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CYCLIST AND PEDESTRIAN CASUALTIES IN THE CITY OF L ONDON

THE CITY AND WESTMINSTER COMPARED

1 SUMMARY

This report examines the relative performance of the City of London and the City of
Westminster in the reduction of road casualties, specifically amongst pedestrians and
cyclists.

It finds that the City compares badly with Westminster in its reduction in casualties.
Westminster had a much higher rate of casualties per vehicle kilometre in 2004 than the
City. The situation is now reversed. Westminster has reduced the number of casualties
each year, whilst in the City the number has increased.

In an attempt to explain the difference, the characteristics of the accidents were analysed,
comparing variables like gender, age, distribution over time, and the type and purpose of
the journey of vehicles involved in collisions. The analysis suggests that the characteristics
of the City and Westminster are very similar, and although some interesting patterns
emerge, the data throws no light on the reasons for the differing success of the two
boroughs in reducing casualty rates.

The report challenges the work of the Streets and Walkways Sub Committee and
questions both the logic of its decision-making process, and whether the safety of City
residents and workers is given sufficient priority.

2 CONTEXT

An earlier report* showed that the City compared very unfavourably with the rest of
Greater London on its record of reducing road casualties, specifically pedestrians and
cyclists.

Officers and members have suggested that the comparison with Greater London is not
appropriate and that Westminster might be a better basis for comparison. This report sets
out to compare the progress made in reducing road casualties in both Westminster and
the City. It further analyses some of the characteristics of accidents that give rise to
casualties in both boroughs in an attempt to explain why the trend in road casualties is so
different.

Without doubt, the unique character of the City means that it is no surprise that the City
performs badly on its road casualty rate, even when traffic density is taken into account, as
is shown in Table 1 below. It is not surprising, even if disappointing, to find that, on this
measure the City was the worst performing borough in England in 2007. What may be
surprising is that this was not always so. Table 1 shows that in 2004, Westminster had a
higher rate of casualties than the City on this measure, and at that time had the distinction
of being the worst performing borough in the country.

! Road casualties In The City Of London 2004 - 2008 www.tinyurl.com/tedrep1



Table 1 Road Casualty Rate per 100 Million Vehicle  Kilometres

2004 2007
City of London 160 189
Westminster 194 168
Inner London 147 137
Greater London 104 87
England 58 50

Of more concern is the fact that in the City the annual rate of road casualties is increasing,
whilst in the rest of England, and Inner London and specifically Westminster, the annual
rate of road casualties is falling. Please remember that all the comparisons above take
account of increases in the level of traffic.

3 STATISTICAL ANALYSIS OF PEDESTRIAN AND CYCLIST CAS UALTIES IN
THE CITY AND WESTMINSTER

The City is an especially dangerous place for vulnerable road users. This is clearly the
result of high density of traffic and the large numbers of pedestrians and cyclists
competing for space on narrow streets. However, the City is almost unique in its failure to
reduce casualties amongst these groups. Graphs 1 and 2 below show how the City
compares unfavourably with Westminster, Inner London and Greater London in this
respect.

If the City had the same success in reducing casualties as Westminster, then in the three
years 2005 to 2007, there would have been around 140 fewer casualties in the City, split
roughly equally between cyclists and pedestrians.

Charts 1 and 2 below show the relative success of the City, Westminster and Inner and
Greater London in reducing casualties between 2004 and 2007

The graphs need little commentary. An index has been used rather than the actual
casualties because of the different relative sizes.

Chart 1 Pedestrian Casualties
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Chart 2 Pedal Cyclist Casualties
The City, Westminster, Inner and Greater London
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Sadly the drop in cyclist casualties in 2007 in the City was reversed in 2008 when cyclist
casualties returned to the 2006 level.

Clearly Westminster has had the same level of success (if not better) in containing or
reducing casualties amongst pedestrians and cyclists as the rest of Inner London and
Greater London as a whole.

The remainder of this report seeks an explanation for the City's failure to match this
success.

4 COMPARISON OF PEDESTRIAN AND CYCLIST ACCIDENTS IN THE CITY AND
WESTMINSTER

There follows a comparison of accidents, which resulted in pedestrian and cyclist
casualties in the City and Westminster using national data to normalise the findings. The
comparisons include time of day, gender and age, type of vehicle involved and the
purpose of the journey at the time of the collision. With a few interesting exceptions what is
remarkable is how similar the City and Westminster are.

4.1  Age and gender profile of casualties

Table 2, opposite, shows that Table 2 Gender mix of cyclist and pedestrian casualties

the gender mixes of casualties In % Cyclists Pedestrians
in Westminster and the City Male Female Male Female
are very similar to each other  cjy 74 26 47 53
and very different to the profile  \yestminster 73 27 49 51
for Great Britain. Perhaps Great Britain 81 19 58 42

surprising is the gender split in
pedestrian casualties in the City, which appears to be the opposite of the gender mix in the
City workforce. (59% male to 41% female)



Charts 3 and 4 again show the similarity between the City and Westminster in the age
profile of casualties, particularly when contrasted to Great Britain as a whole.
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4.2  Distribution of pedestrian and cyclist casualtie s by time of accident
Chart 5 Pedestrians Hour of day Chart6 Cyclists Hour of Day
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Chart 7 Pedestrians Day of Week
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These four charts again show the similarity of the characteristics of the City and
Westminster. However, Some interesting observations can be made.

In chart 5 the three daily peaks in casualties in the City are not matched in Westminster,
which seems to lack a morning rush hour peak for pedestrian casualties. The afternoon
peak in the City appears to be two hours later than in Westminster and Great Britain as a
whole. Chart 6 shows a much more marked peak in cyclist casualties in the City, during
the morning rush hour. Charts 7 and 8 hold no surprises with the emptiness of the City
reflected in the lack of pedestrian and cyclist casualties at the weekend.




4.3  Pedestrian and cyclist casualties by type of oth  er vehicle involved

Chart 9 Pedestrian Casualties, Vehicle Type
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Chart 9 shows the main difference between the City and Westminster. In the City the
highest proportion of pedestrian casualties arise from collisions with motorcycles, whereas
in Westminster cars are involved in a higher proportion of accidents.

Chart 10 Cyclist Casualties, Other Vehicle Type
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Apart from the higher incidence of collisions between cars and cycles in Westminster, the
profile of collisions in the two boroughs seems to lack any major difference, particularly
when compared to the rest of Great Britain.



4.4  Pedestrian and cyclist casualties by journey pur pose of other vehicle
involved

Part of the information collected at the time of an accident is the purpose of the journey of
the vehicles involved. The two charts below show the similarity of the two boroughs. Of
significance is that in the City, vehicles used for commuting are involved in a greater
proportion accidents involving pedestrians than with cyclists and this proportion is greater
than experienced in Westminster. Given the small amount of motorised commuting in the
City, this suggests that these vehicles are through traffic.
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5 ROAD SAFETY POLICY IN THE CITY

51 Effectiveness of the Police

An earlier report has shown that the CoLP is more effective on many measures than their
colleagues in the Metropolitan Police. It is therefore unlikely that policing an explanation for
the differing trends in casualties in the City and Westminster.

5.2  Streets and Walkways Sub Committee

This committee is responsible for "all general matters relating to road safety, including
education, training and engineering.” It was formed in 2004 and replaced the earlier
Traffic Management and Road Safety Sub Committee. It is a sub-committee of the
Planning and Transportation Committee. The most recent minutes available on the City
website are for 16 February 20009.

The committee has extensive terms of reference and road safety is the fourth area of
responsibility on a list of ten, located between the management of car parks and the
management and repair of streets. Examination of the minutes of this sub committee
suggests that the agenda is primarily driven by officers. Although members often challenge
individual proposals, it has not been possible to find any strategic initiatives that have been
proposed by members. Further, policy seems to be determined more by the aesthetics of
the street scene rather than the safety of City workers and residents. By way of illustration
there follows an examination of three matters discussed at the sub committee.

5.3  Street scene improvements Bank

At a meeting of this sub committee on 16 February 2009 the matter of street scene
improvements at the Bank road junction was discussed, the improvements being funded
by a section 106 agreement. Three excellent safety-driven improvements were approved,
however, a further improvement, which would have reduced speeds and advantageously
modified sight lines was rejected in favour of what appear to be cosmetic improvements to
the street scene.



5.4  Pedestrian crossing London Wall

At a meeting of this sub committee on 21 January 2008 the construction of a pedestrian
crossing at the junction of London Wall and Aldersgate Street was discussed. The map
below shows the location of pedestrian and cyclist casualties in the surrounding area of
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the City in 2007 It would to be dlfflcult to find a location with less need for a pedestrlan
crossing. The map shows casualties for 2007 and there had been no pedestrian casualties
at this place in the four years from 2004 to 2007. Despite this, the committee approved the
expenditure of £55,000 on a pedestrian crossing here. Whilst any spending on road safety
is to be applauded, there are likely to have been other locations in the City where this
money would have been better spent.

A zoomable map showing the location of all casualties for the City for 2007 is attached as
Appendix 1, which might assist in the identification of such locations.

5.5 20 MPH speed limit

This subject has been before the sub committee on at least two occasions. The minutes
and report of the 12 September 2005 meeting reveal some strange anomalies. The
committee was responding to a proposal by TfL to reduce the speed limit to 20 MPH on a
section of Bishopsgate, where there are around 25 road casualties each year. The report
by officers recommended a rejection of TfL's proposal. In recommending rejection the first
objection made by City officers was that the introduction of the new speed limit would
result in "further signs and other traffic management paraphernalia at this location". The
report goes on to say that, "it may be sensible to incorporate several of the Corporation’s
streets within the zone to provide wider benefits.” Strangely this was put forward as a
reason to reject the proposal.

During the meeting an officer sought to minimise the perceived risks of an accident by
stating, "that the actual risks, however, were relatively low to the 27 million people per
annum who exited from Liverpool Street Station, with an average of only one in one million
chance of one being involved in an accident”. This fails to recognise that the people at risk
expose themselves to this risk twice a day, 200 days a year.

5.6  Thoughts on the workings of the sub committee
It is easy to cherry pick apparent failures in the workings of this committee, but three
conclusions emerge.
Road safety is not at the top of the agenda.
A lack of analysis means that decisions do not always appear to be evidence based.
Assertions and proposals made by officers are not always adequately challenged by
members because appropriate information is not always made available.
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