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#8#% Rosén and Sander (2009)
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Rosén and Sander (2009) Pedestrian fatality risk as a function of car impact speed, Accident Analysis &
Prevention, Volume 41, Issue 3, May 2009, Pages 536-542, https://doi.org/10.1016/j.aap.2009.02.002
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TPDM > Volume 6 - Traffic and Environmental Management > Chapter 10.4
Pedestrian Planning Framework « —

EHERBEWME T ILAI(ITARENIESZR)
ERENRIIT AR, UERT ABRES ESH
BEUREEH /5T EE 6.

AT AR EIMEZENIRETER, i EEEIRE
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BITERE (traffic calming), LURHETITAE
5o

10.4.4.2

The new approach for pedestrian planning under the PPF embraces a
paradigm shift in pedestrian planning and design from a vehicle-
centric to pedestrian-centric approach. It comprises the following
key concepts;

()

Urban grid for mobility>- The concept recognizes the relative
priorities for motorized transport and pedestrians in the
respective parts of the road network as an urban grid with
higher priority for vehicular movement in the outer grids and
higher priority for pedestrians in the inner grids;

3 One of the intents of the concept is to limit vehicular access
to the inner grids, which could be the pedestrian
priority/traffic calming areas, except for loading/unloading
and servicing, through traffic and non-essential traffic
deterred from entering into and/or travelling through the study
areas. Traffic restraint measures may apply and the likely
traffic reassignment at parallel routes should be investigated
with assessments of the traffic and transport impacts (TIAs) in
order to support the pedestrian priority/traffic calming areas.

£ 5 TPDM (Nov 2022 Ver) V6 Para 10.4.4.2
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Wider travel lanes are correlated with higher vehicle speeds.

Average Lane Width (feet converted from meters)

9"10" 10'8" me" 12'4"

621

RERI

59.0

559

5z8

497 .

B5th Percentile Speed (mph converted from km/hr)

“As the width of the lane increased,
the speed on the roadway increased...
When lane widths are 1 m (3.3 ft) greater, ®
speeds are predicted to be 15 km/h
(9.4 mph) faster”
Chart source: Fitzpatrick. Kay, Paul Carlson, Marcu
Brewer, and Mark Wooldridge. 2000. “Design Factors
That Affect Driver Speed on Suburban Streets
Transportation Research Record 1751: 18-25.

RegressionLine

85th Percentile
Speed of Traffic
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FERVBROBMABLKNHERFE (Corner Radii),
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Small radius (eg. 1 metre)

» Pedestrian desire line (---) is maintained.
» Vehicles turn slowly (10 mph - 15 mph).

+ Pedestrian does not have to look further
behind to check for turning vehicles.

» Pedestrian can easily establish priority because
vehicles turn slowly.

Large radius (eg. 7 metres)

+ Pedestrian desire line deflected.
» Detour required to minimise crossing distance.
+ Vehicles turn faster (20 mph - 30 mph).

ka@

Pedestrian must look further behind to check
for fast turning vehicles.

+ Pedestrian cannot normally establish priority

against fast turning vehicles.

Coun

C
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Figure 10.15: Full set back, marked priority (bent-out) crossing ﬁ :£§+ﬂ$
— — 5,
. Ll A ) : . . =
—_—_ rag;:'s";\x Dieg 1003 Standard Pedestrian & Bicycle Crossing Design ﬁbu ﬁ & = mé
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= NI Al
o=
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REEMR
M

Change Minimum

Battered or splay  Change Blister
In Level radius 4.0m

kerb (50-75mm in Level Tactile
kerb face)

Reduce side road
width where possible

Source: UK LTN 1/20 Cycle Infrastructure Design Guidance

M B W ERHR#E

Please refer to LTA's Standard Details of Road Elements (SDRE) for more details.

Source: Singapore Walking and Cycling Design Guide

Two-way cycle track and footpath crossing details

Source: Queensland’s Guideline Selection and design of cycle tracks
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Figure 1.1: Core design principles

Accessibility for all

Comfortable

DO Cycle networks DO Cycle routes DO Not only must DO Comfortable DO Cycle infrastructure
should be planned and  should be at least as cycle infrastructure be  conditions for cycling should help to deliver

designed to allow direct — and preferably  safe, it should also be  require routes with public spaces that are
people to reach their more direct - than perceived to be safe so  good quality, well designed and
day to day destinations those available for that more people feel well-maintained finished in attractive

smooth surfaces, materials and be places

easily, along routes that  private motor vehicles.  able to cycle.
adequate width for that people want to

connect, are simple to

navigate and are of a the volume of users, spend time using.
consistently high minimal stopping and
quality. starting and avoiding

steep gradients.

DON'T Neither cyclists DON'T This track DON'T Space for DON'T Uncomfortable DON'T Sometimes
or pedestrians benefit  requires cyclists to give  cycling is important but  transitions between well-intentioned signs
from unintuitive way at each side road.  a narrow advisory cycle on-and off carriageway and markings for
arangements that put  Routes involving extra  lane next to a narrow facilities are best cycling are not only
cyclists in unexpected  distance or lots of general traffic lane and  avoided, particularly at  difficult and
places away fromthe  stopping and starting  guard rail at a busy locations where conflict uncomfortable to use,
carriageway. will result in some junction is not an with other road users is  but are also
cyclists choosing to acceptable offer for more likely. unattractive additions
ride on the main cyclists. to the street scape.

carriageway instead
because it is faster
and more direct, even
if less safe.
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W \I ~
11 ratio. 1:31atio is iva. ] inition ugh us ing.
Mews 11 ratio rat enerlly effact: Spatal definition of street through use of plartin
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Largesquares and very wide streets. Spatial definition by building height. Spatal definition by recess line.
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