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Road Safety Update 

Further to the update provided at the Annual Meeting of the Parish Council (WPC.23.05.05 
and Minute 23.05.20.4 refers), the parish council resolved to authorise a contribution of 
up to £500 (plus VAT if applicable) towards the upgrade of Footpath 25.  The parish council 
was fortunate to receive a grant from our County Councillor, Bobby Bennett of £1000 which 
covered its contribution to the works, which have now been completed. 

20’s Plenty Campaign 
Following its September meeting, when the noted that this campaign would underpin 
Community Action 4 – Traffic Management in the Draft Neighbourhood Plan and resolved to: 
a) support the 20’s Plenty for Suffolk Campaign aims for 20mph and a change to Suffolk’s

speed limit policy
b) call on Suffolk County Council to implement 20mph in Wickhambrook
c) write to Suffolk County Council to request 20mph on streets throughout Suffolk where

vehicles and people mix, with 30mph as the exception on those roads only when the
needs of vulnerable road users allow a higher limit.

(Minute 23.09.8.3 refers) a response has been received from Cllr Richard Smith, portfolio 
holder for highways (attached as Appendix A) advising that he does not support the 
implementation of a 20mph restriction on streets throughout Suffolk where vehicles and 
people mix, with 30mph as the exception on those roads only when the needs of vulnerable 
road users allow a higher limit as a default policy. 

The parish council agreed in November ’22 that Road Safety Issues would be further 
reviewed once Community Actions under the Neighbourhood Plan were drafted (Min. 
22.11.8.3r refers), and the relevant draft Community Actions are set out at Appendix B 
for information and a more detailed report looking at these will be submitted in November. 

An update of ongoing issues is set out below, many of which, but particularly flooding, were 
raised by residents at the Draft Neighbourhood Plan consultation event on 4th November. 

A summary of work the parish council has undertaken and/or commissioned over the past 
three years to address Road Safety issues raised by residents is attached as Appendix C. 

Wickham Street, 40mph review. 

The clerk escalated this issue with the support of SC Cllr Bobby Bennett, and although 
considered again, the request for a reduction in the speed limit from 40mph to 30mph has 
been refused.  The contractor for Anglian Water was this spring obliged by SCC Highways to 
fund installation of markers for an extension of the 30mph zone at Chedburgh and Hargrave 
due to heavy plant machinery crossing the roads.  The clerk has raised this with Cllr Bennett 
and asked that further consideration be given to a reduction of the speed limit at Wickham 
Street in the light of this.  

A further serious accident took place in Wickham Street in early November, and the clerk 
has again asked SC Cllr Bobby Bennett to escalate this issue and push for the much needed 
reduction in the speed limit. 
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Speeding at Boyden End/Nunnery Green 

This has been raised a number of times, more recently following the installation of Quiet 
Lanes signage. 

The VAS shared with Lidgate has been requested, and following authorisation of funds, a 
new battery will be purchased for the VAS which Wickhambrook owns. 

There has been some interest in establishing a Community Speedwatch Group, and Mr 
Gracham McGregor, who organises the Community Speedwatch at Moulton has very kindly 
agreed to attend the meeting and answer any questions councillors and local residents 
may have. 

A number of residents have enquired about the establishment of a Community Speedwatch 
Scheme, and a summary of the scheme is attached as Appendix D. 

Flooding in Wickhambrook 

Works to rod out the drains at Nunnery Green were completed in May ’23.  No further 
complaints were received with respect to flooding, until the storms in late October, when 
once again the drains were overwhelmed.   

There was also considerable flooding elsewhere in the parish, particularly at: 

• Stradishall crossroads (restricting access into the village)
• Attleton Green
• Coltsfoot Green
• The Duddery

Much of the flooding seems to have been caused by blocked grips and drains. Suffolk 
County Council, the main statutory body responsible for flooding on roads, no longer clears 
grips or drains as part of a programme of maintenance, but prioritises work based on issues 
raised through its reporting tool.  As the flooding in Wickhambrook has been across such a 
wide area, it is difficult for issues reported to reach the point where action is taken.   

Community Actions 3 and 4 under the draft Neighbourhood Plan identify how the parish 
council would work with volunteers and other statutory bodies to address Highways 
Maintenance and Traffic Management Issues. 

The parish council could consider a number of approaches to meeting delivering on 
Community Actions 3 & 4:  

Option 1: A volunteer team focussed on flooding issues reporting to a Cllr to: 

1. Identify areas prone to flooding by collating existing reports on SCC reporting tool
and liaising with an officer with responsibility for flood avoidance at Suffolk County
Council/Environment Agency

2. Walking the length of water courses where flooding has occurred in the vicinity and
(with an officer from SCC/EA) identifying any flow restrictions, so that SCC/EA can
contact the landowner to instruct them to remove restrictions.

3. Identify any grips at roadside that require clearing as part of a rolling programme
and log on SCC Report a Problem.  Liaise with clerk to escalate where no action is
taken.
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Option 2: Set aside funds in future budgets for a number of “parish days”. 
1. low level work on highways could be completed by an appointed contractor (in a

similar manner to our grounds maintenance days) e.g.
a. cutting back vegetation around road signs
b. cleaning road signs and identifying faded or damaged signs for replacement
c. clearing out grips identified by volunteer team.

The clerk has had initial conversations with a company that undertakes similar work for 
other parishes at a rate of approximately £500 per day.  The parish council has already 
authorised funds for a parish licence to carry out this sort of work on highways. 

Option 3 – Set up a Community Speed watch Group (Requires at least six volunteers). 

Action: 

The parish council consider what options it wishes to develop in order that any costs may be 
built into the budget for the next financial year and the clerk may identify any necessary 
actions to facilitate those options. 



3 Farriers Close, Great Barton, Bury St Edmunds, Suffolk IP31 2FP 
E-mail: parishclerk@wickhambrook.org.uk  Telephone: 07508 039810

Wickhambrook Parish Council 
Cllr Richard Smith  
Cabinet Member for Economic Development, Transport Strategy and Waste 
Suffolk County Council 
Endeavour House 
8 Russell Road 
Ipswich IP1 2XB 

Cc: Cllr Bobby Bennett 
10 October 2023 

Dear Cllr Smith 

20’s Plenty for Suffolk 
At its September meeting (Min. 23.09.8.3 refers) the parish council considered the 20’s Plenty for 
Suffolk Campaign and 

Resolved 
That Wickhambrook Parish Council 
a) supports the 20’s Plenty for Suffolk Campaign aims for 20mph and a change to

Suffolk’s speed limit policy
b)  calls on Suffolk County Council to implement 20mph in Wickhambrook
c)  will write to Suffolk County Council to request 20mph on streets throughout Suffolk

where vehicles and people mix, with 30mph as the exception on those roads only
when the needs of vulnerable road users allow a higher limit.

Wickhambrook Parish Council’s support of 20’s Plenty for Suffolk Campaign reflects the anxieties of its 
residents regarding safety in their community. We would hope that you, and Suffolk County Council, 
would also regard the safety of residents and vulnerable road users in our area to be of paramount 
importance. 

We are not asking for a ‘blanket’ limit of 20mph, but that the ‘default’ should be 20mph where people 
and transport mix, with the exception that higher speeds are acceptable should safety not be 
compromised. Statistics show that reducing the default speed to 20mph decreased the risk of 
accidents and death by a significant amount.  
Suffolk was a leading county in reducing speed limits to 30mph some 20 years ago, particularly in 
rural areas to the great benefit of those communities. The data clearly shows that similar benefits 
would accrue from a further reduction to 20mph.    Implementing 20mph on 80% of 30mph roads in 
Suffolk for a one-off cost of £3m (£5 per person) could save 152 casualties and £9.5m each year.  
The investment pays back in 3.8 months.1 

We ask that you support your constituents in a matter that is central to their well-being and safety, 
by implementing this reduction in speed limit as a default to 20mph across Suffolk. 

Yours sincerely 

Hilary Workman 
Clerk & RFO to Wickhambrook Parish Council 

1 20’s Plenty Local Authority Calculator https://www.20splenty.org/cost_benefit_calculator 

Appendix A
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From: Richard Smith (SCC Councillor)
To: Hilary Workman
Subject: RE: 20"s Plenty for Suffolk
Date: 11 October 2023 13:17:52

Dear Hilary Workman

Thank you for sending me the views of Wickhambrook Parish Council concerning 20mph speed
limits.

Many would disagree with the views expressed by members of your Parish Council, and the
County Council has no plans to implement blanket 20mph speed limits, except on a detailed
case-by-case basis through the well-established Traffic Regulation Orders, where special local
circumstances apply, proven by data and surveys.

Other Parishes have also asked me to write to the Secretary of State for Transport on this
subject, which I am not willing to do, but your Parish can of course do this if it so wishes.

I am sorry that this reply will disappoint your Members.

Yours sincerely

Richard Smith
Richard Smith, MVO
Cabinet Member for Economic Development, Transport Strategy and Waste
County Councillor for the Blything Division

From: Hilary Workman <parishclerk@wickhambrook.org.uk> 
Sent: Tuesday, October 10, 2023 1:42 PM
To: Richard Smith (SCC Councillor) <richard.smith@suffolk.gov.uk>
Cc: Bobby Bennett (SCC Councillor) <Bobby.Bennett@suffolk.gov.uk>
Subject: 20's Plenty for Suffolk

mailto:richard.smith@suffolk.gov.uk
mailto:parishclerk@wickhambrook.org.uk
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Appendix B 

Community Action 3 – Highways maintenance 
The Parish Council will work with landowners and parishioners to ensure that actions are taken to 
improve and maintain the quality of Wickhambrook’s network of roads and lanes. Emphasis will be 
placed upon matters to include: 

• getting pot holes filled and repaired
• clearing ditches and drains
• maintaining hedges and verges.

Rationale for Community Action 3: 
In the village questionnaire of March 2022, the majority of respondents recorded concerns about 
roads. Wickhambrook residents want to see better maintenance of the road system – including 
mending of pot holes; better drainage and maintenance of ditches in order to address problems with 
surface water and flooding; improved access and safety on pavements and pathways; and better 
maintenance of verges and hedges. 

Community Action 4 – Traffic Management 
The Parish Council will work with Suffolk Highways to ensure that actions are taken to make 
Wickhambrook’s roads and lanes safer for all users, to manage traffic and to tackle speeding and 
inconsiderate road use. Priority will be given in the work of the parish’s road safety working group to 
issues that include: 

• inhibiting the speed of vehicular traffic
• ensuring that pavements are wide enough and well-maintained
• improving safety at crossing points and junctions.

Rationale for Community Action 4: 
In the village questionnaire of March 2022, 90% of respondents argued that village infrastructure 
should be improved before any new building takes place. The majority of these respondents listed 
roads as the chief concern. Further, the largest number of concerns expressed in the development 
proposals survey carried out in April 2023 were about road safety and traffic management issues. 
Respondents argue for improvements in road safety around the village, for example, by improving 
junctions, imposing speed limits and creating better and safer pathways. 

Community Action 5 – Footpaths and Bridleways 
The Parish Council will take actions to maintain and enhance the network of safe and waymarked 
footpaths, bridleways and cycle routes around Wickhambrook. The Parish Council will also seek to 
work with the County Highways Department and neighbouring Parish Councils to extend this network 
further afield in order to develop safe off-road connections with settlements such as Ousden, Lidgate, 
Cowlinge, Stradishall, Denston, Depden and Hargrave. 

Rationale for Community Action 5: 
In the village questionnaire of March 2022, 62% of respondents indicated that they walk around the 
village and 19% cycle. Many people argued that the pavements and paths around the village are in 
need of maintenance (with many pavements needing to be widened) and that the roads need 
improvements in terms of repairs to potholes; signage; and better and safer crossing points. In all, 
83% of respondents were in favour of the creation and maintenance of better footpaths and quiet 
lanes to make it safer and easier to get around the village and the wider parish on foot and bicycle.
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Appendix C 

Parish Council actions to promote Road Safety in Wickhambrook. 

Activity Year Cost to Parish Council 
Reduction of Speed Limit from 40mph to 30mph at 
Wickham Street – Speed Survey and ongoing requests for 
reduction in limit 

Commenced in 2019 - ongoing Grant aided by Cllr Bobby 
Bennett 

Officer time 
Introduction of 10 Quiet Lanes through the parish 2021 - 2023 £465.00 

Officer Time 
Reducing speed around Wickhambrook Primary Academy 
• Set up Road Safety Working Group
• Poster Engagement campaign with Primary Academy
• Speed Survey

2021 onwards 
2021 - 2022 
2021 – 2022 
2022 – 2023 

Officer Time 
£677.95 
£410.00 

Work to culvert  
Clearing of silt from pond at Coltsfoot Green 

2022 – 2023 £2400 
£1719 

Improvement of Footpath 25 2022 - 2023 £1600 
Grant from Cllr Bennett 

Officer Time 
Liaison to ensure establishment of Pavement at Cemetery 
Road and Bus Shelter 

2022 – 2023 Officer Time 



COMMUNITY
SPEEDWATCH

Community Speedwatch is a national
initiative where proactive members of
local communities join with the support
and supervision of their local police to
record details of speeding vehicles using
approved detection devices.

Registered keepers of vehicles
exceeding the speed limit are contacted
- initially with a letter explaining the
potential risks and consequences of
their dangerous behaviour. Repeat
offenders will receive a visit from the
local police, irrespective of where they
live. Beyond these friendly gestures,
focused enforcement and criminal
prosecution follow based on the collated
evidence.

CSW Online operates nationally on
behalf of the police and communities to organise and join up Speedwatch activity. The
organisation coordinates responses based on the collated data from all groups
involved. Speeding is not just a local phenomenon - and neither is Speedwatch.

Speeding is everyone's concern

Frustrations with apparent lack of interest by the police in dangerous levels of
speeding is widespread and felt everywhere. There is, however, no cynicism involved,
only lack of funding, resources, and a political reluctance to prioritise unintentional
killing over or on par with intentional killing. Although more people are killed in traffic
than in all other crimes combined, we need to keep in mind that road deaths are a
biproduct of a colossal number of miles driven by millions of road users every day.
Murder is a very different story.

That does not excuse - or make the death, destruction, injuries, grief, and devastation
by a traffic collision any more acceptable. Speed kills, end of story. Speeding is
antisocial, and collisions caused by driving too fast for the circumstances are wholly
avoidable. But where do we start? Prevent the automotive industry from selling cars
that can exceed the national maximum speed limit, and accelerate at atrociously
short times? Change the road infrastructure? Throw fines at the 52% of drivers who
admit to speeding? Confiscate and crush their vehicles? We believe that intelligent,
personalise education is the answer to solve the problem for most offenders,
especially if we can mass-organise the recording of driver details.

Meanwhile, people die needlessly in avoidable crashes caused by inattentive or

Community Speedwatch The Scheme https://communityspeedwatch.org/FRONT-v2-The_Scheme.php
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antisocial drivers. In most of the rest of the country, residents feel unsafe using their
local roads, their quality of life is diminished, and half of the UK population is angered
by the fact that not many seem to be bothered, or even worse: they just talk and
write reports with no or little effect or change.

Speedwatch activity is not about interfering with neighbours' behaviour; it is a
proactive solution to improve the safety and quality of life for everyone in their local
community.

Privacy policies
Cookie policy
Site map

 © 2014-2023 communityspeedwatch.org

powered by Adjacent Systems Ltd
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CSW ETHOS

Community Speedwatch Online- Philosophy https://communityspeedwatch.org/FRONT-v2-Philosophy.php
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In 1829, Robert Peel formulated nine
policing principles of law enforcement.
Today, modern policing rests upon his
notion that the police are the public,
and the public are the police.

It is therefore not contradictive to
suggest that cooperation between
civilian volunteers and salaried police
officers comes as a natural consequence
of shared interests based on his ethical
guidelines, especially - as is the case
with Speedwatch, the voluntary work is
entirely focused on early intervention by
means of proactive education before anything else

Police enforcement, on the other hand, should only be focused on areas where it is
needed, when it is needed, if it is necessary, and only when other means of
preventative intervention are exhausted without success. And, enforcement should
ONLY be conducted by police officers, and NEVER in the presence of Speedwatch
volunteers.

Integrity rules

There is no direct enforcement involved with the efforts contributed by Speedwatch
volunteers. They do not substitute low prioritised enforcement issues with 'policing-
on-cheap' solutions. Neither are they "waging war on motorists", nor "retired people
with nothing better to do!". Volunteers are recruited from a wide demographic
representation of concerned citizens who contribute with their time to make local
roads safer for everyone to use. And, by doing just that, they participate selflessly in
a noble effort to save lives by raising awareness of the dangers of speeding.

Checks and balances

Every effort is continuously made to safeguard the interests and safety of ALL road
users. The benefit of doubt is always on the side of drivers/riders. Vigilantism
amongst Speedwatch volunteers is not tolerated; code-of-conduct is maintained as a
highly prioritised, integral part of what is expected of the volunteers' involvement.
The online platform automatically manages both groups, offence records, and the
supervisory/supportive involvement of the police. This human error-free methodology
safeguards the overruling principle that any measurable or suspected inaccuracy is
instantly and continuously reported until addressed.

Speedwatch conducted under the national initiative is synonymous with the highest
possible level of integrity, honesty, noble intentions, and quality of observational data.
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POLICE AND
COMMUNITIES

Speedwatch has been in place for
several years, however, management of
the scheme, collection and processing of
data and identification of risk drivers
who are then targeted for enforcement
has traditionally been paper based,
taken a great deal of police officer and
staff time and effort, and has not always
been effective.

Reduction in police resources to
coordinate Speedwatch volunteers and
antiquated systems led to many
volunteers becoming disillusioned,
officers becoming overwhelmed and schemes disbanding. This led to the possibility of
decreased public confidence amongst active citizens in communities who were willing
to support the police but felt the police were not interested in them. Community
Speedwatch was crying out for modernisation, effective technology, and coordination.

The national organisation works to establish common platform where everyone works
to the same rules, standards, follows the same procedures, and produces outcomes in
identical, compatible formats. The unified national framework collates and shares
offence data from across the UK. However, it does not substitute the vital role of
support and supervision that the individual police forces play in the partnerships with
the groups operating in their local policing area.

Addressing the problem of speeding effectively is a team effort. Speedwatch works
together across boundaries with local and national authorities to reinforce the
message that speeding is a criminal offence, dangerous, antisocial, and unacceptable.
Local policing authorities play a vital role in this partnership. Without it, Community
Speedwatch cannot work

The tool-set used to engage law-abiding citizens make a difference

CSW Online and Community Speedwatch UK provide a gateway to the national
partnership designed to make consistent volunteering efforts worthwhile on a grand
scale. A coordinated, uniform, and joined-up effort will primarily have a much greater
impact on de-normalising speeding, and secondly focus the police efforts on pursuing
the minority of drivers who ignores the educational attempts.

Although automation of Speedwatch activity from roadside-to-letterbox will maximise
the elimination of human errors caused by incorrect observation and misinterpreted
information, it is NOT a service to replace the highly visible community volunteers.

People standing at the roadside are the heart and soul of the scheme. Being seen by

Volunteers at the roadside https://communityspeedwatch.org/FRONT-v2-Police.php
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drivers speeding past the teams at the roadside is the element that sends the
message across that antisocial behaviour and dangerous driving have a severe
negative impact on other people's lives and wellbeing.
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FOREWORD 
 

To measure success of a complex concept is as intricate as the variety of the elements that underpin 
the model. We know that Community Speedwatch is a successful scheme when it is conducted under 
optimal conditions. However, to best describe this success can be more difficult than explaining the 
premise of the scheme itself. For instance, what are the criteria for measuring community involvement 
vs. measuring the impact on lowering average speed in what we consider a well-organised area 
compared to a less so? How can we define the quality of what constitutes success under these 
different circumstances? 

With the datasets available to us, we have had to define benchmarks of success, which we believe are 
equally strong indicators of achievements, trends, and clear-cut results. However, to others these 
might be interpreted differently. It all depends on from which side of the equation you, as the reader, 
wish to interpret the results. 

Because speeding is such a difficult issue to address uniformly (people speed for different reasons, at 
different levels, and at different times and places), we might be able to demonstrate a significant 
reduction of repeat offence observations over time, but is this a genuine expression of behavioural 
change, or is it just an awareness of the potential consequences of being caught by local groups in a 
certain area? Our stats cannot give a definitive answer to all of this, only indicate trends. However, 
some of these trends are very persuasive. 

 

Jan Jung 
CSW Online 

February 2020 
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EXECUTIVE SUMMARY 
 

Interpretation of success depends on what different categories of readers are seeking to find: results 
in bringing the number of speeders down temporarily (and highly likely the average speed as a result 
– according to official WHO/TRL calculations); the engagement of the local communities prepared for 
well-organised, sustained involvement; or a fully functional, integrated and highly efficient 
cooperative scheme working in tandem with the police and the affected communities – all of it, or just 
some combinations in the interim? 

 

Fig. 01 

By looking at the numbers in Fig. 01, you will discover that the efficacy of the two selected police force 
areas (SUSSEX and KENT) is almost identical but the underlying resources and time investments differ 
quite significantly. 

There are benefits to be gained from both approaches in managing Community Speedwatch, the 
vision, intention and motivation will always remain the decisive factors, however. 

Throughout this survey, you will find similarities and differences that indicate almost incompatible 
trends. However, the result over the measured period from 2015 to the end of 2019, show an almost 
identical outcome of the Speedwatch activities despite their sometimes-dissimilar approaches. 
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The role of CSW Online 

CSW Online provides a bespoke web-based platform and application designed to assist the police and 
their proactively engaged communities with every conceivable aspect of managing their involvement. 

The organisation of Speedwatch volunteers on a national scale is vital to extracting the maximum 
benefits of community involvement with addressing the problem of speeding educationally. The 
necessary efficacy to succeed with this aim can only be reached if everyone adheres to the same rules, 
standards, methodology, routines, formats, and outcomes. 

As CSW Online is an organisation striving to become this national focal point for all 43 UK police forces’ 
Speedwatch schemes, it is difficult to for us be perceived as impartial, and hence not biased in favour 
of Speedwatch activities and the achieved results. 

We know and understand how to manage high numbers of schemes, optimise efficiency, and handle 
big data. Our bespoke software is designed and continuously being further developed to refine the 
volunteers’ invested efforts making the biggest impact on reducing the problem of speeding in their 
local areas. 

Also, we are working closely with the world of academia to define, verify and expand the 
methodologies, scope and results stemming from the Speedwatch groups’ ambitions to save lives, 
improve quality of lives, and make their roads safe for everyone to use. 

Therefore, we are not only deeply involved and positively influencing how the concept is evolving: we 
are also innovators working tirelessly to take Speedwatch to new heights of efficacy in areas still to be 
revealed. 
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THE PREMISE 
 

With one exception, we have chosen to compare two almost identical, neighbouring police force areas 
for this statistical exercise.  KENT and SUSSEX cover approximately same area; they have a similar 
demographic makeup; have close to an identical population density and are divided into equal 
numbers of districts, towns, and villages. 

 

Fig. 02 

The number of the two police forces’ groups is practically identical (SUSSEX: 237, and KENT: 234), and 
they are spread geographically across the two areas in an even pattern only dependent on the county’s 
topography. 

 

Fig. 03 
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Kent and Sussex Police are also two forces that have used CSW Online over an extended period, and 
hence can provide the most extensive datasets. However, they use different approaches to how they 
respond and interact with speeding offenders. This duality makes it for interesting comparison and 
interpretation because it poses questions to the efficacy of the two different methodologies used. 

Sussex Police only allow groups to deploy handheld speed detection devices without roadside displays 
resulting in registered vehicle keepers being sent a letter of advice from the first observed offence. 

Kent Police, on the other hand, allow groups to use a combination of handheld devices and roadside 
displays signalling the measured speed to passing drivers. If a display is used, the registered keeper of 
the vehicle will not be sent a first letter. This will only be dispatched upon observation of the second 
offence. The philosophy is that the offending driver has seen their level of offending demonstrated at 
the roadside on the display already, and that counts as the first warning. This initial observation will 
still be listed in the first letter sent after the second offence, however. 

     

Fig. 04                                                                               Fig. 05 

Another obvious difference in the way the two police forces engage with the community groups is the 
delegation of responsibility of response and cooperation.   

Kent Police have a dedicated police officer assisted by two volunteers to manage the schemes locally, 
but any subsequent action following up on e.g. excessive or repeated speeding, is addressed by the 
Special Constables’ roads policing unit. 

In Sussex, where the scheme is managed by a dedicated staff member working closely with the Roads 
Safety Partnership and placed in the Casualty Reduction Department, the interaction with the groups 
is delegated to the local Neighbourhood Policing Teams. To assist with the centralised group 
management, the Police CSW Coordinator is assisted by two volunteers and two PCSOs. 

With these differences in mind, we will look at three areas of Community Speedwatch activity results, 
which show both similar and dissimilar trends and results. These areas are: 

1 Change in driver behaviour as a result of sustained Speedwatch activity 
2 Group development; growth in interest, members, and sessions 
3 Observed offences and resulting letters 

In Section One, the stats will show how sustained Speedwatch activity contributes to a change in 
driver behaviour when applied consistently, resulting in lower average speeds, and thus contributing 
to the lowering of the number of Killed and Seriously Injured (KSI) road users in traffic collisions. 

In Section Two, the growth of groups and their activities are examined and interpreted from the 
perspective of better organisation leads to continuous community volunteer involvement. 
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In Section Three, the focus is on the differences in the way the two police forces interact with the 
observed offending vehicles’ registered keepers. It will also examine how sustained Speedwatch 
deployment influences the scheme's efficacy. 
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Driver behaviour 
– measurable change? 

 
 
  



P a g e  | 8 
 

© 2020 – CSW Online 
 

Average speed of observed offenders during roadside session 

Although it should not be expected that the overall speed of offending vehicles with no prior recorded 
offences logged by Speedwatch, and hence no proof of prior early intervention, would show a 
lowering of the average speed over time; our stats show nevertheless that speeds in this category 
actually tend to fall slightly in areas with sustained Speedwatch activity. 

However, because new groups continuously are adding to the datasets, thereby skewing the trends in 
an upward direction, and more so in Sussex than in Kent, the fluctuations especially in the latter police 
force area influence the average speed with above average figures for an initial period of 12-18 
months.  

Also, the figures in this group of data differ over measured time because Sussex Police started to use 
the system two years earlier than Kent Police.  

 

Fig. 06 

However, there seems to be a slight fall in average speeds of offenders in the Kent numbers (falling 
by 0.83MPH). Kent has seen a slower rate in the uptake of new groups, but their display-at-the-
roadside methodology might also produce instant results in comparison to Sussex, where the 
slowdown only starts to record after a couple of years of sustained Speedwatch activity. 

As an exception to this overall statistical exercise, we have compared the two police forces’ somewhat 
incompatible datasets to a third force area in Hampshire, where data is measured not only of speeding 
vehicles during Speedwatch session but of all vehicles passing the groups while operating at the 
roadside. This dataset is equally obtained from sessions where roadside displays are used. 
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Fig. 07 

The six (1-6) different sites in Hampshire shows a noticeable downward trend towards a reduction in 
overall average speeds. Some first-year tendencies grow initially but immediately start falling from 
year two onwards. At a first glance, it appears that the same tendency to grow in the first year is a 
general tendency like that recorded in Sussex. However, the Sussex data is collated from almost 250 
groups over time, whereas the numbers in fig. 07 originate from one single group operating from a 
selection of different, new sites over the measured period of years. 

Whether the interpretation will lead to a conclusion that the initial increased speeds are as a result of 
defiance by drivers when pointed out to them that they are speeding, or it is a result of awareness of 
the groups’ activities followed by the receival of warning letters, is at this stage difficult to determine. 
Nevertheless, there appears to be early signs of compliance with the idea that speed limits must be 
respected. 

As a measurement of success, we will apply the WHO and Transport Research Laboratory (TRL) 
conclusion throughout this statistical exercise, that every mile per hour reduced in average speed 
results in a reduction of KSI equivalent to five percent (5%). 

Apply this finding to Sites 2 and 3 (orange and blue in the graph) with 3.5 – 4MPH reductions over the 
years, this will equate to almost 17 – 20% reduction in the possibility of a serious or fatal collision in 
this area. So far, we can only hope that it also constitutes a lasting behavioural change in the driving 
pattern extended beyond this area. 

 

Percentage of speeders of observed during roadside session 

In the next measure of influences on speed limit compliance as a result of Speedwatch activity, we will 
look at the seasonal changes in results recorded over a period of two years. Again, we will look at the 
two police force areas separately because of their difference in methodology. 
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Although the annual average in Kent only falls slightly with 0.72% over the two years, the most 
significant result is the difference between the peaks and the lows (11.04% – 6.75%) in January 2018 
and May 2019, respectively. Cynically, one could argue that weather conditions would typically play a 
significant role in when people consider it ‘safe’ to exceed the speed limit, and the 2019 summer 
season certainly is an indicator of this, but January 2018 figure, compared to the same time the 
following year, actually represents the biggest drop of them all.  Although it is an artificial benchmark 
to compare year-start with year-end (in as much as we could have chosen 11 other starting months), 
it is interesting to see how the curves show a falling tendency, overall. Both years start higher than 
they end. 

 

Fig. 08 – Kent: Average:  2018 – 8.81%   2019 – 8.09% 

However, when looking at the equivalent statistics for Sussex, we immediately discover a vastly 
different pattern. With the proximity of the two police force areas and hence similar weather patterns 
across the seasons, we realise that the influencers on the offence patterns must include other factors 
than just those of whether determined driving conditions. 

Firstly, we see that the numbers are lower than the numbers in Kent, but also that the peaks and lows 
(6.63% – 3.59%) fall in different months, and on average are increasing slightly over the two years. 
This would seem to go against the surmise that Speedwatch activity increases the safety of the roads, 
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down. 
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Fig. 09 – Sussex: Average:  2018 – 5.09%   2019 – 5.34% 

It is obvious that our standalone benchmarks need a reference to other factors before we can 
understand the differences demonstrated between the two police force areas. We will establish later 
that the most obvious influencer is the growth in number of new groups adding initial higher average 
speeds during the first year of activity.  This was already demonstrated to some extent in the findings 
from the Hampshire ‘six-sites’ overview (Fig. xx), where half of the new sites included in their 
Speedwatch surveys showed a clear growth in the average speed of offenders during the first year. 
After this inaugural period, the average speed of speeders fell in a very similar pattern measured at 
the other sites. 

 

Behavioural change 

Another obvious reference to measuring success would be the change in observed reoffender’s 
behaviour after receiving letters of advice from the police. 
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that enforcement (or an undisclosed ‘further action’) may follow if continued offending is observed. 
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senior police officer. 

With this in mind, we looked at the number of recorded reoffences in the two police force areas over 
a period of five years to establish if there was any sign of people following the advice and consequently 
changed their driving behaviour. 
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Fig. 10 

Irrespective of which methodology used at the roadside, both police force areas showed a significant 
drop in the number of observed reoffences over five years of sustained Speedwatch activity. 

In Sussex, the number of observed reoffences dropped to less than a quarter (24.5%) of the initially 
amount of observations. In Kent, the same trend produced a reduction close to a third (31.9%) of the 
initial observations over the same period. This discrepancy between the two police force areas might 
be down to the difference in the earlier mentioned methodology. 

However, the numbers are remarkable in themselves in as much that Sussex (6.13%) and Kent (6.87%) 
in both cases show an adherence rate of above 93% of first-time recorded offenders.  It represents a 
significant drop from one in four in Sussex (25.01%) and almost one in five in Kent (21.53%) over just 
five years (2015-2019). If what causes this trend is verifiable, it will indicate that an educational 
approach to correcting driving behaviour is effective. 

Before we examine the premise for the potential claim that Speedwatch has sufficiently 
unpredictability to prevent drivers from deliberately slowing down when and where they know the 
groups typically operate, we will look at the figures of observed multiple reoffenders. 

Whether the same result could be produced by automated, fixed roadside (including average speed) 
cameras issuing on the spot fines is a different discussion. The cost of establishing and maintaining 
these cameras, their position predictability, the effect of punishment, and possibility of lasting 
behaviour versus only a localised lowering of speed, are factors outside the scope of this exercise. 

Irrespective of how successful Speedwatch groups consider themselves in addressing the problem of 
speeding in their local areas, there will always be a few remaining, unreachable offenders who chose 
to ignore the letters and subsequent police visits. They continue to be an element of frustration to the 
community, but equally important, they are a serious threat to other road users’ safety. Whether their 
behaviour is based on deliberate defiance, antisocial or criminal behaviour, or simply incompetence 
caused by age (young or old), lack of understanding of the rules, or they are incapable of prioritising 
road safety over other pressing life issues whilst driving, their persistent offending often gives life to 
the false perception, that Speedwatch does not have the effect, the community would want it to have. 

The statistics speak a different language, however. 
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Sussex and Kent differ from other UK police forces in the manner they share a reciprocal responsibility 
to hand-deliver letters to identified multiple offenders residing in another force areas than where the 
offences are observed/recorded. This is only possible by collating data compiled by CSW Online, and 
consequently it elevates the efficiency of the response in this category of dangerous drivers to a level 
otherwise not possible in areas where such exchange mechanisms are not in use. 

This methodology has had a reduced effect on the number of observed reoffenders similar to that of 
second offence observations. Over the same five-year period, and although not high from the onset, 
the observations fell from 1.02% to 0.05% in Kent, and from 1.17% to 0.03% in Sussex. In Kent, this 
equates to a drop to less than 5% of the original number of observations (or more than 20 times less) 
than at the beginning of the measured period. The same numbers for Sussex are a drop to 2.73% of 
the original number of observations, or almost 37 times less observed reoffenders by the end of 2019. 

 

Fig. 11 

Site reuse frequency 

It would be easy to assume that Speedwatch groups have preferred times and places, when and where 
they deploy the volunteers. By doing so, the predictability would be diminished, and the effect could 
be assumed to have the same character as that of fixed roadside cameras. Drivers would know when 
to slow down while they pass the groups at the roadside. 

Unpredictability is a key element to ensure that the figures shown in the statistics are lasting changes 
in driver behaviour, and not reactions to a known situation to avoid. 

To compile this statistic, we compared the number of available sites from which groups have reported 
observations over the past five years. We then measured the frequency the groups operated from 
each site, and lastly split it into two categories: 1) groups with 2-5 sites available, and 2) groups with 
6 and more sites available. 
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1.17

0.85

0.24

0.16

0.03

1.02

0.93

0.45

0.14
0.05

0.00

0.20

0.40

0.60

0.80

1.00

1.20

1.40

2015 2016 2017 2018 2019

Pe
rc

en
ta

ge

Year

Percentage of reoffenders 
from 4th observations

Sussex Kent



P a g e  | 14 
 

© 2020 – CSW Online 
 

The legend category increments of 10% shown in the chart denote the frequency by which a site is 
used as a vantage point for observations. The induvial wedges show the percentage of all observations 
that this category of sites was used. The lowest measure in the 0-9 segment is 0.1 – not actually zero. 

In Kent, 58 groups have five or less sites available, whereas 54 groups have six or more sites available 
to them.  

 

Fig. 12 

Looking at the chart (Fig. 12), 18% of all sessions were conducted from a site that is only used between 
0-9% of the time. Similarly, 22% of all observations were conducted from a site that is used between 
40-49% of the time, etc. The bigger the wedge is in any of the higher frequency categories, the more 
sessions are conducted from the same site. 

 

Fig. 13 
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When looking at the numbers for groups with 6 and more sites available (Fig. 13), the spread across 
sites – and hence presence unpredictable becomes even more noticeable. 63% of all observations are 
conducted from sites that are only used between 0-9% of the time, whereas sites with a reuse rate of 
between 70-99% simply do not exists. 

 

Fig. 14 

Lastly in this segment, to compare all 112 groups’ use of the 676 sites spread across the 7,806 sessions 
during the five years, Fig. 14 shows that 51% of all these sessions were conducted from sites that are 
only used between 0-9% of the time. In addition, 18% of the sessions are conducted from sites that 
are used between 10-19% of the time. This means that almost 7 out of 10 sessions are conducted from 
sites that are reused less than 20% of the time. In other words, the predictability of the groups 
whereabouts is incredibly low. 

In an identical manner, the collated stats for Sussex are from 89 active groups during a period of five 
years (2015-2019), conducting 13,753 sessions (23,248 hours) between them from 784 sites. Firstly, 
the 40 Sussex groups with between 2 and 5 sites available to them to observe passing vehicles from 
(Fig. 15). 
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Fig. 15 

Next, 49 Sussex groups with 6 and more sites available to them from which they can observe passing 
vehicles (Fig. 16): 

 

Fig. 16 

The more sites available to groups, the better the spread across their use is prevalent. The degree of 
‘favourite’ places to operate from is minimal. 71% of all sessions conducted by groups with six or 
more sites available happens from locations that are used only between 0.1 and 9.9% of the time. 

Lastly, all Sussex groups combined (Fig. 17): 
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Fig. 17 

It is worth noticing that the contribution of the stats for the site reuse frequency segment is 
contributed almost evenly between the two categories of groups. The parity between the number of 
groups in the two police force areas is almost fifty-fifty, which negates the possibility of groups with 
many sites available to skew the results in their favour. This fact matters because groups with more 
sites would naturally operate from more sites than those with less sites available. However, the 
equivalence rectifies any biased outcome. 

 

Times of the day 

The same observations (and assumptions) can be made about the groups’ presence at the roadside 
during the allowed daytime hours. 

 

Fig. 18 
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Unpredictability is not only measured in where the groups pop up but also when they are out 
conducting their roadside sessions. 

Fig. 18 shows that there are clear preferences for roadside sessions to be conducted during the 
morning school run hours and early call-out trade traffic (8am – 10am) followed by a similar pattern 
during the afternoon run (3pm – 4pm). However, early, and late sessions recording commuters are 
equally represented but more infrequently because of the seasonal variations in sunrise and sunset. 
Groups are not allowed to operate outside these times. This does not exclude the midday slots for any 
immediate or particular reason, one should think.  

However, statistics show (Fig 19) that groups that have conducted Speedwatch during the midday 
hours in the past on average recorded considerably less offenders during these few timeslots. It is 
therefore reasonable to conclude that groups are avoiding investing their efforts at times when it has 
less effect on educating speeding drivers. 

 

Fig. 19 

Finally, Fig. 20 shows the spread across the weekdays. There is an almost even representation from 
Tuesday to Saturday across the two police force areas, whereas Sundays and Mondays are less 
frequently used for observation, noticeably less in Kent than in Sussex. Sundays presumably because 
of the lesser traffic during the weekend, but the lack of a higher level of activity on Mondays is not 
explained. 
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Fig. 20 

Summing up  

The deployment patterns of Community Speedwatch in Kent and Sussex show a much higher degree 
of unpredictability than what could be expected. It is thus reasonable to conclude that the achieved 
results in bringing the number of observed speeding offences over time is highly likely caused by a 
consistent change in driving habits rather than knowledge or experience of where and when to avoid 
being observed by a deployed Community Speedwatch team. 
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Section Two 

Group development 
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Number of new Speedwatch groups 

As shown in Fig. 21 below, the two police force areas experienced a substantial interest and uptake of 
groups from the onset. This was caused either by the integration of existing schemes/groups or by a 
build-up of expectations prior to the commencement of the centralised organisation of the 
Speedwatch volunteers (i.e. the introduction of CSW Online). 

The first and second years following this initial boom saw a halving in numbers of new groups being 
created. Obviously, the initial demand had been satisfied, and the organic growth-level settled far 
below the opening demands. Yet, from the third year onwards, the number of new groups climbed 
back to the same level from when the schemes were initial launched. This climb is significant because 
the trend does not show the degree of subsiding due to saturation of interest and availability of 
volunteers that could have been expected as groups began to fill the gaps across the police force areas 
(see: Fig. 3. P. 4) 

 

Fig. 21 

The accumulated numbers shown in Fig. 22 demonstrate this growing trend but there is no automatic 
expectation that it will continue because of the natural saturation of available locations in the police 
forces areas where new groups can potentially be established. 

 

Fig. 22 
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The growth in the public’s interest and initiative to establish groups (and hence get involved with 
volunteering efforts to tackle speeding problems educationally) might very well be a sign of the 
confidence and trust put in the manner the schemes are organised and managed. The more groups 
are observed active in the vicinity of where concerned citizens reside, the more likely the idea of 
involvement spreads to neighbouring yet-to-be established potential group areas. 

But there is often a considerable delay in the conversion from initial interest to active partaking at the 
roadside. Far from all groups begin to produce observation from the get-go. A few even never get off 
the ground. Identification and safety assessment of suitable sites, securing access to equipment, 
training of enough reliable volunteers, etc. are just a few factors keeping well-intended groups from 
becoming active immediately. 

 

Fig. 23 

Fig. 23 shows the considerable gap between registered groups and groups producing records. The 
discrepancy includes both existing groups ceasing to function and new groups waiting to start. The 
overall tendency seems to settle around 1/3 of registered groups producing records in any given year. 

There will always be an expectation that groups develop organically during their lifespan. The 
constellation of members over time dictates to a large extent the sustainability of the groups. 
Founding members move away from the area, are incapacitated, or stop all together for many reasons. 
The social inclusion factor is important to some groups but a hindrance to others. How the sociological 
and psychological influencers determine group sustainability and reliability is outside the scope of this 
exercise, however. This survey is predominantly quantitative in its scope and methodology. 

Nevertheless, the original tendency observed since the inaugural days when the Community 
Speedwatch concept was established in year 2000 with entire police schemes failing to sustain a 
continued lifespan over several consecutive years, obviously has changed in the two police force areas 
managed by CSW Online and used in this survey. The accumulation of groups (Fig. 22 & 23) continues 
to show growth at a steady pace, even with a slight hint of acceleration in Sussex. The figures for Kent 
show a levelling out but this might be caused by other reasons, which we will examine later. 

We believe that the demonstrated latency should be considered a potential rather than uncertainty. 
Many of the groups yet to participate actively are more likely to be preparing to get fully integrated 
with the scheme requirements rather than have fallen by the wayside during the start-up process. 
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Number of new Speedwatch volunteers 

Obviously, we cannot measure the growth of groups without comparing the numbers of volunteers 
signing up to take part in the schemes’ activities. Establishing groups is only half the measure, getting 
likeminded neighbours, friends, and relatives to join, get trained and involved is equally important. 

Fig. 24 shows how the number of new volunteers completing the initial training differs quite 
substantially in the two police force areas. Although the growth in the number of groups (Fig. 21-23) 
is almost identical in the two areas, there seems to be a slowdown in the number of volunteers 
finishing the training and joining the groups in Kent compared to Sussex. The latter continues to grow 
– if not exponentially then at least within the same expected trend following the number of new 
groups being established during the same measured period, whereas in Kent, the number seems to 
stabilise around the minimum number of volunteers needed (4) to make a group operational. 

 

Fig. 24 

This trend can be interpreted both as a lack of growth in attracting new members to existing groups, 
or not attracting enough members to initiate new groups. The first is essential to cover the natural 
degeneration of group memberships, the second is important to activate new groups. 

 

Fig. 25 
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Currently, there is no obvious reason to explain the falling acceleration of new volunteers joining the 
scheme in Kent. It is essential though to emphasise that there is still a net influx of new volunteers but 
that the constant growth has decreased compared to Sussex. This might be to do with the perception 
of the two different methodologies used in the two police force areas, but our statistics have no means 
to conclude or prove this hypothesise. 

Change in number of volunteers completing the online training 

The online training programme was established to facilitate an effective filtering of interest, motives 
and competencies. During the early days when all training was done manually and in classrooms, the 
retention rate proved to be detrimental to the time invested. Too few volunteers ended up taking 
active part in the scheme afterwards. The reasons for this substantial fallout was concluded to be 
caused by: 

- Different expectations (too much hassle, work, and regimented organisation) 
- Given too little authority to aim their initial anger at drivers with 
- Lack of ability to understand the rules and procedures 

The mandatory training programme requires 87% correct answers in a multiple-choice quiz at the end 
of the minimum half-hour online video session. Volunteer applicants who fail initially to pass can 
retake the quiz until they reach the required pass threshold. Neither the police nor the applicable 
group will be notified of the applicant’s existence until the online training module has been completed. 

 

Fig. 26 

The increased interest in joining the Community Speedwatch scheme has equally produced a growth 
in failed attempts to pass the online training programme (see Fig.26). We believe that the cause of the 
falling pass rate is remains the same as the already mentioned reasons creating an exponential drop 
equivalent to the exponential growth in signups. If nothing else, this statistic indicates that the switch 
to the compulsory, initial online training programme was a correct decision. 
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Roadside sessions 

We already shown how recorded observations have had a positive effect on reducing the number of 
observed reoffenders. We have examined and concluded that the majority of where and when 
sessions take place are unpredictable, which indicate that the measurable reduced speeding 
behaviour is not just localised based on knowledge of Speedwatch activity patterns. 

The growth in active groups at the roadside to reinforce our assumption that Speedwatch activity has 
the desired effect on reducing the number of speeding vehicles (and potentially lowering of the 
average speed in the group’s operational area) needs to be substantiated by a similar growth in 
number of sessions.  

Although not linear in growth, Fig. 27 shows how the total number of sessions per year is growing 
(maybe not surprisingly) in a similar fashion to that of the total number of registered new groups, total 
number of active groups, and total number of trained, new volunteers. The natural spread of new 
groups across the police force areas obviously have a positive effect of reinforcing the perception that 
Speedwatch is centrally organised and effective in its integration with the pre-enforcement spectrum. 

 

Fig. 27 
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where Kent continues to show a declining trend, Sussex seems to have reversed this downward 
development, and instead over the past two years show an increase of almost 8% in the average 
number of roadside sessions per group. The earlier referred to hiatus in 2017 may have caused the 
sudden drop in numbers, and a seemingly recovery from this unusual development simply just brings 
the more general downward trend back on a linear declining line. The stats for the year 2020 will 
reveal the true direction of this development. 

 

Fig. 28 
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Roadside observations and reporting 

CSW Online works from the principle that action speaks louder than words. However, we also think 
the facts seldom are compatible with feelings. Many people on both sides of the speeding debate 
often get upset when this issue is discussed. In the concluding section of this brief statistical exercise, 
we will examine what measurable impact Community Speedwatch has on addressing a problem that 
most people find difficult to engage with objectively. 

Based on the previously demonstrated trends between the two police force areas of Sussex and Kent, 
the total number of observations across the measured period are unsurprisingly taking different 
directions.  

Although Kent police are not sending advisory letters from the first observation, all the observed 
offence records are retained and used as basis for the letter sent after a second (reoffending) 
observation. So, Fig. 29 speaks not about the number of letters sent to registered keepers of the 
offending vehicles but about the group’s total number of observations and recordings of offences at 
the roadside per year. 

 
Fig. 29 

It is maybe not as striking as one would think that despite the almost identical number of active groups 
across the two police force areas, combined with the lack of growth in roadside sessions and new 
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between the two schemes. The reasons might be the fact that in Sussex groups conduct almost double 
the average sessions per year compared to groups in Kent (see Fig. 28.), or it might be that the effect 
of their activity and methodology has had a much greater impact on bringing the problem under 
control. To understand the difference, we need to examine the average number of observations per 
session in the two police force areas to put it into perspective. 

Some of the Sussex data used in this comparison exercise goes back more years than available group 
data from Kent. Records of offences were naturally retained in police records prior to Kent Police 
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However, because of CSW Online’s origination in Sussex, and because of closer integration with that 
police force initially, we have accumulated more group records from that area going back further than 
the two years prior to the commencement of the two-force comparison period. 

 

Fig. 30 

Despite the differences in roadside methodology, growth patterns, average number of sessions per 
group, and interim results in records per session (Fig. 30), the outcome of the two police force areas’ 
individual efforts are almost identical at the end of the measured period (2019). There is no data or 
event available to explain the discrepancy in results during the years, but numbers from both police 
force areas speak a clear language in favour of success. The number of recorded offences per session 
in both police force areas is dropping. The average number of recorded offences in Sussex has almost 
halved (26.42 down to 15.04), and the average number is Kent has fallen from its peak at 22.76 to end 
close to the number for Sussex at 16.14 

We cannot explain the rise in average number of offences recorded in Kent during the years from 2015 
to 2017. Their methodology of displaying the speed to passing drivers at the roadside might be a 
reason but with the stats available to us, we cannot tell. 

Average number of accurate observations 

The last measurements of group efficiency vs effectiveness can be found in the number of accurately 
recorded observations per session. 

The accuracy of the combined roadside observation of each offending vehicle is measured against the 
information recorded in the DVLA database. If the combination of VRM, vehicle make and colour 
match those held by the DVLA, the record is passed on for issuing of a letter to the vehicle’s registered 
keeper.  

Fig. 31 shows the correctly observed records (as confirmed by DVLA) in both police force areas 
compared to the average number of their combined total observations (the average sum of the two 
graphs in Fig. 30). 
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Fig. 31 

Obviously, the records per session will show the same downward trend as in Fig. 30 (although slightly 
elevated in the case of Sussex because of the average sum of the two police force area’s numbers), 
but more importantly, the comparison graph of DVLA verified data illustrates a clear narrowing of the 
gap between total number of observed records and accurately observed records. The efficacy of the 
groups’ observations is increasing. In 2015, almost 1/3 of the observed offences were inaccurately 
recorded. At the end of 2019, this gap was narrowed down to less than 10%. 

As an example of the direct influence this increased efficacy has on Sussex Police’s interaction with 
offending vehicle owners/drivers, the number of letters sent to the registered keepers of the observed 
vehicles (Fig. 32) has increased from 70% tin 2015 to 91% in 2019. However, because of the overall 
effect Speedwatch activity has had on the level of offending and driver behaviour (at least in the areas 
where they operate), the number of offences observed in 2015 has fallen to 53% of that level in 2019. 
This equates to approximately a drop of 10% per year the groups are active. 
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On the group activity side of Speedwatch, we can therefore conclude that the sustainability of the 
volunteers’ involvement is paramount to the success of the scheme. It is our experience, that this 
continuous involvement is only possible if groups are uniformly, efficiently, and automatically 
managed throughout the police force areas where they operate. 

Effect on reducing the number of Killed and Seriously Injured (KSI) 

Working from the calculations published by the World Health Organisation (WHO) and the Traffic 
Research Laboratory (TRL) quoting: The influence of speed on accidents has been identified through 
cross-sectional studies (Taylor et al, 2002) as resulting in between 4 and 7% extra accidents per I mph 
above the average speed for the road, with the larger effects on lower quality roads. (Taylor M, Baruya 
B and J Kennedy (2002)) – [the relationship between speed and accidents on rural single carriageway 
roads. TRL Report TRL 511], we should be able to measure more accurately to what extent Speedwatch 
activity helps to bring down the KSI numbers in areas where they operate (and more pervasively if a 
permanent behavioural change can be measured). The report talks about rural single carriageway 
roads, which is exactly the type of highways where Speedwatch groups can operate. 

To measure such an impact, we need a much wider surveillance operation that is beyond the scope of 
this exercise. Not only will it require frequent 24/7 surveillance of traffic flows in areas where 
sustained Speedwatch activity is conducted but measured whilst they are not operational. The 
surveillance needs to be made from the same vantage points with the exact same intervals to 
compensate for seasonal fluctuations. It also needs to be completed across a much wider area to 
compare with places where no Speedwatch activity takes place. 

It is not within the Speedwatch groups’ remit or capacity to make such surveys. A wider research 
project has been attempted by CSW Online together with Institute for Transport Studies (ITS) at Leeds 
University, but our funding application to the Road Safety Trust Fund was not successful. Instead CSW 
Online conducted a much reduced survey based on data collected from mobile Speed Indicator 
Displays (SID), deployed with displays switched off, concealed at identical sites over a sustained period 
of 24 hours during seven days a week (without interfering Speedwatch activity) and 12 months apart. 
The collated data looks as follows and shown in Fig. 33. 

 

Fig. 33 
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The numbers indicate a clear move towards the acceptable average speed bracket of 30-35MPH (the 
tolerated threshold of speed limit + 10% + 2MPH) within which Speedwatch groups do not report 
speeding offences in 30MPH speed zones. With this reduction in average speed levels calculated to 
1.7% over the 12 months and using the relevant WHO/TRL calculation applicable to rural single 
carriageway roads, the Community Speedwatch impact on lowering KSI numbers in the surveyed areas 
equates to 11.9% less killed and seriously injured if applied universally. 

Conclusion 

We believe sustained Speedwatch activity produces the desired results if managed efficiently, on a 
large scale, joined-up nationwide, and using the same rules, standards, methodologies and outcomes. 

If, from the many suppositions, there are any conclusions that can be drawn with some degree of 
confidence, then at least one of them demonstrates with a high level of certainty that Speedwatch 
has a marked effect on bringing down the number of repeat offenders. This result alone can be 
translated into a lowering of the potential KSI numbers in areas where these observed vehicles drive. 

We have also demonstrated that Community Speedwatch when sustained over a longer period makes 
a bigger impact on bringing down the overall number of speeding vehicles. We have equally shown 
that the active groups’ roadside frequency and whereabouts are unpredictable, and from this we 
conclude that a change in driving behaviour is likely to have taken place in order to sustain the 
consistent lowering of observed reoffenders. 

Finally, we believe that there are many more benefits resulting from sustained Community 
Speedwatch, but a more extensive research programme would be needed to widen up the scope to 
understand the full benefits. 

Ultimately, it is our hope that Community Speedwatch will be joined-up nationwide; that all schemes 
will be organised under one banner to secure a uniform adherence to rules, standards, methodologies, 
and outcomes. By sharing high quality data across all borders, we believe that the unified schemes will 
be able to make a bigger impact on bringing down KSI numbers to a much larger degree, especially in  
rural areas, and that the schemes’ potential that currently is underutilised and undervalued, will be 
brought to its full use. 
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