Identifying conflict clusters of cyclists at a roundabout by automated traffic
surveillance
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Abstract Cyclists are more likely to be injured in fatal crashes than motorised vehicles. To gain detailed and precise behav-
ioural data of road users, i.e. trajectories, a measuring campaign was conducted. Therefore, a black-spot for accidents with
cyclists in Berlin, Germany was selected. The traffic has been detected by a fully automated traffic video analysis system
continuously for twelve hours. The video surveillance system is capable of automatically extracting trajectories, classifying
road user types and precise determining and positioning of conflicts and accidents. Additionally, pre-conflict and pre-
accident situations could be analysed to provide further in-depth understanding of accident causation. The evaluation of
the measuring campaign comprised the investigation of traffic parameters, e.g. traffic flow, as well as traffic-safety related
parameters based on Surrogate Safety Measures (SSM). Furthermore, the spatial and temporal distributions of conflicts
involving cyclists were determined. As a result, three possible conflict clusters could be identified, of which one cluster
could be confirmed by detailed video analysis, showing conflicts caused by right turning vehicles.

NOTATION

b max Maximum Braking Deceleration

cac Car to Car Communication

2l Car to Infrastructure Communication
DLR German Aerospace Center

DRAC Deceleration Rate to Avoid Crash
MV Motorised Vehicle

PDM Probability Density Map
SOFM  Self-organising Feature Map
SSM Surrogate Safety Measures
TCT Traffic Conflict Technique
TTC Time to Collision

VRU Vulnerable Road User

INTRODUCTION

The number of cyclists in urban areas of Germany is rising. Rethinking in transport mode selection
leads to a changing modal split as well as new road safety challenges. The number of accidents in-
volving cyclists has been steadily increasing within the last years. In Berlin 7,699 accidents involving
cyclists were reported in 2014 (+10.7% compared to 2013). Thereof 639 cyclists were seriously in-
jured (+1.3% compared to 2013) and 12 cyclists died. The high vulnerability is reflected in a high
crash severity: almost one out of four road fatalities in Berlin was a cyclist and 72.1% of all accidents
involving cyclists resulted in physical injuries. Responsibility for 42.1% of cycling accidents laid at the
driver’s door. 49.1% of cycling accidents have been caused by cyclists. The main causes for accidents
caused by cyclists were (i) use of wrong lane, (ii) insufficient safety distance, (iii) wrong behaviour
when entering the traffic flow and (iv) inadequate speeds. The main causes for accidents involving
cyclists caused by car drivers were wrong behaviour when turning and entering the traffic flow as
well as ignoring the right of way [1].

Accident data bases provide comprehensive information about cycling accidents. However, there is a
lack of knowledge about safety related road user behaviour, particularly interactions between cy-
clists and cyclists as well as between cyclists and other road users at particular places and conditions.
Detailed knowledge in this regard is expected to improve the identification of systematic deficits in
road design, traffic control, road surface markings and other factors. In addition, not much is known



about the parameters that lead road users to behaviour that fosters critical situations. Additional
data on road user behaviour and their interactions can be obtained by automated video analysis
providing trajectories of road users based on spatiotemporal sensors, e.g. cameras, radar systems, or
laser scanners. Road user trajectories enable extended analysis of traffic parameters, road use and
conflicts. An appropriate automated video analysis system is being developed by the German Aero-
space Center (DLR) [2-5]. Research topics in this context are, e.g. investigations of correlations be-
tween accidents, critical situations, traffic parameters (e.g. traffic volume, density), and topological
features of road space.

A measuring campaign at a prominent black spot for cycling accidents in Berlin (Moritzplatz, 25 cy-
cling accidents reported in 2014) was conducted to evaluate the automated video analysis system.
Based on the detected trajectories of individual road users several SSMs quantifying the criticality of
the recorded road user interactions have been determined. Spatiotemporal distributions of clusters
with high conflict potential could be identified by aggregation.

RELATED WORK

The present study builds off the work of similar previous approaches in the fields of conflict tech-
nique and video analysis. In [6] a fully automated video based detection system is described, which
allows the analysis of traffic situations before and after introducing measures to improve traffic safe-
ty. This framework was further developed in [6], where SSMs and their probability density distribu-
tions with regard to different conflict types are automatically determined. Similar video based sys-
tems for automated traffic situation detection and interpretation were proposed in [8-10]. More or
less all of the publications in this area emphasize the great chances of video based detection systems,
but also the challenges and problems arising mainly from the video technique, e.g. occlusions of the
vehicles, weather and illumination conditions.

In [11] safety related indicators of conflict analysis and their suitability for the determination of the
conflict severity and the determination of safety risks in traffic areas are discussed. Existing indicators
are extended and refined. Besides the more common SSMs as Time to Collision (TTC) or Deceleration
Rate to Avoid the Crash (DRAC), the authors consider braking intensities and sudden swerving as
important safety aspects.

In [12] cyclist-vehicle conflicts and accidents are analysed at two different roundabouts in Lund,
Sweden, with regard to different interaction types, e.g. entering motorist and circulating cyclist, mo-
torist and cyclist exiting in parallel, etc. One result of this study was that some of the conflicts
seemed to be correlated to accidents and others were not. They assumed that specific interaction
types lead to different conflicts or accidents, e.g. interactions of circulating vehicle and entering cy-
clists can probably develop to a parallel conflict or accident. The authors state that the results should
be treated with caution, since they are not significantly validated due to only 90 hours of video mate-
rial and a rather high false alarm rate of the automated video analysis system between 20% and 90%,
which was because of systematic and random affections by weather conditions, optical occlusions of
the vehicles.

In [13] two different approaches were developed and tested for the automated detection and classi-
fication of atypical traffic situations. As a result of this study a multi-dimensional probability density
map (PDM) approach was estimated superior to the employment of a self-organizing feature map
(SOFM) for the problem. In case of the PDM approach, the typicality of trajectories was assessed by a
guantification of their deviance from a normal trajectory, where normality was defined by a distribu-
tion obtained from set of reference trajectories. In [14] similar methods were applied to analyse traf-
fic offenses of cyclists at an intersection. In [3] these methods were applied for detecting critical and
atypical situations at an ungated level-crossing.



Generally, when talking about conflicts detected by automated systems as a valid safety indicator,
one must take into account the detection process, which underlies errors. Therefore in [15] the error
rates of such detected conflicts based on the sensors these detections are dependent on. A calcula-
tion scheme for error rates of automated video based detection of critical situations was developed.
It was shown for a stationary road side detector that the false positive rate, which means the rate of
detected critical situation that are actually not critical, is four to five times higher than the true posi-
tive rate (real critical situations). This leads to the conclusion that studies known from literature,
stating there is correlation between conflicts and accidents, should be considered with scepticism as
long as no reliable information on error rates, the sensor systems set-up, etc. are provided.

In [16], road user trajectories were estimated software-aided to analyse the interactions of vulnera-
ble road users (VRU) and motorised vehicles (MV) and to compare the traffic safety of signalised and
non-signalised intersections. Although these results may not apply for conflicts, there exist several
accident-based studies with focus on cyclists. These studies present amongst other things typical
crash scenarios and reasons for them. For instance in study [17] it was observed, that many collisions
of cars and cyclists occurred between right-turning cars or cars crossing from the left and cyclists. As
a reason for the accidents caused by cars, the missing glance over the shoulder was stated. Another
study [18] examined accidents of cyclists with focus on turning vehicles and cyclists travelling straight
ahead. In 90% of all accidents the vehicle driver caused it. Though, accidents were benefitted by cy-
clists, e.g. by driving illegally on sidewalks. Accidents occurred noticeably frequently when vehicles
turn right and the cycle lane is more than 2 m away from the street in combination with an obstacle.

METHODOLOGY
Video based situation detection

The automated video analysis system used for the present study is capable to detect and classify
road users and track them in real world coordinates using adaptive filters (e.g. Extended Kalman or
particle filters) yielding trajectories with a maximal temporal resolution according to the framerate of
the camera [3]. Different software modules realise the detection and the processing of trajectories
(see Figure 1): (i) The image data acquisition (video server) yields image sequences of the surveillance
area; (ii) detection and classification algorithms yield vehicle counts and their modal classification
(e.g. car, bus, or bicycle); (iii) tracking algorithms yield trajectories of road users; finally, (iv) traffic
situations (e.g. normal, atypical or critical) are classified by trajectory level algorithms, eventually (v)
triggering the recording of specific types of situations.
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Figure 1. Process chain for situation detection (from [3]).

Surrogate Safety Measures for conflict analysis

Conflict situations between two interacting road users can be quantified by several SSMs. Indicators
take into account the spatial or temporal distances of different road users, e.g. TTC, distance to colli-
sion, probabilistic indicators (e.g. collision probability), DRAC, or maximum braking deceleration.
Approximately 30 indicators are described in the literature [19-21].
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Figure 2. Schematic representation of conflicting trajectories of two vehicles

Time To Collision (TTC)

The TTC quantifies the remaining time to a potential collision of two interacting vehicles, if they
would not change their speed and direction, see Figure 2: If the speeds v, and v; would remain con-
stant, the vehicles would collide at time t* at location s*. Given the net distance As and the speed
difference Av of the vehicles, then:

As As

TTC =t =—= (1)

Av v —v,

TTC-values of below 1.5 seconds are generally assumed to indicate critical situations [20-22].

Deceleration Rate to Avoid the Crash (DRAC)

The DRAC quantifies the necessary deceleration for the following vehicle to avoid an upcoming colli-
sion given a constant velocity of the leading vehicle. It can be calculated from kinematic considera-
tions according to Figure 2. If As is the net distance between the vehicles and Av the speed differ-
ence, then:
Av? Av

DRAC = == 5s (2)
The larger the DRAC value the smaller is the distance or the larger is the speed difference between
the two vehicles. In the literature information differs how DRAC can be evaluated with regard to crit-

icality. Usually, values above 3.35 m/s? for vehicles are considered as critical [23].

Braking Intensity (b ax)

Atypical braking behaviour, e.g. intensive or frequent braking may indicate critical situations. In con-
trast to the SSMs, which are designed for the detection of conflicts between two road users, b,.x
may also indicate single-vehicle conflicts. Let {a};., a set of all decelerations along a given trajectory
within a specific area of interest, then the maximum braking intensity for each trajectory is:

bmax = max({a}lzn) (3)

RESULTS
Setup for the mobile automated traffic surveillance

The measuring campaign was conducted at an accident blackspot for cyclists, a four-legged rounda-
bout located at the Moritzplatz in Berlin, Germany. The recording was conducted on July 7, 2014
from 6 a.m. to 6 p.m. (12 hours), which included the traffic peaks during the morning and the after-
noon rush hours (Figure 6). The weather was warm with temperatures between 25°C and 30°C, dry,
partly sunny and partly cloudy.



Characteristics of the Moritzplatz

The roundabout has four single-lane legs. Although no
corresponding lane markings were present at the
time of measurement, the width of the roundabout
allows for two vehicles driving side-by-side. Cycle
lanes with an obligation of use did exist and were
separated by corresponding markings.

In 2014, 25 cycling accidents have been reported offi-
cially. The three road sections captured by the video
recording system have traffic volumes between
15,000 and 22,000 motorized vehicles on average per
day (Figure 3). Official numbers of cyclists were not
available.

Figure 3. Traffic volumes (MV) in 1,000
vehicles/day of the three captured road
sections at Moritzplatz [24].
Measuring setup

As shown in Figure 4, the Urban Traffic Research Car (UTRaCar), a mobile laboratory of the DLR, was
installed on the inner part of the roundabout for observation of traffic in northeast direction into and
from the street PrinzenstraBBe. The UTRaCar is equipped with an extendible pole of twelve meters
height and a working station capable of processing video images in real-time to obtain trajectories of
moving objects in captured traffic scenes. The camera used in this survey acquired images with a
resolution of 1,340 x 1,040 pixels at a frequency of 20Hz.

Figure 4. UTRaCar at the Moritzplatz. a Photograph of the setup at the measuring day.



In Figure 5(a) the field of view of the camera is shown. Detected were road users either entering to
PrinzenstraBe in north-east direction or remaining in the roundabout as well as road users entering
the roundabout from PrinzenstrafRe. In Figure 5(b) the ortho-photo of the same part of the rounda-
bout is shown including trajectories of the road users (coloured) and their predictions (grey) within
the next two seconds.

Figure 5. Camera image showing the field of view (a)

The evaluation of the measuring campaign comprises the investigation of traffic parameters, e.g.
traffic volume, mean speed as well as temporal and spatial frequency distributions of critical interac-
tions between bicycles and other road users (using TTC , DRAC, and b,,,4,). Other road users respec-
tively non-cyclists were motorized vehicles (MV).

Cyclist shares

Altogether 20,167 road users were detected within the twelve hours of the survey (3,451 cyclists
and 16,716 non-cyclists). The share of cyclists of all road users varied between 10% and 30%
(17.1% on average) per hour (see Figure 6).

Cyclist volumes

From the 3,451 cyclists in total, 573 cyclists passed the field of view during the morning peak
be-tween 9 a.m. and 10 a.m. and 528 cyclists were counted during the afternoon peak between 5
p.m. and 6 p.m. The minimal hourly volume of 219 cyclists was counted between 8 a.m. and 9 a.m.

Cyclist speeds

For each bicycle trajectory point the instantaneous speeds were determined. The raw positions
were filtered by a Kalman filter [3] to obtain speed and acceleration data and to reduce noise. The
trajec-tories have a temporal resolution of 0.05 s corresponding to the 20 Hz image repetition
rate of the camera. The individual mean speeds of cyclists in free flowing traffic (e.g. between 6
a.m. and 7 a.m.) are shown in Figure 7(a). The diagram in Figure 7(b) shows the mean speeds in
dense traffic (be-tween 2 p.m. and 3 p.m.).
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Figure 6. Number of road users per hour.

The most frequent speeds in free flow were 5.5-6 m/s (18-19.8 km/h), whereas in dense traffic 4.5-5
m/s (16.2-18 km/h). Speed values of less than 0.5 m/s arose from stopping cyclists. Regarding the
whole time of the survey the 95-percentile was below 10 m/s (36 km/h). The extreme speed values
of more than 10 m/s are obviously implausible and were classified as erroneous detections and were
not considered throughout the evaluation. These implausible values suggest current shortcomings of
the video analysis system that need to be solved.
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Figure 7. Cyclist speed distribution in free flow 6 a.m.-7 a.m. (a) and in dense traffic 2 p.m.-3 p.m. (b)

Cyclist conflicts

For the identification of microscopic black spots at the roundabout temporal and spatial conflict clus-
ters were determined. The results are based on the three indicators TTC, DRAC, and b, for which
the thresholds were set to 1 s (TTC), 4.5 m/s? (DRAC) and 10 m/s? (by,ax), respectively.



Altogether 252 conflicts were detected on the basis of TTC and DRAC values. The peak hour for con-
flicts was between 2 p.m. and 3 p.m. Table 1 lists the number of detected conflicts involving cyclists
in dependence on the time of the day. It is remarkable that most of the conflicts were detected be-
tween 2 p.m. and 6 p.m. and particularly conflicts between cyclists and vehicles. There seems to be a
slight correlation to traffic volume of motorized vehicles (see Figure 6 and Table 1), but no correla-
tion to the amount of cyclists, which increases till 6 p.m. Furthermore, it can be seen the small share
of conflicts among cyclists. Obviously, an investigation of the indicated correlation needs to be com-
prised.

Table 1. Number and percentage of cyclist-cyclist and cyclist-MV conflicts based on TTC and DRAC.

Cyclist - cyclist Cyclist - MV con-
Time of day conflicts flicts Sum
08:00 - 09:00 2 5 7
09:00 - 10:00 4 11 15
10:00 - 11:00 0 3 3
11:00 - 12:00 0 10 10
12:00 - 13:00 0 9 9
13:00 - 14:00 2 10 12
14:00 - 15:00 6 64 70
15:00 - 16:00 12 36 48
16:00-17:00 9 28 37
17:00 - 18:00 7 16 23
Percentage 16,6% 83,3% 100%

Cyclist conflicts determined by TTC

In the following TTC based conflicts involving bicyclists are considered and plotted. For each conflict
an according conflict value (e.g. TTC = 0.9s) and a conflict location (i.e. the bicyclist’s position) were
determined corresponding to the first time a conflict was detected. Conflict values are only calculat-
ed for the cyclist involved. If there are interacting cyclists the first one is used. The spatial resolution
of the conflict points is 1 m?, i.e. there is one value for each square meter. Frequent critical TTC spots
are plotted with red dots, whereas less frequent spots are plotted with green dots.

In Figure 8 the detected TTC based conflict spots between 11 a.m. and 12 a.m. (a) and between 3
p.m. and 4 p.m. (b) are compared In Figure 8(b), for the latter time-interval conflicts involving cyclists
occur almost exclusively at the spot where the right turning vehicles cross the path of cyclists remain-
ing inside the roundabout while Figure 8(a) shows three different locations indicating typical con-
flicts. Due to manual evaluation of the corresponding video scenes after measuring conflicts, the
following was concluded:

e Inthe conflict clusters 1 and 2 no actual conflict or surprise potential could be identified,
since cyclists approaching the roundabout and cycling through it have a good view and are
thus able to assess the situation on the road as well as crossing traffic participants early
enough.

e In conflict cluster 3 actual conflict potential could be identified. Right turning vehicles that
leave the roundabout cross the paths of cyclists that remain in the roundabout.



Figure 8. Clusters of critical TTC values between 11 a.m. and 12 a.m. (a) and between 3 p.m. and 4
p.m. (b)

Detected conflicts that could not be confirmed by manual review were assumed to be misdetections
due to imprecise trajectory extraction. This indicates current deficits of the video analysis system
that need to be improved.

Cyclist conflicts determined by DRAC

In Figure 9(a) the histogram of the DRAC-based conflict detection is shown for the whole day. The
histogram has its global maximum at 2.5 m/s? <= DRAC < 3 m/s?. Although braking intensities above 5
m/s* are realistic, the DRAC values above 5 m/s? are seen as numerical artefacts after post-
processing and manual review of the video scenes and are thus neglected. Indeed, in field braking
experiments [25] maximum braking decelerations of about 5 m/s?> were found. Due to the defective-
ness of the DRAC values no threshold for critical values is applied here. Instead, all detected values
are shown.

The intensities and locations of the DRAC based conflicts are presented in Figure 9(b). Again, manual
conflict video evaluation showed that only conflict indications that are located where vehicles turn
right leaving the roundabout and cross the marked cycle lane correspond to real conflicts.

Cyclist conflicts determined by Maximum Brake Intensity b ,qx

The conflict clusters determined by maximum decelerations of each of the cyclist trajectories are
similarly located as the conflicts clusters determined by TTC and DRAC and thus not visualised here.
Again, three clusters with high frequency of cyclist breaking operations were identified. The maximal
deceleration was approximately 5 m/s2.
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Figure 9. Histogram of DRAC values of cyclists detected between 6 a.m. and 6 p.m (a) .

DISCUSSION
Temporal distribution of cyclist conflicts

In Berlin, most cycling accidents in 2014 occurred in the peak hours with highest traffic volume, i.e. in
the morning from 8 a.m. to 10 a.m. and in the afternoon from 3 p.m. to 6 p.m. [1]. With respect to
conflicts in this study the most conflicts were detected also in the afternoon between 3 p.m. and 6
p.m., but in contrast to the temporal distribution of accidents no morning conflict peak could be
identified. Consequently, there is a need of a broader data collection at more intersections and long-
er time periods in order to be able to draw reliable comparisons.

Spatial distribution of cyclist conflicts
Three potential hazard areas for cyclists at Moritzplatz were determined using the spatial distribution

of TTC, DRAC, andb,,,,. The same hazard areas were found for all indicators independently at differ-
ent times (see Figures 8 to 10).

Figure 10. Three indicated conflict areas for cyclists at Moritzplatz.



Conflict clusters 1 and 2

After manual assessment of the results the areas 1 and 2 according to Figure 10 could not be classi-
fied as conflict black spots, but false positive results. One the one hand this can be explained by the
imperfection of the video analysis system, and on the other by the mentioned strongly overestima-
tion of conflicts due to error rates as referred to [4].

Conflict cluster 3

Area 3 in Figure 10 could be identified as a real conflict cluster after manually assessing the video
sequences. In several cases, when the cars turned right they ignored the right of way of the cyclists
remaining in the roundabout. Several cyclists had to stop or to go for evasive actions. One reason for
this behaviour could be explained by the geometry of the roundabout, which is due to the small an-
gle between the vehicles leaving the roundabout and cyclists remaining in the roundabout. Its geom-
etry requires the vehicle driver to do a shoulder check in many cases. Furthermore, in some cases the
cyclists did not signalise their intention to turn to the right, which might have resulted in misunder-
standings of the car drivers, e.g. misinterpretation of cyclists’ speeds and also cyclists’ directions.

CONCLUSIONS & FUTURE PROSPECTS

In this paper the results of a measuring campaign at the black spot Moritzplatz, Berlin, Germany,
were discussed. The survey was intended to verify an automated video analysis system for the auto-
mated identification of potential hazardous locations with particular focus on cyclists. For this pur-
pose, a specifically equipped measuring vehicle UTRaCar of the Institute of Transportation Systems of
the DLR was used. Based on 12 hour image sequences classifications of the road users and their tra-
jectories were obtained. These trajectories were analysed automatically as well as by manual post-
processing and assessment afterwards. Quantifications of hazardous locations could be obtained by
using three different indicators examining interactions and atypical behaviour of bicyclists and other
road users. The following statements can be made:

e The roundabout Moritzplatz is frequented by about 15,000 to 22,000 road users per day.
During the twelve hour measuring campaign 3,451 cyclists and 16,716 non-cyclists were de-
tected. The average speed of cyclists was about 16 km/h.

e Altogether 252 conflict situations involving cyclists were automatically detected. The peak
conflict hour with 70 conflicts was between 2 p.m. and 3 p.m. About 17% of all cycling con-
flicts comprise of conflicts between cyclists, the remaining 83% occur between vehicles and
cyclists. During the data acquisition, no accidents were detected.

e The conflicts were detected and evaluated by using the indicators TTC, DRAC, and b, , of
the Traffic Conflict Technique (TCT).

e Three spatial conflict clusters were found, but currently just one of them turned out to be a
real conflict spot for this roundabout, whereas the remaining two could not be confirmed.
These clusters differed with regard to their conflict potential and conflict severity: The high-
est conflict potential is given at the exit of the roundabout in north-eastern direction to Prin-
zenstralle at the crossing point of the right turning motorised vehicles and cyclists going
straight.

e In order to prove (or disprove) the areas 1, 2 and 3 to be real black spots, particularly after
redesigning the Moritzplatz in 2015, another measuring campaign of longer period needs to
be conducted and accidents and conflicts need to be correlated.



Research issues

The research issues mentioned at the beginning of this study could be answered partially. A high
potential for optimisation of the automated video analysis system, particularly the estimation of mo-
tion and tracking of cyclists was identified, since a high accuracy is a prerequisite for reliable results
of indicators as previously shown by the mentioned SSMs . As a result of the lack of accuracy most of
the detected conflicts could not be classified as real conflicts, because they were identified as false-
positives by manual evaluation afterwards. This could be explained by (i) the current imperfection of
the video analysis system and (ii) by the objectively justified strong overestimation of conflicts due to
the error rates of any sensor system for safety analysis [4]. However, the determined conflict clusters
are plausible and led to insights on cyclist behaviour and safety aspects.

Outlook

In the future it is planned to gather more representative and reliable data. This includes long-term
measurements with different traffic states, illumination and weather conditions at different infra-
structures to get more significant insights into road safety aspects, particularly of cyclists. Further-
more, it is intended to investigate and develop further conflict measures and their appropriate appli-
cation for certain situations. The automated analysis system will be improved regarding automated
categorization of road user types and conflict types. Moreover, it is planned to conduct automatic
clustering and marking of conflict/hazardous clusters as well as to compare these clusters to accident
distributions. A repetition of the survey could give insights in the effectiveness of recently imple-
mented safety measures, since the cycle lane markings at the roundabout Moritzplatz were rede-
signed in August 2015 (one year after the data acquisition of this study).

Following needs of further research can be derived based on this study and related previous ap-
proaches:

e Infrastructure based detection of critical and atypical traffic situations needs to be combined
with driver related information (e.g. extraction of data from Naturalistic Driving Studies) and
environmental information (e.g. road condition generated from Car to Car- (C2C) or Car to In-
frastructure (C2l) communication data) for a better understanding of accident causation.

e Challenges of automated video analysis need to be solved, which are affections by weather
and illumination conditions and mutual occlusions of traffic participants for instance. Also,
those systems have a high false positive rate which has to be corrected by an additional anal-
ysis.

e SSMs need to be adequately extended and/or combined for related traffic and safety situa-
tions. Furthermore, kinematic parameters, e.g. braking intensities and their distributions
should be taken into account for conflict quantification.

e Focus is to be put on research to prevent and to mitigate accidents of VRU as they count for
a high number and high severity of accidents, particularly in urban areas.

e Repetition of the campaign to assess the redesign of the lane markings at Moritzplatz.

REFERENCES

1 Der Polizeiprasident in Berlin, Stab des Polizeiprasidenten, Sachbereich Verkehr: Sonderuntersuchung Radfahrerver-
kehrsunfélle in Berlin 2014, URL: https://www.berlin.de/polizei/_assets/aufgaben/anlagen-
verkehrssicherheit/radfahrer2014.pdf (in German)

2 S Detzer, M Junghans, K Kozempel, H Saul, Analysis of traffic safety for cyclists - an automatic detection of critical traf-
fic situations of cyclists. In: 20th International Conference on Urban Transport and the Environment, pp. 491-503. WIT
Press. 28. - 30. Mai 2014, The Algarve, Portugal. ISBN 978-1-84564-778-0.



10

11

12

13

14

15

16

17

18

19

20

21

22

23

24

25

M Junghans, A Leich, K Kozempel, H Saul, S Knake-Langhorst, Wide-area based traffic situation detection at an ungated
level crossing, submitted for publication at 10th International Conference on Risk Analysis, 25.-27. May 2016, Her-
sonissos, Crete, Greece, 2016.

A Leich, A Kendziorra, H Saul, R Hoffmann, Calculation of Error Rates for the Detection of Critical Situations in Road
Traffic. In Proceedings at TRB Annual meeting, Washington D.C., 2016.

H Saul, K Kozempel, M Haberjahn, A Comparison of Methods for Detecting atypical Trajectories. In: 20th International
Conference on Urban Transport and the Environment, pp. 491-503. WIT Press. 28. - 30. Mai 2014, The Algarve, Portu-
gal. ISBN 978-1-84564-778-0.

K Ismail, T Sayed und N Saunier, Automated Analysis of Pedestrian-Vehicle Conflicts: A Context for Before-and-After
Studies. In Transportation Research Board (TRB): Journal of the Transportation Research Board 2009,
URL: http://dx.doi.org/10.3141/2198-07.

N Saunier, T Sayed, K Ismail, Large Scale Automated Analysis of Vehicle Interactions and Collisions. In Transportation
Research Board (TRB): Journal of the Transportation Research Board 2010, URL: http://dx.doi.org/10.3141/2147-06.

A Laureshyn und H Ardo, Automated Video Analysis as a Tool for Analysing Road User Behaviour. In Proceedings of ITS
World Congress, London, UK, 2006.

A Laureshyn, A Svensson, C. Hydén, Evaluation of traffic safety, based on micro-level behavioural data: Theoretical
framework and first implementation. In Journal Accident Analysis and Prevention, Vol. 42, pp. 1637-1647, 2010.

S Knake-Langhorst, T Frankiewicz, K Gimm, F K&ster, Test Site AIM — Toolbox and Enabler for Applied Research and
Development in Traffic and Mobility. Accepted for publication at Traffic Research Arena (TRA) 2016, Warsaw, 2016.

A Laureshyn, A Svensson, C. Hydén, Evaluation of traffic safety, based on micro-level behavioural data: Theoretical
framework and first implementation. In Journal Accident Analysis and Prevention, Vol. 42, pp. 1637-1647, 2010.

L Sakshaug, A Laureshyn, A Svensson, C Hydén, Cyclists in roundabouts — Different design solutions. In Journal Accident
Analysis and Prevention, Vol. 42, pp. 1338-1351, 2010.

H Saul, K Kozempel, M Haberjahn, A Comparison of Methods for Detecting atypical Trajectories. In: 20th International
Conference on Urban Transport and the Environment, pp. 491-503. WIT Press. 28. - 30. Mai 2014, The Algarve, Portu-
gal. ISBN 978-1-84564-778-0.

S Detzer, M Junghans, K Kozempel, H Saul, Analysis of traffic safety for cyclists - an automatic detection of critical traf-
fic situations of cyclists. In: 20th International Conference on Urban Transport and the Environment, pp. 491-503. WIT
Press. 28. - 30. Mai 2014, The Algarve, Portugal. ISBN 978-1-84564-778-0.

A Leich, A Kendziorra, H Saul, R Hoffmann, Calculation of Error Rates for the Detection of Critical Situations in Road
Traffic. In Proceedings at TRB Annual meeting, Washington D.C., 2016.

S Daniels, T De Ceunynck, M De Smet, A Laureshyn: VRU safety at signalized versus unsignalized crossings: an empirical
analysis of crossing behaviour and conflict indicators, International Co-operation on Theories and Concepts in Traffic
Safety workshop, 29th-30th October 2015, Ashdod, Israel.

Unfallforschung der Versicherer GDV, Fahrradunfallstudie Miinster, 2010, Berlin.

Unfallforschung der Versicherer GDV, Fahrradunfallstudie, Unfalle zwischen abbiegenden Kfz und Radfahrern, 2013,
Berlin.

K Gimm, Analyse von Trajektoriendaten aus der Forschungskreuzung zur Ableitung der Kritikalitdt von Ereignissen.
Master thesis, German Aerospace Center, 2014.

C Hydén, The development of a method for traffic safety evaluation: the Swedish traffic conflict technique, Doctoral
thesis, Lund University, Department of Traffic Planning and Engineering, 1987.

O Thom, Untersuchung der Eignung von Surrogate Safety Measures (SSM) zur Beschreibung von Unfall- und kritischen
Situationen. Master thesis, Dresden University of Technology, 2014.

M Green, How Long Does It Take to Stop? Methodological Analysis of Driver Perception-Brake Times. Transportation
Human Factors, Vol. 2, No. 3, 2000, pp. 195-216.

J Q Souza, M W Sasaki, F J C Cunto, Comparing Simulated Road Safety Performance to Observed Crash Frequency at
Signalized Intersections. In 3" International Conference on Road Safety and Simulation, September 14-16, 2011, Indi-
anapolis, USA.

Verkehrslenkung Berlin (VLB), Verkehrsmengenkarte 2014, 2014, Berlin, URL:
http://www.stadtentwicklung.berlin.de/verkehr/lenkung/vlb/download/verkehrsmengen_2014.pdf

R F Beck, Mountain Bicycle Acceleration and Braking Factors, Proceedings of the Canadian Multidisciplinary Road Safe-
ty Conference XIV, June 27-30, 2004, Ottawa, Ontario.



