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Abstract

The Austroads Guide to Traffic Management has 13 parts and provides a
comprehensive coverage of traffic management guidance for practitioners
involved in traffic engineering, road design, town planning and road safety.

Part 8: Local Area Traffic Management is concerned with the planning and
management of road space usage within a local area, to reduce traffic
volumes and speeds in local streets, to increase amenity and improve safety
and access for residents, especially pedestrians and cyclists. It provides
guidance for planners and engineers associated with the design, development
and management of residential precincts.

Part 8 presents a systematic approach to traffic management in local areas,
outlining the principles and practice of influencing driver behaviour in local
streets — both directly by physical changes to the environment, and indirectly
by influencing driver perceptions of what is appropriate behaviour. It provides
guidance on the selection, design, application and effectiveness of traffic
control measures on an area-wide or at least whole-of-street basis, including
effects such schemes may have on local and arterial road networks.

Publisher

Austroads Ltd.
Level 9, 287 Elizabeth Street & ‘&
Sydney NSW 2000 Australia

Phone: +61 2 8265 3300 N ‘:/
austroads@austroads.com.au Austroads

www.austroads.com.au

Keywords

Traffic management, traffic calming, traffic planning, traffic control, local area,
LATM, neighbourhood traffic management, traffic control devices, road
hierarchy, speed control, speed based design, public participation, community
consultation, street design, design of residential areas.

Second edition published May 2016
First edition published April 2008

This latest edition of the Guide has been updated to:

o reflect new design concepts and approaches to safety and local area traffic
management

e incorporate new evidence on the advantages and disadvantages of some
LATM treatments

highlight that all four pillars of a Safe System should be central to the design
of any LATM scheme

recognise that new LATM treatments have been developed and
successfully trialled, and that the LATM treatments in most common use
have changed

o reflect the increased amount of information reported in relation to the
management of pedestrians and cyclists within LATM treatments,
particularly at lower speeds

e recognise the increasing role of technology.
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1. Introduction

1.1  Scope of this Guide

Part 8 of the Austroads Guide to Traffic Management has the title Local Area Traffic Management (LATM) to
define the limitations on its scope within the context of:

e the 13 different Parts of the Guide to Traffic Management

o the 9 different Guides spanning the range of Austroads publications.

The structure and content of the Guide to Traffic Management is discussed in Part 1: Introduction to Traffic
Management. The 13 Parts are listed in Table 1.1.

In the context of the Guide to Traffic Management, Part 8 is restricted to measures for traffic (especially
speed) management and physical changes to the environment of streets within local areas. Whilst Part 8
refers to issues covered in other parts, it is distinguished from:

e Part 4 — covers issues considered at the network level such as provisions for specific road users in the
network

e Part 5 — refers to related management issues but in the context of the broader network

e Part 6 — deals with traffic management issues relating to the use and design of intersections,
interchanges and pedestrian, bicycle and other crossings

e Part 7 — includes reference to the needs of road users in activity centres

e Part 9 — covers traffic operational matters such as traffic signals and incident management

e Part 10 — provides guidance on the design and use of traffic control and communication devices
e Part 12 — deals with issues related to development impacts

e Part 13 — provides guidance on road environment and safety in a broader context.

The scope of this Guide is therefore traffic management within localities and thus it focuses on local streets,
which are primarily the responsibility of local government. The primary emphasis is on physical changes to the
local street environment, with associated traffic management and enforcement, on an area-wide or at least
whole-of-street basis to improve the community space, amenity, and safety within a residential precinct. Some
standard traffic management measures, such as signs and road markings, have LATM application and may be
included in the LATM ‘tool box’. Where not referred to here, the reader should consult other parts of the Guide
to Traffic Management, the general traffic engineering literature and appropriate codes for guidance on these
techniques. Additionally, the Guide does not deal with those wider aspects of ‘traffic calming’ that relate to
traffic reduction or roads beyond local areas. Measures to reduce the total level of traffic in cities are discussed
in Austroads (2007), and guidance on traffic management techniques suitable for arterial roads and other roads
with a significant traffic function is given in Austroads (1998a, b).

In the context of the other Guides within the Austroads range of publications, this Guide is restricted to traffic
management advice specific to local streets, and refers only briefly to issues more appropriately addressed
in other Guides. It is recognised that it is difficult, if not impossible, to discuss many aspects of local area
traffic management without reference to road design and/or safety issues. Therefore the view is taken that
within the Guide to Traffic Management any consideration of such issues should be brief and be supported
by references to the Guide to Road Design and/or the Guide to Road Safety.

A final issue in relation to scope is that this document provides guidelines to good practice in traffic
management, rather than specifying mandatory practice. Where appropriate, it makes reference to statutory
and advisory documents that may apply in various places, but the practitioner remains ultimately responsible
for maintaining an up-to-date awareness of current requirements in a given jurisdiction.
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Table 1.1:

Part

Part 1

Part 2

Part 3

Part 4

Part 5

Part 6

Part 7

Part 8

Part 9

Part 10

Part 11

Part 12

Part 13

Parts of the Guide to Traffic Management

Title

Introduction to Traffic
Management

Traffic Theory

Traffic Studies and
Analysis

Network Management

Road Management

Intersections,
Interchanges and
Crossings

Traffic Management in
Activity Centres

Local Area Traffic
Management

Traffic Operations

Traffic Control and
Communication
Devices

Parking

Traffic Impacts of
Developments

Road Environment
Safety

Content

Introduction to the discipline of traffic management

Breadth of the subject and the relationship between the various parts of the
Guide.

An introduction to the characteristics of traffic flow and the theories, models and
statistical distributions used to describe many traffic phenomena

Processes that practitioners should consider.

Traffic and transport data collection surveys and studies

Traffic analysis for mid-block situations (including freeways/motorways)
Analysis of signalised and unsignalised intersections, including roundabouts.
Broader issues and aspects of managing networks of roads to provide effective
traffic management for all road users

Network needs of freight, public transport, pedestrians, cyclists and private
motor vehicles

Tools and systems available to inform road users and manage systems.

Is focussed on managing mid-block traffic conditions
Addresses good practice for:

— access management

— allocation of space to various road users

— lane management

— speed management.

Types of intersection

Selection of type — appropriate use

Traffic considerations in traffic management for intersections, interchanges and
other crossings.

Planning and traffic management of activity centres and associated transport
nodes

Principles for various types of centre.

Principles and processes

Issues and resources

Selection of schemes and treatments
Design of schemes and devices.

Integration of transport modes

Traffic signals — use, design and co-ordination
Incident management

Transport information (road and other modes)
Management of road use (e.g. freight).

Signing and marking schemes
Traffic signs, static and electronic
Pavement markings and delineation
Traffic signals and islands.

Parking policy

Demand and supply

Data and surveys

On-street and off-street

Types of parking and parking control.

Relationship to road level of service and access management

Development profile and trigger points for treatment

Traffic impact assessment.

Describes and discusses the safety of road environments within a traffic
management context

Provides references to relevant sections of the Austroads Guide to Road Design
and the Austroads Guide to Road Safety.
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1.2  Purpose of the Guide

The Guide has been prepared to encourage a rational and orderly approach to LATM, and to provide
technical guidance and further source material for the practitioner.

Since the 1980s, there has been considerable experience with traffic management at the local level,
especially speed management, in Australia and New Zealand and many other countries. There has also
been much research and reporting. This experience and research has been drawn on in preparing the
Guide, and many local government bodies have contributed material and comments.

1.3 How to Use the Guide
The Guide is not intended to be read sequentially, but rather to be used as a reference.

The practitioner is advised to be aware of the principles outlined in Section 2, as a rationale and background
for the planning process.

In Section 3, the practitioner should decide which elements of the LATM process are appropriate to the case
in hand.

Assistance on the use of warrants for LATM schemes are offered in Section 4.

Information relating to community consultation and issues relating to duty of care and other legalities is given
in Sections 5 and Section 6 respectively.

The selection and application of specific treatments are outlined in Section 7.

Basic guidance on the design of LATM treatments is given in Section 8 including details pertinent to different
road user groups.

Throughout the Guide, reference is made to many documents, which are valuable sources of additional
reading.

1.4  Defining LATM

Local area traffic management is concerned with the planning and management of the usage of road space
within a local traffic area, often to modify streets and street networks which were originally designed in ways
that are now no longer considered appropriate to the needs of residents and users of the local area. LATM
can be seen as a tool of traffic calming at the local level (Brindle 1991; O’Brien & Brindle 1999 p. 259). It
involves the use of physical devices, streetscaping treatments and other measures (including regulations and
other non-physical measures) to influence vehicle operation, in order to create safer and more pleasant
streets in local areas. It is consistent with approaches such as self-explaining streets and context-sensitive
urban design.

[see Commentary 2]

For the purpose of distinguishing between LATM and other aspects of traffic management, a ‘local (traffic)
area’ is an area containing only local access streets and collector roads, and is usually bounded by arterial
roads or other roads serving a significant road transportation function, or other physical barriers such as
creeks, railways, reserves or impassable terrain.

[see Commentary 3]
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The first tentative modern programs of local traffic restraint were established in the UK and elsewhere in
Europe in the late 1960s and early 1970s. These programs were based on the assumption that the ‘problem’
was caused by intruding non-local traffic exploiting highly-connective local street networks. By the end of the
1970s, various techniques for both network modification and speed management had gained widespread
use in Europe and Australia, and were being promoted in the US. The term ‘local area traffic management’
was already being used in Australia to describe these actions. LATM is now widely applied in both Australia
and New Zealand.

[see Commentary 4]

LATM is essentially system-based and area-wide. It considers neighbourhood traffic-related problems and
their proposed solutions in the context of the local area or a group of streets within it, rather than only at
isolated locations. In addition, it requires that physical traffic measures be seen as a sequence of interrelated
devices rather than individual treatments. Much of the material in this Guide will assist practitioners in
selecting and implementing single countermeasures at isolated sites, where there are localised problems
needing spot treatment. Many street closures, channelisations, pedestrian crossings and small roundabouts,
for example, are valid stand-alone treatments at problem locations. However, the installation of such isolated
measures is not truly local area traffic management, and practitioners will need to be alert to their potential
problems, and to reference the applicable guidance relating to the installation of traffic control devices in that
context.

The following additional source material is recommended for reference on this topic: Main Roads WA (2013)
and NZ Transport Agency (2013).

1.5 Why Consider LATM?

The primary target of LATM is to change driver behaviour, both directly by physical influence on vehicle
operation, and indirectly by influencing the driver’s perceptions of what is appropriate behaviour in that street.
Part 8 should be considered in the context of road safety and the contribution that the Guide can make to the
design of safer roads. The objective is to reduce traffic volumes and speeds in local streets to increase
amenity, liveability, and improve safety and access for all road users.

[see Commentary 5]

The need for LATM usually arises from:

e an intent to reduce traffic-related problems

e orderly traffic planning and management

e aneed to modify ‘transport’ behaviour

e adesire to improve the community space and sense of place

e adesire to improve environmental, economic and social outcomes

e traffic interventions associated with new development or the implementation of pedestrian and bicycle
plans and other local policies (e.g. RTA 2002).

[see Commentary 6]

Traffic-related problems concern mainly:

e improved traffic safety and security, leading to programs for speed moderation and other changes in
driver behaviour

e protection or improvement of local amenity focussing on appropriate allocation, design and use of street
space, as well as driver behaviour.

Austroads 2016 | page 4



Guide to Traffic Management Part 8: Local Area Traffic Management

Orderly traffic planning and management involves:

e coping with the pressure of traffic growth

e the need to reduce impacts on urban life

e spill-over from traffic routes — restraints on ‘rat-running’

e direction of traffic to the most appropriate routes.

Pedestrian and cycle planning involves:
e the creation of compact, mixed use, accessible centres around public transport stops

e the use of walking and cycling catchment mapping, accessibility zoning and integration of regional
walking and cycling networks.

Improvement of environmental and social outcomes includes:

e meeting targets in policy areas such as greenhouse gas, air quality, health and social capital.

Proactive traffic interventions include:

e providing for traffic associated with new development and changing land uses, to minimise impacts on
nearby areas

e minimising the use of LATM devices in new development areas by ensuring local streets are designed
properly so as to encourage low speed environments

e creating conditions for safe and comfortable cycling and walking.

1.6 Providing for a Safe System

Adopting a Safe System approach to road safety recognises that humans, as road users, are fallible and will
continue to make mistakes, and that the community should not penalise people with death or serious injury
when they do make mistakes. In a Safe System, therefore, roads (and vehicles) should be designed to
reduce the incidence and severity of crashes when they inevitably occur.

The Safe System approach requires, in part (Australian Transport Council 2011):

e designing, constructing and maintaining a road system (roads, vehicles and operating requirements) so
that forces on the human body generated in crashes are generally less than those resulting in fatal or
debilitating injury

e improving roads and roadsides to reduce the risk of crashes and minimise harm: measures for higher-
speed roads include dividing traffic, designing ‘forgiving’ roadsides, and providing clear driver guidance.
In areas with large numbers of vulnerable road users or substantial collision risk, speed management
supplemented by road and roadside treatments is a key strategy for limiting crashes

e managing speeds, taking into account the risks on different parts of the road system.

Safer road user behaviour, safer speeds, safer roads and safer vehicles are the four key pillars of a Safe
System. In relation to speed, the Australian Transport Council (2011) reported that the chances of surviving a
crash decrease markedly above certain speeds, depending on the type of crash, namely:

e pedestrian struck by vehicle: 20 to 30 km/h

e motorcyclist struck by vehicle (or falling off): 20 to 30 km/h
e side impact vehicle striking a pole or tree: 30 to 40 km/h

e side impact vehicle-to-vehicle crash: 50 km/h

e head-on vehicle-to-vehicle (equal mass) crash: 70 km/h.
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These speeds are indicative and recent research suggests that lower impact speed thresholds apply in the
context of both fatal and serious injuries. Austroads (2015a) suggests a non-severe injury threshold of
around 20 km/h for vulnerable road users, and 30 km/h in vehicle-to-vehicle crashes. Safe System focussed
LATM design should be conscious of these speed thresholds.

In the context of LATM, all four pillars of a Safe System apply and should be central to the design of any
LATM scheme.

The following additional source material is recommended for reference on this topic: Austroads (2013b) and
Austroads (2015a).

1.7 Local Government Focus

Since LATM, by its nature, involves actions on local street networks, local government around the world has
been the principal motivator and implementer of these actions.

To varying degrees, state and national authorities have an interest in policy, standards and the specialist
skills and resources that are involved (e.g. as the bodies responsible for road safety). There may be legal
and procedural requirements that call on state or national government involvement. However, the primary
responsibility for determining the need for action and the nature of the LATM response lies with local
government. Therefore, elected representatives and staff in local government need to be familiar with the
benefits and techniques of LATM, and involve the community in planning LATM to reduce the impacts of
traffic on communities.

1.8 Effectiveness of LATM

The speed-reducing effects of LATM have proven to be variable, reflecting the nature and quality of the
installations. The improvement in safety — the primary goal of speed management — has been consistent, if
difficult to verify and scale. While the level of reporting and rigorous analysis of LATM effectiveness in
Australia and New Zealand in recent years has not been great, a large body of practitioner experience has
been built up. This may not constitute an evidence base for the precise effects of individual schemes, but it
does provide a convincing knowledge base for LATM in general. Section 3.3.2 and Commentary 14 show
how knowledge of the speed effects of specific devices can be used to simulate changes in the speed
character of a street.

[see Commentary 14]

Brindle and Morrissey (1998), from a review of LATM practice and experience in Australia, reported that
LATM had generally resulted in crash reductions — typically by up to 50% — but treatment selection may need
to be better targeted, especially if a specific safety concern has been identified. In addition, the community
generally perceived LATM as being effective in reducing crashes.

Other conclusions were:

e Speeds were generally reduced substantially. The numbers of vehicles exceeding 60 km/h were greatly
reduced.

e Community perception of the effectiveness of LATM in reducing speeds varied between residents,
drivers, and the wider community; around 60% of the public believed that LATM was effective in reducing
speeds.

e |LATM can be compatible with bicycle use if properly designed.
e Roundabouts were perceived by practitioners to be an effective and most acceptable device.

e Vertical devices were considered to be more effective in speed control and crash reduction than
horizontal devices and, despite their lower popularity in the community, appeared to be more acceptable
than might have been assumed.
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LATM/traffic calming has consistently demonstrated safety and speed reduction benefits in many countries,
many under speed limits of 50 km/h and lower, and has not resulted in crash displacement to other parts of
the network (e.g. Bulpitt 1995; Chua & Fisher 1991; Engel & Thomsen 1992; Webster 1993; Webster &
Mackie 1996; Zein et al. 1997). In none of the 43 international studies reviewed by Geddes et al. (1997) was
there an increase in collisions after the treatments were installed.

More recent attempts to establish scientific cause-and-effect between LATM and its claimed outcomes have
been hampered by the difficulties in meeting the demands of experimental design. Indications from public
health and epidemiology literature are, however, supportive. Retting, Ferguson and McCartt (2003), for
example, concluded that a range of changes to the physical environment ‘can substantially reduce the risk of
pedestrian-vehicle crashes’. However, while the speed reduction effects of traffic calming and reductions in
consequent vehicle crash rates are evident, translation into a reduction of pedestrian risk was less clear.

In a study of the secondary health effects of LATM, Morrison, Thomson and Petticrew (2004) observed:

There were increases in observed pedestrian activity in the area after the introduction of
the traffic calming scheme. Physical health improved significantly but mental health did
not change.

They concluded that ‘the introduction of a traffic calming scheme is associated with improvements in health
and health related behaviours. It is feasible to prospectively evaluate broader health impacts of similar
transport interventions although poor response rates may limit the validity of results’.

As noted elsewhere in this Guide, however, LATM is rarely totally welcomed by all sectors of the community,
and there may be downsides after the installation of treatments. Factors diminishing the positive
achievements of LATM that were identified by the Parliamentary Travelsafe Committee Queensland (1994)
will be familiar to most practitioners:

e Intrying to redress the imbalance between drivers and other road users, rarely will both groups feel they
have gained.

e LATM often does not target the specific safety risks in local streets, and may introduce new types of
crashes (even if they tend to be less serious).

e LATM schemes are sometimes implemented in an uncoordinated, unplanned or piecemeal manner.

e |tis difficult to classify and deal with those streets which have both a traffic carrying and community
function.

The solution to these issues lies largely in making sure that a proper planning process as described in the
Guide is followed. In summary, a competent LATM scheme can be expected to lower vehicle speeds and
reduce the likelihood of crashes in the neighbourhood, and produce net gains to the community (Shaw
2002).

A new growing trend in LATM is known as psychological traffic calming, including ‘naked streets’, ‘self-
explaining streets’, ‘context sensitive design’ and ‘shared space’ zones. There is a need to recognise that
traffic environments vary from street to street. Experiments in the Netherlands have shown that stripping-out
kerbs, pedestrian barriers, traffic lights and road signs in selected areas increases uncertainty, and helps
drivers to slow down to negotiate the area, to engage eye contact with each other and become more aware
of their surroundings rather than simply motoring on through. Not all locations are appropriate to become
‘shared spaces’ or ‘naked streets’ and a useful starting point is to establish that the location is balanced with
respect to its movement function and its sense of place. A sense of place encompasses a humber of
elements, most notably a streets local distinctiveness, visual quality, and propensity to encourage social
activity.

As another example of this phenomena, roundabouts are now thought to be more effective than traffic lights,
as drivers, pedestrians and cyclists are all forced to look around and pay more attention, instead of simply
obeying a signal to stop or go.
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The following additional source material is recommended for reference on this topic: Department of
Transport UK (2007) and Kennedy et al. (2005).

1.9 The Future of LATM

Vehicle technologies are rapidly advancing. Driver-assist technologies such as anti-lock braking systems
(ABS), electronic stability control (ESC) and adaptive cruise control (ACC) are widely integrated into the
existing vehicle fleet. Additional driver-assist technologies such as lane centring and keeping, stop-start
control, parking assist and full highway piloting are in the process of being introduced to the fleet over the
next few years with full automation of some vehicles likely within the decade. The IEEE (2012) predicts 75%
of vehicles will be fully automated by 2040.

As vehicles become more automated they will include intelligent speed controls as well as connectivity and
locational awareness, and become safer to operate. While some crashes may still occur, the likelihood is that
local road networks will become safer places and the objectives of LATM will change. Consequently the
number, types and design applications of LATM devices will differ from those currently in common practice.

While it will take time for this change to happen, and we will have a mixed fleet at different levels of
automation for many years, potentially generations, LATM practice does need to be responsive to these
changing environmental factors so it remains relevant and useful to communities.
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2. The LATM Planning Process

In both existing and proposed local networks, there are three broad planning aspects to LATM (as distinct
from specific infrastructure aspects or details):

e Jocal traffic as a planning rather than just an engineering issue
e the need to see neighbourhoods as systems that are part of a wider network

e the need to follow a systematic planning process when designing or especially redesigning a locality.

Often, the selection, placement, and design of LATM devices is arbitrary and responds more to local
pressures and practical constraints than to orderly traffic planning. In order to clearly link proposed actions to
the issues they purport to deal with, a suitable process or framework for making planning decisions about
LATM first needs to be established.

[see Commentary 7 and Commentary 8]

2.1 A Systematic and Comprehensive Approach

This Guide is based on the principle that all LATM programs, large or small, need to follow a systematic and
comprehensive process that is appropriate to the scale of the issues to be resolved. Even small LATM
schemes can be relatively expensive and have complex local consequences, requiring some form of rational
process that identifies the issues to be resolved and develops physical or management responses to them.
Damen and Ralston (2015) presents the frequency with which respondents use different processes within
their LATM approach (Figure 2.1).

Councils and their practitioners have to judge the extent to which the various steps and methods in the LATM
process, as described in the Guide, apply to a particular case. Nevertheless, the essential elements hold
true, whatever the scale of the issue: a systematic and (appropriately) comprehensive approach is
required, and a strategic decision-making process provides a framework for such an approach.

Figure 2.1: Different LATM processes used by local government

Other (please specify) |
Monitor and evaluate final scheme (post-construction) #
Determine the timing and staging e —
Perform a road safety audit S —— ——————
Perform a risk assessment

Develop detailed design —
Develop (draft) outline schemes

Prepare implementation strategy, with cost estimates -_—
Consult with community _

Identify potential measures that meet objectives =
Select and evaluate candidate strategies (general approach to the problem) ‘_:

Collect data (e.g. operational and design data, environmental data, social data) : .
Develop a study plan, which outlines the scope and objectives of the project _

|
Develop council-wide strategic plan for LATM (technical and community information) _ |

.

0.0% 20.0% 40. 0% 60.0% 80.0% 100.0%

Source: Damen and Ralston (2015).

A useful way to ensure consistent, logical and effective planning for LATM at any level is to adopt a strategic
decision-making approach.
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In essence, the strategic decision-making approach forces attention to be focused on the desired outcomes
to be achieved, and the effectiveness of the adopted actions towards that end. This is especially important in
neighbourhood and road corridor traffic calming — particularly with the selection and placement of devices.
Actions are grouped into strategies (broad approaches to the objectives) and measures (the specific
techniques used to implement the strategies). An example is shown in simple form in Figure 2.2.

Figure 2.2:  An example of the goal-objective-strategy-measure chain

Example: The improvement to living and environmental conditions in residential
GOAL streets.
v

Example: Improve safety for road and non-road users of the street network:
OBJECTIVE Specific objective — Reduce bicycle casualties in the area to zero.
Vv

Example: Reduce the speed differential between motor vehicles and bicycles by
STRATEGY creating a street environment in which vehicle speeds are kept below

40 km/h.
Vv

Example: Install landscaped slow points at approximately 80-120 m intervals.
MEASURE

The strategic approach to LATM requires that the presumed causal links between action and outcome (‘Why
adopt action x? In order to achieve outcome y’) be clearly established. For example, if there was no
established connection between speed reduction and crash reduction, then the adoption of speed reduction
as an objective towards crash reduction would be questionable. So performance measurement or
anticipation of performance from practice and experience elsewhere in the case of project planning, is a vital
part of planning for LATM schemes. This continuous background checking of the links between each stage in
the process of project development can be called validation. It requires the practitioner to keep up-to-date
about the performance and effects of the alternative LATM measures.

Validation in reverse turns the ‘why?’ question into an ‘if...then’ statement which assists the strategic
decision-making process: ‘If you want to achieve x, then consider doing y (and/or z)'. If it has the technical
information that validates the links between various strategies, objectives and desired outcomes, the local
authority can proceed more confidently. This simple concept forms the basis of a consistent framework for
selection of strategies and installation design, and allows the practitioner and decision-maker to make
informed judgements about the many LATM options available to them.

The LATM process is often complex because of the many interactions that are triggered when traffic
management schemes are introduced. Both direct and secondary impacts need to be considered, together
with community reactions to proposals. By providing a systematic and comprehensive planning approach to
this analysis, LATM allows these factors to be adequately accounted for when a decision on a particular
scheme is made.

As early as the mid-1980s, it was known that shortcomings in the planning and execution of the LATM
scheme could lead to disappointing outcomes (Brindle 1984b). Some rules of thumb have emerged, as a
checklist for the practitioner:

e Follow a systematic planning process.
e Base the plan and subsequent actions on identified problems (existing or future).

e Recognise the underlying existing or latent traffic and network-related problems (e.g. crash potential or
social response to traffic intrusion).

e See the preparation and implementation of the traffic plan as more than engineering tasks; fully utilise
available planning, urban design and social investigation skills.

e Define realistic objectives that relate specifically to the identified problems or policy outcomes.
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e Specify and consider alternative strategies (or general approaches) which could each satisfy the
objectives; except in simple cases, have a number of workable ‘solutions’ for consideration.

e View the proposed treatment from the perspective of all road users.

e Choose effective strategies (for example, the objective of reducing speed may not be satisfied by the
strategy of excluding non-local traffic).

e Choose specific measures wisely; avoid those that are likely to be ineffective or controversial, or both, if
possible.

e Prepare and implement trial or demonstration programs adequately; avoid them if possible.

e Monitor outcomes and impacts, so that assessment against the objectives can be carried out.

Failure to follow a systematic process, and adequately carry through the steps in it, can result in such
negative outcomes for LATM as:

o failure to meet the safety, traffic pattern, or street amenity objectives
e creation of new traffic problems
e incompatibility with other local policies and programs

e rejection by the community.

The following material and the processes in Section 3 provide details that may or may not be needed in a
given case. The practitioner should make a conscious judgement about what is the appropriate level of detalil
required to implement the above essential steps and principles in each situation. However, the following
steps and principles will always be advisable:

e dentify the real problem

e quantify the problem as far as you can

e conduct the study (and, if appropriate, apply the measures) on an area-wide basis

e be careful about restricting or changing access and circulation patterns in an area

e do not rely on enforcement (corollary: use self-enforcing measures)

o facilitate, and certainly do not impede or endanger, non-motorised movement

e provide adequately for emergency and utility services

e monitor and follow-up.

The following additional source material is recommended for reference on this topic: Austroads (2009a);

Brindle (1996: Chapter 14); O’Brien and Brindle (1999: pp. 265-266); RTA (2000); Transportation Association
of Canada (1998: Section 1.6).
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2.2 Understanding the Functions of a Local Street

Local streets serve many functions, some of which conflict. These functions can be classified into two broad
groups:
e movement (access, mobility and service) functions including parking

e amenity and social functions associated with the use and enjoyment of the streetspace and the land
abutting the street, often referred to as its sense of place.

For an LATM program to be successful, the practitioner must be aware of these functions, know how they
are defined and measured, and how they interact, and specifically how to resolve the conflict between the
movement and amenity functions.

Access, mobility and service functions relate primarily to movement and include:

e vehicular access to properties and distribution of traffic between properties and the major road system.
Vehicular movement includes emergency vehicles, essential services and public transport services

e pedestrian and cyclist movement, which is often endangered and inconvenienced by other traffic

e parking and loading/unloading of goods.

The essential principle of LATM is that not all elements in the road network serve predominantly a transport
function.

In traffic hierarchy terms, local streets serve primarily a ‘terminal’ function, allowing vehicles to reach
individual places within the locality. On such streets, it is recognised that the needs of moving traffic are not
more important than the needs of other users and functions in the street, and are often subservient to these
other functions. Driver expectations about speed and levels of service should be modified accordingly.

Today, there is a widespread recognition of the multi-purpose nature of urban streets and the need for a
holistic approach to their design and management. In fact ‘streets as multi-functional places’ has been an
underpinning principle for LATM since its earliest days in Australia and New Zealand (Australian Road
Research Group 1976). Local streets today are not necessarily just residential in nature and may house
many different land uses including those relating to commercial, service industry and community activity, and
the range of car, public transport and non-vehicular travel that they generate. Local streets may be in town
and city centres and other activity zones in addition to normal suburban residential streets.

Amenity functions are related to the street as a place where people live, work, recreate or go about their
daily business. In this context the street may function as:

e a part of the living and working environment, which may contribute to (or restrict) the pleasant use of
adjacent land and buildings

e common ground for children (specifically the verge or nature strip, though play often spills over onto the
street itself in quiet residential areas)

e a place for social interaction between neighbours

e a place where people work or access their work

e aplace for leisure and recreational activities such as strolling or jogging or cycling

e an extension of residents’ private yards, used for parking, cleaning or working on a vehicle
e an opportunity to visually enhance the environment by streetscaping

e open space to give residents a feeling of privacy and separation.
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The place function of a street can be regarded as what distinguishes it from a road, which primarily has a
traffic carrying function. A ‘sense of place’ is fundamental to a richer and more fulfilling environment. It comes
largely from creating a strong relationship between the street and the buildings and spaces that frame it. A
sense of place encompasses aspects such as local distinctiveness, visual quality, and propensity to
encourage social activity (Department for Transport 2007).

Streets also accommodate public service utilities which follow the road reserve, and usually also serve an
important drainage function.

[see Commentary 9]

As international attempts to improve local street safety increased in the 1970s, it became apparent that there
were very few opportunities to separate moving traffic from other road users in active urban spaces, and so it
became necessary to explore ways to deal with the impacts of traffic on other activities in the street and on
adjacent land uses in the typical case where the streetspace is shared (OECD 1979). The creation of an
‘environment of care’ in which pedestrian, cycle and vehicular movement in local areas can be amenably
integrated, rather than segregated, was stated as being the fundamental rationale of LATM more than 30
years ago (Brindle 1979, 1984a). The nature of the degree of slowing or separation will depend on the
anticipated or intended speed environment of the street.

[see Commentary 10]

Lower speed limits in neighbourhoods are now common. The creation of a general speed limit in Australia of
50 km/h in local areas more than a decade ago, and the introduction of even lower speed limits in some local
precincts in both Australia and New Zealand, along with many street treatments that have been installed in
parallel, have had the effect of reducing speeds in local streets, and encouraging drivers to be more speed
conscious. In addition, the Australian Road Rules and various state Traffic Acts make provision for ‘shared
zones’, in which care for non-motorised users of the street space is reflected in lower posted speed limits
(usually 10 km/h) and the requirement that drivers must give way to pedestrians. Practitioners are advised to
determine the extent to which the Australian Road Rules apply in their jurisdiction. In NZ, road rules are
consistent throughout the country.

A specific outcome of actions to create a new street environment is the creation of conditions that are
compatible with the introduction of lower speed limits.

The use of lower speed limits by themselves, instead of physically modifying the environment of the street to
slow traffic down, frequently leads to community concerns and traffic discussions. The hope is that lower
speed limits will create lower speeds. However, extensive research and experience around the world has
shown that lower speed limits on their own have at best only a marginal effect on speeds. The conclusion is
that, while lower speed limits provide a rationale and legitimacy for speed control devices, speed reduction
measures such as common LATM devices or other treatments like streetscaping and active roadsides, are
usually necessary in order to reduce the speed environment and make the lower speed limit effective. This is
a basic premise of self-explaining streets. In this interplay between speed limit and street character, the
speed control devices must usually first be shown to be part of the new street environment so that conditions
for the lower speed limit are matched.

The specification of a general speed limit of 50 km/h in local areas has created an implicit distinction
between most local streets and arterial roads, which remain at 60 km/h or higher. This presents an
opportunity for practitioners to treat local streets in a different way to higher order roads that is more
consistent with the role and function of a local street.
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The appropriate treatment of locally-important streets (collectors and/or local distributors) should also be
different to both local access streets and arterial roads. There is good justification to reduce the speed
environment on these locally important streets also down below 60 km/h, noting the speed thresholds of a
Safe System are lower than that. Whereas a series of 15 km/h slow points may be entirely appropriate on a
local access street, where the target speed environment may be 30 km/h, it is unlikely to be safe or effective
on a local distributor, where the target speed may be higher, say 50 km/h. In this case, a different treatment,
such as the use of 35 km/h roundabouts, may be more consistent with the role of the street in the functional
classification, and the level of service needed for the different types of users it services.

Road user behaviour is very much influenced by the physical and social nature of the street environment, as
well as by the formal traffic control measures that are in place. Both the street environment and traffic control
need to be in tune with each other, and compatible with the desired character of the street.

If a street looks like a traffic route on which vehicles can travel at higher speed without impediment, then that
is what drivers will expect to be able to do. Speed control and other measures will be harder to explain and
implement in such streets. A higher level of signs and driver guidance will usually be necessary. Conversely,
LATM and street redesign treatments that are in harmony with the street environment, as is the case with
self-explaining streets, should not need excessive signs for the driver to perceive them and know what to do.
In fact, if done correctly, naked street and equivalent shared space schemes can be implemented without
any signs and linemarking. As a rule of thumb, if it is felt necessary to apply more than minimal routine signs
and warnings at a specific device, then a check should be applied to make sure that the device is consistent
with the prevailing street and traffic environment (AS 1742.13 — 2009).

This is why many LATM treatments fall short of their purpose. Individual devices that aim to create a lower-
speed traffic environment in a street whose physical nature is giving contrary messages to road users will be
perceived by the public as being inappropriate, and the speed outcomes are likely to be disappointing.

For this reason, the LATM treatments that are chosen should be consistent with the character of the street as
a whole. This can come about in one of two ways:

e Treatments support the existing image of the street and inhibit road user behaviour that is not compatible
with that street character.

e Treatments are carefully selected, located and designed to alter road user perception of what is
appropriate behaviour in the street, as in the philosophy of self-explaining streets.

The second of these involves changing the driver’s perception of the street environment, and can occur in
different ways:

e The treatment might involve substantial redesign and reconstruction of the streetspace along the full
length of the street, in which traffic control features may be incorporated as an integral component.

e The individual devices (i.e. engineering treatments) are selected, located and designed so that they
interact to create a desired speed profile along the street, rather than encourage severe decelerations
and accelerations along the street.

The following additional source material is recommended for reference on this topic: Brindle (1996: Chapter
2); OECD (1979), RTA (2000: Sections 1.2.3-1.4.3 and 2.1.3), Department of Transport (2007) and the
Chartered Institution of Highways and Transportation (2010).
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2.3 Identifying the Causes of Traffic-related Problems

Identifying the root causes of traffic problems in neighbourhoods can often provide pointers to appropriate
solutions. In broad terms, prob