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A Policy on Speed

Reducing speeds will save lives 

Driving too fast kills more people than any other traffic law violation.
1.1
Speed limits are a major topic of discussion and some enforcement methods are at best misunderstood and on occasions a source of public irritation.  Roadsafe believes that eliminating excessive speed will save lives and has outlined below some of the potential solutions, their benefits and the rationale behind enforcement methodologies that will significantly contribute to road safety.

1.2
 There is a tremendous amount of robust scientific evidence, based on extensive data, that in a given situation, higher speeds mean more accidents, more severe accidents, and more deaths.  

1.3
Some recent media coverage has implied that the government should leave innocent speeding motorists alone.   There is a pressing need to communicate the strong and established link between speed and crashes and collision and to be clear about what the evidence is for that link.

1.4 This issue was debated at an expert meeting held on 26 Jan 2004.  This policy is based on the presentations and debate at that meeting.

1.5 RoadSafe has developed this public policy as a contribution to reducing the casualties caused by speeding.
Introduction

2.1
The drink driving campaign was successful in changing public perception; its success was attributable to good public education, accompanied by effective enforcement.    The campaign achieved a change in psyche of the general population that was not a direct consequence of enforcement methods alone.  The campaign needs to continue as the drink drive message still needs to be conveyed to younger individuals who may have missed the message first time round.

2.2
The same re-framing needs to take place with excessive SPEED to convey to the public that this behaviour is not acceptable. The challenge is for speeding to be seen as equally anti social as drink driving.

2.3
Public opinion on the merits and drawbacks of speed is a major impediment to progress.   Much of the motoring public still rejects the speed message and whilst agreeing to drink-driving concepts, feel victimised in relation to prosecution as a result of speeding.

2.4
However many local communities raise concerns about speeding drivers affecting their quality of life and safety.

2.5
Attitudes to speeding behaviour must become the focus of educational initiatives to inform the public to the dangers and anti-social tendencies of speeding behaviour.

The Evidence

3.1 
Over the last decade a substantial programme of research has examined directly the relationship between speed and accidents.  These large scale studies are based on real data from real roads.  Together they provide extensive and robust evidence that, in a given situation, higher speeds mean more accidents, more severe accidents, and more deaths.

3.2
 A major programme of research by TRL has provided evidence of three different types on the effect of speed on crashes and collisions.

· Studies of individual drivers show that when exceeding the average speed by 25% a driver is about 6 times as likely to be involved in an incident in comparison with a driver adopting the average speed.   This is similar to the risk associated with alcohol at the legal limit of 80mg/100ml blood alcohol content.

· Studies of road sections show that for roads of each type, the number of crashes and collisions increases with increasing average speed – the effect varies on different road types and is strongest for the slowest roads.  A ball-park figure is that each 1mph reduction in average speed is accompanied by a 5% reduction in accidents.

· Before and after studies of intervention measures.  Traffic calming measures (e.g. road humps and chicanes) in 20mph zones have reduced average speeds by about 10mph and resulted in a 50% reduction in collisions.   Measures adopted in rural villages have reduced average speeds by about 5mph and resulted in at least 20% fewer collisions.

· Research at Napier University shows that individuals are aware that speeds they normally adopt when alone are actually unsafe.  For example, participants described situations in which they would slow down such as the presence of a speed camera or child in the car.  This suggests that individuals know that if they see a camera they would need to slow down because they would be exceeding the limit.   

· Changing attitudes to speed need to relate to influences on speed:

· Obligations - such as keeping appointments, picking up kids, and generally meeting the tight time schedules of modern life.

· 0pportunities - that allows speeding to take place, such as a fast car and a clear road.

· Inclinations - performing behaviours in accordance with personal preference such as I like to speed as it feels good.

Policies

4.1 Education and provision of the facts

We must influence driver and rider behaviour through an education programme which emphasises the following points:

· There are both wins and losses associated with speed.   Whilst all people are exposed to the benefits of speed, too many of the costs are imposed on a minority.  

· Death, injury and material damage are disproportionately concentrated to certain individuals rather than the general population.

· Individual choices determine the speed of traffic on any stretch of road and are related to the rewards of speeding behaviour that provide immediate benefit and reinforcement.   In comparison the negative aspects are under-perceived and occur over a longer period of time (e.g. depreciation of the vehicle) in combination with the perception that other individuals are more likely to be accident involved.

· Aspects of human nature come in to play and influence an inherent tendency to speed, as the immediate reward is both persuasive and encouraging.

The Department of Transport, local authorities and agencies such as the Driver Standards Agency and the Highways Agency must maintain a high profile campaign to provide the facts and explain why speeding is so dangerous.  
Driving education should be included as part of the school syllabus with an emphasis on speeding.

4.2 Training

Driver training should place greater emphasis on the effect of speed on the control of the car and the dangers caused by excessive speed. 

· Those who drive in the course of their work, whether in a company supplied vehicle or not, are proven to be at higher risk possibly because of the pressure they are under to get their destinations quickly, often through poor time management or badly planned work schedules  
There is a further review of further or advanced driver training underway – under health and safety regulation employers have a duty to ensure that their drivers remain competent – many schemes are now being successfully used but there is a need for much more development here in the future, using risk based techniques. 

Persistent speeding offenders (more than three speeding offences within one year or five within three years) should have to undertake a retraining course at their own expense.  Minimum agreed standards should be set for these courses across the country, they should include both theoretical and practical elements and the results should be monitored so that the courses can be modified as necessary.

4.3 Public information

Safety campaigns with the same intensity as the successful drink driving and seat belts should be undertaken aimed at changing attitudes to speed.

· Public opinion on the merits and drawbacks of speed is a major impediment to progress.   The motoring public still rejects the speed message and whilst agreeing to drink-driving concepts, feel victimised in relation to prosecution as a result of speeding.

Attitudes to speeding behaviour must become the focus of initiatives to inform the public to the dangers and anti-social tendencies of speeding behaviour.


Facts on the causes of crashes and collisions and the effectiveness of speed cameras must be brought to the public’s attention to counteract misinformation.

4.4 Penalties

Penalties must be adjusted to the severity of the offence and penalties should always be seen to educate as well as punish
· A law abiding citizen must conform to all elements of the law including traffic law and speed limits.   Penalties provide a sharp reminder of this.
· Yet occasional, unintended and less severe infringements resulting in the loss of a licence must be recognised and addressed.
· The link between enforcement and revenue as is currently the case with safety camera partnerships should be broken. Rather than funding camera
operations as a separate entity, they should be brought within the general road safety portfolio. Instead of returning the revenue raised for the continued operation of cameras, it should be applied much more widely to include road user education within schools. 

A proposed change in the structure of speeding penalty points should be considered and a grading system could be adopted in accordance with varying degrees of exceeding the limit – both fewer than 3 points for lesser infringements, and more than 3 for gross speeding.

Speed Awareness Courses, used by a small number of local authorities, offer an alterative to those who are penalised for minor infringements. Following the success of national driver improvement schemes, rapid progress should be made to rolling out speed awareness schemes in all areas.
4.5 Enforcement

Speed limits must be enforced rigorously but fairly to ensure drivers and riders  conform to them.

· Cameras are a benefit to safety.  However the problem is the perception that the police strategy is to “catch you” rather than to prevent you from speeding.   However 85% of individuals receiving tickets for speeding in a 30mph zone are exceeding the limit by at least 7mph not travelling at 32 or 33mph.

· With police activity being diverted to lawlessness and terrorism, the only way at present to achieve road casualty reduction in line with targets is to continue to use cameras.

Mobile cameras should be used where they are most needed in specific conditions, such as road works on motorways.   This would catch the more dangerous drivers and not waste resources for the rest of the time.


The strict rules in relation to the location of cameras should be made more public and the effects should be demonstrated.

All sites must comply with government guidelines on visibility.

Enforcement procedures should follow guidelines whereby a limit is exceeded by 10% + 2mph. (I.e. 35mph in a 30mph zone)


It would also be useful to paint speed limit roundels on the road and to place more signs on or near cameras and camera warning signs to signal to motorists what the limit is that is being enforced, making compliance with limits easier for the individual.


4.6 Appropriateness of speed limits

National speed limits need to be reviewed to ensure they are appropriate to design and layout. 

· The complexity of the current regime and signing difficulties often make it difficult to know what the limit is. There is a need to make it easier for motorists to understand what limit actually applies.  By eliminating current difficulties we can help prevent those who currently are only inadvertently speeding.   This would help to tackle the media issue of those who are being unfairly penalised.

· Roads that are all subject to the same speed limit can have widely different design and layout characteristics.
·  Frequent change of speed limits along a road however can cause confusion, especially if the signing is inadequate, so this should be avoided.
· A solution would be to impose limits to different types of roads according to their features.

· This process can be achieved either via a bottom up or top down system.   A bottom up system would set the lowest limit on the road and then assign speeds upwards, while a top down system would assign an upper limit and work down.

· The confusion caused by the current (unsigned) national speed limit, with local variations needs to be addressed.  Many drivers simply do not know what the limit is!. A solution would be to impose limits to different types of roads according to their features. Using such a system a range of limits would come into play and present a logical classification of roads to the general public.
· Frequent change of speed limits along a road however can cause confusion, especially if the signing is inadequate.

Careful consideration of the introduction of an 80mph limit on roads specifically engineered for the purpose. Whilst such an increase would be likely to have popular support, it is highly likely that there would be an increase in death and injury in free-flowing motorway traffic by of the order of 10 per cent and it could well increase deaths in such traffic by 15 per cent.

Using such a system a range of limits from 80mph to 20mph (or even lower because home zones are bringing limits lower than 20 into the frame) would come into play and present a logical classification of roads to the general public. 
Many journeys made in urban areas are often under a mile in length.   Lowering the limit could encourage people not to drive but seek alternative forms of transport such as walking and cycling. Such zones should include traffic engineering systems to prevent excess speed and should be introduced with local community involvement (such as in Hull).

4.7 Road Design

More emphasis must be placed on road design to encourage drivers to maintain an appropriate speed and engineering out problem areas where excessive speed leads to a high incidence of crashes and collisions.

· Good road engineering can contribute approximately 7% to achieving safety improvements; the remainder is realised from a combination of technology, the adoption of better driving behaviour and the use of enforcement strategies.

· The quality design of the highways and their surroundings is crucial to the management of behaviour and safety.  

Roads must be adapted through engineering and visual triggers to make safe speed feel the right speed

Speed humps, chicanes and road markings should be used to control speed, recognising that there are other adverse effects such as increased air pollution and noise where drivers slow down and then speed up after an obstruction.

4.8 Use of technology

Vehicle manufacturers must take a greater responsibility in designing their vehicles to make it easier for drivers to conform to safe speeds.  Interactive technology which controls the vehicles speed according to the speed limit and external conditions should be introduced as soon as it had been properly tested and evaluated.

· Cars capable of fast speeds satisfy the demands of the market. Government could regulate the provision of vehicles with top speeds substantially in excess of maximum speed limits.
 

· Improved Driver Information. RoadSafe favours the adoption of measures which give allow freedom of choice to drivers but at the same time provide improved information. Such measures include variable message signs and interactive road signs, but most importantly intelligent speed adaptation technology. As this is unlikely to be available within ten years a possible solution may be to recommend clearer speedometers, speed warning devices and the factory fitting of speed limiters.
· Speedometers should be calibrated in line with speed limits which tend to be at 30,50,70 mph rather than at 20,40, 60 mph as sometimes the case now, thus making it harder to judge when the vehicle is at the correct speed limit.   There is a belief that cars are geared to cruise at higher than the standards speed limits and are difficult to drive slowly, this causes particular difficulty in urban areas with limits at 20mph or 30 mph.  This claim needs further investigation.

Greater use should be made of vehicle activated speed signs.
· Different speed reducing measures are applicable to different situations.  One purpose of vehicle-activated signs is to alert drivers travelling at an inappropriate speed for a hazard ahead to the need to reduce speed – to a level below the prevailing speed limit (e.g. at a bend or a rural junction).  Another is to warn of entry to an area with a lower speed limit (e.g. a village).  Speed cameras on the other hand are intended to encourage drivers to drive within the speed limit in situations where there is an accident history.  

· Such signs are very effective in particular locations such as sharp bends and when entering villages, however they are most effective when coupled with effective enforcement such as on the M25.

· Local councils often deploy these highly successful signs which can achieve a 5% reduction in average speeds using common guidelines.  Such signs are also effective if used with other speed reduction measures such as traffic calming.

Annex A:
Summary of Evidence

Annex A

SUMMARY OF EVIDENCE

A.1.1
Driver Behaviour (Richard Allsop – Professor of Transport Studies UCL.)

· There are both wins and losses associated with speed.   Whilst ALL people are exposed to the benefits of speed, too many of the costs are imposed on a minority.  

· Death, injury and material damage are disproportionately concentrated to certain individuals rather than the general population.

· Individual choices determine the speed of traffic on any stretch of road and are related to the rewards of speeding behaviour that provide immediate benefit and reinforcement.   In comparison the negative aspects are under-perceived and occur over a longer period of time (e.g. depreciation of the vehicle) in combination with the perception that other individuals are more likely to be accident involved.

· Aspects of Human Nature come in to play and influence an inherent tendency to speed, as the immediate reward is both persuasive and encouraging.

· Solutions to the problem other than regulation fall into three categories:-

The first is influencing driver and rider behaviour

· Education and provision of the facts

· Training with regard to achieving the right speed

· The provision of public information to support the above two concepts.

The second is to adapt the roads to make safe speed feel the right speed

The third is to adapt the vehicles so that drivers no longer have irresponsible levels of speed available to them

· In addition traffic law can be used to regulate choice, in combination with many technological aids that are set to become available in the future.   In 10-15 years time all individuals may have a personally set limit according to a number of factors including their experience, skill and vehicle.

· Cited statements from the North Report in 1988 with reference to achieving a balance in enforcement across different individuals.
A.2.1
TRL Research evidence is summarised as follows.  References to the full reports of the studies are given below. 

Studies of individual drivers have examined how drivers’ speed choice affects their likelihood of accident involvement.  Studies of individual drivers show that when exceeding the average speed by 25%, a driver is about 6 times as likely to be accident involved in comparison to a driver adopting the average speed.   This is similar to the risk associated with alcohol at the legal limit of 80mg/100ml BAC.

Road-based studies investigated how speeds on a given road affect accidents occurring there.  These show clearly that the faster the average speed of traffic on a given type of road, the more accidents there are. Injury accidents rise rapidly with average speed if all else remains constant.  The effect varies on different road types and is strongest for the slowest roads.  Typically, a 5% reduction in injury accidents is associated with each 1mph reduction in average speed.
Many ‘before and after’ studies of measures which slow traffic and result in substantially fewer accidents have also been undertaken. These measures include:
· Traffic calming schemes in 20mph zones

· Traffic calming measures on main roads through villages

· Speed cameras

· Vehicle-activated traffic signs

Traffic calming measures (e.g. road humps and chicanes) in 20mph zones have reduced average speeds by about 10mph and resulted in a 50% reduction in collisions.   Measures adopted in rural villages have reduced average speeds by about 5mph and resulted in at least 20% fewer collisions.

Substantial reductions in injury accidents were found in all cases, ranging up to 50%.  Greater reductions in accidents involving the more serious injuries, and death, have typically resulted from these measures.
This evidence of the relationship between speed and accidents is objective and extremely strong in its own right.  However, a TRL report on contributory factors has been widely used in the media to try to convey an alternative message.  It is important to ensure that the fallacies in this message are clearly understood.

The contributory factors report was of a study to analyse the ways in which members of the police completed accident report forms.  It was not, as is widely misquoted, a study to discover how many accidents are caused by speeding.   In this pilot study of a new recording system, ‘excessive speed’ was identified as a factor in its own right in 15% of a sample of accidents - not 7.3%, or lower figures, that are often wrongly quoted.  But speed increases the impact of many other factors which contribute to accidents.  For example, “aggressive driving” or “driving too closely” are both much worse at speed.  Such factors were recorded in the system separately from speed.  Since speed plays a big part in the effect of these factors on accidents, the overall contribution of speed is likely to be much greater.

A.2.2
In 2002, the Parliamentary Transport Select Committee held an inquiry into Road Traffic Speed, which addressed the whole topic comprehensively.  Evidence was provided by more than 150 organisations and individuals, and a key conclusion was that “Excessive and inappropriate speed is the largest single contributory to deaths and serious injuries on our roads and significantly reduces the quality of life in many urban and rural areas”.  
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A.3.1
Research at Napier University (Steve Stradling) shows that individuals are aware that speeds they normally adopt when alone are actually unsafe.  For example,  participants described situations in which they would slow down such as the presence of a speed camera or child in the car.  This suggests that individuals know that if they see a camera they would need to slow down because they would be exceeding the limit.  

Results from two Scottish surveys conducted on over 2000 people using pictures of 7 types of Road Layout where drivers indicated the speed at which they would prefer to drive showed overall support for speed restrictions

· The first example conveyed a motorway in daylight with good road

and weather conditions and no evident enforcement.  While half the male drivers and a quarter of the female drivers gave a preferred speed of above 70 mph, this means that half the males and three-quarters of the females would prefer to drive at 70 or below on motorways.  Male drivers from 17 to 49, high mileage drivers and those with larger engines in their cars emerged as the most likely groups to prefer to drive above the speed limit on this sort of road.

· On a single-carriageway rural A road, only 15% of the male

drivers and 7% of the females would prefer to drive at above 60 mph.

· Speeding is of concern because those who adopt higher driving

speeds are also more likely to have been recently crash involved.

· .When participants described situations in which they would slow

down the presence of a speed camera or child in the car were cited.  This suggests that individuals know that if they see a camera they would need to slow down because they would be exceeding the limit.   Slower driving with children present may also suggest that individuals are aware that speeds they normally adopt when alone are actually unsafe.

 

         Changing attitudes to speed need to take account of the following influences on why people speed:

 

· Obligations - such as keeping appointments, picking up kids, and generally meeting the tight time schedules of modern life. 
· opportunities - that allows speeding to take place, such as a fast car and a clear road. 
· Inclinations - performing behaviours in accordance with personal preference such as I like to speed as it feels good.
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