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ANNEX 1

Outcome Report Topics – Discussion and Action Plans

Topic
Work Area 1 - Road Safety Teams: Roles and Dedicated Programmes

1
Continue to develop the Speed Management Strategy in the light of encouraging casualty reductions, particularly from the rural 30mph limits in South Oxfordshire, and strong demands for 20 mph zones both from the public and from consultees to this review. 


As part of the Speed Management Strategy criteria for 30, 40 and 50 mph speed limits were agreed last year and criteria covering 20 mph limits and zones have recently been agreed. In addition to the agreement of speed limit criteria the strategy should be developed to consider other aspects. In terms of pure casualty reduction we are confident the current criteria enable robust limits. Although the number of speed limit requests is inevitably greater than funding in term so f casualty reduction current budgets enable a sustainable programme of limits together with supporting measures to boost their effect. More work is needed in monitoring the effect of such support measures, a key consideration is whether their provision should be prescriptive or enable a degree of choice by the designer, or the local community. 

50 mph speed limits are being placed at the rate of 4 to 5 new limits per year as a compromise between the many calls for such limits and the limited but vociferous objections from motoring lobby groups and individuals. Monitoring shows casualty reduction benefits although continued monitoring is necessary to confirm the results

AP1: 
Seek to provide at least 4 new 50 limits annually within the Casualty Reduction Programme subject to the outcome of consultation and monitor to confirm both public acceptance and casualty reduction benefits. 

AP2: 
Monitor supporting measures associated with 50 mph limits to ascertain those which give the greatest speed reductions. 


An essential element of this work is seeking to overcome objections and confirm a belief that the public generally supports lower limits where they can be proved to reduce casualties. To help create and display support for such limits:

· The environmental benefits of lower speeds should be widely emphasised 

· The public should be made aware how to petition and become involved in the public process on reducing speed 

· Evidence and data supporting the benefits of lower speed limits should be made readily available to the public. 

· Support from those favouring appropriate lower speed limits should be mobilised in response to the vocal and co-ordinated response from those opposing lower limits. 

· Emphasise the minimal journey time differences caused by lower limits 

· Ensure accurate information regarding public attitudes to lower speed limits is fed back to those responsible for speed limit policy. 


The Speed Camera Partnership funds an OCC officer to work in the community outlining the need to drive responsibly and adhere to speed limits. This is providing an excellent opportunity to inform the public about all aspects of speed limits but unfortunately his continued funding appears at risk. The funding stream restricts current remit strictly to aspects directly related to speed which already permits all those aspects listed above to be covered although if funding can be found within the county to retain this link then his role can be extended to all aspects of road safety. It has been suggested that another Directorate may welcome the opportunity to part-fund this role if they have need to liaise regularly with the public 

AP3: 
Seek funding to retain Liaison Officer and expand his remit to cover other safety aspects. Investigate possibility of joint funding with other OCC services. (see also AP15)


Current pilot studies for 20 limits to be carefully monitored to gauge effect on speeds, accidents, environment and acceptability 


The Oxford Central Area 20 Zone is being monitored for all of the above. It appears proposals for a pilot 20 mph zone for Thame may be rejected by the community, however there are many requests for such measures elsewhere with high accident reduction potential which can be funded from future budgets where there is community support. 

AP4: 
Continue to monitor Oxford Central 20 Zone scheme and seek to establish a further zone to monitor to gauge effect on speeds, 
accidents, environment and acceptability.

2
Staff resources available for casualty reduction scheme identification and development should be reviewed, taking account of advice on best practice and the levels applied by other authorities. This is particularly critical given our vulnerability with a wide range of expertise lying with a single member of staff.


It is common practice to contract road safety engineering design to consultants although experience suggests it is difficult to identify consultants with the quite specific engineering skills and experience required to maximise casualty reduction potential. The current commission’s success arises chiefly from officers providing closely defined remits to guide external staff. There are concerns that further externalisation of the service may result in difficulties in managing and supervising consultants within a small team. 

Staff resources allocated to investigate and identify appropriate remedial measures was appreciably greater in Worcestershire, a similar county to our own. The other Authorities staff levels, accident numbers and methods of operation were discussed but numerous variations in their procedures means a brief comparison would not enable any conclusions to be drawn with accuracy. 

It is considered that the greatest efficiencies can be made by investing in adequate officer time to brief consultants closely on the early design stages where the core design takes form but then to make full use of external resources to undertake the more routine aspects of scheme design and administration. Consultants can also be used to prepare consultation documents for the schemes they design although it appears common practice that consultation itself is undertaken by Highway authority officers.

The success of engineering measures usually depends to some extent on how their benefits are promoted to road users. This is particularly so for the Speed Management Strategy where limited but vociferous public objections restricted the number of limits implemented. 

The road safety engineering and education teams have recently been combined under a single team leader to improve co-ordination and enable closer support from the education team for engineering measures such as speed limits. (The roles of these teams are outlined in Annex 2)

Much specialist data analysis expertise rests with a single officer putting the system at risk of suffering a significant loss of quality if that individual ever leaves. A serious concern is the degree to which extensive expertise relies on a single person, partly a result of staff shortages within an already pressed AIP team. Although changes currently underway should help alleviate this situation it remains a concern, partly due to the rare ability and commitment of the individual staff member.  It has not yet proved possible to recruit anyone capable of the skilled data analysis role. It is appreciated that such individuals are scarce. This person will also be required to develop an understanding of the reasons casualties occur on our roads and the true effectiveness of the measures designed to reduce them.

AP5: 
Seek funding to recruit a trainee data analyst who should also be given a full appreciation of the causes and cures for casualties. 

The staff resources available to carry out studies into the problem locations identified appear to be insufficient to enable the maximum benefit to be obtained from the funds allocated to the Casualty Reduction Scheme programme. Similar constraints result in post-scheme monitoring not being consistently undertaken resulting in some learning opportunities being missed. It should be noted that it is widely recognised that larger inputs of staff time will be required to secure cost effective safety engineering treatments as the easier to treat sites have largely been dealt with. 

AP6: 
Develop existing staff to fulfil this role, including training in preliminary design and briefing consultants to design subsequent phases.


Work Area 2 - Integration of Road Safety into Transport Capital and Maintenance Programmes

3
Links between the safety engineering staff and other teams should be increased to ensure safety expertise is shared and safety is considered as an integral aspect of all schemes as they are developed and constructed. This process should include advice for specific schemes and the promotion of a more general awareness of the principles leading to casualty reductions. 


The Outline Report detailed elements where road safety and maintenance were closely linked and while it is not possible to quote numerical casualty reduction effects for generally higher maintenance standards, accident risk reduces as standards improve. There is thought to be considerable scope for greater integration of casualty reduction and maintenance to focus on the specific measures found to be most critical to casualty reduction. As maintenance of the network and its safe operation are inextricably linked if casualty reduction expertise can help to target part of the annual total maintenance budget closely to accidents then significant improvements should arise. Some success has been achieved in moves to integrate accident and maintenance databases; although closer integration has been hindered by a lack of staff if a data analyst was employed part of their role could be to establish closer links between road safety and maintenance, specifically emphasising the importance of a combined database. 

AP7: 
Use part of the time of the proposed data analyst (ref AP5) to establish closer links between road safety and maintenance, specifically working towards a combined database.  
The Road Safety teams have recently been integrated into the Transport Policy Group which is already helping a greater integration of safety principles into the scheme development and Capital Programme. The teams have extensive experience in consulting with a range of stakeholders and partners and these skills should help promote an awareness of safety amongst colleagues. Integration of safety into capital scheme design and development has started well and should give considerable scope to reduce casualties, especially vulnerable road users.  

AP8: 
Increase liaison with other colleagues to improve road safety input at all stages when implementing new strategies and schemes. This currently occurs on an ad-hoc basis but there is potential for regular liaison before capital programmes are finalised.  

AP9: 
As per AP 10 below  

4
Casualty reduction training for all staff engaged in scheme development and implementation should be reviewed to ensure a satisfactory level of road safety expertise and awareness exists amongst relevant staff. Project Managers should be trained to fulfil a key road safety role and it should also be incorporated into selection criteria, induction and appraisal.


Work pressures on all teams make it impractical to provide regular dedicated casualty reduction training. However, the increasing profile of safety is raising awareness amongst all staff and safety audit of all but the smallest schemes helps to ensure safety is not compromised. 

Senior staff from both road safety teams participate in regional service improvement groups where fellow professionals meet to discuss ideas, concerns, problems and solutions. These are potentially useful forums for not only learning but also checking and confirming the suitability of ideas generated within the teams although it is proving difficult to allocate the time required to gain the full benefits from these meetings.

AP10:
Choose regular topical accident data briefings for issue to those working in that field i.e. skidding problems, cycle accidents etc. 

AP11: 
Identify and promote course covering safety when particularly relevant.  

AP12: 
Staff to attend regional service improvement groups as appropriate.

5
To reduce the possibilities of serious pedestrian falling injury consider increased salting to footways in icy conditions.


Pedestrian injuries on footways are not included in accident statistics and unfortunately costs make it unrealistic to extensively salt most of the footpath network. Consideration could be given to identifying priority footway routes based on Health authority data in the interests of reducing injuries despite its neutral effect on official accident figures. 

AP13:
Investigate the use of Health authority accident data records to identify a possible footway network for salting.


Work Area 3 - Partnership Working

6
Liaison with the Safer Roads Partnership over specific projects and monitoring should be increased when resources permit to ensure resources are focussed at locations with the best casualty reduction potential. 


We already co-operate closely with the Thames Valley Safer Roads Partnership who are responsible for speed cameras, particularly in pooling accident data to ensure cameras and other initiatives funded by them realise their full potential by targeting measures at the worst casualty sites. However, their operation is increasingly controlled by strict government guidelines. 

Speed camera operations have received sustained criticism from some sections of the community, and media coverage has been generally hostile and although surveys suggest that most people support speed cameras political considerations have created constraints limiting their potential benefits. There is a risk that additional constraints might be introduced and funding is liable to be reduced at short notice. The road safety education team could be used to promote speed cameras and thus reduce the very real threat of their increasingly limited use.  

AP14: 
Continue the current liaison with the Thames Valley Safer Roads Partnership to share accident data knowledge and ensure camera usage is optimised according to the latest accident data. Seek resources to increase the road safety educational team involvement in promoting the benefits of cameras and ensuring government are aware of the true level of public support for cameras.

7
Co-ordination with key partnership organisations such as the Fire Service and Police should be developed further when resources permit. Particular consideration should be given to making greater use of Fire Service crews to support ETP team projects and undertake focus group-type operations 


The Road Safety teams have extensive experience in consulting with a range of stakeholders and partners and the skills developed should help promote the effective relationships necessary to sustain partnership working. Casualty reduction is a large part of the remit of some partners such as the police and fire service giving these services a strong incentive to co-ordinate fully with the road safety teams. The engineering team already work closely with the police and their relationship with the education team could  be increased by additional working on programmes such as seatbelt and mobile phone if funding is identified to enable the appropriate officer to work full-time (see AP:25 in Annex 2)
However partners for whom casualty reduction is a peripheral element will not be so likely to be committed to the cause and it is therefore imperative that all is done to make liaison as easy as possible to encourage their co-operation. The ETP team already liaise with the fire service and our increasingly consolidating that relationship. Both teams have an effective and established relationship with the police. There considerable potential for the Fire and Rescue service to take an increasing role in casualty reduction and they are actively seeking it. Although it would be staff intensive to expand it further, it would act as a ‘pump priming’ exercise to use many extra F&R staff getting safety messages across to many more young people.  The role of F&R is seen as particularly important given their perceived benevolent image in contrast to the police  who may be considered too authoritarian.

The education team already work with Primary Care Trust (PCT) Health Visitors who help us to reach the parents of pre-school children. Other representatives from the PCTs took part in the Outline Review and expressed a desire to work more closely on accident data analysis although their ability to do so is partly hampered by their administrative set up. PCT data on accident admissions is recorded by postcode, this information could be used to target road safety education and publicity programmes. 

The education team also work extensively with  Learning and Culture, Footsteps & cycle training co-ordination and other initiatives are all school based.

Working with a wide range of organisations is likely to be particularly effective for the increasing number of diverse accidents and could also provide more opportunities to co-ordinate on other transport matters and perhaps give us a greater awareness of the views and concerns of road users. 
Co-ordination between partners is likely to demand a relatively high level of staff resources as building relationships will be key to achieving improvements on the ground.

AP15:
Seek to increase ETP resources to enable expansion of current liaison with Fire & Rescue Service and establish regular liaison between AIP and PCTs. (see also AP3)

8
Obtain additional information on road casualties from Health Service accident data. 


The AIP team has been in occasional consultation with the Primary Care Trusts to discuss possible ways of linking accident data to emergency admissions data although partnership working has been significantly impaired by their frequent organisational changes.  There is potential for gaining further information on road casualties from the health service. PCT postcode records on accident admissions could be used to target road safety education and publicity programmes.  DfT research ascertained that many road injuries are not reported to the police, with certain user groups – and in particular pedal cyclists – being under-represented. Although we have no accurate information it appears that only around 40% of cycle accidents on the highway requiring hospital attention are reported to the police, understandably the percentage of more serious accident reporting is much higher. 

AP n/a: As per AP15 above


Work Area 4 – Education, Training and Publicity

9
Carry out regular evaluation of the ETP programme, particularly the "Footsteps" training scheme, through consultation with service users and the general public to gauge how successfully the safety messages have been received and retained, the generally accepted measure of the effectiveness of ETP activities. 


The casualty reduction effects of ETP work is hard to monitor, unlike safety engineering measures where the effects are generally localised and it is relatively easy to carry out before and after studies. Consequently it is very hard to commend one particular type of intervention as being effective. The County Council’s approach is to carefully examine the casualty data to identify road user groups (e.g. child pedestrians) and behavioural factors (e.g. speed or alcohol use) and then explore ways of alerting road users to the hazards and ways of modifying behaviour. 

The education team, in addition to gauging their effectiveness by the numbers trained in various programmes, increasingly seek feedback from those trained and trainers to ascertain how much has been recalled. Analysis of  specific initiatives is done informally to decide whether they should be maintained; this could be given greater discipline and objectivity by establishing annual feedback on all programmes for analysis in time to use the findings in forming the following years programme.

AP16: 
Continue and expand evaluation by annual feedback surveys and analysing and publishing results in time to use them when forming the following years programme.

10
Expand liaison with existing partners to increase and develop the current programmes to raise the profile and awareness of road safety; especially consider how best to use the large resource offered by Oxfordshire Fire & Rescue Service. 


This aspect is considered within topic 7 above. 

AP n/a:  As per AP15 above

11
SpeedWatch should be developed further to increase the involvement of other agencies and to address public concerns about road safety and speed. 

All local councils have been offered the opportunity to participate in the SpeedWatch programme which was designed to help address the problem of speeding, chiefly in rural communities. It has proved very successful with around 72% of councils joining to date although it is proving difficult to engage the remaining ones. Inevitably where a campaign seeks to engage the public it will require re-branding periodically and as the current  campaign is now around 8 years old consideration should be given to boosting its image. The success of the campaign suggests the basic premise is good so it should not be radically overhauled but changed enough to promote renewed interest. This could be done in conjunction with the initial community enforcement project and an increased emphasis on temporary speed reduction posters as outlined below

AP 17:
 Revise SpeedWatch branding and re-launch 


SpeedWatch should be developed further to increase the involvement of other agencies and to address public concerns about road safety and speed. In particular:

· The Speed Indicator Device (SID) programme should continue to be funded by the County Council at current levels if Safer Roads Speed Camera Partnership funding is withdrawn. 


Oxfordshire was one of the first to use SIDs and, as we use them more than any other Authority, we are generally considered to be leaders in the field. SIDs are at the heart of the SpeedWatch campaign whose core principle is involving the community thus making them aware they are part of the problem and therefore hold the solution. The initiative is extremely popular and demand is currently not satisfied; speed monitoring and widespread anecdotal feedback from the community both testify to its success.  The 5 SID operators, who are funded by the Speed Camera Partnership,  each visit at least 500 sites per year. The level of provision means a device can usually be dispatched to a community at short notice, even at weekends if a pressing need arises, they are particularly welcomed by communities with concerns but whose accident level does not meet the criteria for permanent engineering measures. Although we still cannot meet all demand they do allow a swift response to requests from local councils or county Councillors showing the community some direct action as a result of their requests. The SID operators make a point of speaking to Parish Councillors, residents or even passing drivers whenever they can, often calling on residents to discuss any problems and explain why they are there. 

Not only is it popular with communities but it has proved to be the most successful and effective non-engineering means of reducing speeds, one site giving an immediate average speed reduction of 11.4 mph as soon as the SID was activated. On most sites reductions of around 5 – 6.5 mph arise. Although this reduction does not continue when the SID is removed, research shows that where SIDs are used regularly average speeds remained lower for several days after the SID was removed.  Accident reductions are directly linked to reductions in speed suggesting that the SID devices are having a significant impact on casualties. Although speeds do eventually increase after SIDs are removed the nature of educational safety measures such as these seeks to create sustained improvements albeit over several years as education and awareness translates to changes in attitude and behaviour.

Funding to date has been provided by the Speed camera Partnership but unfortunately this will cease in March 2006 placing the whole initiative in jeopardy. Having provided such a comprehensive service and raised expectations there is now the very real threat that hopes will be dashed across the county. Although the decision to withdraw funding was taken by the DfT there will no doubt be the perception that the county council is letting the communities down with potentially a big level in complaints to Councillors. We have expressed frustration at the government’s decision to discontinue this funding and are currently working hard to seek some funding from District Councils although this is most unlikely to enable the current levels of operation to continue. We are currently trying hard to identify funding from partner organisations to continue this frontline service, perhaps a victim of its own success it has raised the profile, not only of  responsible speeds but also of the county council among communities. 

To continue these operations will require around £100,000 of new funding each year to be identified. This is a significant sum (equivalent to the whole current ETP annual budget) it is however just two thirds the cost to the NHS of treating a single serious casualty. If funding could be identified to place this initiative under sole control of the county council they could be more overtly liveried to boost the public relations element and emphasise the county council role in speed reduction and its ability to respond very quickly to community concerns.

AP18:
 Seek funding to continue SID operations.  


SpeedWatch should be developed further to increase the involvement of other agencies and to address public concerns about road safety and speed. In particular:

· Continue to expand the Temporary Speed Reduction Poster scheme 


AP19: 
Expand the use of temporary reduction posters by encouraging more local councils to become involved rather than opt for more expensive permanent measures, possibly in conjunction with a re-branded SpeedWatch campaign.


SpeedWatch should be developed further to increase the involvement of other agencies and to address public concerns about road safety and speed. In particular:

· Consider a pilot Community Speed Enforcement Study if the current pilot studies in West Berkshire prove successful


Thames valley police together with West Berkshire are piloting a programme whereby community volunteers report drivers who break speed limits in their community. It is a potentially complex initiative allowing communities to use speed measurement equipment to identify and alert speed drivers. Although it would not be direct enforcement there are training and insurance concerns to overcome. We are monitoring progress and intend to introduce a scheme in Oxfordshire as soon as practical.

AP20:
 Promote a pilot Community Speed Enforcement Study, possibly in conjunction with a re-branded SpeedWatch campaign.


SpeedWatch should be developed further to increase the involvement of other agencies and to address public concerns about road safety and speed. In particular:

· Expand the ‘Think Ahead’ programme in secondary schools currently being undertaken by the ETP team to provide pre-driver training in hazard awareness for 16 – 19 year olds. 


“Think Ahead” is a hazard perception training programme, aimed a pre-drivers and those learning to drive. It uses the time spent by a passenger, who is not yet old enough to be in control of the vehicle, to look critically at the road and develop hazard perception skills in advance of having to worry about the physical control of the vehicle. It was developed before hazard perception became a compulsory element of the novice driving test and offered to schools with a reputable accreditation to encourage uptake. The response within schools was very poor and the subsequent change in legislation mean that it is no longer needed. These skills are now taught by driving instructors in preparation for the test.

No Further Action


SpeedWatch should be developed further to increase the involvement of other agencies and to address public concerns about road safety and speed. In particular:

· Continue to develop the Designated Driver Programme to deter young people from drink-driving


AP21:
Continue to overhaul the Designated Driver (Des) scheme in partnership with O F & R service and the District Licensing committees. Re-launch the scheme and aim for 25% active participation by Oxfordshire licensees by 2007.

12
Identify possible subjects for which we can develop an effective process to lobby the government with support from partner organisations, the public, local MPs and other MPs sympathetic to the specific subject in question. Possible subjects include:
· Seat belts – make non-compliance with regulations a criminal offence 
· Fatigue – more government resources needed 

· Drink Driving – ditto 

· Increased use of speed cameras 

· Incorporate a minimum of 8 hours of road safety annually into statutory element of national curriculum and promote use of computer learning packages in schools 

· Make cycle training compulsory before drivers sit a car test 


Over the longer term we can seek to educate to influence public opinion and then reflect that opinion to the appropriate bodies using methods such as lobbying. Lobbying in isolation for a change in legislation for more restrictive laws or tougher enforcement is likely to have a slim chance of success. However joining partners in seeking change provides a greater opportunity to influence national policy which can provide extensive casualty reductions at little cost to the County Council.

A major opportunity lies in ascertaining whether any MPs have particular sympathy for the cause as they will undoubtedly appreciate any support that can boost their case and be able to lobby government more directly than the Council could do alone. County Members could use their links to lobby their MP, as a letter from them must receive a response by the appropriate minister. Although political considerations may make some improvements difficult to achieve conversely widespread public support can help ease the passage of changes. There may be opportunities to encourage the public and other organisations to lobby government and other major organisations in support of road safety improvements and changes in legislation. 

AP22: 
Identify areas where MPs are currently lobbying to achieve casualty reduction and lend our support to that campaign. 

13
Make greater use of the Citizen’s Panel to ascertain public opinion on such road safety issues as:

· The 3 greatest road safety concerns 

· User preferences, e.g. on type of cycling facility in the context of safety 

· Speed Management Issues 


The Citizen’s Panel could be used to confirm the level of public sympathy for whichever measures were deemed suitable to form the subject of a lobbying campaign. If strong sympathy were identified this would boost the confidence of a successful outcome for possible changes in legislation.

AP23: 
Identify several possible topics based on casualty records and areas of interest of MPs and seek confirmation of public support through the Citizen’s panel.
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