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Editorial

Members should all have been sent recently a list of possible topics for future seminars, with a request for additional topics to be suggested.  Your responses will be discussed at the next TSUG committee meeting, so I hope you will have indicated your preferences to Nina Webster by now.  As many of you will know from our 2006/7 schedule of seminars, your input is appreciated and your voices are heard.


My software never has bugs.  It just develops random features.



Publications

 Vehicle excise duty evasion 2006  
The DfT published in January National Statistics on evasion of Vehicle Excise Duty in 2006. The key points for Great Britain are as follows: 

· Evasion in traffic increased from 2.0% in 2005 to 2.2% in 2006

· As in earlier years evasion rates are highest in the motorcycles and other vehicles categories 

· Regionally, the largest increase in evasion between 2005 and 2006 was in the North West

· Evasion rates are higher for older vehicles. Evasion among vehicles in the Private and Light Goods (PLG) tax class that are more than 10 years old is about five times the evasion level of vehicles less than 10 years old

· A statistical estimation process showed that, in all tax classes, vehicles that are not correctly licensed have, on average, lower mileage than properly licensed vehicles

· Based on the differences in average mileage, evasion amongst all vehicles in use was estimated to be around 6% in 2006.   Consequently, it is estimated that Vehicle Excise Duty evasion will cost around £220 million in the year 2006/07 - equivalent to about 5% of the total revenue that should be raised

· In the PLG tax class, which accounts for 89% of vehicle stock, evasion rose from 3% of vehicles in use in 2005 to 4% in 2006

The survey involved contractors recording registration marks of vehicles at 256 road sites across the UK.  In total, around 1.3 million valid sightings of registration marks were collected.  These were then checked against the computer record of licensed status to determine the levels of traffic observed without a valid licence.  Information on traffic levels was then used to weight together the results from the different sites to estimate the proportion of vehicle miles driven by evading vehicles. 

The pattern of repeat sightings of vehicles in the survey is used to estimate the relative mileage of licensed and unlicensed vehicles.  These estimates showed that, in all tax classes, vehicles that are not correctly licensed have, on average, lower mileage than properly licensed vehicles.  Those estimates in turn are used to estimate evasion amongst all vehicles and the revenue loss.  Due to the estimation process used, these statistics have relatively large margins of error. 

During 2007 a review of the sources and methodology is planned to identify scope for quality improvements in these statistics.  In particular, this will seek to improve the robustness of the estimates of evasion in stock and the estimated revenue lost.  Using the current methodology, these estimates are sensitive to very small changes in the underlying data. 

Free copies of Vehicle Excise Duty Evasion 2006 are available from ST5 Branch in DfT (tel: 020 7944 3077), e-mail: Paul.Syron@dft.gsi.gov.uk.  It is also available free from http://www.dft.gov.uk/transtat. 
Transport Trends: 2006 Edition 
The DfT published in February the ninth edition of Transport Trends, a National Statistics publication that provides an introduction to the main trends in transport and travel in Great Britain.  It presents an overview of key trends over the past 25 years, and highlights some of the key issues.  It is intended as a companion volume to Transport Statistics Great Britain, which contains more detailed figures and some longer time trends.   Key findings include:

· Total road traffic has grown by 82% since 1980; it grew at a slower rate during the 1990s than in the 1980s.  Many factors have affected traffic levels, including fuel prices, economic growth, and increases in household car ownership and the number of drivers.  Over a quarter of households now have access to two or more cars.  Men are still more likely to have a driving licence but the proportion of women holding a licence has been increasing at a faster rate

· Car use has continued to increase as disposable income has risen, against a backdrop of little change in the real cost of motoring and rising real costs of public transport fares.  Since 1996 the average number of trips taken by car has gradually fallen while the actual average distance travelled and time spent travelling have both increased.  In 2005/06, households in the UK spent on average £75 per week on transport and travel

· The number of bus journeys declined from the mid 1980s to the mid 1990s, but has shown some increase over the past 6 years, mainly because of increased bus use in London. Passenger satisfaction is generally high.  The number of national rail journeys made has increased by over 40% since 1980.  Since privatisation of British Rail was completed in 1997, investment in national rail infrastructure has increased significantly.  The reliability of train services has been improving gradually since 2000, as has passenger satisfaction with journeys undertaken

· The number of trips made and distance travelled increase with income.  Travel also varies according to car availability and gender.  Adults in house-holds with two or more cars travel on average over three times further than those in households without a car.  On average, men travel a third further than women do, although women make slightly more trips

· The weight of domestic freight lifted in Great Britain has increased by 29% since 1980, largely because of increases in the amount of goods lifted by road.  Over the same period tonne-kilometres moved has increased by 47%.  UK international freight tonnage has increased by 77% since 1980
· UK residents made 66 million overseas visits in 2005 compared with 18 million in 1980.  Holiday travel accounted for two-thirds of the total.  The number of visits to the UK by overseas residents increased from 12 million in 1980 to 30 million in 2005.  Air travel accounts for most of the increase in visits to and from the UK: the number of passengers using UK airports quadrupled between 1980 and 2005.  Spain is the most popular country visited by UK residents, followed by the USA
· In terms of fatalities per passenger-kilometre, air continues to be the safest mode of transport, though the passenger fatality rate for cars, the mode of transport most commonly used, has more than halved since 1980.  Vehicle related thefts in England and Wales have more than halved since they peaked in the mid 1990s
· Walking and cycling for travel purposes have both declined significantly over the past decade.  The accompanying growth in motorised transport has resulted in a 52% increase in CO2 emissions from domestic transport sources since 1980, which now account for 23% of total UK CO2 emissions.
· Emissions of local air pollutants have declined with the advent of catalytic converters and cleaner fuels.  Despite an improvement in vehicle fuel efficiency, the fuel consumed by transport has increased due to growth in road traffic and a substantial rise in international aviation.
This publication illustrates longer-term trends and also presents a wider range of statistical analysis to help put key policy targets and their trends into a broader context.  Transport Trends also reports on those of the government’s sustainable development indicators which are most relevant to transport. 

Transport Trends 2006 is available free of charge from DfT (telephone: 020 7944 4846, or e-mail: mailto:publicationgeneral.enq@dft.gsi.gov.uk). 

The publication can also be found on: http://www.dft.gov.uk/pgr/statistics/datatablespublications/trends/current/, together with a wide range of other statistical material and publications. 

Road goods vehicles travelling to mainland Europe: 2006 
The DfT published on-line in February figures on the number of goods vehicles travelling during 2006 from GB to mainland Europe by Ro-Ro ferry and through the Channel Tunnel, broken down by country of vehicle registration, country of disembarkation and GB port group.  The key points include:

· During 2006, nearly 2.9 million goods vehicles travelled from GB to mainland Europe, 3% higher than the 2005 total.  This figure was made up of 2.1 million powered vehicles (up 3% from 2005) and 786,000 unaccompanied trailers (up 4%)

· 25% of powered goods vehicles were UK registered and 73% were foreign.  The registration nationalities of the remaining 2% are unknown

· Since the early 1990s there has been a significant rise in the number of foreign registered goods vehicles; from 363,000 in 1991 to 1.5 million in 2006.  Since 2004 the rate of increase has slowed 

· French registered lorries (367,000) continue to be the most frequent visitors followed by Dutch (258,000) and German (187,000) vehicles

· Over recent years there has been an increase in the number of vehicles from the ten EU new member states (those that joined the EU in May 2004) leaving GB for mainland Europe; from 49,000 in 2003 to 213,000 in 2006.  In 2006, Polish vehicles (73,000) were the most frequent visitors from the new member states

· Six out of seven powered goods vehicles travelling to mainland Europe used the Dover Straits.  The North Sea ports were the most popular departure point for unaccompanied trailers; 93% of all unaccompanied trailers travelled through this port group. 

Email David Griffiths (irhs.stats@dft.gsi.gov.uk) for queries concerning this bulletin.  Also see National Statistics Online.
Bus and Light Rail statistics GB: October to December 2006 
The DfT published in March National Statistics on passenger satisfaction, bus reliability and bus and light rail patronage, which showed that for the Autumn quarter of 2006/7: 

· The index number for bus and light rail journeys in England was 111.6, up from 110.8 in the previous quarter 

· The index number for bus and light rail journeys in London was 137.2, up from 135.5 in the previous quarter.  Though the index number for English Metropolitan Areas was little changed at 94.2, patronage in non-Metropolitan areas rose from 99.8 to 100.9, reflecting the continuing effects of the introduction of free concessionary fares on 1 April 2006 

· The average score for overall satisfaction given by passengers for the bus journey just completed in England was 80 out of 100, one point down on the previous quarter.  London recorded a score of 76, also lower than the Summer quarter 

· Satisfaction with reliability in England fell by one point from the Summer quarter to 69 out of 100. The average rating in London was down by one point to 72

· Satisfaction with bus stop information in England was unchanged at 70 out of 100 

· The proportion of scheduled mileage run excluding losses outside the operators’ control in England was 99.0%, compared with the agreed target of 99.5%. 

This Statistics Bulletin is available from DfT, ST1, Zone 3/09, Great Minster House, 76 Marsham Street, London, SW1P 4DR (Tel: 020 7944 4139).  Public transport statistics can be viewed by following the links from the following website address: http://www.dft.gov.uk/transtat/publictransport 

Details of the targets agreed with the Confederation of Passenger Transport (CPT) can be found on: http://www.press.dtlr.gov.uk/pns/DisplayPN.cgi?pn_id=2002_0170 

Sea Passenger Statistics 2006 
The DfT published in March National Statistics on sea passengers travelling on short-sea routes.  This annual bulletin shows the latest figures for 2006 and trends for the last ten years.   

· During 2006 there were 23.5 million international sea passenger journeys to and from the UK, 1% lower than in 2005.  Dover, the largest UK ferry port, handled 13.8m journeys (3% higher than in 2005).  2.2m passengers used Portsmouth (18% lower) and 2.1m Holyhead (5% lower).  There were also, for comparison, 15.5m passenger journeys through the Channel Tunnel (broadly unchanged).  There were also 3.5m domestic passenger journeys (passengers travelling between mainland GB, Northern Ireland, Isle of Man, Channel Islands and Orkney & Shetland), 3% lower than in 2005

· Over the period 1996-2006 international sea passenger journeys to and from the UK fell by 11.1 million (32%) and journeys through Dover by 5.0 million (26%).  Channel Tunnel passengers increased by 2.7 million (21%).  Domestic sea passengers increased by 0.1 million (2%). 

This statistical release summarises key results from the more detailed annual Sea Passenger Bulletin which is available electronically from the website at: http://www.dft.gov.uk/pgr/statistics/datatablespublications/maritime/passengers/spbulletin/2006/ 

The annual Sea Passenger Bulletin replaces the quarterly releases published previously.  Information on sea passenger traffic is also published in Maritime Statistics and Transport Statistics Great Britain.
Vehicles licensed in Great Britain 2006 
The DfT published in March National Statistics which showed that the total number of motor vehicles licensed at the end of 2006 was 33.4 million, 1.4% higher than at the end of 2005.  There were increases in currently licensed vehicles for all body types, with the exception of company cars.  Changes from 2005 to 2006 in the stock of licensed vehicles include: 

· The number of cars increased by 1.1% (though company cars decreased by 1.0%)

· Light goods vehicles increased by 4.0% and heavy goods vehicles by 0.6%

· Motor cycles, scooters and mopeds increased by 1.5%.

The number of vehicles registered for the first time during 2006 was 3.6% lower than the equivalent number for 2005.  With the exception of taxis there were decreases in first time registrations for all body types: 4.2% in the case of cars; 2.3% in the case of heavy goods vehicles; 0.4% in the case of light goods vehicles; and 0.3% in the case of motor cycles, scooters and mopeds.  The statistics are available at: http://www.dft.gov.uk/pgr/statistics/datatablespublications/vehicles/licensing/vehiclelicensingstatrelease2006 

Vehicle speeds in Great Britain: 2006 
The DfT published in April National Statistics on the speeds at which drivers travel in free-flow conditions across the road network.  Key points include:

· The level of cars exceeding the speed limit varies considerably between road types.  The highest level occurred on motorways (54% - compared with 56% in 2005).  The lowest level was on single carriageway roads, with a speed limit of 60 mph, where only 11% of cars were driven over the speed limit

· In 2006 nearly half of all car drivers on 30 mph built-up roads exceeded the speed limit compared with 65% in 2001 and 72% in 1996.  On 40 mph built-up roads, 28% of car drivers exceeded the speed limit, an increase of 4% on the 2005 level

· The percentage of motorcyclists who exceeded the speed limit was similar to that of car drivers, but the percentage travelling at more than 10 mph above the speed limit was higher.  25% of motor-cyclists travelled at 80 mph or more on motor-ways compared with 17% of car drivers

· On major, non-built-up single carriageway roads, 76% of articulated heavy goods vehicles (HGVs) exceeded their 40 mph limit (28% by more than 10 mph).  The average speed recorded for articulated HGVs on these roads was 46 mph, just 2 mph less than the average speed of cars (48 mph), for which the limit on these roads is 60 mph

· The survey also reveals a high incidence of speeding by HGVs on 30 mph roads: 44% of 2-axle HGVs exceeded the speed limit, 15% by more than 5 mph.  This compares with 46% and 18% respectively in 2005. 

The statistics are available at: http://www.dft.gov.uk/pgr/statistics/datatablespublications/roadstraffic/speedscongestion/vehiclespeedsgb/ 

Data for this survey are collated from 36 sites where a 30 or 40 mph limit applies and at 60 other sites, all   selected so that speeds are not seriously constrained by road layout, traffic congestion or by the proximity of speed cameras.  None of the survey sites in built-up areas were subject to a speed limit lower than 30 mph. 

2006 National Road Maintenance Condition Survey 
The DfT published in May National Statistics on the condition of roads and footways in England and Wales in 2006 derived from surveys of surface condition and skidding resistance.  See key results on http://www.dft.gov.uk/162259/162469/221412/221546/224866/231270/NRMCS2006keyres.pdf 

It has not been possible to include structural maintenance data in this report, due to data processing problems.  A separate paper on structural data will be released on 28 June 2007. 

This is the final year that the NRMCS will report in its present form.  From 2007, DfT will no longer be collecting CHART visual condition data on classified local roads and will instead be using SCANNER machine-collected data to report on the condition of these roads in England.  This reporting will be based around the SCANNER Road Condition Indicator, developed for reporting Best Value Performance Indicators on local roads.  The CHART method will still be used to report on the unclassified network in England.   Also in future, DfT will report on English roads only.  The National Assembly for Wales will be producing its own road condition report, based on SCANNER data for all roads. 

If you have any comments on future plans for the NRMCS report, or would like a copy of the 2006 report, please contact DfT Highways Maintenance Statistics, Zone 3/09, Great Minster House, 76 Marsham Street, London SW1P 4DR.  Tel: 020 7944 3092; Fax: 020 7944 2166

E-Mail: roadmaintenance.stats@dft.gsi.gov.uk.

A copy is also available from the DfT website. 

Road traffic in Great Britain - Q1 2007 
The DfT published in May provisional National Statistics indicating that estimated traffic levels rose by 1.2% between Q1 2006 and Q1 2007.  Other key results, comparing the provisional Q1 2007 estimates with the provisional estimates for the same quarter one year earlier (Q1 2006) include: 

· Car traffic rose by 1% 

· Light van traffic rose by 4% 

· Goods vehicle traffic fell by 2% 

· Traffic on motorways was virtually unchanged 

· Traffic on Rural A roads and Minor Rural roads both increased by 2% 

· Traffic on Urban A roads fell by 2% and traffic on Minor Urban roads rose by 3%. 

These figures are available on the DfT website at: http://www.dft.gov.uk/pgr/statistics/datatablespublications/roadstraffic/traffic/qbtrafficgb/2007/trafficingreatbritainq12007 

Following the introduction of the new London Automatic Traffic Count classifiers, from Q2 2006, the London data may show a shift in the balance between different vehicle types.  However, such changes will have a small impact on the quarterly provisional estimates for Great Britain, as London traffic comprises only a small proportion of the Great Britain total.  As a result, minor revisions have been made to the methodology for calculating traffic on London roads from Q2 2006 onwards. 

This Statistics Bulletin is available at the following address: http://www.dft.gov.uk/transtat/roadtraff 

Road casualties in Great Britain: Quarterly Provisional Estimates: fourth quarter 2006 
The DfT published in May National Statistics relating to road casualties in accidents reported to the police. The number of fatalities in road accidents fell by 2% in the year ending December 2006 compared with the previous twelve months.  Total casualties were down 5%, and killed and seriously injured casualties down 2%, compared with the previous 12 months. 

These figures, and further details, are available on: http://www.dft.gov.uk/pgr/statistics/datatablespublications/accidents/ 

Research conducted in the 1990s has shown that not all accidents are reported.  A note on this research has been included in the bulletin, and can be found on: http://www.dft.gov.uk/pgr/statistics/datatablespublications/accidents/roadaccidentstatisticsingrea1835 

Travel by Scottish Residents: some National Travel Survey results for 2004/2005 and earlier years

This bulletin, published in January, provides information from the NTS about travel within Great Britain by Scottish residents.  The NTS covers travel for private purposes, for work, and for education. Commuting is included.  Trips in the course of work are also included if they fulfil the requirement that the main reason for the trip is for the traveller to reach the destination.  However, travel in the course of work to convey passengers or to deliver goods is excluded.

The NTS is not designed to produce annual figures for Scotland [before 2002 there were only 300 or so Scottish households in each year’s sample; since 2002 the sample size has increased to 750-800 Scottish households per year on average].  Therefore the samples for a number of years had to be combined in order to produce Scottish results, and even they will be subject to sampling variability.  This may lead to the NTS producing unreliable results for some relatively infrequent types of travel.  

In 2006 the DfT weighted retrospectively NTS results for 1995/1997 onwards.  The use of the weights increased the overall number of trips and average distance travelled per person by 4-5% for GB as a whole.  The tables in this edition have been revised to use the new results.  Key findings include:

· In 2005/2005 an average Scottish resident travelled around 7,332 miles per year within Great Britain.  Since 1975/1976 this average has risen by more than 3,000 miles (75%).  The main cause of this increase is not people travelling more often (the average number of trips per person per year has risen by only 15% since 1975/1976), but people going further when they do travel
· The average time spent travelling per person increased by 17% from 289 hours per year in 1975/1976 to 339 hours in 2004/2005.  However, there has been little change since the mid-1990s

· In 2004/2005, cars alone accounted for almost three quarters of the total distance travelled per person, and for 90% of the increase since 1985/1986 in the average distance travelled per person per year

· Between 1985/1986 and 2004/2005, there were large increases in the average numbers of trips per person made as a car driver (up 78%) or as a car passenger (up 47%), and large falls for walking (down 42%) and local bus (down 28%)

· In 2004/2005, 23% of all trips of under a mile were made by car

· In 2004/2005 shopping was the most frequent purpose of travel, accounting for 20% of the average of 1,014 trips per person per year. Commuting accounted for 17% of trips, and visiting friends at home for 12%

· Between 1985/1986 and 2004/2005, the average distance travelled per person rose by 87% for shopping trips, 86% for ‘other personal business’, 56% for business and by 55% for holidays and day trips.  Over the same period, the average trip length rose from 4.8 to 7.2 miles, with commuting trips lengthening from 5.4 to 8.1 miles, and shopping trips from 2.9 to 4.9 miles
· People in households without a car averaged 25% fewer trips than the overall average

· Men made around the same number of trips on average than women, but travelled, on average, 34% further.  ‘Car driver’ was the main mode of travel for men, accounting for 66% of the distance they covered in 2004/2005, compared with only 42% of the distance travelled by women

· Since 1985/1986, the average distance travelled per person has risen for all age groups and for each sex.  The percentage increases have been greater for women than men, and they have been greatest for those aged 60+ for both sexes

· The percentage of pupils walking to school fell from 69% in 1985/1986 to 54% in 2004/2005. Over the same period, the percentage of pupils going by car rose from 6% to 23%.

This biennial publication can be obtained, price £2, from Scottish Executive Publication Sales, Blackwell’s Bookshop, 53 South Bridge, Edinburgh EH1 1YS; or tel: 0131 622 8283; and, free, on www.scotland.gov.uk/transtat/latest 

Bus and Coach Statistics: 2005-06
This Scottish Executive publication, from March 2007, provides information on:

· distances travelled by vehicles and numbers of bus passenger journeys

· fare indices

· passenger receipts

· public transport support and concessionary fare reimbursement

· operating costs

· vehicle stock and staffing

· adults’ frequency of use of local bus services

· views on aspects of bus services

· travel to work by bus

· whether car/van commuters could use public transport

· reasons for not using buses

· adults’ frequency of travelling by bus in the evenings and how safe they feel

· adults’ possession of a concessionary travel pass

· the proportion of adults’ journeys made by bus. 

The total number of passenger journeys (boardings) on local bus services in Scotland was 477 million in 2005-06, 0.4% fewer than in the previous year.  The fall in 2005-06 was the first for several years - previously, there had been increases in six consecutive years.  This represented 94 journeys per head of population in 2005-06, 16% higher than the corresponding figure for GB.
For full details go to the Scottish Executive website www.scotland.gov.uk/transtat/latest.  This publication will appear biennially in future.

Overseas travel and tourism March 2007 Coverage

The ONS published figures in May which gave seasonally adjusted results from the International Passenger Survey.  These showed that in the three months to March 2007, compared with the previous three months:

· Overseas residents’ visits to the UK increased in number by 2% to 8.5 million

· Overseas earnings decreased by 2% at £3.7 billion

· UK residents’ visits abroad remained broadly the same at 17.0 million

· UK residents’ expenditure abroad remained broadly the same at £8.1 billion.
From 11 April, the Overseas Travel and Tourism First Release will adopt the same world geographies used in other publications involving the IPS.  That means tables will be analysed by North America, Europe and Rest of the world rather than North America, Western Europe and Rest of the World.  Information on the enlarged European Community will also be shown.

For full details of this and other ONS publications please visit http://www.statistics.gov.uk/
Welsh Transport Statistics 2006:

Chapter 2 - Licensing and vehicle ownership; Chapter 10 - Sea transport; Chapter 11 - Air transport; Chapter 13 - Tourism; Chapter 6 - Personal travel; Chapter 8 - Public service vehicles; Chapter 14 - GB comparisons

According to figures published between January and March 2007:

· Around 121,000 new vehicle registrations were made in Wales in 2005.  36% of them occurred in March and September, coinciding with months when the new registration plates are issued 

· The number of road vehicles licensed in Wales increased by 3% between 2004 and 2005, to 1,663,800 vehicles

· 77% of all road vehicles licensed were cars in the private and light goods category
· Between 2004 and 2005 there was a further 4% increase in the number of licensed motor cycles, scooters and mopeds
· The average age of road vehicles licensed in Wales remained at around 7 years in 2005

· 6% of all vehicles in Wales were registered during or before 1990
· 65% of licensed private and light goods vehicles have engine sizes over 1500cc
· 76% of households in Wales had access to a motor vehicle in 2003

· Estimates for 2004/05 suggest that 83% of men and 63% of women hold a full car driving licence
· The number of disabled parking badges issued to individuals rose by 3% between 2005 and 2006 to almost 226,000.
* * *

· In 2005, there were 9,890 ship arrivals in Wales, 4% fewer than in 2004
· Milford Haven and Holyhead each had around one-third of all these ship arrivals
· Roll-on / roll-off vessels accounted for 52% of all ship arrivals in Wales
· Ports in Wales handled over 59 million tonnes of goods on foreign and domestic traffic in 2005, 1% less than in 2004

· Bulk fuels made up 72% of all cargo in the major ports in Wales in 2005
· During 2005, there were 759,000 accompanied passenger vehicles and 3.2 million sea passenger movements to and from the Irish Republic, a decrease of 6% on 2004.
* * *

· In 2005 there were, as in 2004, around 43,000 aircraft movements at Cardiff International Airport (CWL)
· The total number of passengers using CWL decreased by 6% in 2005, to 1.78 million
· The total freight handled at CWL decreased by 2% between 2004 and 2005
· In 2005, 91% of domestic passengers travelled between Cardiff and Belfast, Edinburgh, Newcastle, Prestwick or Jersey
· During 2005, Spain and the Canary Islands together accounted for 51% of all international air passenger traffic to and from CWL
· It is estimated that around 1,030 trips were made on average per person per year in 2004/05, compared to around 1,000 in the period 1995/97
* * *
· There were an estimated 973,000 visits to Wales by overseas residents in 2005

· 71% of visits to Wales by overseas residents were made by those resident in Europe
· During 2005, overseas residents spent an estimated £311 million in Wales
· The St. Fagans National History Museum was the most popular tourist attraction in Wales in 2005, with around 623,000 visitors

* * *

· An estimated 72% of trips were made by car or van in 2004/05, compared to 63% in 1995/97

· During 2004/05 the estimated average distance travelled per person per year was around 7,600 miles, 8% higher than in 1995/97

· In 2005, around 80% of people used a car, van, or minibus as their main mode of travel to work, slightly lower than in the previous year (82%)

· In 2005, around 5% of people travelled to work by bus, coach, or taxi, and a further 1% used rail

· During 2004/05, an estimated 41% of journeys to and from school by children aged 5-16 years were by car, compared to 29% in 1995/99

· In 2005, 76% of households were estimated to be within 15 minutes’ journey time on foot or by public transport, of a doctor.  Similarly, 16% of households were estimated to be within 15 minutes’ journey time of a hospital
· Around 86% of households were estimated to be within 13 minutes’ walk of a bus stop with a service at least once an hour in 2004/05.
* * *

· There were an estimated 118 million passenger journeys on Welsh local bus services in 2005-06
· Local bus fares continue to rise steadily.  In Wales there was an increase in real terms of 2% between 2004-05 and 2005-06
· Bus operating costs per vehicle kilometre were lower in Wales in 2005-06 than both England and Scotland (62% and 96% of the English and Scottish figures respectively); but bus operating costs per passenger journey were higher in Wales (120% and 124% of the English and Scottish figures respectively)

· A local transport services grant of £9.4 million was allocated to local authorities for 2006-07, up from £9.2 million in 2005-06.
* * *

· The number of licensed road vehicles in Wales increased by 16% between 2001 and 2005.  There were increases of 10% and 12% in England and Scotland respectively

· In 2004, the proportion of households in Wales owning at least one car (75%) was the same as England but higher than Scotland (69%)

· Wales has a higher proportion of people using a car, van or minibus to travel to work (79% in 2005) than England or Scotland (71% and 68% respectively)

· It is estimated that the volume of motor vehicle traffic on all roads in Wales increased by 8% between 2001 and 2005, with England and Scotland increasing by 5% and 7% respectively

· The number of local bus passenger journeys in Wales increased by 9% between 2001-02 and 2005-06, with England and Scotland increasing by 6% and 2% respectively

· The number of road accident casualties per 100,000 population in Wales (430 in 2005) was lower than in England (477) but higher than Scotland (350)

· In Wales 72% of trips in 2004-05 were by car or van compared to 64% in England and 63% in Scotland.

* * *
For full details of these and other chapters go to: http://new.wales.gov.uk/topics/statistics/publications


A young woman is telling her friend about a new man she is dating.  The friend asks, “What does he do for a living?”
“He’s a statistician.” 

“A statistician?  Wallowing in numbers all day? He must be awfully boring!” says the friend. 

“We-ell,” says the first girl defensively, “It’s not the numbers that matter.  It’s what he does with them.”



News

Community rail - new life for local lines 
During the first quarter of 2007 four rail lines have been designated as community rail lines: between Barton-on-Humber and Ulceby North Junction and the service on to Cleethorpes; on the Wherry Lines between Norwich and Lowestoft and between Norwich and Great Yarmouth via Acle and Berney Arms; and between Clitheroe and Manchester via Blackburn and Bolton.

The designated lines and services allow for a more flexible approach to be adopted by the train operating companies working alongside the local community rail partnerships.  This enables them to manage the service with greater emphasis on meeting local needs. 

The Community Rail Development Strategy looks at innovative ways of operating local branch lines, through a programme of cost management; a drive to increase passenger numbers; and direct community involvement via local authorities, community rail partnerships and other stakeholder groups.  Until recently only lines with services running on them were designated.  The Strategy was extended last year to allow designation of services without designating the lines on which they run.  This change was made to enable services on some lines to benefit from the community rail approach even when the lines may carry heavy freight, or form part of the Trans-European Network.  

New trains programme begins 
The DfT officially began in March the procurement process for the Intercity Express Programme (IEP), the UK’s most significant investment in rolling stock for over 30 years.  The IEP will determine the design of the next generation of intercity trains, which will be introduced across the network from 2014 and can expect to operate for 30 years.  The DfT is expecting to commission between 500 and 2,000 new vehicles, with deployment subject to costs and value.  A ‘pre-series’ batch of the trains will be introduced first, probably on the East Coast Main Line from 2012, to test the new train in an operational environment before production of the full fleet begins. 

A Summary and Overview document for stakeholders is available on http://www.dft.gov.uk/pgr/rail/pi/iep 

New Street Design Manual to help create sustainable communities 
New guidance on street design that aims to breathe new life into communities by creating safe and sustainable environments for residents was unveiled in March by Transport Minister Gillian Merron. 

Manual for Streets, a joint publication between the DfT and Communities and Local Government, emphasises the importance of residential streets in the creation of places in which people want to live.  In particular it aims to reduce the impact of vehicles on residential streets by asking practitioners to plan street design intelligently and proactively, and gives a high priority to the needs of pedestrians, cyclists and users of public transport.  The guidance sets out an approach to the creation of residential streets that recognises their role in creating places with local distinctiveness and identity that work for all members of the community.  It urges practitioners to use street design to promote better social interaction and reduce crime and anti-social behaviour, and to encourage the use of sustainable modes of transport, such as walking, cycling and public transport.

Producing the manual involved wide-ranging consultation with a range of bodies and organisations involved in the planning, design, approval and provision of residential streets.  It promotes street designs which naturally encourage low traffic speeds by geometry and layout rather than relying solely on physical traffic calming measures.  It does not set out new policy.  Rather it presents guidance on how to do things differently within the existing policy, technical and legal framework. 

(Ed - The seminar on 18 July will be concerned with this subject area.  See page 18 below)

Consultation launched on Aviation and Emissions Trading 
Government Ministers launched in March a consultation on how the aviation sector can play its part in combating climate change through the European Union’s Emissions Trading Scheme (EU ETS).  The EU ETS places a cap on the total amount of CO2 that industries covered by the scheme can emit and allocates allowances to cover emissions within this.  If airlines within the scheme emit more than their allocation of carbon allowances, they will have to buy an equivalent number of allowances from the carbon market.  Those that emit less - for example, as a result of introducing more efficient technology - will be able to sell their allowances.  Putting a price on emitting carbon is expected to create an incentive for industry to invest in low carbon technology. 

While still relatively small, aviation is the fastest growing source of emissions in the UK and, like other sectors of the economy, the aviation industry needs to take its share of responsibility for tackling climate change.  The consultation seeks responses on a number of issues, including the following:

· which flights should be included in the scheme, for example, those arriving in and departing from the EU or just those flying between EU airports

· when aviation should enter the scheme

· how the scheme should be regulated, and

· how allowances will be allocated. 

Emissions from aviation have grown by 87% between 1990 and 2004.  6% of UK CO2 emissions come from international aviation compared with only 0.4% from UK domestic aviation.  Aviation accounts for 1.3% of global CO2 emissions.

The full consultation papers can be seen at http:// www.dft.gov.uk/consultations/open/aviationemissionstrading.  The consultation period closes on 1 June.  More information on the EU ETS can be found at http://www.defra.gov.uk/environment/climatechange/trading/eu/index.htm 

More trains arriving on busy rail routes
It was announced in April that more than 12,000 extra seats will be provided on some of the country’s busiest rail commuter routes.  A package of improvements that includes expanding the Gatwick Express service, building new trains and leasing more carriages, will boost capacity from the end of the year.  All the additional seats will be available by the end of 2008.  

The current Gatwick Express franchise will be ended early in May 2008 to allow the creation of a new franchise that will include both the Gatwick Express and Southern services.  The new Gatwick Express service will begin in December 2008 under the same branding and with the same frequency to and from the airport.  Luggage storage will continue be provided to accommodate the needs of airport passengers.  Extra carriages for the service are due to be provided by the leasing of several class 442 vehicles which are not currently in use, and in a £55m investment Southern are ordering 48 new class 377 Electrostar carriages from Porterbrook, for manufacture by Bombardier.  As the vehicles enter service they will allow the transfer of Southern’s 48 remaining class 319s to First Capital Connect’s Thameslink route by the end of 2008.  These coaches (which are capable of operating both on the 25kv overhead and the 750volt dc third-rail electrification systems and also fit through narrow Central London tunnels) will provide almost 8,300 additional seats during peak periods.  



“Anyone who cannot cope with statistics is not fully human.  At best he is a tolerable subhuman who has learned to wear shoes, bathe, and not make messes in the house.”  Robert Heinlein (adapted)


Seminar: Demography and transport: European trends and safety issues affecting older drivers

I am indebted to John Dickson-Simpson for the bulk of the following account of the seminar held in Great Minster House on 16 January 2007, though I have lightly edited and expanded his text.  Two connected presentations were given by Dr C G B (‘Kit’) Mitchell, a consultant who spent a large part of his career with the Transport Research Laboratory where he led many studies into technological changes and transport trends.

Demographic changes and associated social preferences are already bringing implications for transport planning all over Europe, said Dr Mitchell. Principal features were declining birth rate, an increasing proportion of elderly people, more one-person homes, higher average wealth, immigration and broadening spread of locations of work and of domestic living.

For population stability,  statistically the desirable average number of children per woman was judged to be 2.1, but over the European Union that figure had lately dropped towards 1.5.  A long-term fall in Europe’s population therefore seemed inevitable. However, people were living longer (another two years of average life every decade) and immigration was mitigating the shortfall in young people.  Overall, there were signs that the European population would probably plateau by 2040.

Populations of Britain, France and Ireland would go up a little, but declines in Germany, Italy and Poland were evident.  Moreover, the proportion represented by people aged 60 and above was relentlessly expanding - forecast to be 23% in Germany by 2050. In Britain the proportion of over-60s was already over 20%.

Contrary to past trends, the number of young people with driving licences was declining, whereas old people and women were keeping their licences longer - and getting more numerous.  Over the next 10 years in Britain the number of male drivers 80 and over might double and of 80-plus female drivers treble.

Generally, although the number of journeys was declining the average length of trips was increasing - for public as well as private transport. As age increased, shopping became the dominant purpose of journeys - retailing being steadily more centralised.

Car ownership was up in small towns and rural areas, but going down in urban areas, where public transport was more accessible.

From a transport planning point of view there would have to be adjustment to the growing number of people without cars - young as well as old.  Also, although old people were on average becoming fitter and wealthier there were big variations from the average, and women were more prone to suffer disability.

Folklore that old drivers were more likely to have accidents bore no relation to reality, said Dr Mitchell.

That was shown by records from many countries besides Britain.  European countries currently practiced a wide range of car driving licence renewal procedures.  These ranged from issuing lifelong licences without subsequent medical checks (Austria, Belgium, France and Germany); issuing a licence valid to the holder’s 100th birthday (Norway); issuing a licence to age 70 and three year periods thereafter, with self-declarations of medical fitness to drive at age 70 and subsequent three yearly intervals (UK); to renewal every 5 years from the age of 45, with a medical review every five years, covering general health status and vision (Finland).  Licence renewal in Finland required a medical examination and verification of ability by two people.
There was no evidence that any licence renewal procedure or requirement for a medical examination had any effect on the overall road safety of people aged 65+, though undoubtedly there were individual drivers who should no longer be driving who might be detected by stringent renewal procedures.

In about half the European countries for which road accident fatality data had been analysed, people aged 65+ were at greater risk of death as a pedestrian than as a car driver.

There was evidence that stringent renewal procedures and demanding medical examinations at renewal, as in Finland, reduced the level of car driving licences among older people.  This had implications for the independent mobility of older people.  Finland also had an unusually high road traffic accident fatality rate for pedestrians aged 65+.

In a case study of the four Scandinavian countries, the Netherlands and the United Kingdom, the countries with the most relaxed licence renewal procedure and least demanding medical examination requirement (United Kingdom and Netherlands) had the highest level of driving licence holding by people aged 65+ and the lowest fatality rate for car drivers aged 65+.  

Norway joined Britain in having the lowest road accident rate in the world.  “Instincts to impose bureaucratic restrictions on pensioners are misplaced.”

Even drivers aged more than 75 had safety records at least as good as all other drivers.  In Finland the crash rates of elderly drivers were no lower than those in Sweden where a licence was valid for life.  By accidents per million driver-kilometres the proportion of killed and seriously injured involving drivers over 60 was 15%, compared with the 20% that would be expected pro rata the number of drivers. 

The principal objective of car driving licensing was to maintain and improve road safety.  However, Dr Mitchell had shown that renewal procedures for older drivers could have a negative effect on the independent mobility of older people, and there was no evidence that stringent testing of older drivers before licence renewal had a positive effect on road safety.  Therefore, he felt, the procedure adopted for licence renewal for older drivers should seek to balance the maintenance of independent mobility and road safety.

He concluded that mandatory testing of older drivers brought no net benefit to road safety.

* * *

In the discussions at the seminar, Barbara Noble, of the Driver and Vehicle Licensing Agency, cautioned that accident statistics for older drivers could be distorted because driving licences which were seldom or never used lingered on the records and licence holders in community institutions were less likely to drive.  Intensity and length of previous experience had most effect on safety performance, she thought – observing that old drivers with professional experience had good records in practice even when they did poorly in office-based tests.

Margaret Callaghan, Transport for London, wondered whether reduced accident risk among the elderly stemmed from their driving more slowly.  Well, said Dr Mitchell, they were better self-disciplined and more relaxed.  Also they often avoided peak-hour travel, night driving and motorway merging.

Commenting on the disturbingly high incidence of killed and seriously injured among young drivers, John Cartledge, deputy chief executive of London Travel Watch, thought that more attention to the minimum age would be more fruitful than the attention to maximum age.

Spencer Broadley wondered whether the accident risk of young drivers would be statistically better if there were separation of those driving while disqualified – or not qualified.  Dr Mitchell concurred, saying that there was certainly a connection between accident rate and criminality or social irresponsibility.  Barbara Noble said that hit-and-run events were growing until two years ago when they began to decline.

As far as travel-pattern trends were concerned, John Cartledge saw merit in a population drift to outer areas.  They could stand far more traffic without congestion, resulting in an easing of overall congestion on a national basis.

There was a matter of driving costs influencing forecasts too, suggested Rebecca Clark, from the Driving Standards Agency.  That included the considerable costs of driving lessons, tests and complication of multiple categories.  Dr Mitchell agreed, adding that the influences of congestion-charge schemes were unknown yet and that much depended also on the availability of public transport and the difficulties of parking - all with marked effect in central London but not so marked outside.

Road quality had a deep role as well, said Dr Mitchell.  Until 1990 Spain, with car ownership soaring, had a dreadful road safety record, but there had been a steep improvement since road enhancement had been implemented on a big scale.

Seminar: Developments in Road Safety Statistics
I must thank June Burnham for this lightly edited account of the seminar held in London Underground’s historic headquarters at 55 Broadway, on 18 April 2007.  Michael Pittman from TRL explained the methods used by TRL and partners in its On The Spot (OTS) Accident Investigation Project, and summarised recent findings.  David Robinson, DfT, presented results from the new data on contributory factors to accidents being collected by police officers on STATS19 forms.  Pat Kilbey, head of road accident statistics at DfT, outlined trends and issues concerning data collection and analysis, which David illustrated with some initial work investigating the apparent discrepancies between accident and hospital admission statistics.  An audience of over  60 people, from a wide range of sectors, asked a variety of questions.

The aim of the OTS project, Michael Pittman told us, was to create a database that could inform policy decisions.  It linked the precipitating causes of accidents, their severity, vehicle speeds and driver reactions.  These investigations went back to the mid-1960s but the current project started in 2000, with a second phase from 2003 and a third from 2006.  The project was funded by the DfT and its Highways Agency, and TRL, with its trial site in Berkshire, was working jointly with VSRC, whose site was in Nottinghamshire.

 Michael first described the methodology.  In both areas a team of researchers was sent to the scenes of accidents to gather data on causes and consequences. The researchers operated a rolling shift pattern to cover different hours and days of the week.  TRL used its own vehicle to help make clear to interviewees that researchers were not police (the Nottinghamshire team used a police vehicle).  The researchers recorded site data, carried out interviews, and sent follow-up questionnaires.  The data covered contextual factors such as weather conditions, and the researchers also looked at the road pattern for 2-3 miles ‘upstream’ (e.g. for speed limit changes).  They included vehicle damage-only accidents because lack of injury was often chance: damage-only accidents could be accidents that would have been very serious with a small change in the conditions (a tree in a slightly different place).  They included in the database the vulnerable groups: two-wheelers and pedestrians.

The first analysis had recently been made of what was now a significant database from OTS phases I and II, and Michael noted that the early software development had been very helpful in enabling them to organise the data and then interrogate it with more recent questions.  

Michael observed that by comparison with the police STATS19 records, the OTS had a higher proportion of fatal and serious accidents (when time pressed the team was likely to choose to attend the more serious incidents), a higher proportion of cars and a lower proportion of pedestrian and two-wheeler accidents. He outlined the basic findings:

· the highest categories of accidents were cornering, rear end shunts, and driver loss of control (on straight roads) 

· the most frequent precipitating factors were loss of control, failure to give way, failure to avoid an object or vehicle

· the largest contributory factor was an error in driver reaction, a finding which came from interviewing drivers to see the accident from their point of view

· other contributory factors were (lack of) visibility; distraction (talking to passengers); driving to impress the passenger; swerving to avoid tyre debris.

The advantage of the OTS database and software was that, having done the statistical analysis, a cluster of accidents could be examined case-by-case to see the effect of different contributory factors, e.g. a better braking system.

Michael then answered questions about the project and its findings:

Q. What were the plans for further work?

A. The DfT had no plans to extend the research but OTS still had funding for two years work adding to the database.  It would be possible to adapt it to market changes, e.g. seeing whether drivers were following their GPS the wrong way up a one-way street.

Q. Did the OTS provide findings on certain classes, such as motor-cyclists?

A. The database could be interrogated for any class of vehicle or person; researchers could also search for (e.g.) all ‘looked but did not see’ accidents, and then within that set for motorcyclists.

Q. Did OTS provide information on mobile phone use to the courts? 

A. OTS recorded the use of mobile phones - but the information would not be of use in court because it did not treat the data as the absolute truth but as opinion - TfL could give researchers only 7 hours to write up a case: a police officer got a week to write up a court case. 

Q. What about TRL having a duty of care to inform the police of cases of reckless driving?

A. TRL’s interview evidence was only ‘hearsay’. TRL’s technical evidence, such as photos and skid marks, was the same as the police’s - and they worked together to gather it.  In 7 years no issue of this kind had come up.

Q. Were there protocols for talking to participants?

A.  Yes; e.g. stating that researchers were not police, were independent, but that they could be subpoenaed.  They explained that they were working with the DfT, and found that most people were pleased that someone  was interested.  On a very serious case, e.g. a fatal accident involving a child, TRL might choose not to interview.

Q. Did TRL use high-speed or 3D photographic equipment?

A. It had done so, but it was very expensive, and TRL usually had a more profitable use for the equipment.

Q. Was there information about the driver or car that could be used subsequently to link to DVLA registration or service history?

A. OTS collected the minimum of information and then quickly deleted it; to use it would raise ethical issues. 

* * *

David Robinson of the DfT started his presentation on the information coming from STATS19, with a reminder of the limitations of the forms, even though the system was a world leader: 

· they recorded only personal injury accidents where the police attended or members of the public reported them at a police station, and not all accidents were reported 

· they were until 2005 only about the ‘what, where, when and who’ (location, time, vehicles, casualties), not the ‘why’ or ‘how’ 

· where police attended the scene they could now attribute up to 6 contributory factors to any participant.  However, the record was still only opinion, and after the event (when some factors were less easy to identify than others).  It was not usually the result of extensive investigation, and the reports were of variable quality - where evidence conflicted, the officer chose ‘the most plausible’ account. 

David then summarised the results of analysing the contributory factors reported in the 2005 STATS19 forms:

· the factors most frequently cited were first some type of ‘driver error or reaction’, and second an injudicious action (e.g. excessive speed) 

· Within the category of ‘driver error or reaction’ the most common particular factor was ‘failure to look properly’, though for motorcyclists it was ‘loss of control’

· on motorways, the most frequent factor was ‘failure to judge correctly another person’s path or speed’

· for pedestrians, it was ‘failed to look properly’

· ‘failure to look properly’ was more likely to lead to ‘slight injury’ than to fatal accidents

· fatal accidents due to ‘failure to look properly’ were more likely to happen in urban areas

· ‘failure to look properly’ accidents happened especially at cross-roads, or when performing U-turns, turning right, or reversing

· in 2-vehicle accidents, car drivers were more likely than cyclists to ‘fail to look properly’; LGV drivers were the most likely not to see small vehicles; and motorcyclists were among those who most ‘fail to be seen’

· the more severe the accident, the more likely the vehicle was exceeding the speed limit or going too fast for the conditions 

· some contributory factors were much more likely to apply to male drivers than to female drivers (especially exceeding the speed limit and aggressive driving); other factors were slightly more likely to apply to female drivers (distraction in vehicle, uncertainty); leading overall to more male drivers being involved in accidents

· foreign-registered vehicles (not foreign drivers) were a new category.  For only 3% of vehicles was the country of registration unidentified.  50% of foreign-registered vehicles involved in accidents were HGVs

· for side-swipe accidents involving UK-registered HGVs, there was little difference in the frequency of accidents between changing lanes to the left and to the right; for foreign-registered HGVs the accidents occurred mainly when they were moving to the right, and especially when they were left-hand drive.

The following questions were put by TSUG members:

Q. Police officers (in the questioner’s local authority area) were weighting the contributory factors in order of priority.  Did the DfT’s analysis include the second order and other factors?

A. All factors listed on the form were currently treated equally in the DfT analysis.  Putting factors in order of priority was being piloted in some areas. Another member of the audience mentioned that the likelihood of a factor contributing was recorded by the police officer  (as ‘possibly’ or ‘very likely’), and to ask them to prioritise as well would make both recording and analysis rather complicated.

Q. Was LGV ‘failure to look or notice’ related to limited visibility or driver behaviour?

A. Mainly ‘failure to look properly’, but sometimes the two factors ‘failure to look’ and ‘vehicle blind spot’ were being used interchangeably.

 Q. Where a factor comes up often (e.g. ‘failure to see’), can the other factors be used to understand why the person (e.g. has not seen), since people do not have accidents deliberately?

A. Currently, as analysts delved further into the data, the results became less and less conclusive, less certain.  When DfT had more years’ data it would be able to do it better.

Q. How much of this analysis had fed into driving schools?

A. This particular analysis was new so perhaps it had not filtered through yet.  A member of the audience advised that police colleges were being supplied with the information, but the historical information films now ‘looked quite comical’ and there should be more up-to-date information for the public. 

Q. Could the differences found between male and female drivers in the incidence of contributory factors be due to officers recording their own prejudices or some other subjective behaviour (males may be aggressive, females weepy!).

A. To this and other questions about potential reporting bias against some classes of vehicles or drivers - the answer was that the police officer was providing an early report of first-hand impressions in often difficult conditions.  Training in filling in STATS19 forms was devolved to police areas and took place within ordinary police training, but there was perhaps a need to think more about training.  A member of the audience said that most officers were not well-informed about the form but there was a slot within their training programme for STATS19.  Many officers were bored by it, but if they could be shown that it was a way to save a life they were interested. However there was a need to tell them, not give them a research report to read.

Q. Had OTS been compared with the STATS19 data to see if they gave the same results?

A. TRL would like to explore that more, but it needed the database first.  It had taken time to release the data but the researchers were now at the stage where they could start comparing.  The DfT had done some comparative work and found that speeding was more prevalent in the OTS than in the STATS19 data.

Q. Had the contributory factors been validated against other data?  Other members of the audience said that if the results of subjective data were to inform policy they would need to be validated against another dataset, as government would expect of funded researchers. 

A. Currently the data had the status of police officer opinion; it was difficult to see what other dataset might currently be used for validation.

David’s analysis was published in September 2006 in an article, Contributory factors to road accidents.  See http://www.dft.gov.uk/pgr/statistics/datatablespublications/accidents/casualtiesgbar/roadcasualitiesgreatbritain2005) 

It will also appear in Road Casualties Great Britain 2006, to be published in summer 2007.

* * *

Pat Kilbey then presented the wider picture on DfT’s road accident statistics. 

Her graph showed that in the post-war period traffic and road casualties had tended to rise in parallel to the late 1960s, since when the two trends had diverged. ‘Killed and serious injury accidents’ (KSI), and KSI figures for children, were of particular concern and were the government’s main targets for road casualty reductions.  The international definition of ‘killed’ was where death occurs within 30 days; ‘serious’ was defined as those resulting in admission to hospital as an ‘in-patient’ or in some particular specified injuries, such as broken bones. 

Other data currently collected included the vehicle registration mark and the home postcode, which provided links to deprivation data and other geographic variables.  In the longer term the DfT was considering including other variables about the driver or the vehicle taxation record, and was also hoping long-term for the police data to be computerised.

The statistics were reported in the annual Road Casualties Great Britain published mid-summer, (formerly Road Accidents Great Britain), and fed into safety policy and the Think! campaign.

Since the 1990s the relationships between fatalities, serious injuries and slight injuries had been changing; serious injuries had been going down the most.  There had been little change in the number of car deaths but deaths to motorcyclists were going up until 2003 (but decreased in 2004 and 2005).  Serious injuries to cyclists had gradually decreased.  Fatalities among cyclists had increased recently.  More positively, deaths and serious injuries per kilometre travelled had been going down since 2001.

International comparisons were simplest for deaths: in 2004 the UK had fewer fatalities per head of population than in most other EU countries (but more than in the Netherlands and Sweden).

Problems with the statistics included the level of reporting: accidents were not always reported to the police (reports were not legally required if people exchanged details); some reported accidents were not included in police statistical returns; and the severity of injuries was more often underestimated by the police than overestimated.  While almost all fatalities were reported, only about half of non-fatal accidents were.  In the past these errors had not altered much from year to year, and so, when looking at trends, under-reporting, though of concern, was not necessarily a problem.  Pat referred those interested to a note on the DfT website: Road accident statistics in Great Britain: Levels of Reporting, November 2006.  (See http://www.dft.gov.uk/pgr/statistics/datatablespublications/accidents/)

Recent comparisons with NHS data had shown that patterns of hospital admissions were different in some ways from trends in serious injury accidents.  It seemed that serious injury accidents had tended to fall more quickly than hospital admissions; that discrepancy was now being investigated, as David Robinson then explained. 

David outlined the ways that data on admissions to hospitals - Hospital Episode Statistics (HES) - were recorded for England.  HES referred to the number of hospital admissions to a bed (though the patient could be discharged later the same day), but not those just treated in A&E.  Road traffic hospital admissions were identified by the international ICD-10 codes.  STATS19 serious injury accidents referred to admission as an ‘in-patient’ and/or to certain injuries, whether or not the person was admitted to hospital.  Whereas STATS19 data for England and Wales showed serious injuries going down since 1995, HES data for serious injuries were almost stable 1995 to 2003 and had risen since 2003.  The possible reasons could include:

· reduced reporting (to or by the police) of accidents

· changes in hospital practice or recording

· a higher percentage of casualties being taken to hospital

· a genuine decline in the proportion of people ‘seriously injured’ (according to the STATS19 record) who were less severely injured and not admitted to hospital as in-patients.

As an illustrative example (not based on empirical data), David showed how the discrepancies could be explained as the effect of such a decline in the number of people with less severe serious injuries. For instance, STATS19 figures, comprising stable numbers of more severe serious injuries (reported and admitted) and reducing numbers of less severe serious injuries (reported but not admitted), would show an overall decline; while HES, comprising stable numbers of more severe serious injuries (admitted and reported) and stable numbers of more severe serious injuries (admitted but not reported) would show an overall stability. 

David also showed with graphs how there had been similar trends over the last decade in the levels of hospital admissions from several other external causes (e.g. bites) to those seen for road accident admissions: indeed the post 2003 increases from these other causes were each proportionately much bigger than increases in traffic accident admissions. 

From discussions with the Department of Health it had emerged that changes had been made to the HES recording system which might have affected its data on traffic accident admissions:

· about 1996 the IT system for recording HES changed: for serious multiple injuries, 14 causes of injury could be recorded rather than 7 

· there had been a drive to improve the quality of coding 

· admissions to beds from A&E had been split by the duration of the episode.  There was an increase in the number of 0-day road accident stays from 2002-03, whereas those for 2+ days had fallen.  It was observed that all admissions to A&E (not just road traffic) had seen an increase in 0-day admissions following the introduction of targets to reduce the number of admissions from A&E in 2002-03. 

Pat Kilbey said that work on this issue had started but more work was needed to find the answer. 

· The DfT, jointly with the ONS, was carrying out a matching exercise, comparing individual STATS19 records with equivalent hospital records.  The research was not straightforward, because there were no names and few fields, but it would produce other helpful material, e.g. linking STATS19 variables to more detailed casualty records of the NHS could produce lessons on vehicle safety.

· An omnibus household survey had been being piloted since 2006, from which the results would be published in summer 2007.

· Other possible sources of data could come from ambulance records, A&E attendance and insurance data, but these were administrative records, not designed for surveys or statistics.

The session finished with questions to all the speakers.

Q. The STATS19 data could be compared well with other countries only for deaths.  Were there any pressures for more comparison at EU level of safety statistics, other than fatalities? 

A. There was difficulty defining in a common way serious injuries and safety performance data.  Many other countries also used police to collect the data, and any changes had to be agreed with police forces and local authorities.  Furthermore, countries had long time-series of data so they were reluctant to change definitions.

Q. How had casualty reduction targets been set for motorcyclists?  The motorcycling lobby wanted to increase motorcycle use, but because the targets were set in terms of numbers of casualties (rather than rates as motorcyclists wanted), the number of motorcycling deaths would go up if their popularity rose, even if motorcyclists reduced their casualty rate.  That was a disincentive for government to encourage motorcycling. 

A. DfT statisticians as statisticians wanted both numbers and rates.  Discussion was under way for post-2010 targets, and the public would be given an opportunity to comment.  But there were issues about rates as well, when statisticians were looking at small groups, because the divisor was tricky.

Q. Was there any information about international differences in the root causes of accidents?  Was the increase of migrant workers from countries with higher accident rates likely to have an impact?

A. There had been Parliamentary Questions about this topic and it was on the agenda as a subject to look at but it was not easy.  There were no data about foreign drivers (as opposed to vehicles).  STATS19 had a slot on licences that could possibly provide a link to foreign licences, and DfT was starting to think about revisions to STATS19, but it did not seem reasonable to ask police officers to add information on new topics without taking something else off.

Q. On the distinction between STATS19 data and HES data, was there any inquiry into whether something really was happening to casualties, for example, severe injury accidents becoming less severe?

A. Though some had ideas about that happening, it was difficult to see how to investigate it.

Q. ‘Loss of control’ turned out to be an important contributory factor.  How did it relate to speed?

A. Speed analysis was in its infancy.  In Phase III of OTS there was a conscious effort to record what the speed was believed to be.  Speed versus road analysis would become more important in the future.  Two members of the audience said that some authorities had coded different types of junctions, or sectionalised the network, making it easier to develop ideas about how accidents were linked to particular types of road layout and therefore on how to reduce them.

With that return to the purpose of collecting and analysing road accident data, the chair and the audience thanked the speakers for their illuminating contributions and Transport for London for hosting the seminar. 

* * *



“My life is an experiment I never had a chance to properly design.”  Diana Ballard.


Dates for your diary

The table below gives dates for the final events in our 2006/7 season.

	
	

	20 Jun 2007
	Seminar on GB rail freight/inter-modal statistics: current and future potential at TfL, 55 Broadway, London, SW1H 0BD.  There will be four speakers: Mike Barret of MDS Transmodal: Nigel Fisher of ORR (Office of Rail Regulation): David Anderson; and Maggie Simpson, Policy Manager of RFG (Rail Freight Group).

	18 Jul 2007
	Seminar on the Statistics behind a simplified streetscape design at TfL, 55 Broadway, London, SW1H 0BD.  There will be 3 speakers: Professor John Adams of University College London; Susan Sharp of the Guide Dogs Association; and Cllr Daniel Moylan, Deputy Leader and Cabinet Member for Planning Policy, Housing Policy and Transportation, The Royal Borough of Kensington & Chelsea.


Planning is progressing on our 2007/8 program, into which will be fed the suggestions sent to Nina Webster following her recent communication with members.

In addition, between 18-20 June 2007, the 6th European Congress and Exhibition on ITS will be held in Aalborg, Denmark.  Transport statistics are not of primary concern, but may nevertheless come up in some of the sessions.   For more information visit the Congress website at: www.itsineurope.com


Next newsletter

Please send contributions for Newsletter 76 to:

J M Woods

43 Church Lane

Salisbury

Wilts

SP2 9NR

Tel: 01722 422169

Email: liswoods@aol.com


Appendix: Future statistical publications

A schedule of publications to be produced during the next six months by Transport Statistics, DfT, is given below.

24 May  UK Seafarer Statistics: 2006 
An annual report. For further information E-mail maritime.stats@dft.gsi.gov.uk 

24 May  Provisional Port Statistics: 2006 

An annual statistical release (internet only).  For further information E-mail maritime.stats@dft.gsi.gov.uk 

31 May  Road Goods Vehicles Travelling to Mainland Europe: Provisional Estimates Q1 2007 

A quarterly statistical release (internet only).  For further information E-mail mailto:roadfreight.stats@dft.gov.uk 

14 Jun   Bus and Light Rail Statistics: Jan-Mar 2007 
A quarterly bulletin. (internet only).  For further information E-mail bus.statistics@dft.gsi.gov.uk 

28 Jun   Road Casualties in Great Britain: Main Results: 2006 

An annual bulletin.  For further information E-mail roadacc.stats@dft.gsi.gov.uk 

28 Jun  Vehicle Licensing Statistics: 2006 

An annual bulletin. For further information E-mail mailto:vehicle.stats@dft.gsi.gov.uk 

27 Jul  Road Statistics 2006: Traffic Speeds and Congestion 

A  new annual bulletin (internet only).  For further information E-mail roadtraff.stats@dft.gsi.gov.uk 

9 Aug  Road Casualties in Great Britain: Provisional Estimates: Q1 2007 

A quarterly bulletin (internet only).  For further information E-mail roadacc.stats@dft.gsi.gov.uk 

9 Aug  Traffic in Great Britain: Provisional Estimates Q2 2007 

A quarterly bulletin (internet only).  For further information E-mail roadtraff.stats@dft.gsi.gov.uk 

30 Aug  Road Goods Vehicles Travelling to Mainland Europe: Provisional Estimates Q2 2007 

A quarterly statistical release (internet only).  For further information E-mail mailto:roadfreight.stats@dft.gov.uk 

Aug P  National Travel Survey: 2006 

An annual bulletin.  For further information E-mail national.travelsurvey@dft.gsi.gov.uk 

20 Sep  Bus and Light Rail Statistics: Apr -Jun 2007 
A quarterly bulletin. (internet only).  For further information E-mail bus.statistics@dft.gsi.gov.uk 

Sep P   Public Transport Statistics Bulletin Great Britain: 2007 Edition 

An annual bulletin.  For further information E-mail bus.statistics@dft.gsi.gov.uk 

Sep P   Road Casualties in Great Britain 2006: Annual Report 

An annual report.  For further information E-mail roadacc.stats@dft.gsi.gov.uk 

Sep P  Road Freight Statistics: 2007 

An annual bulletin.  For further information E-mail roadfreight.stats@dft.gsi.gov.uk 

Oct P  Maritime Statistics: 2006 

An annual report.  For further information E-mail maritime.stats@dft.gsi.gov.uk 

Oct P  The Compendium of Motorcycling Statistics: 2007 Edition 

An annual report.  For further information E-mail national.travelsurvey@dft.gsi.gov.uk 

1 Nov  Transport Statistics Great Britain: 2007 

An annual report.  For further information E-mail publicationgeneral.enq@dft.gsi.gov.uk 

8 Nov  Road Casualties in Great Britain: Provisional Estimates: Q2 2007 

A quarterly bulletin (internet only).  For further information E-mail roadacc.stats@dft.gsi.gov.uk 

8 Nov   Traffic in Great Britain: Provisional Estimates Q3 2007 

A quarterly bulletin (internet only).  For further information E-mail roadtraff.stats@dft.gsi.gov.uk 

29 Nov   Road Goods Vehicles Travelling to Mainland Europe: Provisional Estimates Q3 2007 

A quarterly statistical release (internet only).  For further information E-mail mailto:roadfreight.stats@dft.gov.uk 

Nov P   Public Transport Statistics Bulletin Great Britain: 2007 Edition Supplement 

An annual bulletin (internet only).  For further information E-mail bus.statistics@dft.gsi.gov.uk 

Nov P   Waterborne Freight in the United Kingdom: 2006 

An annual bulletin.  For further information E-mail maritime.stats@dft.gsi.gov.uk 

Nov P  Regional Transport Statistics: 2007 

An annual bulletin.  For further information E-mail subnational.stats@dft.gsi.gov.uk
* * *

Below is a similar schedule of publications to be produced over the next six months by the Transport Statistics Branch, Scottish Executive.

Jun 2007  Key 2006 Road Accident Statistics
Provisional numbers of accidents and casualties by severity, casualties by type of road, and child casualties, including recent trends

Aug 2007  Main Transport Trends 2007
Statistics on topics such as motor vehicles licensed, road traffic volumes and road accident casualty numbers; bus, rail and air passenger numbers; and road, rail and water freight tonnages.  It will show trends for Scotland, and comparisons with figures for GB as a whole, for 1996 to 2006.  In addition, it will provide some series for Scotland back to 1960.

Oct 2007  Household Transport in 2006
Households' transport facilities and some travel by their members

Nov 2007  Road Accidents Scotland 2006

Detailed statistics about injury road accidents, accident costs, vehicles involved, drivers and riders, drink-drive accidents, drivers breath tested, casualties and international comparisons.

For more information about any of these publications please contact Scottish Executive Transport Statistics Branch on 0131 244 7256.


Finally, below is the schedule of publications over the next six months by the National Assembly for Wales

	24 May 2007
	Welsh Transport Statistics 2006 - Chapter 9: Rail Transport

	24 May 2007
	Welsh Transport Statistics 2006 - Chapter 12: Finance and the Economy

	28 June 2007
	Road Casualties in Wales, 2006

	28 June 2007
	Welsh Transport Statistics, 2006


















































