effective in achieving
compliance with the prevailing speed limit than spot speed cameras.

ASCs are clearly distinguishable from spot speed cameras, and are usually
mounted on gantries or cantilever poles high up to enable the automatic
number plate recognition (ANPR) cameras to work effectively. The most visible
use of the systems (although not one that falls within the scope of this analysis)
is at roadwork schemes with temporary lower speed limits, where they have
become a common sight over the last decade. It is argued that the use of

1 The term ‘spot speed camera’ Is used to describe enforcement equipment that measures a vehicle’s
speed at a single point on the road. The term ‘fixed speed camera’ Is also in common use and describes
enforcement equipment that Is installed at a set location. As this would encompass ASCs, the term 'spot
speed camera' Is the most appropriate to differentiate other technology.
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these systems, rather than spot speed cameras, achieves a greater level of compliance and
improved traffic flow where a temporary limit is in place (Scott Wilson, 2008: 42, 44).

All ASC systems make use of ANPR technology to identify and record vehicles at the start
and end of the enforced section with their entry and exit times, which, together with the
known distance travelled, is used to calculate an average speed.? When a vehicle’s average
speed exceeds a set threshold, the offence is recorded by the system and may ultimately,
following a review by police staff, result in a Notice of Intended Prosecution (NIP) being sent
to the registered keeper of the vehicle. All ASC systems are digital and do not require film to
be loaded, unlike older spot speed cameras. The early ASC systems required the installation
of roadside cabinets with write-once, read-many (WORM) drives to record offence data
digitally for transfer to a police office for processing. New devices obviate the need even

for a site visit, as they use wireless communications, such as 3G, to transmit offence
information in real time.

The first technology approved for use in the UK was the SPECS™ system, manufactured

by Speed Check Services, now part of Jenoptik Traffic Solutions. It received type approval
from the Home Office in 1999, and the first cameras went live in Nottingham in 2000 (PR
Newswire, 2000). There are now three other manufacturers with approved systems in the
UK: 3M, Siemens, and Red Speed International. The overwhelming majority of permanent
installations are currently provided by Jenoptik, however, with newer versions of their SPECS
system now named VECTOR™.,

Previous analysis

As mentioned in the introduction, there have been many studies of the effectiveness of
automated speed enforcement. A Cochrane Review? of 28 individual studies in 2010
concluded that “speed cameras are a worthwhile intervention for reducing the number of
road traffic injuries and deaths” (Cochrane, 2010). The review also concluded: “More studies
of a scientifically rigorous and homogenous nature are necessary, to provide the answer to
the magnitude of effect.” The studies within the synthesis showed that crashes resulting in
fatalities or serious injuries saw reductions of between 11% and 44%.

UK studies, including those commissioned by Department of Transport (DfT), have often
separated out spot speed cameras, such as the aforementioned Gatso camera, and
deployment of mobile units which operate on a temporary basis for a few hours at a time.
Hitherto, there has not, however, been an independent study into the effectiveness of ASCs
on their own.

Results'published by SCPs have claimed reductions in serious collisions or injuries as high
as 82% (Speed Check Services, 2009: 1). These simple analyses of before-and-after data
have been criticised as misleading by opponents of camera enforcement, who say that they

2 ASC sites rely on pairs of cameras registering where a vehicle enters and departs a route over which speed Is being
measured. Multiple pairs may be used on long routes.

3 Cochrane Reviews are systematic reviews of primary research In human health care and health policy. They investigate the
effects of interventions for prevention, treatment and rehabllitation.
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do not take into account the background trend in road collision reduction, or the influence of
site-selection bias which introduces the ‘regression to the mean’ effect. These matters are
discussed in more detail later in this report.

A summary of research into speed cameras is held on the Road Safety Observatory website
(www.roadsafetyobservatory.com). It is an excellent resource for those wishing to discover
more about the available evidence on a number of road safety topics, and therefore it is not
within the principal objectives of this report to repeat this work.

Context of use

There is no legal restriction on where ASCs can be placed, although certain practical criteria
need to be met — for example, the presence of an electrical supply, adequate lighting, and a
suitable location to place the associated street furniture. Sites should not have many entry
and exit points owing to the nature of the systems, which only detect speeds once a vehicle
has passed both the points. The operational responsibilities for cameras are often shared
between police forces and highway authorities, sometimes working together as a SCP, or
more recently as a ‘road safety partnership’.

These SCPs and road safety partnerships, many of which still exist today, were formed
between 2000 and 2007 across most of England and Wales following the national roll-out of
a successful pilot scheme by DfT. The financial basis of this roll-out was often referred to as
‘netting-off’ or ‘hypothecation’, and was effectively a period of reimbursement of the costs of
enforcement and related activities (in accordance with a business case), subject to oversight
by Government. A separate system was formed in Scotland and is still in place. Prior to
2000, cameras were installed solely by highway authorities at their own expense and with no
formal guidelines. These were all spot speed cameras.

During the time of hypothecation, a local SCP could be established, and — assuming the

DfT rules were followed — a proportion of the fine revenue was then recovered to pay for the
cost of operations, the remainder staying with the Treasury. These operations would typically
include the detection and processing of offences, together with public information activities
and - crucially — the installation and maintenance of camera technology.

This period of hypothecation resulted in a rapid expansion in the number of cameras on

UK roads, from 1,672 in 2001 to 4,737 by 2007 (Hansard, 2008). These new cameras
required approval under the rules of the scheme introduced in 2001 with the national roll-out
of the hypothecation scheme, and the majority were installed at locations where there was

a defined collision problem. The precise criteria varied during the period of DfT oversight,
but typically there needed to be four fatal or serious collisions per kilometre over a three-
year period, plus other less-serious collisions, high speeds, evidence of speed being a
contributory factor in the causation of collisions, and/or in their severity, and consideration of
other methods of intervention such as engineering as an alternative (DfT, 2005).

www.racfoundation.org 5 w



3. Average Speed

Camera database

(8.1 Data collection

In order to carry out an independent analysis of ASCs, that is a review of the
collisions data without reference to collision figures provided by manufacturers
or operators, it was necessary to collect as much information as possible
about the permanent systems currently installed. An analysis of the effect of
temporary systems, such as those at roadworks sites, is not included in this
report as there is insufficient information available about the locations and
durations of use of such schemes. These temporary schemes are also usually
associated with a reduction in speed limit — the reasons behind the exclusion
of such schemes are discussed in section 3.2. The following information was
requested from the four manufacturers:

e Jocation of individual camera units and poles;
e installation dates; and
e current speed limit.

Only two of the four manufacturers, Jenoptik and 3M, supplied information.
Siemens and Red Speed International did not participate, but as the number
of sites in which their devices are installed is understood to have been very
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small until recently, this is likely to affect the study only marginally. The information collected
about the extent of ASC deployment has been provided to the Foundation in the form of

a spreadsheet and shapefile. This ‘database’ can be kept up to date and used for further
research or scrutiny if required.

It is worth noting at this point the definitions used to describe the equipment and its use:

Term

Description

Camera When describing an ASC system, the term refers to the entire unit

used to read number plates. There are often several camera pods on
a single pole. For a spot-speed system the camera actually means the
photographic equipment located within a fixed housing, which can in
some systems be moved from housing to housing.

Dummy A dummy camera/housing is one that gives the impression of being able

to enforce the speed limit but does not actually contain the required
equipment to detect offences. This term could be used to describe a
spot-speed housing that has no camera installed, or an ASC pod with no
internal detection equipment.

Pole

For ASC systems, a cantilever pole is commonly used for the purpose
of attaching cameras. Cameras can also be mounted to other street
furniture such as gantries.

Site

Camera sites are defined more clearly later in the report, but a simple
explanation would be that it is the stretch of road over which the presence
of enforcement equipment is deemed to have a potential effect.

Site section Stretches of road within the site boundary that are separated into

sections for several reasons (see section 4.1)

Once the location information was received, it was verified using satellite and road images

(from Google Street View), and site boundaries were plotted using a digital mapping tool.

Local SCPs, highway authorities and police forces were then contacted to confirm that the

information was correct, and supplementary questions were asked, including:

the initial reason for the installation;

whether a collisions analysis was used to justify the site installation, and, if so, what
site-selection period collision data was used;

whether any previous enforcement was undertaken using spot speed cameras; and
whether there was any change in the speed limit at the site before or after installation.

The majority of those contacted were able to supply some or all of this information, although

this provision of information does not necessarily indicate support or endorsement of the
research on the part of the authority or police force.

There are a number of sites within the study that were installed for reasons other than
collision reduction. This may seem strange given the focus on using cameras to reduce
collisions, but moderating vehicle speeds can provide benefits such as traffic smoothing
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(one purpose being to reduce emissions in air quality management areas); reducing vehicle
noise; and reducing likely damage to sensitive road structures because vehicles are travelling
at lower speeds.

)
©
N

Average speed camera sites and installation dates

There were a total of 51 ASC sites commissioned and installed between 2000 and 2015, with
a total length of 410 km according to the site boundary rules developed for this study (see
section 4.1). The date associated with each site is usually the date of operation, not the date
the first offence was detected or the date that works started. It is therefore possible that some
of the infrastructure could have been at the roadside prior to the official operating date.

Figure 3.1: Installation history for average speed cameras in Great Britain

14 450 —
£
=

400 &
12 o

. &

8 350 §

= 10 3

0 3

o 300 8

ks g

T 8

I 250 &

£ >

8 [O]

2 6 200 >

L o

2 150 5

(0]

Qo 4 3

e (@]

= 100 ©

z g

2 50 ©
ey

S)

0 0o &
2000 2001 2002 2003 2004 2005 2006 2007 2008 2009 2010 2011 2012 2013 2014 2015 =

. —

Installation year 2

Total length B Sites

Source: Authors’ own

The number of permanent ASC systems has grown fairly slowly (see Figure 3.1), certainly
compared to the aforementioned very large increase in spot speed cameras between 2000
and 2007. The distance covered by the systems leapt significantly in 2014 when the A9 site
from Dunblane to Inverness was installed (A9 Safety Group, undated), although 2015 saw
the largest ever number of individual sites put in place, with 12 new locations entering the
database. The surge in popularity of these systems is likely to continue as the cost of the
technology falls and there is increased competition in the market.

There are a large number of factors within the road environment that could influence
changes in collision occurrences. Factors such as changes to signing or road markings,
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resurfacing, changes to maintenance of roadsides and street furniture, and changes to

street lighting can all have an impact on collision occurrences, but information relating to
these factors is generally difficult to collect, and therefore the impact of such factors cannot
be individually considered in modelling.

Instead, these factors can be considered in this analysis by the inclusion of ‘comparison’
lengths of road, to allow for trend and systematic changes in collision occurrences. Inclusion
of these comparison roads is important in accounting for the general downward trend in the
number of recorded injury collisions, with a 29% fall between 2005 and 2015 (RSA, using
MAST Online (data extracted 1 August 20186)). Factors such as improved vehicle design,
better trauma care, road engineering, road user education and enforcement all contribute to
this decrease in collisions and casualties, as well as in the severity of injuries sustained.

Two factors were identified that are likely to have had a significant impact on collision
occurrences at ASC sites, but separately determining the impact of these factors from

that of the ASC system itself was not possible, and these ASC sites were excluded from
further analysis. The factors resulting in exclusion were changes in speed limit in the period
immediately before, or after, the installation of an ASC system; and the presence of previous
enforcement — spot speed cameras or mobile cameras with accompanying warning signs.
An example of the presence of previous enforcement is that on the A14 section between
Huntingdon and Girton, which was previously covered by a number of spot speed cameras.

Information provided by authorities relating to these factors led to the exclusion of 17 ASC
sites from further analysis. Figure 3.2 presents the total enforcement lengths of excluded
ASC sites in relation to all identified sites.

Figure 3.2: Significant factors precluding sites from analysis

B No significant influencing factors identified
B Change in speed limit
[l Previous enforcement

B Change in speed limit and
previous enforcement

308.1 km

Source: Authors’ own
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4. Collision Analysis

Site boundaries

Organisations and individuals wishing to monitor changes in collisions along a
stretch of road first of all have to define the site boundaries. Rather than relying
on local information, as definitions may differ from one SCP to another, the site
boundaries are defined here in a standardised manner based on the expert
knowledge of the authors.

The width of a site extended 50 to 150 metres either side of the centre of the
roadway section being considered, varying depending on the type of road
(number of traffic lanes etc.), to ensure that mapping captured all collisions
occurring on the road section.

The length of the site was defined as the distance between the first camera
and the second camera, plus an additional calculated distance before the first
camera and after the second camera. This calculated distance was dependent
on the speed limit on the road section and was calculated as the distance
travelled in a 15-second interval at this speed limit — so for 30 mph roads, the
site boundary ends 201 metres past the last camera and starts 201 metres
before the first camera.

Sites were split into sections where there was a change along the road in either
speed limit or road type (i.e. dual to single carriageway). It was also decided
that sites would be split into separate sections at significant intersections such
as roundabouts and traffic lights, as shown in Figure 4.1.
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If there was a change in speed limit or road type, or presence of an intersection then the 15
seconds travel rule was ignored and the site was deemed to stop at that point.

For some sites there turned out to be a single site section, while for others there were
up to eight sections - stretches of road belonging to the same site often but only slightly
separated, nevertheless sometimes totalling up to several kilometres.

Figure 4.1: Sample map demonstrating site and site section boundaries

© OpenStreetMap contributors
Source: Authors’ own

Collision matching

Collision data from 1990 to 2014 together with provisional 2015 data (January to June)
obtained from DfT was plotted in the geographic information system program QGIS, using
the co-ordinates in STATS19 data, the national database of police-reported injury road
collisions in Great Britain. Collisions were then matched to a site in QGIS by location and
by road number. Road number matching was carried out so that collisions on bridges and
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tunnels of crossing roads were not erroneously included; collisions on nearby roads with
inaccurate co-ordinates were also thereby excluded. This was especially important given the
wide buffers used at some sites.

Figure 4.2 shows collisions in a site on the A38 that are colour coded by whether the road
number recorded in STATS19 matches the road number of the site: green if it matches, blue
if it does not and is therefore excluded. It shows that there are a number of collisions on the
adjacent M6 Toll road which were not on the A38 and are therefore excluded from the analysis.

Figure 4.2: Sample map demonstrating collision matching

e Key

(5) Collision’s STATS19-recorded
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road number differs from site’s road

Ne]

© OpenStreetMap contributors
Source: Authors' own, adapted from STATS19 data
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( 4.3 Control sites

The aforementioned review of literature (Soole et al., 2013) mentioned the lack of reference
to controls or comparison sites, which is where the second objective of this research has
relevance:

To establish a suitably large and appropriate control group of sites to enable an
understanding of the difference in collision reduction between potential ASC sites with and
without such enforcement.

This report looks at two different ways of providing a ‘control’ for the ASC sites, using
information sourced about collisions on roads that were not subject to ASC enforcement.

4.3.1 Candidate sites

As part of the initial data gathering exercise, information was provided which indicated that
some sites were initially considered for treatment with ASCs by several SCPs, but at which
the treatment was subsequently not implemented because of the high costs of installation
in relation to the budget available. They will have been identified as a result of a collision
analysis by local road safety organisations. These sites are not a true control in the statistical
sense, and to avoid confusion are thus referred to as ‘candidate sites’ in this report. They
are reviewed separately within the results.

A total of seven sites with nine sections were identified, covering 24.89 km, all but one of
which were in police force areas where no permanent ASCs had been introduced on other
roads. It is highly likely that there are more sites of this nature, but without a more exhaustive
survey of authorities it would not be possible to increase the sample size. At the request of the
data provider, the precise location of these individual sites is not exposed in the research.

4.3.2 Comparison roads

The second way of comparing changes in collision numbers is by looking at collisions on other
roads in the same area. As mentioned previously, the number of collisions on most types of
road have dropped substantially since 2000 when the first ASC was installed, and this general
trend needs to be taken into account. This was achieved by obtaining collision statistics

for similar roads in the same authority area for the same periods as the data used from the
camera sites. The data from the ASC sites was excluded from these comparison roads.

The definition of ‘similar road’ used in the report is one which fits a simple match of road
classification, for example ‘A-roads’. This is not a perfect selection methodology and, if
suitable data was made available (as well as more time), a better set of comparison roads
could be selected using information about traffic flows, number of lanes per carriageway,
speed limit, junction density, or any other potential classification measure.

Nevertheless, the sample size is very large, with the comparison roads measuring a total of
60 times the length of the ASC sites included in the study.
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( 4.4 Initial analysis

Traditionally, local analyses have focused on determining the change in collision rates from
before to after installation of the cameras — indeed, this was something encouraged during
the period of DfT oversight. Whilst this does have its place for some types of collision-
reduction intervention — high friction road surfaces, for example (Simpson, 2005) — it does
not take account of selection bias (where sites with abnormally high numbers of collisions
were chosen in the first place), or the general trend of collision reduction as a result of
external influences. A basic before-and-after analysis of ASC sites produces these findings,
but without modelling fully, all or most of these reductions could well be due to site-selection
bias and/or the general trend. Sections 4.5 and 4.6 of this report outline the methodology
used later on to allow for these sources of apparent reduction.

Figure 4.3: Simple before-and-after analysis methodology

1-month

installation period 36-month ‘after’ period

36-month ‘before’ period

Source: Authors’ own

Figure 4.3 illustrates a typical approach to a before-and-after analysis. It excludes the
calendar month of installation and then looks at collision numbers in the two 36-month
periods pre- and post-installation. Collisions are all classified as a ‘personal injury collision’
(PIC), where at least one person in or on any vehicle, or a pedestrian, was injured; and
potentially as a ‘fatal or serious collision’ (FSC), which excludes collisions where only ‘slight’
injuries were sustained.

A simple analysis using this typical methodology was undertaken for the sites in the
database. Some sites were removed, namely those that do not have three years of post-
collision data or those excluded because of significant influencing factors (see section 3.2).
This narrowed down the length of road suitable, which then stood at 116.85 km, a great
reduction from the total of over 406 km within the total dataset. This is largely due to the
high proportion of ASC installations that have taken place over the last three years. A full list
of all sites included within the different parts of this report is included in Appendix C.

Table 4.1: Simple analysis results of collisions at ASC sites

PIC before PIC after % change FSC before FSC after % change

526 392 -25% 146 73 -50%

Source: Authors' own

The results in Table 4.1 appear to be impressive, showing large reductions in both PICs and
FSCs. However, for all- of the reasons mentioned earlier in this section, they should not be
taken as the final result and will be referred to at the end of the report in the discussion.
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( 4.5 Generalised linear model

The principal analysis within this report uses a statistical model adopted by Professor
Richard Allsop, in a form adapted from that used in the 2013 study of spot speed camera
data for the RAC Foundation (Allsop, 2013). That report covers the technical details of

the model, some of which are repeated here in Appendix A. The basis of the model is a
regression, a statistical method for modelling the relationship between a dependent variable
(in this case the number of collisions at a site) and one or more independent, explanatory
variables. In this case the independent variables are the dummy variables to indicate the
presence or absence of operational ASCs and to indicate the declared site-selection period
(SSP); and the number of collisions on comparison roads, which is used to enable the
number of collisions at a site to be adjusted for trend and other general changes in collision
occurrence on relevant roads in the area in which the site lies.

The model uses monthly data for each site section, together with corresponding data for
comparison roads, from January 1990. The data was sourced from the official closed DfT
STATS19 dataset — any local alterations to the collision records, including additions or
deletions, will therefore not have been taken into account. This approach takes all of the
available datapoints for all camera sites in the study over the last 25 years, although the
sample has been restricted to sites installed before the end of 2014. Each site will therefore
have some post-installation data, which will vary from eight months to almost 15 years.
Unlike the simple before-versus-after analysis, the full post-installation dataset is used in
this model.

Rather than use annual data, as was done in a number of previous studies, this model
makes use of the monthly information, which was only possible because of the independent
matching of collisions. As mentioned in section 4.3.2, it also incorporates the trend data for
similar comparison roads in an authority area.

The final consideration is the effect of regression to the mean (RTM). In road safety,
regression to the mean is the explanation for the situation where a road has a high number
of crashes in a particular period (in this case three years, a period not long enough for the
figures to ‘average out’), but because of the random factors involved in the causes of those
crashes, it is more likely than not that there will be fewer at the same site in subsequent
years, irrespective of whether there has been road safety treatment. Put simply, by
deliberately choosing a site with an unusually high level of crashes in the first place, one is
predisposing the results in subsequent years to show a drop in collisions at that site.

In order to allow for RTM, the model analyses and excludes any identified SSPs when
comparing the collision numbers at sites post-installation with the numbers in all pre-camera
periods. The pre-camera period at each site includes the implementation period between
site selection and the camera becoming operational.
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Figure 4.4: Various periods use for analysis within the model
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Figure 4.4 shows the relationship between the different periods for three fictitious sites,
including the corresponding periods for the respective comparison roads.

In the example the three sites all have different installation dates with varying SSPs and
pre-installation period durations. The comparison data is matched to these periods for each
individual site month by month (the diagram shows months grouped together into quarters

for simplicity). There is a one-month installation period shown in black, which is excluded
from the analysis.

Apr—Jun 2013

Jul — Sep 2013
Oct - Dec 2013
Jan —Mar 2014
Apr— Jun 2014

Site-selection period data

The Site Selection Period (SSP) is defined here as the collision analysis period used to
identify the site for treatment with a speed enforcement intervention. During the period

of DfT oversight this period would be recorded and submitted as a part of the annual
‘operational case’. As stated in the previous section this period of time is used in the model
to allow for the effect of regression to the mean (RTM), the phenomenon that describes
collision levels returning to ‘normal’ following a period of untypically high levels. This
phenomenon is likely to happen at sites that have been selected for high collision rates
according to some site-selection criterion.

Information about SSPs is not commonly available on the websites of organisations operating
the ASCs. The questionnaire sent to all operators was useful in obtaining information

about the presence of an SSP, and sometimes where a site was not installed for collision-
reduction reasons. In a few cases the original collision analysis that led to the site being
selected was included on a website, an excellent example being the A9road.info website
produced by Transport Scotland. There were still significant holes in the data, however, and
two approaches to estimating the SSP were used for sites where no explanation was put
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forward. The first method was applied to sites that were installed during the period of DfT
oversight, the period of hypothecation. During this time ‘handbooks’ were issued to SCPs,
explaining how camera sites should be selected and what collision data was required. These
handbooks were used by partnerships to put forward formal operational cases for approval,
setting out proposed enforcement activity at existing sites and all proposed new sites. A
sample timeline for this process might be as follows:

e October 2005: Operational case submitted, including collision data from the
previous three years

e April 2006: Operational case approved

e March 2007: Latest date by which the camera site could be installed

In the example above, the SSP would usually be expected to be 2002-4, as data

from 2005 would have been incomplete at the time of submission. By using the date of
installation, the earliest possible operational case date was calculated together with the
associated analysis period.

For sites that were installed post-DfT oversight, the SSP and implementation periods
have been estimated using averages from all other sites. This was not carried out for sites
installed for non-collision-reduction reasons — these were removed from the sample for
possible separate analysis.

The average length of the SSP in the model is three years and one month, with the average
implementation period being just over two years. A total of 14 sites where cameras

were installed for collision-reduction reasons have recorded SSPs, and SSPs have been
estimated for a further 11 such sites.
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Results
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The results of the generalised linear modelling are presented in the five sets of
analyses as follows:

Set 1: All ASC sites installed for collision-reduction reasons

Set 2: Comparison of ASC sites installed before and after April 2007
Set 3: Comparison of high and low-speed sites

Set 4: Sites installed for non-collision-reduction reasons

Set 5: Candidate sites

Each set was then reviewed with respect to the changes in PICs and FSCs
between months where enforcement was present and months where it was
not, excluding the SSP. This calculation is referred to as the installation effect.
A further analysis of the SSP versus the other pre-installation months is also
undertaken to review the site-selection effect.

The sites comprising each of these sets are listed in Appendix C. The full statistical
outputs, including 95% confidence intervals, are also given in Appendix B. Collision
data for individual months on a site-by-site basis does not form a part of this report.

( 18 The Effectiveness of Average Speed Cameras in Great Britain




( 5.1 Set 1: All ASC sites installed for collision-reduction reasons

This application of the model selects all ASC sites from the database with the following
exceptions:

e sites installed from 2015 onwards;

e sites with a prior history of speed camera enforcement;

* sites where the speed limit was changed during the study period;

* sites that were decommissioned after a period of operation (e.g. Northamptonshire); and
e sites that were installed for non-collision-reduction reasons.

The total number of sites in the sample was 25, which had between them a total measured
enforced section length of 294 km. This measurement does not cover the entire length

of the signed route but only the sections covered by visible enforcement equipment.
Comparison roads sampled covered 13,160 km in total. Results were provided both for
FSCs, i.e. those where at least one casualty was killed or seriously injured, and for all PICs.

5.1.1 Installation effect

A 36.4% (95% confidence interval: 25-46%) reduction in the mean rate of FSCs was estimated
in the post-installation period. The change in PICs was lower, with a 16% (95% confidence
interval: 9-22%) reduction; both resullts classified as highly statistically significant according to the
model. These results allow in part for any RTM through the removal of SSP data from the
pre-installation period. They also take into account the ‘trend’ data from the comparison sites.

5.1.2 Site-selection period effect

The other effect estimated in the model is the level of collisions in the SSP relative to the level
in the rest of the pre-installation period. The results here show an increase in FSCs of 24.9%,
and 16.7% for PICs. This supports the view that the SSP typically exhibits higher-than-normal
collision numbers; again, both results were highly significant when tested in the model.

It should be borne in mind that the SSP effect has already been taken into account for in the
installation effect analysis.

( 5.2 Set 2: Comparison of ASC sites installed before and after
April 2007

As previously mentioned, April 2007 saw a change in the funding regime and level of control
from DfT in managing site selection and approval. Although guidelines remained, there

was no longer any requirement to follow these rules — operating authorities were from then
on able to site ASCs wherever they chose, to address quantified or perceived road safety
problems, or other issues such as air quality.

This analysis takes the sites from Set 1 and splits them into two subsets:

e installation pre-April 2007 (10 sites, 62.91 km total length);
e installation post-April 2007 (15 sites, 231.36 km total length).
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5.2.1 Installation effect

For the cameras installed before April 2007, the camera installation effect is estimated to be
a 36% reduction in FSCs per month. For the cameras installed after April 2007, this effect is
estimated to be a 43.3% reduction in FSCs per month. Both results passed the significance
test used in the model. It is worth noting, however, that the difference between these two
estimates is less than two thirds of its standard error (see Appendix B) and could therefore
well arise from random variation. It cannot therefore be said with any certainty that there was
a true difference in the installation effect between the two subsets.

For PICs, the difference between the estimated ASC installation effects for cameras installed
before and after April 2007 is somewhat greater than the difference for FSCs, with estimated
reductions of 20.1% before and 8.7 % after that date. The reduction of 20.1% is statistically
highly significant, but the reduction of 8.7% is in itself significant only at the 20% level and
quite likely to be the result of random variation. The difference between the two reductions is
significant at almost the 10% level, giving a slight indication that the reduction was greater in
the earlier period

5.2.2 Site-selection period effect

There is an interesting difference between site-selection effects for cameras installed in the
two periods. For cameras installed before April 2007, this effect is estimated to cause an
increase of only 8% in FSCs per month compared to other pre-installation months, and the
test of significance shows that this could very well have arisen from random variation. For
sites installed after April 2007 the effect is much larger, showing an increase of 37.4% (which
is also statistically highly significant). The estimated SSP effect for PICs in cameras installed
before April 2007 is similar to that for FSCs, but the effect for cameras installed after April
2007 is smaller than for FSCs, at 21.7% (compared with 37.4%). As with the FSC figures,
the pre-April 2007 finding is not statistically significant.

Ol

W

Set 3: Comparison of high- and low-speed sites

The final analysis of the sites from Set 1 splits them into two groups based on the speed
limits being enforced. Sites with 20 mph, 30 mph and 40 mph limits are classed as ‘low
speed’, with the remainder as ‘high speed’.

5.3.1 Installation effect

For FSCs the ASC installation effects at low- and high-speed sites were estimated reductions
of 42.2% and 32.3% respectively, both being highly significant. The difference in the two
results in itself was not significant, and could well have arisen from random variation. The
PIC installation effect at low-speed sites was strong, with a 25% reduction at a high level of
significance. The results for high-speed sites was lower at 7.9%, but this was statistically
significant only at the 20% level and thus may have arisen through random variation.
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5.3.2 Site-selection period effect

For the low-speed sites both the FSC and PIC results were statistically insignificant. The
estimated increase of 9% (for FSCs) and 5% (for PICs) compared to the rest of the pre-
installation months could therefore have happened through chance. The results at high-
speed sites were significant, and display increases of 30.2% for FSCs and 21.8% for PICs in
the SSP compared to other pre-installation periods.

On

Set 4: Sites installed for non-collision-reduction reasons

There were two sites in the database that were known to have been installed for non-
collision-reduction reasons — both of these were installed to reduce speeds in order to
protect structures such as bridges and tunnels. With this in mind, the SSPs were set to zero,
as it was known that these sites were not selected for reasons related to collisions in any
specific time period.

5.4.1 Installation effect

The estimated FSC reduction of 20% was not statistically significant because of the wide
difference between reductions at the two sites, although the 24.2% PIC reduction was highly
significant when tested in the model. However, comparison of the 95% confidence intervals
for these two estimated reductions with those for the corresponding reductions for the sites
in Set 1 provides no evidence that the reductions in collisions at these two sites differ from
the reductions at the other 25 ASC sites that were selected based on a high collision record.

O
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Set 5: Candidate sites

The final objective of the research was to identify a suitably large and appropriate control
group of potential ASC sites to understand the difference in collision reduction between ASC
sites with and without this form of enforcement. During the scoping part of the project, six
sites were identified as being originally selected for ASC deployment but not subsequently
progressed. Although the number of sites is fairly small, an analysis of these non-progressed
sites was undertaken using a modified model and using data from a set of comparator
roads in the same way as the ASC sites.

The only effect estimated is that of the decision not to proceed with an ASC installation.
No information is available on whether an alternative intervention was introduced after the
decision was made.

5.5.1 Effect

Both FSC and PIC results showed an estimated 3% reduction in collisions after the decision
compared with before, relative to the numbers on the comparison roads. The significance
test shows that this reduction could very well have arisen by chance. Therefore, these sites
show no evidence of a counterpart reduction in collisions to that found at the ASC sites.
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DISCUSSION

( ©.1 What the results show

The report’s results can be split into two sections, the setting up and
population of the database, followed by the analysis of the collision data.

6.1.1 The database

The first objective of the study was to establish a list of the installed average
speed camera (ASC) sites around Great Britain. This was largely a success,

as was the establishment of a set of additional information about the sites,
including information about site-selection periods (SSPs). There are a small
number of sites missing, because either the manufacturers or the suppliers

did not take part in the study. More information about SSPs would have been
helpful, and several methods had to be employed to calculate the periods and
the effect of regression to the mean may well not have been fully accounted for.
Nevertheless, the amount of information was enough to allow a robust analysis
of ASC sites installed for collision-reduction reasons.

The database already contains information about sites installed in 2015,
and it is clear, following conversations with those involved in the report, that
this expansion in permanent ASC sites is continuing in 2016. Repeating
this analysis with new sites, or if and when more data about reasons for site
selection or SSP is obtained, would be a relatively simple task now that a
consistent methodology has been designed.
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Furthermore, this methodology can also be applied to other speed camera technologies, or
perhaps other interventions where a specific period of time was used to carry out a collision
analysis that led to the selection of sites for treatment.

6.1.2 The results

After deriving the methodology for data collection and collision analysis, a simple before-
and-after collision analysis was undertaken, very similar to the analyses carried out by local
analysts in police forces, safety camera partnerships, and highway authorities. Although the
sample size was reduced compared to the main body of the work, the results here showed
reductions in fatal or serious collisions (FSCs) of 50% and personal injury collisions (PICs)
of 25%. These very high reductions do not, of course, take into account other influencing
factors, something completed later in the main body of results.

Set 1, which looked at all ASC sites installed for collision-reduction reasons, showed that
collision reductions were significant at 36.4% for FSCs and 16% for PICs. This gives an
indication of the typical combined effect of site-selection bias, together with the overall
collision-reduction trend during the period of operation. This notable difference should act as
a warning to those seeking to review the benefits of similar interventions: the true impact on
road safety may be considerably lower than the initial results show.

However, it is also worth mentioning that the results given here are robust, benefiting as they
do from an independent approach together with fairly complex statistical analysis. It may not
be possible to repeat this methodology at a local level, owing to the lack of a suitably large
sample size.

Turning to other analysis sets, no statistically significant difference in the impact of FSCs
emerged between sites with high and with low speed limits, whereas there was an impact
on PICs at lower-speed sites.

The other analyses — those of sites installed pre- and post- April 2007, and for non-collision-
reduction reasons — did not yield significant results in terms of difference from the combined
cohort.

The analysis excluded sites where no information could be obtained for the SSP. For those
where information was obtained, an increase in the rate of reported collisions was observed
during the SSP, suggesting the presence on bias in site selection. The existence of this ‘site
selection effect’ is a significant point of interest to those wishing to independently evaluate
the impact of other interventions. More specifically, this research indicates that where sites
are chosen for treatment due to high collision rates, then it can be expected that a certain
proportion of the post-installation collision reduction could reasonably be attributed to this
phenomenon. The presence and measurement of site selection effects should be reviewed
at other enforcement locations, or even where engineering works have taken place, and is
worth further consideration by the road safety profession.

The review of candidate sites — those used as a pseudo-control group — was encouraging,
as it identified a reduction of only 3% in collisions, a reduction that could have arisen through
chance.
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( 6.2 Further research

It is a common outcome for analytical reports to bemoan the lack of data, and it is true that
there is always something that could be made better with more data and higher-quality
information. In this case several areas for future development have been identified, as follows.

6.2.1 Control sites

Obtaining information about sites that could be used as a suitable control proved difficult.

Only a handful were identified, and these were largely from a different area from any of the
ASC sites. A much closer dialogue with enforcement agencies responsible for identifying,

installing, and enforcing sites may have yielded more data.

Questions would in any case still remain about maintaining a ‘clean’ control environment.
The influence of other factors — such as road surface treatments, junction realignments,
maintenance regimes or even other forms of speed management — could have played a part
in influencing the results. This can equally be the case for the comparator roads used in the
study too.

6.2.2 Comparator roads

The use of ‘similar’ roads in this study permits the influence of background trend in the
overall collision data to be allowed for. The selection of these roads was reasonably broad,
relying on the simple method of road classification (A-roads etc.). An improved model would
select these roads based on traffic flows, the number of lanes per carriageway, speed limit,
junction density, and potentially other features.

6.2.3 Comparison with other interventions

Previous analysis by the RAC Foundation (Allsop, 2013) using a similar methodology
revealed similar FSC and PIC reductions at sites in Warwickshire (a fall of 38% in FSCs,
25% in PICs). It would be possible for a new analysis to be undertaken, assuming reliable
information about site selection and commissioning were available, of spot speed camera
sites, enabling the difference in installation effect between the two technologies to be
determined. A similar analysis could also be carried out for mobile enforcement sites.

( 6.3 Conclusions

The results show that ASC systems are effective in reducing collisions, especially those of a
high severity. Even after allowing for the effects of trend and regression to the mean, highly
significant reductions are noted. There is no evidence for the existence of any optimum
speed limit that leads to the installations achieving greater collision reduction — they appear
to be as suitable for deployment in higher speed limits as in lower ones.

During the process of writing this report it has become clear that the number of systems
installed recently, or planned for installation soon, is increasing very rapidly. Understanding
the cost:benefit ratio of these systems would seem to be a sensible next step for authorities
and organisations wishing to consider their use.
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Appendix A:
Methodology

Adapted from Guidance on Use of Speed Camera Transparency Data, Richard Allsop,
University College London, first issued June 2013, Updated November 2013

Note: the equation used in modelling was stated incorrectly in Allsop’s 2013 report and this
error has been corrected here, the error was one of description only, and did not affect the
calculations reported either in that report or this.

The data was analysed by means of the widely used technique known as generalised linear
modelling, or GLM, applied first to the natural logarithm (logarithm to the base €, where
e ~ 2.718) of the ratio:

Number of PICs at a given site in a given month

Number of PICs on comparison roads in the same month
This was done with the aim of estimating how the ratio was affected multiplicatively by:

*  (A1.1) whether that month was one of the months from which the numbers of
collisions or casualties may have been taken into account in deciding where to
establish the camera; and

*  (A1.2) whether the camera was established and might therefore have been in
operation throughout that month;

whilst having regard to the general level of occurrence of PICs at that site and the random
variation in the number of PICs at the site in a month.

These multiplicative relations are expressed as additive ones by taking natural logarithms to
give Equation (A1.3) as follows:

A.1 Equation A1.3

Ingny = InPry + ¢n + ubny + veny

is used to estimate single values of effects (A1.1) and (A1.2) across all cameras where:
the cameras are coded with a Unique Site ID n

Ly = estimated mean of the Poisson distribution of the number of PICs at site n in
month y

Py = number of PICs on comparison roads for site n in month y
cn = fitted indicator of general level of collisions at site n

by = 1 if month y was one from which the numbers of collisions or casualties may
have been taken into account in deciding where to establish site n and 0 if not
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u = fitted indicator across all N sites of the general level of collisions at the sites in

months from which the numbers of collisions or casualties may have been taken
into account in deciding where to establish the site relative to the level in other
months before the site was established

cny = 1 if site n was established throughout month y and 0 if not

v = fitted indicator across all N sites of the general level of collisions at the sites in
months throughout which sites might have been in operation relative to the level
in months before sites were established other than the months from which the
numbers of collisions or casualties may have been taken into account in deciding
where to establish the sites.

The range of values of y is from 0 in January 1990 to 300 in December 2014 (a period of 25
full years, 300 months) for every site.

The values of the fitted indicators are calculated by the software so that they approximately
maximise the likelihood of the recorded numbers of PICs having occurred at each site and in
each month if all influences upon these numbers were represented by Equation (A1.3).

Similarly, the method is used for fatal or serious collisions (FSCs), with numbers of PICs
replaced by numbers of FSCs throughout.

The primary results are the estimates of # and v and their standard error for the two kinds
of collision. 100exp(v) is the estimated collision rate per month at the set of sites after
installation as a percentage of the collision rate before installation, so that 80 would indicate
a 20% reduction. This estimate allows for trend and any bias by selection and associated
regression to the mean resulting from untypically high numbers of collisions in the SSPs.

In the notation used by the model-fitting software, the fitted model provides estimates for the
two variables analysed, as follows:

Exp(B) for Post-installation represents exp(v), the common estimate of the
multiplier by which the number of collisions per month after installation of cameras
is higher or lower than the average number before (excluding the SSP), and

Exp(B) for SSP represents exp(u), the common estimate of the multiplier by which
the number of collisions per month during the SSP is higher or lower than the
average number before installation but excluding the SSP.

A.2 Candidate Sites

For this analysis, the equation is modified by omitting the term connected to SSP. The
interpretation of the other terms remains similar, except that there are no months from which
the numbers of collisions or casualties may have been taken into account in deciding where
to establish the sites.

( 28 The Effectiveness of Average Speed Cameras in Great Britain



A.3 Equation (A1.4)

hlﬂny= InPuy + cn+ veny
where:
the cameras are coded with a Unique Site ID, n

uny = estimated mean of the Poisson distribution of the number of PICs at site n in
month y

Prny = number of PICs on comparison roads for site n in month y
cn = fitted indicator of general level of collisions at site n

cny = 1 if month y is a month after the decision for site n was made and O if
month y is a month before the decision for site n was made

v = fitted indicator across all n sites of the general level of collisions at the sites
in months after the decision was made relative to the level in months before the
decision was made.

The range of values of y is from 0 in January 1990 to 300 in December 2014 for every site.

The values of the fitted indicators are calculated by the software so that they approximately
maximise the likelihood of the recorded numbers of PICs having occurred at each site and in
each month if all influences upon these numbers were represented by Equation (A1.4).

Similarly, the method is used for FSCs, with numbers of PICs replaced by numbers of FSCs
throughout.

The fitted model provides estimate for the Post-decision variable analysed, as follow:

Exp(B) for Post-decision represents exp(v), the common estimate of the multiplier by which
the number of collisions per month after the decision not to have an installation of cameras
is higher or lower than the average number before.

www.racfoundation.org 29\



Appendix
Calculations

3

Note: the tables below are adapted from the output from the statistics software, Predictive

Analytics Software the new name for SPSS statistical analysis software (University of
Windsor, 2016). In terms of effect, the most important column is the one headed Exp(B),

which contains the common estimators across all sites in the set of multipliers for the two

variables (rows) in the model, site-selection period (SSP) and Post-installation. Values under

1 represent decreases and values above 1 represent increases relative to the pre-installation
periods that fall outside of the SSP.

Table B.1: Set 1 parameter estimates for FSC

Test of significance 95% confidence interval
Std. Wald chi-
Parameter B error square df P Exp(B) Lower Upper
s -452 .0803 31.715 1 | <001 636 543 745
installation
SSP 222 .0650 11.654 1 <.001 1.249 1.099 1.418
Table B.2: Set 1 parameter estimates for PIC
Test of significance 95% confidence interval
Std. Wald chi-
Parameter B error square df P Exp(B) Lower Upper
sk -175 .0384 20.630 1 | <001 840 779 906
installation
SSP 1564 .0391 15.536 1 <.001 1.167 1.081 1.260

Table B.3: Set 2 parameter estimates for FSC, before April 2007 (A)

Test of significance 95% confidence interval
Std. Wald chi-
Parameter B error square df ] Exp(B) Lower Upper
Post-
installation —-.447 .0935 22.846 1 <.001 640 .533 .768
SSP .077 .1066 517 1 472 1.080 .876 1.331
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Table B.4: Set 2 parameter estimates for FSC, after April 2007 (B)

Test of significance 95% confidence interval
Std. Wald chi-
Parameter B error square df ] Exp(B) Lower Upper
Post-
ey -.567 1676 11.441 1 <.001 .567 .408 .788
SSP .318 .0816 15.160 1 <.001 1.374 1.1471 1.613

Table B.5: Set 2 parameter estimates for PIC, before April 2007 (A)

Test of significance 95% confidence interval
Std. Wald chi-
Parameter B error square df P Exp(B) Lower Upper
. -.225 .0470 22.865 1 | <001 799 729 876
installation
SSP .084 .0624 1.793 1 181 1.087 .962 1.229

Table B.6: Set 2 parameter estimates for PIC, after April 2007 (B)

Test of significance 95% confidence interval
Std. Wald chi-
Parameter B error square df P Exp(B) Lower Upper
Post-
installation -.091 .0688 1.732 1 .188 913 798 1.045
SSP 196 .0502 15.259 1 <.001 1.217 1.103 1.342

Table B.7: Set 3 parameter estimates for FSC, low-speed sites

Test of significance 95% confidence interval
Std. Wald chi-
Parameter B error square df P Exp(B) Lower Upper
Post-
installation -.549 1207 20.686 1 <.001 578 456 732
SSP .086 .1330 422 1 .516 1.090 .840 1.415

Table B.8: Set 3 parameter estimates for FSC, high-speed sites

Test of significance

95% confidence interval

Std. Wald chi-
Parameter B error square df P Exp(B) Lower Upper
s -390 1079 13,090 1 | <001 677 548 836
installation
SSP .264 .0744 12.612 1 <.001 1.302 1.126 1.507
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Table B.9: Set 3 parameter estimates for PIC, low-speed sites

Test of significance 95% confidence interval
Std. Wald chi-
Parameter | B error square df | p Exp(B) Lower Upper
Post-
installation -.288 .0545 27.873 1 <.001 .750 674 .835
SSP .049 .0705 AT7 1 490 1.050 914 1.206

Table B.10: Set 3 parameter estimates for PIC, high-speed sites

Test of significance 95% confidence interval
Std. Wald chi-
Parameter B error square df P Exp(B) Lower Upper
. -.071 0541 1.742 1 187 931 837 1.035
installation
SSP 197 .0470 17.553 1 <.001 1.218 1.110 1.335

Table B.11: Parameter estimates for FSC, non- collision-reduction sites

Test of significance 95% confidence interval
Std. Wald chi-
Parameter B error square df P Exp(B) Lower Upper
Post-
installation -.223 .2555 761 1 .383 .800 .485 1.320

Table B.12: Parameter estimates for PIC, non-collision-reduction sites

Test of significance 95% confidence interval
Std. Wald chi-
Parameter B error square df P Exp(B) Lower Upper
Post-
installation =277 .0887 9.761 1 .002 .758 637 .902

Table B.13: Parameter estimates for FSC, candidate sites

Test of significance 95% confidence interval
Std. Wald chi-
Parameter B error square df P Exp(B) Lower Upper
Post-
T -.030 .1643 .033 1 .855 .970 .703 1.339
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Table B.14: Parameter estimates for PIC, candidate sites

Test of significance 95% confidence interval
Std. Wald chi-
Parameter B error square df ] Exp(B) Lower Upper
Post-
T -.030 .0827 132 1 717 .970 .825 1.144
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INTRODUCTION
The Scottish Safety Camera Programme (The Programme) aims to reduce the
number of casualties on Scotland’s roads by encouraging improved driver behaviour.

It does this by ensuring safety cameras are deployed as a visible and effective
deterrent which helps contribute to the road safety vision and road safety targets as
set out in the Scottish Government’'s Road Safety Framework to 2020.":

A steady reduction in the numbers of those killed and those seriously injured,
with the ultimate vision of a future where no-one is Killed on Scotland’s roads,
and the injury rate is much reduced.

Police Scotland is responsible for the operational delivery of the Programme, with
Scottish Government (through the Scottish Safety Camera Programme Office)
responsible for the Programme’s performance and the administration of grant funding
for camera enforcement activity.

As part of the performance management responsibilities, this annual report is the
fourth produced by the Programme Office. It has been informed largely by
information submitted by the three regional Safety Camera Units.

This report sets out the range of activities the Programme has been involved in
throughout 2018/19 to ensure safety cameras maximise their potential to reduce
injury collisions, and are deployed primarily at locations where there is evidence of
collisions and speeding.

1 Scotland’s Road Safety Framework to 2020: http://www.gov.scot/Resource/Doc/274654/0082190.pdf




ENFORCEMENT

Site Selection

To continue to maximise the Programme’s casualty and collision reduction potential
2018/19 saw revisions made to the criteria used to inform safety camera site
selection.

The decision to review the previous criteria was agreed with the Road Safety
Strategic Partnership Board in 2017/18. This decision was based around the fact
that while the existing criteria had delivered sites where clusters of collisions had
taken place it was becoming difficult to identify new sites, and in some regions no
sites were being identified. The work undertaken was based around three broad
phases:

¢ Areview of national and international site selection best practice.

e Engagement with stakeholders with an interest in safety cameras in Scotland.
This included local authorities, Police Scotland and a range of other industry
partners.; and

e Testing of a range of alternate criteria against Scottish specific data.

Following on from this activity the key changes to the criteria were recommended and

agreed with the Road Safety Strategic Partnership Board at its meeting in September

2018. This changes were:

¢ An increase in the site selection collision assessment period from 3 years to 5
years.

e The weightings allocated to collisions based on severity changing from 1,2 and 3
for a slight, serious and fatal collision to 1, 4.5, and 7.1.

¢ Perioritising vulnerable road users (VRUs) by double weighting points allocated for
collisions involving VRUs.

¢ Introducing an additional speed indicator based on the total number of vehicles
exceeding the threshold per hour.

¢ Introducing the scope for flexible deployments primarily in high footfall areas
where active travel could be supported through improved levels of speed limit
compliance.

While the changes to criteria would be used to inform the 2019 site selection process,
the changes did quickly identify a number of sites for deployment in 2018/19.
Through this process, the following sites were identified and have been programmed
for delivery in 2019/20:

Unit Location Camera Type

West A82 — Luss to Tarbert Mobile

West A73 — Thankerton Mobile

East B7030 Cliftonhall Road, Mobile
Whitemoss, Bonnington




2018/19 also saw the delivery of sites flowing from the 2017 site selection exercise
together with the undertaking of the 2018 site selection exercise. Both of these
exercises were undertaken using the previous criteria.

The 2017 site selection exercise identified four sites with two delivered in 2017/18
and a further two delivered in 2018/19. Those delivered in 2018/19 were, in May
2018, a combined fixed and mobile site on Larkfield Road, Gourock. Following that,
in September 2018 the 2" urban average speed camera system in Scotland became
operational on the A730 Mill Street road in Rutherglen, South Lanarkshire. Further
information on the impact of this system can be found under “Permanent Average
Speed Camera (ASC) systems”.

The 2018 site selection process, involving Safety Camera Unit Managers (North,
East and West) working in collaboration with Road Authorities (including Transport
Scotland as the trunk road authority) and Police Scotland, identified 4 new sites
across the East or West Unit, with no new sites in the North Units. Alongside this
were a number of sites assessed as no longer a priority for enforcement and these
are being decommissioned. The 4 new camera sites identified were as follows:

Unit Location Camera Type
West Local road — Renfrew Road, | Fixed
Paisley
West Local road — Cumberland Fixed
Road, Greenock
East Local road — Murrayburn Mobile
Road, Edinburgh
East Local road — The Wisp, Mobile
Dalkeith

Of those 4 sites, Renfrew Road, Paisley was delivered in March 2019 with the
remaining 3 sites being progressed towards delivery in 2019/20

In addition, the East Safety Camera Unit also recommended a technology change on
a 15.9 mile section of the A85/A82 from Lix Toll to Tyndrum. The change in
technology would supersede 3 existing mobile enforcement sites with an average
speed enforcement system. Across this section of road, there have been 21 recorded
injury collisions over the three year period 2014-16. Of these 21 collisions, speed was
recorded as a primary causation factor in 7 collisions. In addition up to 1-in-3
vehicles were recorded to be speeding based on a speed survey undertaken in
November 2018.

This recommendation was agreed and work has commenced to progress this
average speed camera system towards delivery.

Camera Deployment

Through 2018/19, a range of camera types were deployed by the three Units across
Scotland to improve driver behaviour and speed limit compliance on our roads.
These include fixed speed cameras, mobile speed cameras, average speed camera
(ASC) systems, and red-light cameras (including a number with dual functionality to



detect speeding vehicles). Across the Units, deployments are undertaken on an
intelligence-led basis to ensure locations of greatest risk are prioritised.

Fixed Cameras

Camera rotations at fixed camera sites takes place across the Units. This
prioritisation is based on where there is likely to be the most significant impact on
casualty and collision reduction and the number of cameras available in the Unit.
The ratio of fixed speed cameras to fixed camera enforcement locations remained
sustainable in each Unit.

NORTH EAST WEST
Fixed camera 14 70 64
enforcement
locations
Fixed speed 11 17 19
cameras

Mobile Cameras

Similarly, mobile camera deployments across the Units are informed by casualty and
collision history 2. Whilst the overall number of vans servicing mobile sites in each
Unit remained sustainable it was identified that a number of vehicles were becoming
problematic to maintain due to age and/or mileage. To address this issue 6
replacement vehicles (2 allocated to each Unit) and enforcement equipment
packages came into service in 2018/19.

NORTH EAST WEST
Mobile camera 31 66 46
sites
Mobile camera 13 9 6
enforcement vans
Route Strategies? 18 11 2

In line with the Programme Handbook, deployments reflect collision and speeding
profiles with deployments throughout 2018/19 taking place seven days a week. There
has been increased deployment of the Orpheus IR Flood Units during the darker
evenings. For the first half of the reporting year 2018/19 variances within the Units
remained as a result of legacy Police Force terms and conditions.

2 Mobile camera enforcement also takes place through the Programme at sites established through
short-term deployments (see paragraph 11).

3 A Route Strategy is for those routes, or sections of routes, that have a history of personal injury
collisions and speeding. Route Strategies comprise a number of enforcement locations and may also
encompass individual core sites.



In response to emerging issues or one-off short-term events, short-term deployments
continued through 2018/19 to improve operational effectiveness and deployment
flexibility. On these limited occasions, deployments were proactively managed to
ensure casualty and collision reduction potential was not diluted. These deployments
were in response to specifically identified needs, for example, to help encourage a
high level of speed limit compliance upon opening of the Aberdeen Western
Peripheral Route (AWPR) in early 2019.

Permanent Average Speed Camera (ASC) systems

One outcome of the 2017 site selection process was to change enforcement
technology at Mill Street, Rutherglen. While the existing mobile camera site had
been effective during hours of deployment there had been 9 recorded injury collisions
over the 3 year period 2013-2015. The £235k average speed camera system
became operational on a 1km stretch of the route on 19 September 2018. Emerging
findings indicate the system has had a significant positive impact on driver behaviour.
Before ASC deployment only 30% of vehicles were complying with the speed limit.
This figure increased to 98% following the introduction of ASC. In addition, a further
urban average speed camera system become operational in Polnessan, East
Ayrshire in October 2018. This system has seen a similar improvement in speed limit
compliance across the section of road.

These schemes complement the existing three permanent ASC systems operational
in Scotland through 2018/19, on the A90 between Dundee and Stonehaven; the A9
between Dunblane and Inverness and on the A77 between Girvan and Symington.

On the A9, an evaluation has shown that since the average speed camera system
became operational between Dunblane and Inverness in 2014 there has been a
reduction of 31% in the number of serious and fatal casualties when compared to the
3 year base period (2011-2013) prior to ASC introduction. There has also been a
long-term sustained change in driver behaviour demonstrated with a reduction in
speeding, more consistent journey time and reduced number of road closures as a
result of incidents.

On the A77 the most recent data shows there has been a 56% reduction in serious
and fatal casualties since the introduction of ASC compared with the original baseline
published in 2005.

And on the A90 emerging findings are showing that between November 2017-
October 2018 there has been a 40% reduction in serious and fatal casualties when
compared against the 3 year period 2015-2017 preceding ASC deployment. In
addition to this a high level of speed limit compliance has continued to be recorded
with approximately 99% of road users complying with the posted limit.

Roadworks Enforcement

Temporary Average Speed Cameras At Roadworks (TASCAR) systems are
considered as a way to contribute towards road worker, driver and other road user
safety or improve traffic flow. TASCAR is considered where there are high traffic
volumes, and/or particular road works-specific safety risks are identified. While there



were no TASCAR deployments in 2018/19 plans were progressed during the year to
enable the operational delivery of a TASCAR on the A9 at Luncarty in 2019/20.

Red-Light Cameras
A number of red-light camera-types were deployed through the Programme in
2018/19, including those with 24/7 capability.

NORTH EAST WEST
Red Light Sites 0 15 15
Dual Red Light and 0 6 3
Speed on Green

Enforcement Hours

Performance reporting against Key Performance Indicators (KPIs) for fixed, mobile
and red light enforcement in each Unit is set out at Annex A. This performance is
measured against targets contained in the Operational Plan submitted to the
Programme Office.

There was 299,546 hours of fixed camera enforcement nationally in 2018/19
against a target of 300,733 hours. This equates to achieving 99.6% of the targeted
level. There were regional variations, with both the West Unit (112%) and the East
Unit (109%) exceeding this target. In the North deployment hours were lower
(566.3%) due to a combination of router addressing and secondary marking issues
which led to a number of sites being out of operation for prolonged periods, although
the deterrent effect of the housings at these sites remained unaffected in modifying
driver behaviour.

There was 15,254 hours of mobile camera enforcement nationally in 2018/19
against a target of 17,358 hours. This equates to achieving 87.9% of the targeted
level. There were regionally variations, with the East Unit (105%) and West Unit
(101.2%) exceeding this target. This target was not achieved in the North (69.6%)
due a combination of staff resource issues and a reconfiguration of priorities to
include case reporting.

Of all mobile camera enforcement hours 2,596 hours (19.4% of total) were darkness
enforcement against a target of 3,426. This equates to achieving 76% of the target
level with regional targets exceeded in the North Unit (130%) and not met in either
the East Unit (560%) or West Unit (89%).

Of all mobile camera enforcement hours 3,922 hours (25.7% of total) were weekend
enforcement against a target of 4,742. This equates to achieving 83% of the target
level. No Unit met is targeted hours, with the West Unit (94%), East Unit (84%) and
North Unit (76%) all falling below targeted levels. Whilst only marginally below target
in West, in the East Unit this level was largely due to vacant Camera Enforcement
Officer posts leading to reduced deployment. In the North Unit this was due to a
range of factors, including vacancies, sickness, annual leave and a change of duties.



There was 217,362 hours of red light camera enforcement nationally in 2018/19
against a target of 250,353 hours. This equates to achieving 87% of the targeted
level. There were regionally variations, with the West Unit (103%) achieving this
target. The target was not achieved in the East (67%) due to a number of technical
issues and defective road surfaces continuing to affect performance.




STAFFING

1 October 2018 saw the implementation of Stage 2 of Police Scotland’s
Organisational Change Review of the Safety Camera Units. This internal restructure
of the Safety Camera Units saw the introduction of a new post of Senior Team
Leader in each Unit to assist and deputise for the Unit Manager and the creation of
‘dual role’ Camera Enforcement Officers (CEO) / Offence Management Officers
(OMO) to allow greater flexibility to deal with field and back office workload
fluctuations. Whilst the new structure and associated terms and conditions changes
increases administration work associated with preparing court documents and
verifying offences, it allows for less reliance on uniformed police staff and consequent
savings in police overtime.

During the transition period in the first six months of 2018/19, recruitment for vacant
posts had been put on hold to ensure all new employees commenced in post on
revised terms and conditions. The first round of recruitment commenced immediately
after the implementation of Stage 2 and a number of internal staff were successful in
achieving career progression within the new structure. Whilst this is a positive in
terms of staff retention it did mean that gaps were created elsewhere in the
organisation and further rounds of recruitment had to be undertaken. This led to
some delay in resourcing up to the full establishment and the staffing levels as at the
end of the reporting period, 31 March 2019, are detailed below:

Stage 2 Long Maternity Number

Unit Business | Vacant Term | Other at end | Current Vacancies and
Case (FTE) Sick (FTE) of Year | Comments

(FTE) (FTE) (FTE)

1 FTE CEO currently being
recruited. Police Officers
Eoar . N 1 0 276 now reduced to 1 FTE as
per review outcome.
3 vacancies in Nigg and
Dundee to be advertised
North | 37357 | 6357 1 1 o9 | following review. 1 staff
member coming to end of
Maternity Leave and due to
return.
Staff on maternity leave
have now returned to work
West 29.439 0.439 0 0 29 and any staff covering have
returned to their substantive
roles.
Time taken to establish new
Ts&Cs following the Phase 2
Review resulted in
recruitment being held back
to ensure new staff would
join on the new Conditions

National | 99.396 10.796 2 1 85.6

Following implementation of the review, mobile cameras are now being deployed
seven days per week on a shift pattern covering the core period from 0700 to 2200 in
all of the Safety Camera Units.

Vacancies, long term sickness and legacy terms and conditions have led to reduced
deployments this year. Whilst these issues are reflected in the Key Performance



Indicators, the underlying trend is for an increase in enforcement hours and this is
expected to become evident during 2019/20 as staff have returned to work and
vacancies are being filled.




COMMUNICATIONS

There are three full time posts responsible for communications activity across the
West, East and North Units. Due to an internal promotion throughout the majority of
the reporting period 2018/19 communications activities in the East were shared
across the programme resource until a permanent replacement started in post on 4
March 2019.

This structure has helped to publicise safety camera activity throughout 2018/19.
Highlights include:
¢ The website (www.safetycameras.gov.scot) received approximately 1,000
pages views per day across the year. The most popular pages was those
showing camera locations.

¢ An increasing social media profile. This is evident through the twitter account
having over 5,500 followers. This represents a 19.5% increase in followers
against the previous (2017/18) year. A Facebook page which was created in
late 2018 has also grown throughout the 2018/19 period and now sits with
over 1,200 followers.

¢ All units have also supported various local engagements across the year,
working in partnership with various agencies to deliver road safety messages
to a range of key groups. This included young drivers, elderly drivers,
motorcyclists and people who drive for work.

e The administration of 43 Freedom of Information (Fol) Requests and a range
of general correspondence was managed across the 2018/19 year. All
responses were completed within the target timescale.

More broadly, the level of public support for safety cameras in Scotland is high. This
is demonstrated by results flowing from a road user perception survey showing
e 76% agree with use of safety cameras and that they are a good thing;
e 71% agree safety cameras help discourage dangerous driving in areas they
are used;
e 64% agree safety cameras help prevent accidents in areas they are used; and

However, it is noted that 51% believe safety cameras are an easy way of making
money out of motorists, while 25% still retain the view that there are too many safety
cameras on our roads.

Consideration should be given as to how best to enhance the key role safety
cameras play on Scotland’s roads. As part of that consideration should be given to
the delivery of standalone regional campaigns, and supporting the delivery of a
national cross-partner campaign aimed at encouraging speed limit compliance.




LOCAL ENGAGEMENT

A customer satisfaction survey was circulated to all road authorities in Scotland to
allow them to feed back on local engagement. This is the fourth such survey
undertaken since the introduction of the three-Unit structure in 2015. The findings of
all surveys are summarised below:

Question 1 2015/16 24%
How satisfied are you  2016/17
with the engagement 2017/18

you have with the Safety

s 2018/19 94% 6%
Camera Unit in your
area? H Satisfied or Very Satisfied M Don't Know M Dissatisfied or Very Dissatisfied
Question 2 2015/16 35%
How satisfied are you 2016/17
with safety camera 2017/18
enforcement Undertaken  2018/1

in your area?
M Satisfied or Very Satisfied ™ Don't Know M Dissatisfied or Very Dissatisfied

Question 3 2015/16
How regularly do you 2016/17
engage with your Safety 20917/18

it?
Camera Unit~ 2018/19

W Often Occasionally M Rarely or Never

Question 4 2015/16 53% 41%
Do you consider this to 2016/17 71% 19%

be an appropriate level of 5517/18

engagement?
9ag 2018/19

HYes H No Don't Know




FINANCE

The Safety Camera Programme budget for 2018/19 was £4.65m, with funding
provided through central grant from Scottish Government. The funding arrangements
for the provision of grant to Police Scotland (through the Scottish Police Authority)
worked well through 2018/19.

Programme expenditure for 2018/19 and actual Police Scotland spend is set out at
Annex B. The final closing balance for 2018/19 was +£127.59.

Whilst all services were maintained during 2018/19, the Police Scotland Staff Pay
and Reward Modernisation project and other costs are likely to lead to a significant
increase in the Police Scotland’s Grant Claim for 2019/20. Combined with this is the
delivery of the increased number in new site identified through revised site selection
criteria and the life expectancy of key enforcement resources across the country.
This includes the replacement of ageing vehicles and potentially upgrading the
average speed camera systems on sections of the A9, the A77 and the A90.

In light of these factors consideration should be given to increasing the Scottish
Safety Camera Programme budget in the coming years.

Expenditure must continue to maximise the Programme’s collision and casualty
reduction potential. Budgets should be fully invested across the balance of staffing
and required capital purchases.

In order to support road safety ambitions in the future, consideration should be given
to increasing the programme budget in the coming years.
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Scottish Safety Camera Programme

Enforcement Hours - Summary 2018/19

Fixed
Op Plan Hours

Actual Hours
No of Cameras
No of Sites

Against Op Plan KPI 1

Mobile
Op Plan Hours

Actual Hours

No of Vans

No of Sites

Against Op Plan KPI 2

Of Which Darkness:
Darkness Op Plan Hours

Darkness Actual Hours

As % of Enforcement

Against Op Plan KPI 5

Of Which Weekend:
Weekend Op Plan Hours

Weekend Actual Hours

As % of Enforcement

Against Op Plan KPI 4

Of Which
Roadworks:

Road Works Hours

As % of Enforcement

Annex A

Of Which Short Term Deployment:

STD Hours

As % of Enforcement

Red Light
Op Plan Hours

Actual Hours
No of Cameras
No of Sites

Against Op Plan KPI 3

East North West National
118557 | 60696 | 121480 300733 East - Performance is ahead of target.
129281 | 34159 | 136106 299546 North - Router addressing and secondary
marking issues have led to a number of sites
17 11 19 47 being out of operation for prolonged periods.
70 14 64 148 West - Performance is ahead of target. 1
additional camera unit transferred from
o recovered stock from the North following AS0
109% 56% 112% 100% ASC upgrade allowed increased deployment.
East North West
5250 8016 4092 17358
5535 5580 4139 15254 East - Performance is ahead of target.
North - Vacancies, sickness, annual leave
9 13 6 28 and change of duties to include case
reporting has impacted on deployment.
66 31 46 143 West - Performance is ahead of target.
105% 70% 101% 88%
1943 762 721 3426 East - Hours of Darkness targets are
968 988 640 2596 currently set high. _ )
North - Change in shift pattern has increased
17% 18% 15% 17% hours of darkness working and exceeded
KPI.
50% 1300 89% 76% West - Sickness absence in November and
December led to reduced deployment.
1730 2040 972 4742 East - Vacant CEO Posts led to reduced
1450 1556 917 3922 deployment
North - Vacancies, sickness, annual leave
26% 28% 22% 26% and change of duties have reduced
deployment.
84% 76% 83% West - Performance is only slightly below
target.
0 0 0 0 There were no mobile roadworks
0% 0% 0% 0% enforcement deployments in 2018/19.
361 101 75 537 The Programme includes flexibility to
reallocate resource in response to emerging
7% 2% 2% 4% issues or one-off / short-term events.
East North West
111473 N/A 138880 250353 East - RedSpeed technical issues and
74442 N/A 142920 217362 defective roaq surfaces continue to affect
performance in the East.
21 N/A 18 39 North - There are no red light sites in the
North.
21 sl L 39 West - RedSpeed performance issues
) appear at present to be under control and
67% N/A 103% 87%

performance is ahead of target.




SCOTTISH SAFETY CAMERA BUDGET 2018/19

ANNEX B

INCOME EXPENDITURE
Description Value Description Value

Budget Allocation £4,650,000 SPA Grant Payments £3,451,026

Total Income £4,650,000 Camera Calibration and Maintenance £316,429
Average Speed Systems Maintenance £399,198
Back Office Systems Maintenance £264.,248
A90 Technology Upgrade £49,327
Road Authority Charges £15,065
Speed Surveys £56,033
Site Selection Outcomes £81,080
Site Selection Criteria Review £15,105
Stage 2 Training £2,362
Total Expenditure £4,649,872
Balance £128
Grant Payment Breakdown:
Police Scotland Actual Expenditure

Description Value

North £1,174,928
East £1,162,428
West £1,113,670
Total £3,451,026
Grant Payments £3,451,026
Balance £0






