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Executive summary

Previous research at TRL has shown that a reduction in vehicle speeds generally leads to a reduction
in the number and severity of accidents. On average, each 1mph reduction in speed is expected to
reduce the injury accident frequency by about 5%.

There are a number of ways in which substantial speed reductions can be achieved and one of these is
the “20 mph zone’ in which the 20 mph limit is indicated by boundary signing and physical traffic
calming measures are used to provide a self enforcing speed reducing element. The use of 20 mph
speed limit signs alone, without supporting traffic calming features is likely to lead to only small
speed reductions of about 1 mph.

A national study of two hundred 20 mph zones in Great Britain was carried out by TRL in 1996 for
the DfT, which showed that 20 mph zones were beneficial in reducing speeds and accidents. Speeds
within the zones were reduced by 9 mph, traffic flows were reduced by 27%, injury accidents (all
categories combined) were reduced by 61% and fatal and serious accidents (KSI accidents) were
reduced by 70%.

In October 2002, TRL were commissioned by the London Accident Analysis Unit (LAAU) to review
the performance of 20 mph zones in London. This present study applies a similar methodology used
for the DFfT study to the many 20mph zones in London, allowing (among other things) a comparison
of the changes in accident frequency for the London schemes against 20 mph zones in other areas.
Only five of the 20mph zones in London were included in the previous study as, at that time, many
had not been installed long enough to obtain the required minimum of 12 months *after’ accident
data.

Initial contact with the London Boroughs indicated that the number of 20 mph zones being installed
in London had increased from about 5 per year (up to 1999) to over 30 per year by 2002 with a
current total of about 137 installed zones. Further information was requested from the Boroughs and
detailed information was received for 115 of the 137 zones. Most of the zones were in residential
areas with over half containing schools or colleges. The main traffic calming measures used within
the zones were road humps, raised junctions and speed cushions. On average, the measures were
spaced between 50 and 95 metres apart.

Seventy eight of the 20 mph zones in London had been in long enough for at least a year of “after’
accident data to be available for analysis. ‘Before’ periods of 5 years were used and the average
‘length’ of the after periods was about 3 years. The results indicate that:

o the overall average ‘after’ mean traffic speed within the 20 mph zones in London was about 17
mph (22 zones).

e mean traffic speeds have reduced by an average of about 9 mph and traffic flows by an average of
about 15% since the installation of the 20 mph zones (note: only a limited amount of speed (14
zones) and flow (11 zones) data was available).

o allowing for background changes in accident frequency on unclassified roads in London, the
installation of 20 mph zones in London has reduced the frequency of injury accidents within the
zones by about 42% and reduced the frequency of accidents involving fatal or serious injury
(KSI) by about 53% (78 zones).

o the average ratios of KSI accidents to all injury accidents fell from 0.17 to 0.13 following the
zone installations (78 zones).

o little, if any, accident migration has taken place from the 20 mph zones (38 zones).

e over the ‘before’ period, the numbers of accidents per km per year on 20mph zone roads were, on
average, more than twice those on other unclassified roads in London .

¢ allowing for background changes in road user casualty frequency on unclassified roads in
London, the installation of 20 mph zones in London has reduced the frequency of road user
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casualties within the zones by about 45% and reduced the frequency of fatal or serious (KSI)
casualties by about 57% (78 zones).

The average ratios of KSI casualties to all casualties fell from 0.16 to 0.12 following the zone
installations (78 zones).

the average annual reduction in fatal and serious (KSI) casualties per 20 mph zone is 0.48. This is
equivalent to an annual saving of about 66 KSI casualties across all one hundred and thirty seven
20 mph zones in London. NB Each serious casualty is currently valued at £134,000 by DfT (DfT,
2002) which is therefore equivalent to £8.84 million. This is a conservative estimate because fatal
casualties are valued at £1.19 million each which would increase the overall value but predicting

reductions in fatal casualties is imprecise because of the small numbers involved.

there were statistically significant reductions in the KSI casualty frequency within the 20 mph
zones for the following classes of road user: pedestrians (50%), child pedestrians (61%), pedal
cyclists (50%), powered two wheelers (68%), car occupants (77%), and all child casualties (60%)
[78 zones].

allowing for background changes in KSI casualty frequency on unclassified roads in London, the
installation of 20 mph zones has reduced the frequency of child KSI casualties within the zones
between 45% and 60%, pedestrian KSI casualties between 39% and 50%, pedal cyclist KSI
casualties between 30% and 50% and powered two wheeler casualties between 79% and 68% (78
zones).

The results of this study are very encouraging, suggesting large accident and casualty savings.
However, the results also leave many questions unanswered. To answer the questions was either
outside the scope of the present study or due to a lack of available data and so it is recommended that:

further work is undertaken to assess the potential benefit of more extensive use of 20mph zones

future schemes are more fully monitored and analysed, preferably in a comprehensive way, in
order to better understand good practice

an in depth study into the effect of 20mph zones on powered two-wheelers be undertaken.
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1 Introduction

Research at TRL has shown that a reduction in vehicle speeds generally leads to a reduction in the
number and severity of accidents, (Finch et al, 1994) and (Taylor et al, 2000). Broadly, each 1 mph
reduction in speed is expected to cut injury accident frequency by 5%.

There are a number of ways in which substantial speed reductions can be achieved and one of these is
the “20 mph zone’ in which the 20 mph limit is indicated by boundary signing and physical traffic
calming measures are used to provide a self enforcing speed reducing element (DfT, 1999).

The use of 20 mph speed limit signs alone, without supporting traffic calming features is likely to
lead to only small speed reductions of about 1 mph (Mackie, 1998). The review of urban speed
management methods by Mackie also indicated that there was little reduction in injury accidents in 20
mph zones and (30kph zones) which used signs alone apart from the city of Graz in Austria (13%
reduction) where the signs-only installations were accompanied by a comprehensive publicity and
enforcement campaign.

A national study of two hundred 20 mph zones in Great Britain was carried out by TRL for the DfT,
which showed that 20 mph zones were beneficial in reducing speeds and accidents (Webster and
Mackie, 1996). The main results of the report were that:

e Speeds were reduced by 9 mph

o Flows were reduced by 27%

e Injury accidents (all severities) were reduced by 61%

o Fatal and serious accidents (KSI accidents) were reduced by 70%

e Pedestrian injury accidents were reduced by 63%

e Pedal cyclist injury accidents were reduced by 29%

e Motor cyclist injury accidents were reduced by 73%

o Child (pedestrian and cyclist) injury accidents were reduced by 67%

e The ratio of fatal and serious accidents (KSI accidents) as a proportion of the total was reduced
from 0.21 to 0.16.

e Injury accidents were reduced by 6.2% for each 1mph speed reduction
e There was no apparent overall accident migration on the surrounding roads

This level of reduction in accidents and casualties is supported by more recent data from the City of
Hull where 26% (191 km) of the city’s roads are subject to 20 mph speed restrictions. One hundred
and twenty 20 mph zones have been installed since 1994 covering 500 streets. Injury accidents in the
zones have decreased by 56%; KSI accidents by 90%; pedestrian casualties by 54%; child casualties
by 64%: and child pedestrian casualties by 74% (Brightwell, 2003).

In October 2002, TRL were commissioned by the London Accident Analysis Unit (LAAU) to review
the performance of 20 mph zones in London. Only five of the 20mph zones in London were included
in the earlier DfT national study as, at that time (1996), many had not been installed long enough to
obtain the required minimum of 12 months *after” accident data. This present study applies a similar
methodology used for the DfT project to the many 20mph zones in London, allowing (among other
things) a comparison of the changes in accident frequency for the London schemes against 20 mph
zones in other areas.

Section 2 of this report provides information about the 20 mph zones in London, Section 3 considers
their impact on injury accidents, Section 4 considers their impact on casualties, Section 5 considers
the changes in changes in traffic speeds and flows within the 20 mph zones and Section 6 contains the
summary of results and conclusions.
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2 20mph zones in London

2.1 Data collection

In November 2002, TRL contacted all London Boroughs to determine how many 20 mph zones they
had installed and to obtain information concerning the location of the zones, the installation period,
plans of the zones and the types of measures used in the zones. It was estimated from the initial
contact that there were about 137 zones (see Figure 2.1). Further information was requested from the
Boroughs and detailed information was received for 115 of the 137 zones (see Appendix A). Seventy
eight of the 115 zones had been in long enough for at least a year of ‘after’ accident data to be
available for analysis.

The Boroughs were also asked for any speed or flow measurements made before or after the zones
were installed. This data was added to the information that TRL had already acquired on 20 mph
zones in London from previous studies.

ﬂ 6
<8

Ealing

Figure 2.1 Numbers of 20 mph zones in London as at November 2002 (137 total)

2.2 Implementation of schemes

The implementation dates of the schemes are summarised in Figure 2.2 which shows how the number
of 20 mph zones installed in London has increased from about 5 per year (up to 1999) to over 30 per
year by 2002. The number for 2003 (which is a part year) is on course for a similar number to 2002.

No Boroughs reported that any 20 mph zones had been removed after installation and it was believed
that the roads within the zone were originally subject to a 30 mph speed limit.
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Figure 2.2 20 mph zones in London — number installed in each year (03 part year)

2.3 Types of schemes

It was found that 102 (89%) of the hundred and fifteen 20 mph zones were ‘area’ zones and 13 (11%)
were ‘linear’ zones. The ‘linear’ zones were those that consisted of only one road.

There were 40 (35%) purely residential zones, 70 zones (61%) containing schools and 5 zones (4%)
which were town /city centres or mainly commercial zones.

2.4 Types of traffic calming measures used

Information on the types of traffic calming measures used within the 20 mph zones was provided by
the London Boroughs for 95 of the zones (see Appendix B). Examples of the measures used in Ealing
(zone 29), Kingston (zone 55) and Sutton (zone 101) are given in Figures 2.3, 2.4 and 2.5.

Road humps (flat-top and round-top) Roads humps are an effective and versatile traffic calming
measure. Round-top humps were used in 49 zones (52%) and flat-top humps in 70 zones (74%). The
most common height for the humps was 75 mm (see DfT, 1999). This height was used in about 80%,
of the zones with road humps; the remainder used humps in the range 75 to 200 mm high.

Raised junctions Raised junctions are a form of flat-top road hump covering the whole junction. The
extent to which a raised junction extends into the side road depends on the local factors at the site.
They were used in 26 zones (27%) mainly combined with road humps.

Speed cushions Speed cushions were developed to reduce the discomfort / delay to large vehicles
such as buses and fire appliances. For cars, the speed reduction achieved is mainly determined by
cushion width with narrower cushions allowing higher speeds. Speed cushions were used in 42 zones
(44%), mainly combined with road humps and raised junctions. Four zones in LB Southwark used
only speed cushions (Zones 96, 97, 98 and 100).

The most common height of the cushions used in the 20 mph zones was 75 mm (94%); the others
were 80 mm high (6%). The most common width of the cushions was 1.6 m (64%). Other widths of
cushion used were 1.7 m (17%), 1.8 m (11%) and 1.9 m (8%).
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Chicanes Chicanes generally cause less discomfort than road humps but they are more expensive and
not so effective at reducing speeds. They can be unpopular with residents for a number of reasons:
little speed reduction for powered two wheelers, fear of collisions with opposing traffic, loss of
parking space and difficulty in using accesses. Chicanes were not very common and were used at only
2 (2%) of the 20 mph zones in London.

Raised footway Raised footways are a form of flat-top hump which is used to raise the footway at the
entrance to a zone.
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Figs 2.3aand 2.3b

Signing and raised footway
across entrance to 20 mph zone

Fig 2.3d Flat-top hump and
controlled parking bays

Figure 2.3 Five Roads 20 mph Zone, LB Ealing (zone 29 - first part of
phased installation of Five Roads Home Zone)
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Figs 2.4a, 2.4b and 2.4c showing
20 mph zone signing and road
narrowing at entrance gateway

Fig 2.4d Round-top hump

Figure 2.4 The Groves 20 mph Zone, LB Kingston (zone 55)
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Fig 2.5a Road narrowing and
signing at entry to 20 mph zone

Fig 2.5b Signing on exit from
the 20 mph zone

Fig 2.5¢ Parking along road with
round-top humps

Figure 2.5 Worcester Park 20 mph zone, LB Sutton (zone 101)
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2.5 Spacing of measures

Ideally the physical traffic calming measures used in the 20 mph zones should not only keep speeds
low but also encourage a smooth driving style through the zone. In order to achieve this, the measures
should be spaced about 60m to 70m apart (DfT, 1999).

Information on the spacing of the traffic calming measures was available for 74 of the 20 mph zones
from the plans supplied by the Boroughs. The maximum and minimum spacings of the measures were
recorded for each of the zones and overall averages obtained. The average ‘minimum’ spacing was
about 49m and the average ‘maximum’ spacing was about 94m.

2.6  Length of roads

The maximum length of road comprising one zone was 14.5 km in Plashet Residential Haven,

LB Newham (zone 76) and the minimum was 0.15 km in Watling Street, City of London (zone 26).
The average length of road in each zone was 3.4 km. The total length of all roads in the zones was
391 km including short lengths that did not have speed-reducing measures. The total length of the
roads in the 20 mph zones used for the accident analysis was 253.4km (see Section 3.2).

2.7  Size of schemes

The largest 20 mph zone was in Waverley, LB Southwark (zone 97) which has an area of 2.08 km?.
The smallest (excluding the linear zones) was Cabul Road, LB Wandsworth (zone 114) with an area
of 0.02 km?. The average size of all of the zones was 0.35 km?.

3 Impact on injury accidents

3.1 Data collection

As was mentioned in Section 2.1, detailed information was received from the London Boroughs for
115 of the 137 zones. Seventy eight of these 115 zones had been in long enough for at least a year of
‘after’ accident data to be available for analysis.

The following information was determined for each of the 78 zones:
e The date that construction started

e The date that the 20 mph zone was finished

e The roads (wholly or partly) contained within the 20 mph zone.

o Whether there were well defined boundary roads onto which any displaced traffic might have
transferred.

This information enabled a ‘before” injury accident period of 5 years to be specified for each zone.
This was generally taken as 5 calendar years. Calendar years were used because some Boroughs
could not be precise as to when the scheme started e.g. “in the summer of 1998’.

Schemes which had traffic calming measures installed before the introduction of the 20 mph zone and
schemes which were installed in phases, had their 5 year ‘before’ period finishing before the traffic
calming or first phases were installed. The 3 phases in North Tottenham (zones 43, 44 and 45) were
self contained and separated by main roads that were not part of the 20 mph zones and hence they
were all treated individually.
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The dates when the 20 mph zones were completed were generally known so there was less of a
problem with the specification of the ‘after’ periods. The start of each “after’ injury accident period
was taken as the first complete month after the 20 mph zone was completed. The lengths of the ‘after’
injury accident periods were constrained by the data available. The maximum length was five years
and the minimum was one year.

The information for each zone specifying the ‘before’ and ‘after’ injury accident periods and the
roads contained within the zone was sent to the London Accident Analysis Unit (LAAU) who
extracted the relevant accident and casualty data. LAAU also supplied accident data for the boundary
roads around some thirty eight 20 mph zones (see Section 3.4), and ‘control data’ for unclassified
roads and other ‘A’ and ‘B’ class roads in London (see Section 3.6).

Most zones were on minor roads and most boundary roads were main roads. Therefore, it was
decided to use all unclassified roads in London as “control’ data for zone roads and all ‘A’ and ‘B’
roads in London as ‘control’ data for boundary roads. This data was supplied by LAAU.

3.2 Changes in annual accident frequency

The numbers of ‘before’ and ‘after’ reported injury accidents (slight, serious and fatal) in each of the
seventy eight 20mph zones are given in Appendix C. In the ‘before’ period, the annual frequency of
injury accidents ranged from 0 accidents per year (six schemes) to about 20 accidents per year (St
Peter’s Street, LB Islington). Four schemes had no accidents in the *before’ or “after’ periods.

Details of the changes in the annual frequency of injury accidents are given in Table 3.1. During the
‘before’ period there were 1660 reported injury accidents in 4680 site months giving an overall
‘before’ accident frequency of about 4.3 accidents per year per site. During the “after’ period there
were 590 reported injury accidents in 2930 site months giving an overall “‘after’ accident frequency of
about 2.4 accidents per year per site.

Table 3.1 Accidents in 20 mph zones in London (78 zones)

No of accidents No of months Accslyear/site % diff. Stat.

Before | After | Before | After Before After | Beforeto | Signif.

after
All injury accidents 1660 590 4680 2930 4.256 2.416 -43.2 Yes
KSI accidents 282 77 4680 2930 0.723 0.315 -56.4 Yes

The overall annual accident frequency has reduced by 43% (1.84 accidents per year per 20 mph zone)
between the ‘before” and “after’ periods. This reduction in accidents is highly statistically significant
at the 99% level using the chi-square test with 1 degree of freedom showing that the reduction is
unlikely to be due to chance. (See Appendix D for details of the significance test.)

The total length of roads in the seventy eight 20 mph zones used for the accident analysis was 253.4
km. Giving a ‘before’ overall accident frequency of 1.31 accidents per year per km and an “after’
accident frequency of 0.74 accidents per year per km.

3.3 Accident severity

Accidents in which there are fatalities or serious injuries are grouped together as Killed and seriously
injured (KSI) accidents. Details of the changes in the annual frequency of KSI accidents are also
given in Table 3.1.
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During the *before’ period there were 282 KSI accidents (7 fatal and 275 serious) in 4680 site months
giving an overall ‘before’ KSI accident frequency of about 0.7 accidents per year per zone.

During the “after’ period there were 77 KSI accidents (4 fatal and 73 serious) in 2930 site months
giving an overall ‘after’ KSI accident frequency of about 0.3 accidents per year per zone.

The annual frequency of KSI accidents has reduced by 56% (0.41 accidents per year per 20 mph
zone) between the ‘before’ and after periods. This reduction in accidents is statistically significant at
the 95% level using the chi-square test with 1 degree of freedom showing that the reduction is
unlikely to be due to chance.

The average ‘before’ severity ratio (proportion of total injury accidents that are fatal and serious) was
0.170. The “after’ severity ratio (KSI accidents/all reported accidents) reduced to 0.13. This change in
the proportion is also statistically significant at above the 95% level according to the Z test statistic.

3.4 Accident migration

A possible concern of traffic calming schemes is that traffic and accidents may be redistributed to the
neighbouring surrounding area, as drivers choose different routes, so as to avoid the speed reducing
measures. This possibility was investigated for 38 of the 20 mph zones where there were clear
boundary roads onto which driver route changes may have occurred and increased the potential for
transfer of accidents.

Details of the changes in the annual frequency of injury accidents on the boundary roads are given in
Table 3.2. On the boundary roads, there were 4605 reported injury accidents in 2280 ‘before’ site
months and 3066 reported accidents in 1554 ‘after’ site months. The overall annual accident
frequency reduced by 2% (0.56 accidents per year per site) between the ‘before” and “after’ periods.
This reduction in accidents is small and not statistically significant. The annual KSI accident
frequency also reduced by 2% (0.07 accidents per year per site) between the ‘before’ and ‘after’
periods. This reduction in accidents is also small and not statistically significant.

These results suggest that little, if any, accident migration is taking place onto the boundary roads but
see also Section 3.6.

Table 3.2 Accidents in 20 mph zone boundary roads in London (38 zones)

No of accidents No of months Accslyear/site % diff. Stat.
Before | After | Before | After Before After Before Signif.
to after
All injury accidents 4605 3066 2280 1554 24.24 23.68 -2.3 No
KSI accidents 715 478 2280 1554 3.76 3.69 -1.9 No

3.5 Accidents at/near junctions

A high proportion of accidents take place at or near junctions because of the inevitable conflicts with
other road users when vehicles turn into or out of a junction. The proportions of all accidents that
occurred at junctions were 70% ‘before’ the implementation of the 20 mph zones and 68% ‘after’.
This “before’ to “after’ change was small and not statistically significant.

An analysis of the following accident types were carried out:-
Car/Car (Accidents involving only cars)
Car/Pedestrian (Accidents involving a car and a pedestrian)
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Car/Pedal cyclist (Accidents involving a car and a pedal cyclist)
Car/Powered 2 wheeler (Accidents involving a car and a powered 2 wheeler)

Goods and buses/Pedestrian (Accidents involving a goods vehicle or bus and a pedestrian)

The proportion of Car/Car accidents that occurred at junctions was 81% in the ‘before’ period and
79% in the “after’ period. The corresponding proportions for Car/Pedestrian accidents were 54%
‘before’ and 57% “after’. These were the largest two categories of accidents, and both the changes
were small and not statistically significant. There was no evidence that the proportions of the other
accident types given above, that took place at a junction, were affected by the installation of the 20
mph zone.

3.6 Comparison with trends for accidents on roads in London

3.6.1 20 mph zones

The results in Sections 3.2 and 3.3 indicate that the 20mph zones in London have had a large impact
on accidents within their boundaries. However some adjustments to the magnitude of the changes are
required to allow for general underlying changes in accident frequency on roads within London
during the time covered by the ‘before’ and “after’ periods.

The reductions in injury accident frequency in the 20mph zones (43% all accidents, 56% KSI
accidents) are substantially greater than the trends on unclassified roads within London, which if the
average ‘before’ and ‘after’ periods are taken as 5 years (1% September 1992 to 31* August 1997) and
3 years (1* November 1998 to 31% October 2001) respectively, show a 4% reduction in all accidents
and a 12% reduction in KSI accidents (see Table 3.3).

Table 3.3 Accidents on all unclassified roads in London

No of accidents No of years Accslyear % diff.

Before | After | Before | After Before After Before to

after
All injury accidents 30112 | 17400 5 3 6022 5800 -3.7
KSI accidents 4681 2470 5 3 936 823 -12.1

Making full allowance for these trends on unclassified roads (i.e. assuming that they have been
brought about by other factors than 20 mph zones — improved education and training for example) the
present results for 20mph zones in London represent an overall reduction in injury accidents of 41%
and a 50% reduction of accidents involving serious or fatal injury (both changes remain statistically
significant). In reality, however, the 20 mph zones will have contributed to some of the accident
reductions on unclassified roads within London; and the present results for the 20 mph zones are best
interpreted as bringing about:

o areduction of between 41% and 43% for all injury accidents.

o areduction of between 50% and 56% for accidents involving fatal or serious injury.
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3.6.2 Boundary roads

The reductions in injury accident frequency on the boundary roads outside the 20 mph zones (2.3%
all accidents, 1.9% KSI accidents) are not substantially different from the trends on ‘A’ and ‘B’
classified roads within London, which if the average ‘before’ and ‘after’ periods are taken as 5 years
(December 1991 to November 1996) and 3 years (June 1998 to May 2001) respectively show a 0.5%
reduction in all accidents and a 3.6% reduction in KSI accidents. (see Table 3.4)

Table 3.4 Accidents on all ‘A’and ‘B’ class roads in London

No of accidents No of years Accslyear % diff.

Before | After | Before | After Before After Before to

after
All injury accidents 136117 | 81244 5 3 27223 27081 -0.5
KSI accidents 21199 | 12264 5 3 4240 4088 -3.6

Making full allowance for these trends on ‘A’ and ‘B’ roads, the present results for the boundary
roads represent an overall reduction in injury accidents of 1.8% and an increase of 1.7% in accidents
involving serious or fatal injury. Both changes are small and not statistically significant and still
indicate that little, if any, accident migration is taking place from the 20 mph zones.

3.7 Regression to the mean

‘Regression to the mean’ (or ‘bias by selection’) is a statistical phenomenon that also needs to be
considered in ‘before” and “after’ studies, if, what appear to be, above average accident sites are
treated. It recognises that high accident frequencies in one year are likely to be followed by lower
ones the next year, even if there is no intervention, or treatment, due to random fluctuation.
Regression to the mean was not thought likely to be a major problem with this study as many of the
areas will not have been selected for 20mph zones because of high accident rates (six zones had no
accidents in the 5 year ‘before’ period). An additional safeguard was that long (5 year) ‘before’
periods were used. These give more reliable estimates of the ‘true’ underlying accident frequencies
before the schemes were implemented and reduce the likelihood of overstating the effect of the
treatment (in this case 20mph zones) on accidents by more than a few per cent. (DfT, 2001).

The use of a “‘control’ (of similar, untreated roads) can also help to assess the ‘true’ effect of a
measure. However, identifying similar roads is not always easy and some further investigations were
carried out to ascertain whether the roads chosen for 20mph zones were representative of the ‘control’
roads (other unclassified roads in London) before they were treated.

First, the proportions of accidents involving the various different types of road users were compared
for 20mph zone roads and the non-20mph zone roads. Second, the proportions of accidents that
resulted in fatal or serious injury were compared for 20pmh zone roads and non-20mph zone roads,
and for different road user types. These two investigations revealed broadly similar accident patterns
(with the rather surprising exception that the roads that were chosen for 20mph zones had a much
higher KSI casualty ratio for powered two-wheeler casualties). Third, for each 20mph zone, the
number of ‘before’ accidents was plotted against the percentage change in accident frequency
observed ‘after’ the 20mph zones were installed. There was no clear evidence that the sites with the
highest accident frequencies ‘before’ achieved the greatest percentage reductions.

Finally, data were obtained about unclassified road lengths in London and numbers of
accidents/km/year were calculated, as shown in Table 3.5 below.
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Table 3.5: Accidents on unclassified roads in London
Accidents per year per km Accidents per year per km

All|  Saved % saved KSI| Saved| % saved

All unclassified Before 0.58 0.090
roads After 0.56| 0.021 3.7% 0.079| 0.011 12%

20 mph zones Before 1.31 0.22
After 0.74 0.57 43% 0.097 0.13 56%

Non 20 mph zones |Before 0.56 0.087
After 0.55| 0.0077 1.4% 0.079| 0.0080 9%

The table shows that in terms of accident frequency per km, the sites selected for 20mph zones did
have the largest values. Further, these values did not reduce to those observed on non-20mph zone
roads after treatment.

These findings may have consequences for the future installations of 20mph zones in London and
these are discussed further in section 7.

4 Impact on casualties

The numbers of ‘before’ and ‘after’ road user casualties (all ages) that resulted from reported injury
accidents within each of the seventy eight 20 mph zones are given in Appendix E. The numbers of
child road user casualties for each of the seventy eight 20 mph zones are given in Appendix F.

4.1  Changes in annual casualty frequency

Table 4.1 contains details of the “before’ to “after’ changes in road user casualties within 20 mph
zones in London. During the ‘before’ period, there were 1936 reported road user casualties (all
categories) in 4680 site months, giving an overall ‘before’ casualty frequency of about 5.0 casualties
per year per site. During the ‘after’ period, there were 650 reported road user casualties (all types) in
2930 site months, giving an overall ‘after’ casualty frequency of about 2.7 casualties per year per site.

The overall annual casualty frequency has reduced by 46% (2.30 casualties per year per 20 mph zone)
between the ‘before’ and “after’ periods. This reduction in casualties is highly statistically significant
at the 99% level using the chi-square test with 1 degree of freedom showing that the reduction is
unlikely to be due to chance.

Table 4.1 Casualties in 20 mph zones in London (78 zones)

No of casualties No of months Caslyear/site % diff Stat
Before | After | Before | After Before After | Beforeto | Signif
after
All casualties 1936 650 4680 2930 4.964 2.662 -46.4 Yes
KSI casualties 308 77 4680 2930 0.790 0.315 -60.1 Yes
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4.2 Severity of injury

Fatalities or serious injuries are grouped together as killed and seriously injured (KSI) casualties.
Table 4.1 contains details of the changes in KSI casualties following the introduction of the 20 mph
zones in London.

During the *before’ period there were 308 KSI casualties (7 fatal and 301 serious) in 4680 site months
giving an overall ‘before’ KSI casualty frequency of about 0.80 casualties per year per zone.

During the “after’ period there were 77 KSI accidents (4 fatal and 73 serious) in 2930 site months
giving an overall ‘after’ KSI accident frequency of about 0.32 casualties per year per zone.

The annual frequency of KSI accidents has reduced by 60% (0.48 accidents per year per 20 mph
zone) between the ‘before’ and “after’ periods. This reduction in accidents is statistically significant at
the 95% level using the chi-square test with 1 degree of freedom showing that the reduction is
unlikely to be due to chance.

The “before’ severity ratio (proportion of total injury accidents that are fatal and serious) was 0.159.
The ‘“after’ severity ratio (KSI casualties/all reported casualties) reduced to 0.118. This reduction is
also highly statistically significant.

4.3  Age and class of road user casualty

4.3.1 Pedestrians

Table 4.2 contains details of the “‘before’ to “after’ changes in pedestrian casualties within 20 mph
zones in London.

Table 4.2 Pedestrian casualties in 20 mph zones in London (78 zones)

No of casualties No of months Caslyear/site % diff. Stat.
Before | After | Before | After Before After | Beforeto | Signif.
after
All casualties 536 202 4680 2930 1.374 0.827 -39.8 Yes
KSI casualties 125 39 4680 2930 0.321 0.160 -50.2 Yes

During the “before’ period there were 536 pedestrian casualties in 4680 site months giving an overall
‘before’ casualty frequency of about 1.37 casualties per year per zone.

During the “after’ period there were 202 pedestrian casualties in 2930 site months giving an overall
‘after’ casualty frequency of about 0.83 casualties per year per zone.

The annual frequency of pedestrian casualties has reduced by 40% (0.55 casualties per year per 20
mph zone) between the ‘before’ and ‘after’ periods. This reduction in casualties is statistically
significant at the 99% level using the chi-square test with 1 degree of freedom showing that the
reduction is unlikely to be due to chance.

The corresponding number of KSI pedestrian casualties were 125 “before’ (0.32 casualties per year
per zone) and 39 pedestrian casualties “after’ (0.16 casualties per year per zone) giving a reduction of
50% (0.16 casualties per year per zone) which was statistically significant at the 95% level.

The average ‘before’ severity ratio (proportion of total injury casualties that are fatal and serious) was
0.233. The “after’ severity ratio (KSI casualties/all reported casualties) reduced to 0.193. This change
was not statically significant.
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4.3.2

Table 4.3 contains details of the “before’ to “after’ changes in child pedestrian casualties within 20
mph zones in London.

Child pedestrians

Table 4.3 Child pedestrian casualties in 20 mph zones in London (78 zones)

No of casualties No of months Caslyear/site % diff. Stat.
Before | After | Before | After Before After Beforeto | Signif.
after
All casualties 291 94 4680 2930 0.746 0.385 -47.9 Yes
KSI casualties 73 18 4680 2930 0.187 0.074 -60.6 Yes

During the *before’ period there were 291 child pedestrian casualties in 4680 site months giving an
overall ‘before’ casualty frequency of 0.75 casualties per year per zone.

During the “after’ period there were 94 child pedestrian casualties in 2930 site months giving an
overall ‘after’ casualty frequency of 0.39 casualties per year per zone.

The annual frequency of child pedestrian casualties has reduced by 48% (0.36 casualties per year per
20 mph zone) between the ‘before’ and “after’ periods. This reduction in casualties is statistically
significant at the 99% level using the chi-square test with 1 degree of freedom showing that the
reduction is unlikely to be due to chance.

The corresponding number of KSI child pedestrian casualties were 73 ‘before’ (0.19 casualties per
year per zone) and 18 child pedestrian casualties “after’ (0.07 casualties per year per zone) giving a
reduction of 60.6% (0.11 casualties per year per zone) which was statistically significant at the 95%
level.

The average ‘before’ severity ratio (proportion of total injury casualties that are fatal and serious) was
0.251.The “after’ severity ratio (KSI casualties/all reported casualties) reduced to 0.191. This change
was not statistically significant.

4.3.3

Table 4.4 contains details of the “before’ to “after’ changes in pedal cyclist casualties within 20 mph
zones in London.

Pedal cyclists

Table 4.4 Pedal cyclist casualties in 20 mph zones in London (78 zones)

No of casualties No of months Caslyear/site % diff. Stat.
Before | After | Before After Before After | Beforeto | Signif.
after
All casualties 250 105 4680 2930 0.641 0.430 -32.9 Yes
KSI casualties 38 12 4680 2930 0.097 0.049 -49.6 Yes
During the “before’ period there were 250 pedal cyclist casualties in 4680 site months giving an
overall ‘before’ casualty frequency of 0.64 casualties per year per zone.
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During the “after’ period there were 105 pedal cyclist casualties in 2930 site months giving an overall
‘after’ casualty frequency of 0.43 casualties per year per zone.

The annual frequency of pedal cyclist casualties has reduced by 33% (0.21 casualties per year per 20
mph zone) between the ‘before’ and ‘after’ periods. This reduction in casualties is statistically
significant at the 99% level using the chi-square test with 1 degree of freedom showing that the
reduction is unlikely to be due to chance.

The corresponding number of KSI pedal cyclist casualties were 38 ‘before’ (0.10 casualties per year
per zone) and 12 pedal cyclist casualties “after’ (0.05 casualties per year per zone) giving a reduction
of 49.6% (0.05 casualties per year per zone) which was statistically significant at the 95% level.

The average ‘before’ severity ratio (proportion of total injury casualties that are fatal and serious) was
0.152. The “after’ severity ratio (KSI casualties/all reported casualties) reduced to 0.114.

4.3.4 Child pedal cyclists

Table 4.5 contains details of the ‘before’ to “after’ changes in child pedal cyclist casualties within 20
mph zones in London.

Table 4.5 Child pedal cyclist casualties in 20 mph zones in London (78 zones)

No of casualties No of months Caslyear/site % diff. Stat.
Before | After | Before | After Before After | Beforeto | Signif.
after
All casualties 97 25 4680 2930 0.249 0.102 -58.8 Yes
KSI casualties 16 4 4680 2930 0.041 0.016 -60.1 No

During the “before’ period there were 97 child pedal cyclist casualties in 4680 site months giving an
overall ‘before’ casualty frequency of 0.25 casualties per year per zone.

During the “after’ period there were 25 child pedal cyclist casualties in 2930 site months giving an
overall ‘after’ casualty frequency of 0.10 casualties per year per zone.

The annual frequency of child pedal cyclist casualties has reduced by 59% (0.15 casualties per year
per 20 mph zone) between the “before” and “after’ periods. This reduction in casualties is statistically
significant at the 99% level using the chi-square test with 1 degree of freedom showing that the
reduction is unlikely to be due to chance.

The corresponding number of KSI child pedal cyclist casualties were 16 ‘before’ (0.041 casualties per
year per zone) and 4 child pedal cyclist casualties “after’ (0.016 casualties per year per zone) giving a
reduction of 49.6% (0.025) which was not statistically significant at the 95% level.

The average ‘before’ severity ratio (proportion of total injury casualties that are fatal and serious) was
0.165. The “after’ severity ratio (KSI casualties/all reported casualties) reduced to 0.160.

4.3.5 Powered two wheelers

Table 4.6 contains details of the *before’ to ‘after’ changes in powered two wheeler casualties within
20 mph zones in London.
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Table 4.6 Powered two wheeler casualties in 20 mph zones in London (78 zones)

No of casualties No of months Caslyear/site % diff. Stat.
Before | After | Before | After Before After | Beforeto | Signif.
after
All casualties 207 77 4680 2930 0.531 0.315 -40.6 Yes
KSI casualties 54 11 4680 2930 0.138 0.045 -67.5 Yes

During the “before’ period there were 207 powered two wheeler casualties in 4680 site months giving
an overall *before’ casualty frequency of 0.53 casualties per year per zone.

During the “after’ period there were 77 powered two wheeler casualties in 2930 site months giving an
overall ‘after’ casualty frequency of 0.32 casualties per year per zone.

The annual frequency of powered two wheeler casualties has reduced by 41% (0.22 casualties per
year per 20 mph zone) between the ‘before’ and ‘after’ periods. This reduction in casualties is
statistically significant at the 95% level using the chi-square test with 1 degree of freedom showing
that the reduction is unlikely to be due to chance (see Table 8).

The corresponding number of KSI powered two wheeler casualties were 54 ‘before’ (0.138 casualties
per year per zone) and 11 powered two wheeler casualties ‘after’ (0.045 casualties per year per zone)
giving a reduction of 67.5% (0.093 casualties per year per zone) which was statistically significant at
the 95% level.

The average ‘before’ severity ratio (proportion of total injury casualties that are fatal and serious) was
0.261. The “after’ severity ratio (KSI casualties/all reported casualties) reduced to 0.143.

4.3.6 Car occupants

Table 4.7 contains details of the ‘before’ to *after’ changes in car occupant casualties within 20 mph
zones in London.

Table 4.7 Car occupant casualties in 20 mph zones in London (78 zones)

No of casualties No of months Caslyear/site % diff. Stat.
Before | After | Before | After Before After | Beforeto | Signif.
after
All casualties 870 233 4680 2930 2.231 0.954 -57.2 Yes
KSI casualties 82 12 4680 2930 0.210 0.049 -76.6 Yes

During the “before’ period there were 870 car occupant casualties in 4680 site months giving an
overall ‘before’ casualty frequency of 2.23 casualties per year per zone.

During the “after’ period there were 233 car occupant casualties in 2930 site months giving an overall
‘after’ casualty frequency of 0.95 casualties per year per zone.

The annual frequency of car occupant casualties has reduced by 57% (1.28 casualties per year per 20
mph zone) between the ‘before’ and ‘after’ periods. This reduction in casualties is statistically
significant at the 99% level using the chi-square test with 1 degree of freedom showing that the
reduction is unlikely to be due to chance.
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The corresponding number of KSI car occupant casualties were 82 “before’ (0.21 casualties per year
per zone) and 12 car occupant casualties ‘after’ (0.05 casualties per year per zone) giving a reduction
of 76.6% (0.16 casualties per year per zone )which was statistically significant at the 95% level.

The average ‘before’ severity ratio (proportion of total injury casualties that are fatal and serious) was
0.094. The “after’ severity ratio (KSI casualties/all reported casualties) reduced to 0.051.

4.3.7 Child car occupants

Table 4.8 contains details of the “‘before’ to “after’ changes in child car occupant casualties within 20
mph zones in London.

Table 4.8 Child car occupant casualties in 20 mph zones in London (78 zones)

No of casualties No of months Caslyear/site % diff. Stat.
Before | After | Before | After Before After | Beforeto | Signif.
after
All casualties 75 23 4680 2930 0.192 0.094 -51.0 Yes
KSI casualties 3 1 4680 2930 0.008 0.004 -46.8 No

During the “before’ period there were 75 child car occupant casualties in 4680 site months giving an
overall ‘before’ casualty frequency of 0.19 casualties per year per zone.

During the “after’ period there were 23 child car occupant casualties in 2930 site months giving an
overall ‘after’ casualty frequency of 0.09 casualties per year per zone.

The annual frequency of child car occupant casualties has reduced by 51% (0.10 casualties per year
per 20 mph zone) between the “before” and “after’ periods. This reduction in casualties is statistically
significant at the 99% level using the chi-square test with 1 degree of freedom showing that the
reduction is unlikely to be due to chance.

The corresponding number of KSI child car occupant casualties were 3 “before’ (0.008 casualties per
year per zone) and 1 child car occupant casualty “after’ (0.004 casualties per year per zone) giving a
reduction of 46.8% (0.004 casualties per year per zone) which was not statistically significant at the
95% level.

The average ‘before’ severity ratio (proportion of total injury casualties that are fatal and serious) was
0.040. The “after’ severity ratio (KSI casualties/all reported casualties) increased to 0.043.

4.3.8 Goods vehicle occupants

Table 4.9 contains details of the “before’ to “after’ changes in goods vehicle occupant casualties
within 20 mph zones in London.

Table 4.9 Goods vehicle occupant casualties in 20 mph zones in London (78 zones)

No of casualties No of months Caslyear/site % diff. Stat.
Before | After | Before | After Before After | Beforeto | Signif.
after
All casualties 36 15 4680 2930 0.092 0.061 -33.4 No
KSI casualties 4 3 4680 2930 0.008 0.012 +19.8 No
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During the “before’ period there were 36 goods vehicle occupant casualties in 4680 site months
giving an overall ‘before’ casualty frequency of 0.092 casualties per year per zone.

During the “after’ period there were 15 goods vehicle occupant casualties in 2930 site months giving
an overall ‘after’ casualty frequency of 0.061 casualties per year per zone.

The annual frequency of goods vehicle occupant casualties has reduced by 33% (0.031 casualties per
year per 20 mph zone) between the ‘before’ and ‘after’ periods. This reduction in casualties is not
statistically significant using the chi-square test with 1 degree of freedom showing that the reduction
is likely to be due to chance.

The corresponding number of KSI goods vehicle occupant casualties were 4 “before’ (0.008
casualties per year per zone) and 3 goods vehicle occupant casualties “after’ (0.012 casualties per year
per zone) giving an increase of 19.8% which was not statistically significant at the 95% level.

The average ‘before’ severity ratio (proportion of total injury casualties that are fatal and serious) was
0.111. The “after’ severity ratio (KSI casualties/all reported casualties) increased to 0.20.

4.3.9 Bus and coach occupants

Table 4.10 contains details of the “before’ to *after’ changes in bus and coach occupant casualties
within 20 mph zones in London.

Table 4.10 Bus and coach occupant casualties in 20 mph zones in London (78 zones)

No of casualties No of months Caslyear/site % diff. Stat.
Before | After | Before After Before After | Beforeto | Signif.
after
All casualties 18 14 4680 2930 0.046 0.057 +24.2 No
KSI casualties 2 0 4680 2930 0.005 0.000 -100 No

During the “before’ period there were 18 bus and coach occupant casualties in 4680 site months
giving an overall ‘before’ casualty frequency of 0.046 casualties per year per zone.

During the “after’ period there were 14 bus and coach occupant casualties in 2930 site months giving
an overall ‘after’ casualty frequency of 0.057 casualties per year per zone.

The annual frequency of bus and coach occupant casualties has increased by 24% (0.011 casualties
per year per 20 mph zone) between the ‘before” and “after’ periods. This increase in casualties is not
statistically significant using the chi-square test with 1 degree of freedom showing that the increase is
likely to be due to chance.

The corresponding number of KSI bus and coach occupant casualties were 2 “‘before’ (0.005
casualties per year per zone) and 0 bus and coach occupant casualties ‘after’ (0.000 casualties per
year per zone) giving a decrease of 100% which was not statistically significant at the 95% level.

The average ‘before’ severity ratio (proportion of total injury casualties that are fatal and serious) was
0.111. The “after’ severity ratio (KSI casualties/all reported casualties) decreased to zero.

4.3.10 All child casualties

Table 4.11 contains details of the ‘before’ to “after’ changes in all child casualties within 20 mph
zones in London.
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Table 4.11 All child casualties in 20 mph zones in London (78 zones)

No of casualties No of months Caslyear/site % diff. Stat.
Before | After | Before | After Before After | Beforeto | Signif.
after
All casualties 475 146 4680 2930 1.218 0.598 -51.0 Yes
KSI casualties 95 24 4680 2930 0.244 0.098 -59.6 Yes

During the “before’ period there were 475 child casualties in 4680 site months giving an overall
‘before’ casualty frequency of 1.22 casualties per year per zone.

During the “after’ period there were 146 child casualties in 2930 site months giving an overall “after’

casualty frequency of 0.60 casualties per year per zone.

The annual frequency of all child casualties has decreased by 51% (0.62 casualties per year per 20
mph zone) between the ‘before” and ‘after’ periods. This decrease in casualties is statistically
significant, at the 99% level, using the chi-square test with 1 degree of freedom showing that the
decrease is not likely to be due to chance.

The corresponding number of KSI child casualties were 95 ‘before’ (0.244 casualties per year per
zone) and 24 child casualties “after’ (0.098 casualties per year per zone) giving a reduction of 59.6%
(0.15 casualties per year per zone) which was statistically significant at the 95% level.

The average ‘before’ severity ratio (proportion of total injury casualties that are fatal and serious) was
0.200. The “after’ severity ratio (KSI casualties/all reported casualties) decreased to 0.164.

4.4

Summary of casualty changes after installation of 20 mph zones, by road user

Table 4.11a below draws together the results for all casualties from the preceding sections and show
broadly similar reductions in all categories except bus/coach occupants. This category and goods
vehicle occupant casualties were the only changes which were not statistically significant.

Table 4.11a: Summary of casualty changes after installation of 20 mph zones, by road user

Road user type | 20zones (78zones) | Statistically

(unadjusted) significant?
Pedestrian casualties/year/site -40% Yes
Child pedestrian casualties/year/site -48% Yes
Cyclist casualties/year/site -33% Yes
Child cyclist casualties/year/site -59% Yes
Powered 2-wheeler casualties/year/site -41% Yes
Car occupant casualties/year/site -57% Yes
Child car occupant casualties/year/site -51% Yes
Goods vehicle occupant casualties/year/site -33% No
Bus/coach occupant casualties/year/site +24% No
Child casualties/year/site -51% Yes
All casualties/year/site -46% Yes
All KSI casualties/year/site -60% Yes
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4.5 Comparison with trends for casualties on roads in London

The results in Sections 4.1, 4.2 and 4.3 indicate that the 20mph zones in London have had a large
impact on casualties within their boundaries. However some adjustments to the magnitude of the
changes are required to allow for general underlying changes in casualty frequency on unclassified
roads within London during the time covered by the ‘before” and *“after’ periods.

45.1 All casualties

Table 4.12 gives details of the changes in casualty frequency (all severities) on unclassified roads in
London during similar ‘before’ and ‘after’ periods to those used in the analysis of the 20 mph zone
casualty data. Casualty frequency (all severities) on unclassified roads in London was reduced for all
road users (3% ), for child casualties (15%), for pedestrians (7%) and for pedal cyclists (15%), and
increased for powered two wheelers (40%).

Table 4.12 Road user casualties (all severities) on unclassified roads in London

No of casualties No of years® Casualties/year % diff.
Before | After | Before | After Before After | Beforeto

after
All road users 35061 | 20434 5 3 7012.2 6811.3 -2.9
Children? 7718 3926 5 3 1543.6 1308.7 -15.2
Pedestrians 9117 5111 5 3 18234 1703.7 -6.6
Pedal cyclists 3979 2025 5 3 795.8 675 -15.2
Powered two wheelers | 2886 2421 5 3 577.2 807 +40%

Note 1. The average ‘before’ and “after’ periods are taken as 5 years (1% September 1992 to 31% August 1997)
and 3 years (1* November 1998 to 31* October 2001).

Note 2. Child pedestrians, child pedal cyclists and child car passengers.

Without adjustment for trends on unclassified roads, the present results for 20mph zones in London
represent the following reductions in casualty frequency (all severities): all road users 46%, children
51%, pedestrians 40%, pedal cyclists 33% and powered two wheelers 41%. (see Table 4.13). Making
full allowance for the trends on unclassified roads, that is assuming that they have been brought about
by other factors than 20 mph zones — improved education and training for example or, as is the case
of powered two wheelers, an increase in traffic or the amount of travel, the reductions in casualty
frequencies (all severities) for 20mph zones in London are revised as follows: all road users 45%,
children 42%, pedestrians 36%, pedal cyclists 21% and powered two wheelers 58%.

Note: for powered two wheeler casualties, the effect of the adjustment for trends in casualties on
unclassified roads is to increase the magnitude of the estimated reduction due to the installation of the
20 mph zones. This is because the frequency of powered two wheeler casualties increased on
unclassified roads between ‘before’ and “after’ periods.
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Table 4.13 Correction of casualty frequency (all severities) in 20 mph zones, taking into account the
casualty trends on all unclassified roads in London

Reduction in casualty frequency in 20 mph zones
Without correction for trends | With correction for trends on
on all unclassified roads in all unclassified roads in
London London
All road users 46% 45%
Children 51% 42%
Pedestrians 40% 36%
Pedal cyclists 33% 21%
Powered two wheelers 41% 58%

In reality, however, the 20 mph zones will have contributed to some of the casualty reductions on
unclassified roads within London; and the present results are best interpreted as 20 mph zones
bringing about a reduction between the two values above — for example, a reduction of between 45%
and 46% for all road user casualties (all severities).

4.5.2 Fatal and serious (KSI) casualties

Table 4.14 gives details of the changes in KSI casualty frequency on unclassified roads in London
during similar ‘before” and “after’ periods to those used in the analysis of the 20 mph zone casualty
data. KSI casualty frequency on unclassified roads in London was reduced for all road users (13% ),
for child casualties (27%), for pedestrians (18%) and for pedal cyclists(28%), and increased for
powered two wheelers (52%).

Without adjustment for trends on unclassified roads, the present results for 20mph zones in London
represent the following reductions in reduction in KSI casualty frequencies: all road users 60%,
children 60%, pedestrians 50%, pedal cyclists 50% and powered two wheelers 68% (see Table 4.15).
Making full allowance for these trends on unclassified roads, that is assuming that they have been
brought about by other factors than 20 mph zones — improved education and training for example or,
as is the case of powered two wheelers, increase in traffic and travel, the reductions in KSI casualties
in 20mph zones in London are revised as follows: all road users 54%, children 45%, pedestrians 39%,
pedal cyclists 30% and powered two wheelers 79%.

Note: for powered two wheeler casualties, the effect of the adjustment for trends in KSI casualties on
unclassified roads is to increase the magnitude of the estimated reduction due to the installation of the
20 mph zones. This is because the frequency of powered two wheeler KSI casualties increased on
unclassified roads between “‘before’ and ‘after’ periods.
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Table 4.14 Road user KSI casualties on unclassified roads in London

No of casualties No of years* Casualties/year % diff.
Before | After | Before | After Before After | Before to

after
All road users 5050 2630 5 3 1010.0 876.7 -13.2
Children? 1486 650 5 3 297.2 216.7 -27.1
Pedestrians 1892 933 5 3 378.4 311 -17.8
Pedal cyclists 551 237 5 3 110.2 79 -28.3

Powered two wheelers 473 431 5 3 94.6 143.7 +51.9%

Note 1. The average ‘before’ and “after’ periods are taken as 5 years (1% September 1992 to 31% August 1997)
and 3 years (1 November 1998 to 31* October 2001).

Note 2. Child pedestrians, child pedal cyclists and child car passengers.

Table 4.15 Correction of KSI casualty frequency in 20 mph zones for casualty trends on all unclassified
roads in London

Reduction in KSI casualty frequency in 20 mph zones
Without correction for trendson | With correction for trends on all
all unclassified roads in London unclassified roads in London

All road users 60% 54%
Children 60% 45%
Pedestrians 50% 39%
Pedal cyclists 50% 30%
Powered two wheelers 68% 79%

In reality, however, the 20 mph zones will have contributed to the casualty reductions on unclassified
roads within London; and the present results are best interpreted as 20 mph zones bringing about a
reduction between the two values above — for example, a reduction of between 54% and 60% for all
road user KSI casualties.
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5 Traffic speeds and flows in 20mph zones

5.1 Speeds ‘after’ 20 mph zones were installed

It is important that vehicle speeds are measured in the “after’ period to determine if the average
speeds have been reduced to below 20 mph. Information on the ‘after’ mean speed of vehicles (at and
between) measures was available for only 22 zones. The average “after’ mean speed was calculated
for each zone (see Table 5.1). The range of average ‘after’ mean speeds for the zones was 12.7 to 19.9
mph with an overall average of 16.6 mph. It is not known whether the speeds in these 22 zones were
representative of all zones.

5.2 ‘Before’ to ‘after’ changes in traffic flows

There was very little information provided by the London Boroughs on “‘before’ and ‘after’ traffic
flows within the 20 mph zones in London.

Traffic flow data was obtained for 11 of the zones (see Table 5.2) and this showed an average
reduction of 15% in traffic flow following the introduction of the 20 mph zones. However the data
were quite variable with changes in traffic flow ranging from an increase of 9% to a reduction of 52%

5.3 ‘Before’ to ‘after’ changes in speeds and accident frequencies

An analysis of the change in speed and change in accidents was carried out for 14 zones that had the
relevant data on ‘before” and “after’ vehicle speeds. The average reduction in mean speeds was about
9 mph and the average reduction in injury accident frequency was about 60 %. Although these
changes are the results from a limited number of 20 mph zones in London, they are similar to those
reported in TRL 215 (Webster and Mackie, 1996) who found that the national averages were a speed
reduction of 9.3 mph and an injury accident reduction of 58%.
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Table 5.1 ‘After’ speeds in 20 mph zones in London
Mean (at / between)
Borough Zone No | ‘after’ speed (mph)
City of London 26 12.7
Hackney 38 17.7
Hackney 39 17.1
Hackney 40 17.1
Hammersmith 41 19.6
Harrow 47 17.1
Hillingdon 48 14.6
Hillingdon 49 16.3
Hillingdon 50 19.9
Hounslow 51 15.9
Hounslow 52 13.7
Kingston 55 16.3
Lambeth 65 16.9
Newham 74 19.2
Newham 75 15.8
Redbridge 81 14.0
Redbridge 82 15.0
Richmond 88 16.6
Southwark 92 19.1
Southwark 93 19.2
Sutton 101 17.1
Tower Hamlets 102 15.2
Overall average 16.6
TRL Limited 27 PPR243



Published Project Report Version: Final

Table 5.2 Traffic flow changes in 20 mph zones in London
Vehicles per day %

Zone No | ‘before’ ‘after’ change

Hammersmith 41 6000 6000 0%

Harrow 47 4346 2683 -38%

Hillingdon* 48 708 343 -52%

Hillingdon* 50 912 702 -23%

Kingston 55 2001 1897 -5%

Newham 75 2431 2407 -1%

Redbridge 81 4087 4467 9%

Richmond 88 1890 1800 -5%

Richmond 89 978 762 -22%

Richmond 90 10616 9415 -11%

Sutton** 101 181 147 -19%

Average -15%
NB *2 hour samples, **Average flow per hour
Table 5.3 Differences in speed and accidents in 20 mph zones in London
Speed diff | Change in

Borough Zone no (mph) acc freq (%)

Bromley 15 0.2 -100

City of London 26 -2.2 0

Hammersmith 41 -8.9 -88.9

Harrow 47 -8.0 -76.2

Hillingdon 49 -7.8 -62.5

Hillingdon 50 -13.4 -27.3

Hounslow 51 -16.1 -100

Kingston 55 -11.0 -78.6

Lambeth 65 -7.1 -52.4

Redbridge 81 -6.0 0

Richmond 88 -8.4 -100

Richmond 89 -16.4 -22.2

Sutton 101 -12.5 -73.7

Tower Hamlets 102 -10.3 -63.6

Average -9.1 -60.4
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6 Comparison with previous work

A summary of the previous work discussed in the introduction to this report is given in Table 6.1.

Table 6.1 Comparison of results with previous work

DfT Hull TfL

Change in injury accidents -61% -56% -43%
Change in KSI accidents -70% -90% -56%
Change in Pedestrian casualties -63%* -54% -40%
Change in Child casualties -67%* -64% -51%
Change in child pedestrian casualties | -70%* -714% -48%

Note 1. These figures were for accidents not casualties.

The table shows that the two previous studies gave broadly similar results to those obtained during
this investigation. All three studies show reductions of at least 40% with the greatest reductions
observed in the percentages of accidents resulting in fatal and serious injuries.

7 Summary, conclusions and future work

This review of 20 mph zones in London for LAAU has found that the frequency of injury accidents
and road user casualties and the severities of casualties within the zones were substantially reduced.
Previous research has also shown that the 20 mph zone concept introduced by the Department for
Transport has been extremely successful in substantially reducing average vehicle speeds and injury
accidents in the areas where they have been installed.

The results of the present study are summarised in Table 7.1 and as follows:

1. There are about one hundred and thirty seven 20 mph zones in London (2003). Most of the zones
are in residential areas with over half containing schools or colleges. The main traffic calming
measures used within the zones are road humps, raised junctions and speed cushions. On average,
the measures are spaced between 50 and 95 metres apart.

2. The overall average “after’ mean traffic speeds within the 20 mph zones was about 17 mph (22
zones).

3. Mean traffic speeds have reduced by about 9 mph and traffic flows by about 15% since the
installation of the 20 mph zones (note: only a limited amount of speed (14 zones) and flow (11
zones) data was available).

4. Allowing for background changes in accident frequency on unclassified roads in London, the
installation of 20 mph zones in London has reduced the frequency of injury accidents within the
zones by about 42% and reduced the frequency of accidents involving fatal or serious injury
(KSI) by about 53% (78 zones).

5. The average ratios of KSI accidents to all injury accidents fell from 0.17 to 0.13 following the
zone installations (78 zones).

6. Little, if any, accident migration is taking place from the 20 mph zones (38 zones).

7. Over the ‘before’ period, the numbers of accidents per km per year on 20mph zone roads were,
on average, more than twice those on other unclassified roads in London .

8. Allowing for background changes in road user casualty frequency on unclassified roads in
London, the installation of 20 mph zones in London has reduced the frequency of road user
casualties within the zones by about 45% and reduced the frequency of fatal or serious (KSI)
casualties by about 57% (78 zones).
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10.

11.

12.

The average ratios of KSI casualties to all casualties fell from 0.16 to 0.12 following the zone

installations (78 zones).

The average annual reduction in fatal and serious (KSI) casualties per 20 mph zone is 0.48 (78

zones). This is equivalent to an annual saving of about 66 KSI casualties across all one hundred

and thirty seven 20 mph zones in London (assuming similar average reductions). Considering

each serious casualty, currently valued at £134,000 by DfT, implies savings of £8.84 million. In
fact, savings are likely to have been greater as fatalities are valued at £1.19 million each but the

prediction of absolute reductions in fatalities is unwise because of the small numbers involved.

There were statistically significant reductions in the KSI casualty frequency within the 20 mph
zones for the following classes of road user: pedestrians (50%), child pedestrians (61%), pedal

cyclists (50%), powered two wheelers (68%), car occupants (77%), and all child casualties (60%)

[78 zones].

Allowing for background changes in KSI casualty frequency on unclassified roads in London, it
is estimated that the installation of 20 mph zones has reduced the frequency of child KSI
casualties within the zones between 45 and 60%, pedestrian KSI casualties between 39 and 50%,

pedal cyclist KSI casualties between 30 and 50% and powered two wheeler casualties between

79 and 68% (78 zones).

Table 7.1: Summary of key results

20zones (78zones)

(unadjusted)

All
Unclassified
roads

Boundary
roads
(38 zones)

All A/B
class
roads

%change

All accidents/year/site

-43%

-4%

-2%

-1%

KSI accidents/year/site

-56%

-12%

-2%

4%

All casualties/year/site

-46%

-3%

KSI casualties/year/site

-60%

-13%

Average After speed (22zones)

17mph

Average change in traffic flow (11 zones)

-15%

Speed-accident change (14 zones)

-9mph with
—60% accidents

The results of this study are very encouraging, suggesting large accident and casualty savings.
However, the results also leave many questions unanswered and so it is recommended that:

further work is undertaken to assess the potential benefit of more extensive use of 20mph zones

future schemes are more fully monitored and analysed, preferably in a comprehensive way, in

order to better understand good practice

an in depth study into the effect of 20mph zones on powered two-wheelers be undertaken.

The finding that the 20mph zone roads had the highest accident frequencies per km before installation

needs to be explored further. We need to try and understand why the sites were chosen. Compared

with the non-20mph zone roads, were the higher rates on the study roads due to choosing 20mph zone
installations to be on roads with:

=  more traffic?;

= more vulnerable road users?;

= higher speeds?;
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= higher speed differentials between road users?;
= higher junction densities?; poorer designs?;

= adverse road geometric characteristics?;

= different road user behavioural factors?

= adverse social deprivation factors?;

= different types of land use?

These types of questions should be tackled in order to assess whether the reductions observed in the
current study are likely to be achievable on the remaining 97% of London’s unclassified roads? And,
if not, to what extent would lower reductions be cost-effective?

The amount of data readily available in the current study, particularly with regard to scheme costs,
scheme design, traffic flows and speeds before and after installation, by road user type was
insufficient to identify any relationships between zone design and effectiveness. An understanding of
the effect of or changes in these types of data will help to identify the most effective type of zone,
given the inherent road characteristics of any future site.

A further topic of interest is the effect of the 20mph zones on powered two-wheelers which, although
the results suggested was very beneficial, is not fully understood. This is particularly pertinent given
the national trend of increased travel by this mode (over the study period) and the likelihood that
travel by powered two-wheelers will rise even faster in London following the introduction of
congestion charging.
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Published Project Report

Version: Final

Appendix D: Chi-squared test

Changes in the accident (and casualty) totals before and after the 20 mph zones were introduced were
assessed using a standard Chi-Squared test. The test uses the number of accidents in the Before
period to predict the expected number of accidents in the After period. The expected number is
compared to the number that is actually observed and the significance of any difference is calculated.

Method

The expected number of casualties in the After period is first calculated. This is the casualties per
month in the Before period multiplied by the number of months in the After period. The difference
between this value and the observed value is calculated. This is squared and divided by the expected
number of casualties to obtain the Chi-Squared value. This calculation is shown in equation (1)

The Chi-Squared value is calculated as:

(ExpectedValue — ObservedValue)’

ExpectedValue

)

This Chi-Squared value can be looked up in standard statistical tables and a significance value
obtained. Any value less than 0.05 is regarded as significant evidence of a change in the distribution.
Any value of less than 0.01 is regarded as highly significant evidence of a change in the distribution.

Example
Before After
Casualtie |Months Months  |Expected |Observed |[Chang [Chi*” |Significance
s Casualtie |casualties ||e value
s
20 mph [1936 4680 2930 1212 650 -46.4% [260.6 |<0.001
zones
(78 sites)
Boundary |5367 2280 1554 3658 3551 -2.9% (3.132 |0.077
roads (38
sites)

In the 20 mph zone there were 1936 casualties in the 4680 months of the Before period, that is 0.414
casualties per month. Therefore, in the After period, which contains 2930 months, we would expect
to observe 2930 x 0.4137 = 1212 casualties. In fact we observed 650 casualties, 562 fewer than
expected. We square 562 and divide by 1212 to obtain the chi-squared value of 260.6. This value can
be looked up in a statistical table and is in fact so high that it is not listed. We can therefore conclude
that there is very strong statistical evidence of a reduction in the casualty totals after the introduction
of 20 mph zones. In the boundary roads a similar calculation produces a significance level of 0.077.

This is not statistically significant.

TRL Limited
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