Governments too slow

on lowering speeds
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ganisations strongly favour reduced

motor vehicle traffic speeds. The first
recommendation in Cvcling towards health
& safety (1992), prepared by the British
Medical Association in cooperation with
the European cycling movement, is: “Meas-
ures should be taken to reduce motor vehi-
cle speeds in urban areas.”

The European Parliament in 1988 adopt-
ed a Charter of Pedestrians’ Rights. Clause
VI(d) states, “The pedestrian has a particu-
lar right to expect: the fixing of speed limits
and modifications to the layout of roads and
junctions as a way of effectively safeguard-
ing pedestrian and bicycle traffic.”

EI.IROPEAN ¢ycling and pedestrian or-

At the 1993 Velo-City conference, the

international hicycle movement reached a
consensus on bicycle safety policy which
states: “Lowering vehicle speeds is proba-
bly the biggest single benefit to cyclists.”

In Australia, the speed limit in built-up
areas where no other limit is signposted is
60 km/h. This default limit is amongst the
highest in the world. The European default
speed limit is 50 km/h in built up areas.
Where there have traditionally been high
levels of bicycle use — in the Netherlands,
parts of West Germany, Scandinavia and
Japan — 30 km/h limits were introduced on

Around Australia at national and
state level, recent government
inquiries and reports reviewing

road rules and road safety,
including the review of national
road rules, have all missed the
opportunity for a key safety
measure - the lowering of the
default speed limit on residential
streets from 60 km/h to 40 km/h.

residential streets designated local and not
main roads.

Australian built-up areas sprawl over a
large area with nearly four times the length
of residential streets per person as Europe
and have a higher proportion of wide roads
allowing higher vehicle speeds. Large north
American cities which have similar road
systems offer a better model for setling a
default speed limit. In the USA, a 25 mph
(40 km/h) limit has operated in most stales
since the 1930s. This default limit still
applies in 1995 and the USA’s low pedestri-
an death rate shows it has stood the test of
time.

The Bicycle Federation of Australia has
advocated a 40 km/h default limit since
1979, as do many road safety experts. The
conclusions of the SA study on urban speed
limits (USLAG 1994) concludes, “Ideally a

Cameras catch the offenders in the act; here showing a close shave for -
one lucky cyclist. Photo courtesy Traffic Camera Office, Victoria.
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general urban speed limit of 40 km/h is'
the most appropriate for local streets,
but at this stage a limit of 40 km/h
could be seen as too drastic a change
for the present regime.”

Slowing traffic is important because
a 10 km/h reduction in travel speed
results produces a far greater reduc-
tion in the speed of impact and some-
times there is no collision at all because
the motorist can stop in time (NHMRC
1994). The relationship between ini-

tial vehicle speeds and stopping dis-
tance is shown on graph 1. From an
initial speed of 80 km/h a vehicle

would travel 45 metres during the first
10 km/h decrease in speed but only

one metre during the last 10 km/h re-
duction before it stops.

Shown is the example of two cars

travelling side by side at the mstant a
child eyclist rides out into the middle
of the road a little more than 40 metres
ahead of them. 1f one car is travelling

at 50 km/h and the other overtaking at

60 km/h, the slower car will be able to

stop but the faster car will hit the child at 44
km/h.

The large difference in impact speed is
because the braking distance is proportional
to the square of the initial speed. It is
estimated (NHMRC 1994) that a 10 km/h
reduction of vehicle speeds in 60 km/h
travel zones would result in a 48% reduc-
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tion in fatal collisions with pedestrians.

In those countries where motor vehicle
travel speeds are, on average, 10 km/h less
on main roads and 20 km/h less on residen-
tial streets than in Australia, cycling is far
less stressful and much safer. It is no coin-
cidence to find 30% of all trips being made
by bicycle and it is not surprising that in the
Netherlands there are 10% more female
bicycle users than men (Pravetz 1992).

All over Europe the road toll is being

study estimated how different traffic and
impact speeds could have increased or re-
duced injuries to the 176 victims studied.
As 85% of these pedestrian fatalities oc-
curred on main roads, the principal conclu-
sion of that study supports a reduction of the

speed of main road traffic in urban areas.
Most adult bicycle and pedestrian acci-
dents occur on main roads, but child road
accidents are mostly on residential streets.
Accident data from South Australia(USLAG
1994) in 1990-93 for roads with a
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| speed limit of 60 km/h or lower
| shows that 61% of pedestrian cas-
ualties, 69% of 8 to 12 year old
cyclist casualties and 77% of un-
der-8 cyclist casualties occurred
on local roads. Similar.data igavail-
able from Victoria, demonstrating
a clear child safety problem on
residential streets.

Australia’s longest-running 40
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km/h speed limit trial was begun in
December 1991 and is still under-
way. At the conclusion of the main

reduced and cycling made safer. Without
compulsory helmet wearing, cyeling is much
safer in the Netherlands now than 20 years
ago and sfill safer than in Australia (Graph
2). Graph 3 shows that the Netherlands is
safer for all road users, including pedestri-
ans, than Australia and always has been.

In the last 20 years, road fatalities have
been nearly halved. The way to cut the road
toll further is to reduce vehicle speeds in
urban arcas. In the 12 months, October 93
to September *94, there were 1,955 road
deaths in Australia, including 384 pedestri-
ans, 167 motorcycle riders and 55 cyclists
(3%). In addition around 40,000 road acci-
dent victims were admitted to hospital with
injurics and of these 7,500 (19%) were
cyclists. The long term objective should bhe
to reduce that number by 1,000 or so as adult
usage doubles or even triples.

An Australian study (NHMRC 1994) of
176 fatal collisions with pedestrians in the
Adelaide area used data from major Euro-
pean studies to develop a computer model
of the accident/injury effects of theoretical
changes to the speed limit. The NHMRC

Unley trial, mean speeds across
the trial area were a little under 40 km/h and
85th percentile speeds were a little under 50
km/h. Most significant of all, the trend for
the largest speed reductions was in the streets
that initially had the highest speeds. Sur-

50 km/h. These studies involve many hun-
dreds of pedestrian accidents. Though there
are no data specifically for cyclists, they
can be assumed to be as vulnerable as pe-
destrians in order to draw conclusions about
the safety of all non-motorised users.

A study (Walz et al, 1983) investigated
reducing the speed limit from 60 km/h to 50
km/h on main roads in Zurich. A study of
945 accidents concluded that the number of
pedestrian accidents was greatly reduced.
Another finding was that speed is a critical
factor in determining the severity of the
injuries. This study yielded very detailed
information about the kind and extent of
injurics sustained and the decreasing prob-
ability of survival with increasing speed, as
represented on graph 4,

In Denmark in 1985 the general urban
speed limit was dropped from 60 km/h to 50
km/h. The number of road fatalities was
reduced by 24% and injury crashes by 9%
(USLAG 1994). A multiple regression anal-
ysis of accident data from 22 countrics
predicted that the change in speed limits
would produce a possible reduction in road
fatalities of 28%.

A Swedish study (Nilsson 1992) of 50
speed limit changes derived an empirical
relationship known as the “fourth power
rule”. That is, a change in average speed

10 km/h speed reduction
= 48% fewer deaths

veys of speeds and community opinions one
vear after the cnd of the main trial have
revealed the development of a “lower speed
culture”, in which people are choosing to
drive at lower speeds without enforcement.
Resident opinion remains strongly in fa-
vour of the 40 km/h speed limit and the local
community perceives a high safety and
amenity benefit (USLAG 1994).

Europeans reduce main road
speeds

Swiss and Danish studies show the benefits
of reducing 60 km/h limits on main roads to

will change the occurrence of fatal crashes
in relation to the fourth power of the speeds.
Nilsson also predicts serious injury as vary-
ing according to the third power rule and
minor injuries according to the second. For
example a 5% drop in average speeds would
produce a 19% reduction in the number of
fatal crashes (0.95%=0.81). If we assume
Nilsson’s rules apply in Australia, a 5%
drop in average speed in local areas would
prevent 50 fatal crashes, 500 serious injury
crashes and 1350 minor injury crashes a
year. Based on these figures, 1 estimate an
average yearly saving of over $140 million.
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30 km/h limits on local roads

In the Netherlands, Scandinavia, Japan and
parts of West Germany a 30 kmv/h limit ap-
plies on residential streets and shopping streets.
In West Germany, there has been a dramatic
reduction in accident costs associated with 30
km/h zones. In Nippes the cost of accidents
went down 63% and in Agnesviertal the re-
duction was 58% (Whitelegg 1993). Recent-
ly Hamburg successfully introduced 30 km/h
limits in residential areas and local shopping
precincts. A before-and-after study (Whitelegg
1993) showed a massive safety improvement
(figure 5).

In some West German cities, where speed
reductions have formed part of a comprehen-
sive attack on car use, before and after noise

Train Now. Or, Find More Than A Season

t<. Proven Blackburn guality. Now,

'| FIGURE 6
NOISE FROM ROAD VEHICLES
| AT DIFFERENT SPEEDS

85

Max weight

Light HGV
P"'lg

Delivery
fruck

| # 70 /cms
I 65

NOISE LEYEL dB[A)

30 4 50 60 70 8090100
SPEED km/h

Data Sourca; Steven (nd)

and pollution levels have been measured. The
relationship between noise and speed is shown
in figure 6 for different types of vehicles.

New technology can raise
cyclist, pedestrian safety

Speed cameras have been an important factor
in Victoria having its lowest fatal road toll in
30 years. There is much room for extending
the use of this technology. Given a more
radical approach to modifying driver behav-
iour using demerit schemes, within a few
years road behaviour should improve even
more. The recent use of automatic speed de-
tection cameras shows great potential for en-
suring compliance with existing speed limits
and reduced speed limits.
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The Victorian demerit scheme since 1991
has been so effective that the state average for
vehicles detected by speed cameras exceed-
ing existing speed limits has dropped from
12.2% in July 1991 to 3.54% in July 1994
(VPRSC 1994).

The new laser speed gun being used in
Victoria, which is not subject to interference
by nearhy vehicles, will provide the police
with a superb tool for both regular and ran-
dom speed checks. Future widespread availa-
bility of the guns will make it much easier to
issuc infringement notices,

Returning streets to people
[n Australia five out of six urban bicycle
trips are less than 5 km. Around 800 million
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kilometres are cycled on Australian resi-
dential streets, access roads and shopping
streets (INSTAT 1998) and could increase
to one billion km in the next few years.
Four-fifths of all urban cycle trips are on
roads today; I estimate that, even if a con-
tinuous bikeway network was complete in
all capital cities, around 70% of the network
would still be on-road — i.e. on bikelanes,
widened kerb lanes, sealed shoulders on
main roads, and on traffic-calmed residen-
tial streets. Lower motor vehicle speeds
have an important role in reducing cyclist
stress on developing bikeway networks.
The priority given to motorists on resi-
dential streets over others is inequitable.
Interaction between neighbours, children
playing and riding bikes, strolling, standing
and sitting is responsible for 90% of the
time that people spend on the street (Gehi
1980). Coming and going by car takes up
only 3% of time. Residential streets are
where most of the trips people make that are
never measured in transport surveys take
place. The case for a 40 km/h limit is based
on the vision of a desirable bicycle-friendly
street environment suitable for the range of
activitics locals engage in. This is how to
encourage walking and cycling for short
trips that would otherwise be done by car.

40 km/h in multi-lane
roundabouts?

Around 60% of bicycle accidents are at
intersections: main road intersections are

six times more dangerous than residential
street intersections. Traffic-lighted inter-
sections are safer for cyclists and pedestri-
ans than multi-lane roundabouts. In the UK,
cyclist accident rates at multi-lane rounda-
bouts are 15 times those for cars and 2 to 3
times those for cyclists at traffic signals.
(Allot & Lomax 1991)

A greater awarcness of the serious safety
problems for cyclists is nceded. The intro-
duction of a 40 km/h limit on all rounda-
bouts and the installation of speed cameras
on all existing roundabouts is recommend-
ed. This should make it possible on many
new roundabouts to tighten lane widths and
mark out bikelanes as recommended in the
Austroads Guidelines on providing for bi-
cycles. Speed cameras would pay for them-
selves in accident reduction savings as well
as reducing cycling stress on roundabouts.

A default 40 km/h speed limit that would
apply to all residential streets and to multi-
lane roundabouts could be introduced as
soon as 1996, if coupled with an initial
enforcement and education campaign by all
state police forces. When bicycle helmet
wearing laws were introduced State and
Federal funds were used for back up media
campaigns and to subsidise helmet wear-
ing. A one-off federal government purchase
of additional laser speed guns for state
police forces and federal government fund-
ed media programs would go a long way in
establishing public compliance with a 40
km/h limit.
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direct access Into the
bottom of the
bag: a
detachable
rear pocket; an
Internal frame;

catching In the wheel.

In 1984 we set out to design and make THE BEST BICYCLE
PANNIERS IN THE WORLD here In Australla. We succeeded! AVANCE
LEGEND pannlers have features, quallty and performance which others
only hope for. The pannlers will never bounce off; shift; swing Into the
wheel or rub the rack and yet can be fitted and removed easler than
other bags which do all of those things! AVYANCE LEGEND pannlers have

unbreakable hooks; double stitched and
taped seams; dividable maln compartments; large rear reflective patches
and a guarantee that goes on forever. AYANCE front pannlers glve you
the most secure load with the least effect on handlng and no risk of

AVANCE pannlers come In three styles of rear bags: the full-
featured LEGEND:; the CLASSIC and the MODE and two styles of front
pannler: LEGEND FRONT and HODE FRONT.

AYANCE PANNIERS ARE AVAILABLE FROM:

80 BURWOOD ROAD, HAWTHORN, VIC 3122 =

PH (03) 818 4011
FX (03) 818 4800
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