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SINOPSIS (AFR.)

Die beskikbare databasis vir ongelukke, pad
geometrie (foto-loguitvioei), en
verkeerstellings is saamgestel en
ongelukskoerse is vasgestel vir twee laan,
vier laan en ses laan pad kategorieé ascok
vir 22 geometriese element kategorieg. °'n
Analise van die padkilometer afstand per
ongeluk is ook onderneem. Vir sekere
padgedeeltes was ongelukke oor-
verteenwoordig op die volle en half
kilometer afstandpunte en vir ander dele
was brugpunte oor-verteenwoordig. Die
berekende ongelukskoerse vir geometriese
elemente geplot teenoor die
verkeersvolumes het swak korrelasie
koéffisi€nte vir reglynige verlope gegee.
Aanbevelings word gemaak vir meer

|| akkurate ongeluk afstands verslaggewing.

SYNOPSIS (ENG.)

The available data bases for accidents, road
geometry (photolog output) and traffic
counts were combined and the accident
rates determined for two lane, four lane
and six lane road categories as well as for
22 geometric element categories. An
analysis of the road kilometre distances
reported for accidents was also undertaken.

For some sections of road, the recording of

accidents was over represented at the whole
and half kilometre distance points and for
other sections bridge points were over
represented. The accident rates calculated
for geometric elements plotted against
traffic volumes gave poor correlation co-
efficients for linear trends.
Recommendations are made for more
accurate accident distance reporting.
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1.

INTRODUCTION

Road accidents form part of the quality evaluation sub system in the larger road planning,
design, construction and operation system applicable to road networks. In all such man-
machine systems, accidents occur. The mature stage of such systems is reached when cost
effective design changes are achieved which take into account not only the causes of road
accidents but also the vehicle movements which frequently result from human error (see
Figure 1). Seat belts, airbags and vehicle bodies which absorb energy on impact are
examples already incorporated in the design of vehicles. Similarly safe road designs for flat
side slopes in cuttings, embankments and drainage ditches parallel to the road and relatively
safe guard rail and concrete barrier designs have been developed. In South Africa an
immature design stage however still prevails, in that the latter designs are not selectively
utilised in a cost effective manner despite the large number of accidents which occur, due to
the road accident rate being among the highest in the world.

A fundamental reason for this situation has been the lack of an accurate accident data base. -

Two Provinces now have accident data bases and are already past the stages of initial
refinement and unfriendly access to users.

The purpose of this research project is to determine the unique South African road accident
rates per million vehicle kilometres for different road geometric elements and traffic volumes
on two-way, single carriageway paved rural roads and dual carriageway freeways from
readily available data sources.

The research is aimed at identifying the types of road geometry which are associated with
higher accident rates, to enable attention to be focused on methods of designing a more
"forgiving” road environment at these particular geometric elements, so that the number and
severity of accidents can be reduced.

The geometric elements selected in this project for the research of accident rates related to
traffic volume were horizontal curves, vertical curves, grades, intersections and structures.
Accident rates for these elements were determined for individual elements as well as various
combinations of these elements.

This project excluded an investigation of the relationship between accident rates and road
cross-section, that is, lane width and shoulder width, as this was covered in detail in a
previous research project.




System °n

' Car | Gocdy 7

Desig®

TRANSPORTATION |

SYSTEM

Measura

) parformance J

-
Q
i
[
o
a
©
c
o
(=8
iy

-]
E
a
-
L]
kN
v

ROAD ACCIDENTS AS A MEASURE OF
PERFORMANCE IN THE TRANSPORTATION SYSTEM

FIG I.1

© e

@




S

2.2

PREVIOUS RESEARCH
International research

Road safety research has historically been dominated by the United States which has the
largest road network and vehicle fleet in the world. The findings from research carried out
before the year 1950 were incorporated into the Geometric Design Manuals produced by the
American Association of State Highway Officials. Since the advent around 1970 of large
scale computerised road geometry and accident data bases, and the total number of deaths on
United States roads exceeding 50 000 per year, wide spread accident research was undertaken
in the USA which has provided road designers with a host of safety designs. Clear roadsides,
break away sign bases and crash cushions are but a few examples. In 1983 a literature
review of road safety designs available, referred to 36 studies (1).

A particularly relevant study in the USA examined the accident rates related to design
elements of rural highways (2). The States who first developed accident data bases,
California, Ohic and Florida were used for a mammoth analysis. A comparison with the
South African data is made in Chapter 6 of this report.

The South African vehicle fleet is much different from the United States where comparatively
large passenger cars are driven with very low person occupancies. Driver training and
experience is also of a much higher standard in the USA and traffic volumes are generally
higher. These factors combined, result in the United States fatal accident rate being 3 to 4
times lower than the South African rate.

South African research

There are only three known studies on accident rates in South Africa. The first involved the
development of a model of the relationship between geometric standards and accidents on
rural roads in South Africa (3), for use in the RODES (4) suite of computer programs,
developed by the former National Institute for Transport and Road Research (NITTR) at the
CSIR, for the economic analysis of alternative road proposals. The model was based on
overseas research and utilised the concept of base accident rates for different road types and
adjustment factors for road standards such as lane width, shoulder width, shoulder surface,
horizontal curvature and steep negative gradients. Overseas accident rates had to be used
because of the lack of an adequate and accurate data base of accident records on South
African rural roads, particularly with regard to the specific road location of each accident site.




In 1986, the Cape Provincial Roads Department undertook a study of the accident rates on
selected rural road types in the province, utilising the computerised accident report data base
which they had developed (5). This study determined accident rates for different categories
of roads, such as dual carriageways, two-lane single carriageways with and without paved
shoulders, mountain passes and gravel roads.

A subsequent study, carried out in 1988 (6), using the Cape Roads Department’s accident data
base for the years 1984, 1985 and 1986, focused on two-lane, two-way trunk roads and
determined accident rates in relation to the following geometric variables : lane width,
shoulder width, shoulder surface, hilliness, bendiness and average daily traffic. The average
length of the 175 road sections analysed in the study was 40,7 km. Hilliness was measured
by the sum of the vertical rise plus fall in metres per kilometre over the section length and
bendiness was measured by the sum of the horizontal deflections in degrees/km. The main
findings of the study were summarised as follows:

(@) The bendiness of a road section is the single most important geometric variable for
describing the variability in the accident rate.

) As the lane width increases, the accident rate decreases.
(c) The shoulder width alone does not have a significant effect on the accident rate.
@ For roads with wide lanes, the accident rate is lower for those sections with an ADT

of more than 1 000 than those with ADT of less than 1 000.

(e) Roads with wide paved shoulders may have a higher accident rate than roads with
gravel shoulders.

The study considered it a major shortcoming, that there were such a limited number of road
sections in the sample with specific combinations of geometric features. Although this could
have been overcome with further subdivision of selected section lengths, this was not done
because of uncertainty at the time about the accuracy of the exact location of reported
accidents.
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Concerning the accuracy of accident data for this research project discussions were held with
officials from the Cape and Natal Roads Departments responsible for their computerised -
accident records. It appears that particular attention has been given, since about 1986, to
checking the accuracy of the location of each reported accident. If uncertainty exists about
the accuracy of a reported accident location, it is excluded from the computerised accident

data bases of the Cape and Natal Roads Departments until the local traffic police have
confirmed the location with sufficient accuracy.

Studies on single vehicle accidents have been undertaken by the CSIR (7) but the emphasis
has been on driver behaviour more than road geometry.

The analysis of the occurrence of South African road accidents with respect to road geometry
is a vital gap missing in the South African road research system. This research project serves
as an initial attempt in that direction.
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DATA COLLECTION

In order to attain this research project’s objective of determining accident rates for specific
types of road geometric elements in relation to traffic volumes, three data bases were
required, namely:

() Accident records related to specific road locations.
(ii) Geometric details of the specific road locations along which accidents occurred.
(iif)  Traffic volumes on the sections of road where the accidents occurred.

Accident Data

Only the Cape and Natal Roads Departments keep computerised records of the specific
locations of reported accidents on all national and provincial roads in their respective
provinces. The location of each accident, as reported on the standard South African Police
accident report form, is checked by officers of the Provincial Traffic Inspectorate and
estimated to the nearest 10 metres, from the 200 metre route distance markers on the
roadside.  All the details of each recorded accident are then entered on the Roads
Departments computers and processed for extraction in various report formats.

For the purpose of this research project, processed computer reports giving the number of
accidents recorded on each 10 km section of rural road in the Cape during the 4 year period
1986-1989 and Natal during the 3 year period 1986 to 1988 were used for identifying the
roads on which most accidents were occurring. It was decided not to use accident records
before 1986 for this research project because of uncertainty as to the accuracy of the reported

accident locations, prior to this time and also that oider records are down loaded from the

computer to archive record systems.

The number of accidents recorded per kilometre for each of the 50 roads in the Cape and
Natal were then obtained and the specific start and end of fifty 10km sections of these roads
where unusually high numbers of accidents occurred were identified,

This gave a total length of I 000 km of rural main roads with the highest accident occurrence,
which served as the initial accident data base for the research project. An example of 20
individual 10 km road lengths of road with the accidents/km per annum listed in descending
order are listed in Table 3.1.




TABLE 3.1: MAIN ROAD SECTIONS IN THE CAPE AND NATAL WITH THE
HIGHEST AVERAGE ACCIDENTS/KM PER ANNUM (1986-1989)

CAPE NATAL
Road Sctn (km) Acc/km/pa Road Sctn (k) Acc/km/pa
N1/1 0-10 22,28 P2/2 0-10 18,13
N2/1 10-17 20,46 P82 0-12 12,33
N2/1 . 0-10 18,26 P1/1 11-21 11,42
N1/1 10-20 9,74 P395 3140 10,83
N2/1 38-42 7,45 N3/1 8-18 10,40
N2/1 28-38 5,95 N2/25 21-29 9,59
TR1/1 22-24 542 | N33 0-10 9,40
TR2/10 0-10 4,60 N225 | 1120 9,33
TR11/1 0-10 4,55 N3/4 0-10 8,77
TR2/10 10-20 4,40 P1/1 0-10 8,70
TR9/2 0-10 4,05 P3N 0-10 8,33
TR81/1 10-20 4,00 P2/2 3140 7,97
TR2/10 30-40 3,75 N2/25 0-10 1,77
N2/1 17-27 3,65 | P12 0-10 7,77
TR15/1 0-10 2,75 N3/2 0-10 7,50
TR2/11 20-30 2,57 P2/1 0-10 7,40
|| TR2/11 10-20 2,45 P2/2 ' 11-20 7,37
TR45/4 69-70 2,44 | N3/3 11-20 7,37
TR1/1 12-22 2,32 P4/1 0-10 6,53
TR2/11 0-10 2,02 | P13 0-10 6,40

The accident records available in Natal were subdivided into single vehicle, casualty, (fatal
or serious), intersection, dark or wet road accidents. For the Cape, the full range of

categories from the SAP accident form was available.
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3.2

Geometric Data

(a)

By road route number and section

Geometric data on the sections of rural main roads identified for the initial accident
data base (described above) were available from the following sources:

- As built drawings or microfilms kept by the Provincial Roads Department
- Photologger data on most of the trunk/main roads, kept by the CSIR

- Road logs of intersections, structures and services crossings on trunk/main
roads kept by the Provincial Roads Departments

The photologger data and road logs were the most readily available sources of
geometric data as they were computerised and could be printed out for any specified
road section. The photologger output consisted of plotted horizontal geometry and
vertical profile with a listing of horizontal and vertical curve data, including
beginning and end points of each curve, radius of horizontal curve and percentage
grade including vertical curves.

Unfortunately, not all the road sections identified for the initial accident data base
have been photologged by the CSIR. In fact, only about 65 percent of the 1 000 km
of trunk/main roads with the highest accident records (in the Cape and Natal) have
been photologged. An attempt was made to obtain the geometric data for the high
accident roads not photologged, by inspecting the as-built drawings at the Provincial
Roads Departments. This proved to be a very tedious and time consuming process,
complicated by the fact that the drawings for the older roads were in imperial units.
It was therefore decided to limit the research data base for this project to the lengths
of roads for which photologger data were available. In total 629 km of photologged
road data was available, of which 354 km were in the Cape and 254 km in Natal.
The descriptions of these roads are listed in Tables 3.2 and 3.3.




DATA WERE AVAILABLE

TABLE 3.2: LENGTHS OF CAPE ROADS FROM THE INTTIAL
ACCIDENT DATA BASE FOR WHICH PHOTOLOGGED GEOMETRIC

ﬂ Route/Section Description km
| 1 N 1/1 Cape Town - Paarl 47
2 | N2 Cape Town - Somerset West 42

3 TR /1 | George - Holgaten 15
4 TR 2/10 George - Knysna 60

5 TR 2/11 Knysna - Plettenberg Bay 30
6 TR 2/15 Port Elizabeth - Grahamstown 30
7 TR 9/2 Paarl - Worcester 40

8 TR 9/7 Three Si.sters - Richmond 30
9 |TR1N Cape Town - Malmesbury 30
10 TR 45/4 Keiskamma - East London 30
TOTAL CAPE 354
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TABLE 3.3: LENGTHS OF NATAL ROADS FROM THE INFTTAL
ACCIDENT DATA BASE FOR mcn"_mo'romac;m
GEOMETRIC DATA WERE AVAILABLE

Route/Section | Description km

11 N 2724 Umkomaas River - Winkelspruit 10
12 N 2/25 Isipingo - Umhlanga 30
13 N 2/26 Umhlanga - Tongaat River 10
14 N 3/1 Westville - Emberton 20
15 N 372 | Shongweni - Inchanga 30
16 | N33 Ashburton - Hilton 27
17 N 3/4 | Hilton - Estcourt 30
18 P 1/10 Colenso - Ladysmith i0
19 P 1/12 Mkunzi - Newcastle 11
20 P 1/13 Newcastle - Volksrust | 8
21 P2/2 | Verulam - New Guelderland | 36
22 P 4/1 | Port Shepstone - Izingdlweni 10
23 P 31. | Ladysfnith -.Van Reenen 30
24 P 395 Ramsgate - Shelley Beach 13
TOTAL NATAL 275
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By geomefric element

Previous research in the United States has indicated that even with their mature
accident reporting and data base systems they were not able to identify accident rates
for specific geometric elements but rather in more general group categories (2). In
the case of gradients for example, no significant difference in accident rates had been
identified for the +3% to -3% range, whereas over 6% grades showed increased
accident rates. Using this experience the following seven broad geometric element
categories were established for this research project:

(1) Straight alignment with different grade categories.
2) Straight alignment with crest vertical curves.

3) Gentle curved alignment (radius 1000 to 500m) and different grade
categories.

C))] Sharp curved alignment (radius less than 500m) and different grade
categories.

(5) Intersections or on-off freeway ramps on straight with different grade
categories.

(6) Intersections or on-off freeway ramps on curved alignments with different
grade categories.

N Bridge structures (road, rail, river) or interchange structures occurring in the
section in combination with straight, horizontal and vertical curves.

Altogether a total of 22 sub-geometric elements comprising combinations of the above
categories were used in this research project.

The lengths of road for which photologger data (horizontal and vertical geometry) and
road log data (intersection and structure locations) were available, were subdivided
into one of 22 types of geometric elements, covering most of the possible
combinations of road geometry, intersections and structures for single and dual
carriageway roads. A typical example of a photolog page sub-divided into elements
is shown in Figure 3.1. Typical examples of the photolog horizontal and vertical
geometry are shown in Figures 3.2 and 3.3. The number of road sections falling into
each of the 22 geometric element types for single and dual carriageways, is shown
in Table 3.4. The average section length for the geometric elements was 0,66 km
and the range in element lengths was from 0,18 km to 7,84 km.
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FIG 3.1

TYPICAL PAGE OF THE PHOTOLOG INTEGER
OUTPUT ANALYSED INTO GEOMETRIC ELEMENTS
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FIG 3.2

TYPICAL HORIZONTAL GEOMETRY

GRAPHICAL OUTPUT
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Traffic Data

Annual average daily traffic (AADT) volumes were required for each of the data base road
sections being analysed in order to calculate the accident rate per million vehicle km for each
geometric element type.

All available traffic counts were obtained on the main roads for which accident records and
geometric data had been collected. On some provincial roads, traffic is counted on an annual
basis, while other roads are counted less frequently. On road sections where no counts were
taken for the period for which accident records were obtained (1986-1989), a traffic growth
rate from the nearest annual count station was applied to the most recent count to estimate the
total traffic using the road section during the 3 or 4 year accident record period.
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TABLE 3.4: TOTAL NUMBER OF ROAD SECTIONS FOR EACH GEOMETRIC ELEMENT TYPE IN THE INITIAL
: : RESEARCH DATA BASE :

NUMBER OF SECTIONS

GEOMETRIC ELEMENT SINGLE DUAL CARRIAGEWAY

CARRIAGEWAY FREEWAY

STRAIGHT WITH GRADES

1. Gradeg less than 3% 143 43

2. Grades batween 3% and 6% 101 59

3. Grades grester than 6% 25 10

STRAIGHT WITH CREST VERTICAL CURVES .

4. K-value 120-80 10 g

S. K-velua 80-40 18 10

6. K-value less than 40 1 0

HORIZONTAL CURVE RADIUS BETWEEN 1000-500m

WITH GRADES

7. Grades less than 3% 38 14

8. Grades greater than 3% 34 21

9. Crast vertical curves 0 6

HORIZONTAL CURVE RADIUS LESS THAN 500m WITH

10. Grades less than 3% 20 7

11. Grades more than 3% 38 22

12. Crest vertical curves 5 5

SUCCESSIVE CRESTS AND DIPS {(ROLLING)

13. Straight and R> 1000

14. Horizontal curve R1000-500

15. Harizontsl curve R <500

INTERSECTIONS OR FREEWAY RAMPS ON STRAIGHT

WITH 46 33

16. Grades less than 3% 40 15

17. Grades more than 3% S 2

18. Crest venica!.cuwas

INTERSECTIONS OR FREEWAY RAMPS ON CURVE WITH

RADIUS LESS THAN 1000m

19. Gradas less than 3% 15 7

20. Grades greatar than 3% 22 7

21. Crast vertical curve 6 1

STRUCTURES IN COMBINATION WITH Interchangas

ROADS INTERCHANGES

22. Straight 42 27 29 18

23. Horizontal curve 43 & 16 7

24, Vertical curve 44 S 7 4

25. Intersaction 7 5 4

TOTAL 623 300
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DATA PROCESSING
Photolog data

Before matching photolog geometric data with accidents the relevance especially of the old
photolog data was examined.

In the Cape the following roads have been reconstructed, mostly on new alignment since the
photologging was undertaken:

George - Knysna

Port Elizabeth - Grahamstown

Cape Town - Malmesburg (portion only)
Keiskamma - East London

Except for the Refinery interchange section of the Cape Town Malmesbury road these lengths
of road had to be abandoned from the data base, as no current photolog data was available.

In Natal three portions of three sections of road were reconstructed as follows:

Umkoraas - Umgababa
Westville - Mariannhill Toll Road
Key Ridge - Mariannhill Toll Road

The Umkomaas - Umgababa section (5,2 km) was excluded from the data base but a new
chainage datum had to be ‘determined to match the accident data base,

When the new Marianhill Toll Road was constructed the original N3 route past Pinetown and
Fields Hill was changed to route R613 and accident records were collected on the Provincial
road number P1-1. At the Key Ridge connection between the old and new N3 routes a
similar situation occurred. The old N3 photolog data was used with the accident records of
the P1-1 however a new chainage datum had to be determined.
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Exclusion of urban sections

Traffic signals, frequent access points and on-street parking, which all occur in most urban
areas cause a major portion of urban road accidents which will distort the accidents which
result from road geometry. Checking each section of road resulted in excluding the following
urban sections or portions of sections of roads:

Mkunzi - Newcastle - 52 to 55 km
Newcastle - Volksrust - 0to5 km

Verulam - New Gueldertand - 9to 15 km

Port Shepstone - Izingolweni - 0to 4 km

Ladysmith - Keeversfontein - 0to 4 km

Ramsgate - Shelley Beach - entire section (28km)

Road categories

Single carriageway two lane two-way rural roads without access control represents the largest
distance category of rural roads and should therefore be a major road category.

Four lane divided rural roads without access control occur relatively frequently in the

Transvaal where greater rural traffic volumes occur. Only one section was represented in the

initial research data base. TR11/1 Wingfield to Malmesbury is now of this category from 6,1
to 19 km. One section was considered inadequate for analysis and consequently these sections
of road were omitted from the final research data base.

Four lane undivided rural roads with full access control have only recently been constructed
and will require at least three years of accident records. No such roads were included in the
initial research data base.

Four and six lane freeways were adequately represented in the sample and analysed as
separate categories.

I EEENK.
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Methodology for the evaluation of road kilometre distance accuracy of accident records

Reasonable accuracy of recording the distance along a road section where an'_h accident
occurred is most important for this project. In the first generation of computerised accident
records this was known to be a problem, since then however, a quality check procedure was
developed by the Provinces which is described in Section 2.2 of this report. It was decided
however to rather quantify the distribution of accidents for each section of road considered
to establish if there were any over concentration of accidents at whole or half kilometre road
distances. For analysis purposes a table was prepared with the first column representing the
increasing whole kilometre road distances actually displayed along the road. The successive
columns reflect the increasing road distances in tenth of kilometre divisions. The number of
accidents occurring during the three or four year period, recorded for each one tenth
kilometre distance was entered in the appropriate block. The total number and percentage
of accidents occurring for each tenth kilometre distance is set out along the bottom rows.
One of the most uniform distribution of accidents was obtained for the Hilton - Tweedie
section of the N3 in Natal. The results are set out in Table 4.1, In the above case a
minimum of 6% of all accidents was recorded at the 0,80 to 0,89km category and 15% for
the 0,20 to 0,29km category. |

In Appendix A, the distribution of accidents recorded according to the tenth of kilometre
distance as obtained from the provincial accident data bases is included for all the road
sections. A summary of the bottom line for the sections used in the data base is set out in
Table 4.2.  Another factor identified in the sections of road was the tendency to record
accidents relative to the nearest bridge structure. The percentage of all accidents reported at

bridge kilometre distances is shown in Table 4.2 as well as the accident categories for Natal
data, )
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Kilometre distance location analysis

From the Umnini section, 49% and 17% of all accidents were recorded on a whole
of half kilometre distance post respectively. Nineteen percent of all accidents were
recorded at bridge locations. As curve or gradient geometry changes do not
predominate at these fixed locations it has been presumed that the exact distance
location of most of the accidents over this section are not known. In attempting to
identify the location of an accident not visited by a police officer it appears that
recourse is first made to the nearest whole kilometre, bridge or nearest half kilometre
distance. This unfortunately results in over concentration of accidents at locations
irrespective of the geometry as reflected in this section.

The problem of over representation at whole number kilometre distance points also
occurs on the Inchanga section (20%), du Toits Kloof section (46%), Knysna (81 %),
Outeniqua (51%) and Koeberg section (19%).

- On road sections where accidents were recorded predominantly on whole kilometre

distances, the road geometry element category was revised to reflect the most
common element occurring 250 m on either side of the whole kilometre distance.

On the N2/1 Cape Town to Somerset West section many changes to the starting
kilometre point have been made. On the accident output obtained for this section,
80% of all the accidents were recorded at five distance locations. This section was
therefore omitted entirely from the final data base.

Bridge location analysis

On sections of freeway with many bridges (road, river or rail) or interchange bridges
it appears that accidents are recorded predominantly relative to bridge distance
location rather than the exact kilometre distance. On the Durban outer ring road
(N2/26) and the N3 from the N2 to Paradise Valley 77% and 67% of all accidents
were recorded at bridge distances (see Table 4.2). Again if the exact distance of an
accident is not known, the nearest bridge appears to be identified and recorded as the
location.

The predominance of accidents recorded at bridges could not be compensated on the
adjacent geometric element as bridges are irregularly and infrequently positioned
along a iength of road.
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Length of geometric elements

The lengths of the geometric elements identified according to the categories A to H shown
in Table 3.4 varied considerably. For straights between curves the length varies from 200
to 3 000 m. Some curves were 200 m long and others 800 m long, Lengths of crest vertical
curves also varied considerably as did distances between interchange on-off ramp nose points.

In order to render comparisons of different geometric sections more valid it was decided to
keep the length of all geometric sections as near equal as possible. Similar research in the
United States used 0,3 miles as the basic element length which is equivalent to 0,49
kilometres. A length of 500 m was adopted for the final research data base.

The application of this principle resuited in long lengths of straights being sub-divided into
500 m lengths. Where there was a predominance of whole km accident recording, the
sections were divided at the 0,25 and 0,75 km points. Lengths of straights less than 250 m
were included in the adjacent curve if the curve was long enough. Conversely short lengths
of curve (less than 200 m) were included in the straight section.

Interchange on-off ramp sections were recorded as 100 m from the nose point towa;ds the
interchange bridge and 400 m from the nose point away from the bridge direction (see
Figure 4.1).

The distance between the two nearest ramp nose points was used for the length of interchange
bridge sections. On freeways with high design standards this distance was more than 800 m,

those with lower standards were as short as 200 m.

Accident categories

While the goal of this project is to determine accident rates irrespective of the actual category
of accident, from the Natal accident data, it was relatively easy to obtain the percent of:

(i} Single vehicle accidents

(i) Accidents which occur in the dark

(iii) Accidents which occur when the road is wet

The percentage of accidents for each length of road in Natal are set out in Table 4.2,

Sections with high dark and wet percentages, which could indicate the circumstances
contributing to the cause of the accident have been shown shaded in Table 4.2.

]
|
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Final research data base

After undertaking the above activities the final research data base contained only 347 km and
a total of 6 685 accidents. Details of each road section are set out in Table 4.3.

The revised number of geometric elements each about 500 m long grouped according to two
lane two way roads or four or six lane freeways are set out in Table 4.4, A total of 311
elements for two lane and a total of 331 for four lane and six lane combined sections
comprised the final data base,

The 1986 traffic volumes for each section was used to calculate the number of vehicle
kilometres travelled over the section for the 3 or 4 year accident duration using appropriate
traffic growth factors. The accident rate for each element was then calculated using dBase
3 computer programme. The output for each section of road sub-divided into the various
geometric elements according to increasing distance along the road is included in Appendix B.

In order to evaluate groups of the same geometric element a computerised sort of the data
base was undertaken. All the same elements were listed according to increasing daily traffic
for two lane roads, four lane and six lane freeways. The details for each element group are
included in Appendix C.
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'LE"43 ROAD TTONS AND ACCIDENTS. mCLUDED IN;"'- :

. FINAL RESEARCH DATA BASE G ] ol

Road Category and Section Distance | Accidents

km Number @

Two lane two way

TR9/2 Du Toits Kloof 39,2 570 =

TR9/7 Three Sisters 29.6 120 @

TR2/11 Knysna to Plettenberg Bay 27,0 269 h

P4/1 Izingolweni to Port Shepstone 6,6 124 ' et
P1/13 Volksrust to Newcastle 3,2 50
P1/12 Mkunzi to Newcastle 7.8 98
P31 Ladysmith to Keeversfontein 22,9 237
P2/2 (1) Verulam to New Guelderland 3,6 48
P2/2 (2) Verulam to New Guelderland 12,3 268
TR1/1 Quteniqua Pass 21,5 207
P1/10 Colenso 10,0 147
SUB TOTAL 183,7 2 138

Four lane freeway

N2/24 Umnini to Winkelspruit 8,8 174
N2/26 Umdloti 7,0 74
P1/1 Westville to Emberton _ 11,0 416
N3/4 Hilton to Tweedie ] 19,6 427
TR11/1 Wingfield to Refinery | 6,1 171
N3/4 Mooi River 10,0 193 R |
N3/3 Asburton to Hilton 26,3 696 )
N3/2 Key Ridge to Inchanga 9,9 226 i
TRE1/1 N2 to NI 108 ! 89 &
SUB TOTAL . 109,5 2 466

Six lane freeway

N2/25 Isipingo to Durban North 29,5 770
{ N3/1 N2 to Paradise 8,5 269
N1/1 Koeberg to Belville 15,5 1 042
SUB TOTAL 53,5 2 081
GRAND TOTAL 346,7 6 685
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TABL.E 4.4: TO’I‘AL NUMBER OF ROAD SECTIONS FOR EACH GEOMETRIC ELEMENT TYPE IN
THE FINAL RESEARCH DATA BASE
NUMBER OF SECTIONS
GEOMETRIC ELEMENT SINGLE DUAL ;
CARRIAGEWAY CARRIAGEWAY f
FREEWAY i
STRAIGHT WITH GRADES
o A | 1. Gmdes less than 3% 99 40 17 :
_ 2. Grades between 3% and 6% 42 25 11 :
3. Grades greater than 6% It 6 I -
B | STRAIGHT WITH CREST VERTICAL CURVES ]
4. K-value 120-80 7 2 1
5. K-value 8040 6 | 3 ! i
6. K-value less than 40 6 - - 4
C | HORIZONTAL CURVE RADIUS BETWEEN 1000-500m
WITH GRADES j
7. Grades less than 3% 23 6 2
8. Grudes greater than 3% 26 4 4 :
9. Crest vertical curves 4 ] 3 -
D | HORIZONTAL CURVE RADIUS LESS THAN 500m
WITH
7 10. Grades less than 3% 6 6
1 11. Grades more than 3% 17 1 4
2 12. Crest vertical curves : 6 ] 3
E | SUCCESSIVE CRESTS AND DIPS (ROLLING)
13. Strnight and R> 1000 5
K 14. Harizontal curve R1000-500 I
:\} 15. Honzontal curve R <500 -
o F | INTERSECTIONS OR FREEWAY RAMPS ON
STRAIGHT WITH _
. 16. Grades less than 3% 15 3l 14
i 1 7. Grades more than 3% 7 11 4
- 18, Creat vertical curves 3 3 I
o
G | INTERSECTIONS OR FREEWAY RAMPS ON CURVE
7 | WITH RADIUS LESS THAN 1000m
o 19. Grudes leas than 3% 3 5 5
20. Grades greater than 3% 8 3 4
& 2], Crest vertical curve : 2 - .
5 H | BRIDGES IN COMBINATION WITH Interchanges
ROADS INTERCHANGES
22. Stmight 42 8 45 3
¥ 23. Horizontal curve 43 4 8 3
B 24, Vertical curve 44 -] 3 4 i
& ' 25. Intersection ' 2 . N
5 TOTAL .3 331
5
5
;
3
3
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ANALYSIS OF RESULTS
Road category accident rates relative to daily traffic

Before analysing the accident rates of particular elements, the average accident rates for the
various road categories for lengths varying from 3 to 30 km were calculated and compared.
The distance weighted average accident rate for each road category was also calculated. The
two lane road accident rates are set out in Table 5.1 and the 4 lane and 6 lane freeway rates
in Tables 5.2 and 5.3

No. | Road Section Total AADT Accldents 3 or 4* year Accident Rate
accidents per km total traffic per veh.kmx1¢*
per year Veh.kmx10*
1. Three Sisters 120= 1 300 1,0 ] 57% 2,1
2. | Outeniqua 207% 2 100 2,4 66+ 32
3. | Knyma | 269e 3300 2,5 130% 2,3
4. i.adynmilh 237 4 200 34 105 | 2,2 it
5. Mkunzi 98 4200 42 35 | 2,7 |
6. Du Toita Kloof . 570* 4 5.06 _ 34 1 256% 22
7. | veruam @) 268 seo0 | 73 67 | 4,0
8. Izingolweni 124 5200 6,3 | 33 i3
9. Verulam (1) a8 6 500 44 26 1,8
10. Colenso 147 7 000 4.9 77 1.9
11. | Vaolksrus 50 7 000 52 25 2,0
Distance weighted avernge (excluding sectiona 7 and 8) 2.3
* four year

|
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TABLE 5.2: FOUR LANE FREEWAY ACCIDENT RATES RELATIVE TO DAiLir mmc ]

No. Road Section Total AADT Accidents 3 or 4* year Accident Rate
accidents per km total trafTic per
per year Veh. kmx Q! Veh. kmzl0*
L. Mooi River 193 7 600 64 83 2,3
2. Umdloti 74 9 000 35 69 I,1
3. | Tweedie 427 9 000 7.3 193 2.2
4, PMB.GrcytoA!h 1313 10 000 6,5 65 1.8
5. PMB to Grey 87 12 000 6,0 63 1.4
6. Wingficld 171 12 600 7.0 112# 1.5
7. Umanini 174 14 000 6,6 135 1,3
8. PMB Town Hill 239 14 000 12,5 118 2.4
9. Emberton 36 17 0600 12,8 167 2.1
10. PMB Anbu:.t.nn 2 18 000 9,5 153 1,5
11. Inchanga 226 20 560 7.8 215 1.1
12. | Westville | 7 30 000 9.6 82 0,9
Disﬁncc weighted average 1.7

= {our year

TABLE 5.3: STIX LANE FREEWAY ACCIDENT RATES RELATIVE TO DAILY TRAFFIC

Road Section Total AADT Accidents 3 or 4* year Accident Rate
accideots per km total traffic per
per year Veh.kmx10¢ Veh.kmx10*
S Frccwn).( - Chatsworth 35 30 CC0 5.6 &9 0,51
Chatsworth - 4 level 315 36 000 9,5 433 0,73
4 level - Paradise | 269 48 000 i1,2 420 0,64
4 level .- A;'oca 301 52 000 8.3 683 0.44
l;ipingo - 5 freewny 121 54 000 6,3 378 0,32
Kocberg 1 42 70 000 16,8 | 1 584* 0,66
Distance weighted averape 0,6_

* four year

© ©
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The accident rates from Tables 5.1 to 5.3 are shown in Figure 5.1. For the two lane road
section, the points 3,2 (Outeniqua Pass) 4,0 (Verulam (2)) and 3.3 (Izingolweni): could be
regarded as abnormally high accident rate roads and the visually estimated dotted line could
reflect an average accident rate for two lane roads which decreases with increasing daily
traffic.

The graph for four lane freeways also shows a decrease in accident rate with increasing daily
traffic. Again some points 1,1 (Umdloti) the rate is especially low, while points 2,4 (Town
Hill Pietermaritzburg) and 2,1 (Fields Hill Emberton) are especially high. The visually
estimated dotted line could represent the maximum average accident rate for four lane roads.

The graph for six lane freeways shows the accident rate almost constant for the range of
traffic volumes except for especially low point 0,32 (Isipingo - Southern Freeway) where
there are 8 lanes past the airport.

Based on the trend of decreasing accident rate with increasing daily traffic the possible
average accident rates for the range of traffic volumes obtained from the final research data
base for the various road categories are set out in Table 5.4.

" " TABLE 5.4: POSSIBLE AVERAGE ACC]DENT RATES F()R "
ROAD CATEGORIES o SEISE
Road category _ Average daily Average accident
traffic rate
veh/day per million veh. ki
TWO LANE RURAL 1 500 2,5
(No access control) 7 0600 2,0
FOUR LANE 7 000 1,6
FREEWAY 20 C00 1,2
| (Rural)
| SIX LANE 30 000 0,5
| FREEWAY 40 000 0,5
(semi rural) 70 000 0,6
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Analysis of two lane road geometric elements

The data sorted by geometric element included in Appendix C was plotted according to daily
traffic groups. In all such plots a number of sections had excessively high accident rates
(outliers) these were grouped by inspection and identified within a dotted boundary line.
Within the same section of road the same geometric element at different locations sometimes
had different accident rates. The weighted average accident rate for that element for that
section of road was calculated.

In general the number of points available for most elements was inadequate to indicate clear
trends for increasing average daily traffic, consequently regression analysis was not carried
out.

The results for straight lengths of road with grades between - 3% and + 3% (element 1) and
grades more than 3% (elements 2 and 3) are shown in Figure 5.2. The weighted average
accident rate is shown by a dashed line. As expected the accident rate for a straight level
road (+ 1,7) is lower than the possible distance weighted average rate for two lane roads
(2,3), with the accident rate for the steeper grades also lower than the average rate at about
2,2.

The results for curves greater than or less than 500m radius are shown in Figure 5.3. The
weighted average for the former shows a decrease with daily traffic, while no apparent trend
occurs for curves with a smaller radius. Both values are less than 2,3 the possible distance
weighted average for two lane roads, which is not what was expected.

The results for intersections on straight or curved alignment are shown in Figure 5.4. As
expected the rate for intersections on curves is higher than for straights., The rates for a
length of road containing an intersection are higher than the possible distance weighted
average for a two lane road. This indicates that the number of intersections along a rural two
lane road has a considerable effect on the average accident rate. No account was taken of the
number of vehicles using the crossing road. Most of the intersections however were minor
roads with very low daily traffic.

Shown in Figure 5.5 are the results of lengths of road with crest vertical curves or with a
bridge structure. A relatively strong decline in the accident rate with increased daily traffic
occurs for crest curves. The structure accident rates are without any trend and of relatively
high values. Sections of road containing a bridge would appear to be one of the most
dangerous road elements. The preponderance of accidents recorded at bridge distances (see
Table 4.2) is probably due to bridges being the most identifiable location along a road, these
bridge values are considered to be too high.
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Analysis of four lane freeway geomeltric elements

The same procedures described in the analysis of two lane roads (Section 5.2) were applied
to the results of four lane freeways.

Unfortunately not many four lane freeways in the Cape or Natal function at traffic levels
greater than 18 000 vehicles per day which is about 50% of capacity. A further problem
already identified in Section 4.4 (b) is the over recording of accidents at bridge locations.
Freeways have more bridge structures and this effect is particularly significant in semi urban
areas where more crossing road bridges occur. It is considered therefore that many of the
geometric element accident rates are unduly low and the rates for bridges and interchange
bridges unduly high.

No discernable difference in accident rates could be identified for straight road sections with
gentle and steep grades consequently the results are shown combined in Figure 5.6. The
accident rate appears to be insensitive to daily traffic. The average accident rate for straight
sections of road (0,5) is considerably less than the four lane freeway weighted average rate
of 1,7 for all sections. .

The results for sections of 4 lane freeway with curves greater than or less than 500 m radius
and gradients are shown in Figure 5.7. The weighted average for curves less than 500 m
radius and gradients (1,0) is lower than for curves greater than 500 m radius and gradients
(1,8) which is contrary to expectations.

The results of on-off ramps with freeway grades less than 3% or more than 3% are shown
in Figure 5.8. Many sections have accident rates lower than the weighted average for four
lane freeways of (1,7). While the traffic volumes on the ramps were not included in the
analysis this could be due to very low daily traffic using the rural ramps. The weighted
average dashed line indicates a low accident rate for ramps of gradients less than 3% of about
1,4 (Graph A). It is suggested that this is because on-off ramp accidenis tend to be recorded
at the nearest bridge location. A similar situation but even more pronounced occurs for
freeway grades of more than 3% (Graph B) with the unexpected rate of 0,9 being lower than
the rate for ramps on and off freeways on grades less than 3%.

The results for bridges and interchange bridges are shown in Figure 5.9. Again, sections of
roads with bridges appear to have the highest accident rate due to the over recording
previously mentioned (Graph A). The rate for interchange bridges decreases with increasing
daily traffic with a similar trend to Figure 5.8B for interchange ramps.

®
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Analysis of six lane freeway geometric elements

The results of the accident rate for straight sections of road up to 6% grades and on-off ramps
on curves with gradients, are shown in Figure 5.10. Neither elements appear to be sensitive
to daily traffic with ramps (0,6) being slightly higher than straight sections (0,4) and
considerably lower than the weighted average rate of 0,62 for six lane freeways.

The results for bridges and interchange bridges are shown in Figure 5.11. Interchange
bridges appear to have the highest accident rate of all other elements due to the over
representation of bridge locations on the accident reports.
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DISCUSSION OF FINDINGS

Two lane roads

(a)

Average accident rate

Although the data base included sections of road with the highest number of
accidents, this does not necessarily mean that the data is biased to include only high
accident rate sections. The AADT also needs to be included when calculating
accident rates,

The average two lane road research results have been compared with United States
results (2) (8) for daily traffic and is shown in Figure 6.1. All United States results
show the accident rate uniformly increasing with increasing daily traffic as shown on
the graph which appears logical. Line A-A represents a visual estimate for South
African data which is about 0,8 accidents per million vehicle kilometres higher than
the United States values.

Verulam (4,0) Izingolweni (3,3) and Outeniqua (3,2) are such sections which reflect
the high peaks in Figure 6.1 A regression analysis was carried out for the remaining
data points. A y- intercept of 2,8 and a R squared value of 0,37 was obtained
indicating a decrease with increasing daily traffic but with poor correlation.
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{b) Geometric element accident rate for two lane roads

The weighted average values and best fit lines shown in Figures 5.2 to 5.5 were used
b to quantify the research results for the various geometric elements. The possible
& values are set out in Table 6.1. Due to the relatively small data base several of the
: elements have insufficient sections to generate good averages. These element values
have been shown in brackets. Some elements also have inconsistent values either too
high or too low. These have been indicated with an asterisk in Table 6.1. For

i
;
H
i
i
:
i
i
i
1

instance for elements 7 and 8, horizontal curve (4 000 ADT) the value of 1,3 is less
than the 1,7 for the straight and level geometric element. The effect of daily traffic
on particular geometric elements varies with some increasing with increasing daily
traffic, some constant and some decreasing.

TABLE 6.1: POSSTBLE ACCIDENT RATES FOR TWO LANE
ROAD GEOMETRIC ELEMENTS

L (Accidents per million vehicle kilometres)
el GEOMETRIC ELEMENT AVERAGE DAILY
2 TRAFFIC
3 No. | Description 2000 | 4000 | 6000
1 Straight and level 2,4 | 1,7 1,8
5 : Il 2/3 Straight grades > 3%. | - 2,2 2,5
| 4/5/6/9/12 Verti.cal crests 3,6 3,2 1,.7
5 7/8 o Horizontal curve > 500m R 1,8 1,3* | (1,00%
Y 10/11 Horizontal curve < SOOrﬁ R 1.9 | 19 1,9
n 16/17 Intersec;tions on straight 2,4 2,4 -
) 19/20 Intersection on curve - 2,9 -
b 22/23 | Bridges | L3 | G2) -
5 Average of 10 km lengths 25 | 23 1 19

* inconsistent value
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Accident rate for a hypothetical road

A hypothetical two lane road with horizontal and vertical geometfry is shown in
Figure 6.2. Using the values from Table 6.1 the accident rates for the geometric
sections are also shown with a range of 3,2 to 1,7. The average accident rate for the
entire length of road is 2,15.

It is submitted that average accident rate really only gives a crude indication of the
relative safety of the road geometry. In order to be specific the accident rate should
be qualified by broad geometric categories similar to those used in the research data
base.

6.2 Four lane freeways

(a)

Average accident rate

The four lane average accident rate from the research data is compared in Figure 6.3
with data from the United States. Two possible interpretations can be given to the
South African results. At low daily traffic values, South African accident rates are
unduly high due possibly to very low speed limit enforcement and therefore vehicle
speeds are higher. As the daily traffic increases on a road the average vehicle speed
reduces and due to more vehicles being present on the road the driving task is less
boring. This could result in the initially higher accident rate reducing with daily
traffic until a volume capacity ratio of about 0,5 whereafter the accident rate increases
with daily traffic similar to the experience of the United States. Such an
interpretation is shown as line A-A in Figure 6.3. A second interpretation could be
that irrespective of daily traffic South African accident rates are always higher than

the United States. This is represented by line B-B. It is proposed that the second

interpretation be accepted based on the logical United States results of increasing
accident rate with daily traffic.

The high value for the first point at Mooi River (2,3) is difficult to explain as there
are no known abnormal ¢ircumstances along this section. The 2,2 for the Tweedie
section is possibly due to the reconstruction of the surface during the accident period
1986 to 1988. The 2,4 value is for the notorious Town Hill section just outside
Pietermaritzburg. The 2,1 value is for the Fields Hill section near Pinetown which
is well known to be of lower geometric standards than the rest of the sections in the
data base.

Omitting these sections a regression analysis was undertaken. A y- intercept value
of 1,8 and R squared value of 0,17 was obtained indicating a decreasing accident rate
with increasing daily traffic but with poor correlation.

&
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Geometric element accident rate for four lane freeways

The best fit line values indicated on Figures 5.6 to 5.9 were used to quantify the
research results for the various geometric elements. The sample size for the elements
set out in Table 4.4 limited the number of results. The possible values are set out in
Table 6.2. Inconsistently high bridge and interchange bridge sections and low curve

data have been identified by an asterisk.

TABLE 6.2: POSSIBLE ACCIDENT RATES FOR FOUR LANE
FREEWAY GEOMETRIC ELEMENTS
* (Accidents per million vehicle kilometres)

GEOMETRIC ELEMENT

AVERAGE DAILY

Interchange bridges

Average for 10 km lengths

1,35 1,42 1,50

* inconsistent values

TRAFFIC

Noe. Description 8000 14080 | 20000

1/2/3 Straight 0,5 0,5 0,5

7/8 Horizontal curve > 500mR | 1,7 | L7 .

10/11 Horizontal curve < 500m R - (1,0)* -

16/19 - .On-off ramps on straight (2,0) 1,0 1,0
' 22. Bridges | n*® 1 an* | ¢4,n*

Q213 GO* | 14t | 14
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Six lane freeways

(a)

(b)

Average accident rate

The six lane freeway average accident rate from the research data is compared with
data from the United States in Figure 6.4. Unlike the two and four lane roads the
research results are of similar values with the high 0,73 point (N2-Chatsworth) and
low 0,32 point (N2-Isipingo) being extreme sections. The latter involves an eight
lane section of road and the former includes many steep grades and interchanges.
The average accident rate of 0,6 per million vehicle kilometres reflects the design
quality of a six lane freeway.

Geometric element accident rate of six lane freeways
The best fit line values indicated on Figures 5.10 and 5.11 were used to quantify the

research resuits for a limited number of geometric elements due to the relatively small
six lane data base (see Table 4.4). The possible values are set out in Table 6.3,

TABLE 6.3: POSSIBLE ACC]])ENT RATES FOR SIX LANE
FREEWAY GEOMETRIC ELEMENTS
(Accidents per million vehicle kllometra;) _

GEOMETRIC ELEMENT AVERAGE DAILY
TRAFFIC

I No. Desc.ription 40000 | 60000 | 30000"

1/2/ Stralght and grades | 0,4 04 | 04 u

16/17 On—off ramps on stralght - 0,5 {0,5)

22 Bridges ©35 | 035 | -

42/43 Interchange bridges - 0,85 | (0,85) |

| Average for 10 km lengths 0,55 0,64 0,73

© 0000
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CONCLUSIONS

-3

I Data systems are in place in the Cape and Natal and are readily accessible for the

analysis of road accidents by geometric element.
2 In general the accuracy of recording the location of the accidents is still not
sufficiently adequate for the determination of accident rates for 500 metre Iengths of

road with different geometric elements.

3. Accidents tend to be over recorded at bridge, intersection or whole number kilometre
distances and consequently the accident rates for bridges are unrealistically high and
other elements consequently too low.

4, For the levels of average daily traffic occurring in South Africa, the possible average
accident rate for two lane roads is 2,3, for four lane freeways 1,5 and for six lane '
freeways 0,6 accidents per million vehicle kilometres.

5. The average accident rate of a road actually represents a composite number of
L accident rates for different geometric elements (see Figure 6.2). The actual accident
rate of these respective elements is a better measure of the safety of a road.

7. The increase in daily traffic along a road with different geometric sections appears
to cause different relative increases in the accident rate for each geometric section
(see Table 6.1),

8. Straight level lengths of roads have the lowest accident rates which generally
increases with grades, curves and intersections or on-off ramps.
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8. RECOMMENDATIONS

1. The Cape and Natal Roads Departments introduce a system of monitoring the distance
location of accident records with the object of identifying and correcting over

P representation of accidents at bridge, intersection or whole kilometre distances
particularly on sections of roads identified as having a high accident rate.
2 The Orange Free State and particularly the Transvaal with a greater number of roads

with higher traffic volumes, produce the necessary data systems to facilitate a larger

and more representative data base for the more accurate determination of road 3
accident rates related to geometric elements and subsequent identification of high i
accident locations.

3. The photolog data output be arranged to alert the user when dual carriageways are
at different levels or where dual carriageways end or start.

4, High accident rates should be a criteria in allocating sections of roads for new
photologging.
5. A project of a similar nature be repeated in several years time when more accurate

T data from all the Provinces is available.
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APPENDIX A: DISTRIBUTION OF ACCIDENTS RECORDED BY TENTH KILOMETRE

ROAD DISTANCES

NATAL SECTIONS

N2/24: Umnini to Winkelspruit

N2/25: Isipingo to Durban North Boundary
N2/26: Durban North boundary to Umdloti
N3/1: N2 to Paradise Valley

Pi/1: Westville to Emberton

N3/2: Key Ridge to Inchanga

N3/3: Ashburton to Hilton

N3/4: Hilton to Tweedie

N3/4: Mooi River

P4/]: Izingolweni to Port Shepstone

P2/2 (2): Verulam to New Guelderland

CAPE SECTIONS

TRY/2:
TRY/7:
TR2/11:
TRI1/1:
N1/1:
TRI11/1:

Du Toits Kloof

Three Sisters

Knysna to Plettenberg Bay
George to Outeniqua
Koeberg to Bellville
Wingfield to Refinery

A2
A3
AS
A6
A7
A8
A9
All
Al12
Al3
Al4

Als
Al7
Al9
A21
A22
A23

T PR T TR0 51150 4500, w0008 e 8L £t £ R S S S L e
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APPENDIX I

Bl

DATABASE GEOMETRY INFORMATION
ACCIDENT RATES BY ROAD SECTION

Two Lane Roads B2
Four Lane Freeway Roads B8

Six Lane Freeway Roads B12

AND
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2 13 18971 DO YOITSELOOF 300 9400 Hs 1506 LM0 Lus 69N 10 560 L4 1.2
20 TR/ DU R0ITSELOOR 9400 9300 s 500 Lo LUS 6N § 500 0.5 L1
) I TNl DU TOITSELOOR 9300 10500 83 (00 L0 L6 SN § 0 0.1 1.2
I ORI 00 TOITSELOOF 10500 11000 i3 4500 Lo LHE B8N 150 0.4 1.9
D 73 ¥/t 00 TOITSELOOF 11000 11500 15 $00 LU0 6246 59N § 400 L1 1.6
i T2 DU TOITSELOOR 11500 E2000 15 4500 1040 626 89T § 00 ! Li
i) 1% TRyl D0 YOITALLOOF 12000 12500 i3 600 1.0 L2 6N T Lo 0
’ 16 183/1 B0 TOITSILOOR 12500 13000 15 1500 L.00 L6 BN i 50 1.4 0.9
™ YN DO YOITSELOOF 13000 13500 15 500 L0t L6 5.9 5N 0.1 14
1 TEY? DU TOITSELOOF 13500 14000 13 H00 LU0 L6 8. 5 0 1.1 ]
o 1 M8/ DU TOITSELOOF 14000 14600 115§ $00 L0100 425 69N 13 00 Lt 19
i Ol OV TOITSELOOR 14600 15100 124 00 LG 626 69T 15 1.4 il
I YT DG TGITSLLOOF 15100 15500 HIE 500 LW L6 §.9M B 400 0.9 L.t
2 3 TR/ DG TOITSLLOOR 15600 16800 28 Bor 1080 L25 6.9N 1000 1 3 t.h
3% TRS2 DD TOITSELOOF 16500 17600 ts $500 L4 4246 69N 13 1000 1.3 1.9
= I TR/ DU TOITSELOOK 17600 18100 B3 1500 L0 LUE 6.9 § 300 0.5 L1
3 /T D0 TOITSELOOF 18100 18500 13 500 L0 LuE BN 9 300 1.3 1A
™ i6 TRS/2 DU TOITSILOOT 18600 13100 13 1500 LU0 LUE 63N &L 0.8 L1
3T OTRSAL DU TORTSELOGF 19100 19700 BS (300 L0400 e 6N b 600 1.1 1.9
) i TR¥2 DU TOLTINLOOT 19190 20200 i3 €00 LG LUs 6N 0 N 14
= 3% W%T D0 TGITSELOOF 20200 20700 13 000 LME LU 69N 1 500 30 .0
oy 10 TR3/2 U TOITSELOOY 10700 21200 i3 (560 LOW LME 64N ) 1 N 1.9
d {1 TR312 DU TOITSELOOF 100 21760 11§ $00 1.0 L BN i 500 0.4 L1
- {1 TR¥/1 00 TOLTSKLOOF 10 22k00 s 1500 1040 L6 £ § 0 6! IN]
£ TRS/Z B0 YOIYSHLOOF 10 we w8 (3500 1040 L6 64N § koo 0.¢ L1
{0 TRe] U TOITSELOOF w0 0 19§ 500 M0 LUE 6N T 0 Il Lt
YOTRE/T DD TOTYSELOOF 23200 23100 18 (500 L0460 246 69T 1 M0 b3 0.
¢ TRYT DU TOITSALOOF 100 4200 13§ 00 L0800 s 89N T 1.0 0
1 TR%% b YOITSELOUE 10 24700 ¥5 300 L0400 26 8.9 [ ] 0.3 0.
{5 T29/2 DO TOITSRLOOF N0 25200 1§35 500 L0400 L6 69N 15 500 il {.]
) {5 TES/T DU TOFTSELOOF 35200 28700 i3 HI0 L0 LUE 6.9 ER 1) b 0.9
30 TR3/T DU YOITSELOOE 15100 26200 123 500 L0800 L ME 8.9T4 § 500 0.9 L
$1 1800 00 rorrskioor 16200 26700 18 (00 LU0 L6 B.9T4 Mo bé 11
iOTReY DU volvsELooE 16700 27200 1§ H00 L0 €246 6.9 1t 500 b 19
i € M9 DU TOITSKLGOF 10 21 ) (300 L0048 63N [ 0.1 0.f
i TRS/L DU TOITSELOGE 100 28200 19§ 0 LW LME 63N i 500 1.6 N
o YO 10 relrskicor 18200 28760 1S (300 1040 246 69T 1N 0. 0.6
. 8 T8/ 00 TITSELGOF 18700 29200 15 300 LOW0 B 6.9 1o t.] 0.t
1O18%i7 DU TGITSEL00F 19200 190 [ 100 .00 4.M6 6.9 10 0.1 0.6
- TR DU T0ITSKLYOF 13700 30200 18 1500 1,040 &6 631 T 500 1.0 .0
S9OMEET DO TITSKLCG 16200 31200 13 A6 1L0H L2460 69N § 000 6.9 0.9

,1 T HOA AT R 'i‘fﬁ- ﬂ"ﬂi R ey T P 1€ | '




B3

® 0 @

Two Lane Roads

)
Becordi ROMD  DESCEIP STARTCH EWDCH ELENBDT SIBCDUAL VEH1986 CBOYTH 1GROWTE TRAPFIC ACCIDEETS LEGTE  ACCVEH ACCYRAIN v
el TRY/Z DD TOITSELOOF 00 00 83 £$500 108 LUE 59N 11800 1.6 1.6
82 TES/! DU YOITSELOGE 3200 34200 L] B0 LG s 69N § 1000 1.1 L ;
83 TES/t QU TOITSELOOP 00 38200 I 1500 L0t L6 69N I 1000 1.1 ]
#4 TE3/2 DO TOITSELOOF 100 36200 1§ 600 Lo Lue § o0 L1 11 T
3§ TRI/T 0O TOITSKLOOR B0 In0e 13 1500 MO L8 5N 3 1000 1.3 1.3 @
86 TR9/2 D0 TOITSKLOOF 3200 38200 183 500 1.040 4246 69N 10 1000 1.4 N g
37 TRS/% DO TOITSELOOF j00 39200 13 500 LM 4248 631 1§ 1090 .6 3.4 o
§6 TR%/T THREL SISTERS §0000 60S0L ) 1300 1.020 4,122 1.9% I 0.5 1.0 e
49 TRY/T  THREE S[STERS 50500 60900 ] Hog 1020 4122 1856 100 .5 1d
10 M9$/T  TAREE SISTERS 60300 61300 25 1300 1,020 4.1 1.9% A ] 0.5 L3
1 TE§/T  YHREE SISTERS §1300 61800 [ 100 1020 120 195 IR 0.5 [0
72 TRS/T  THREE SISTERS e1800 52500 15 1300 Lo Gz LS 0 e 0.6 0.0
il TBS/7 THREE SISTERS 82500 §3000 185 1300 L0 .22 1956 0 0 0.¢ 0.0
i TR9/T TEREE SISYIRS §3000 63500 I§ 100 1,020 4122 1956 1500 0.5 1.0
5 T8/ THREE 3ISTERS 81500 64000 I3 100 1020 4122 1.9% 1 1.9 1.0
16 TR3/T  THREE 319TERS §4000 64500 1§ 10 L0200 4,122 1,98 ER ) 1§ 1.1
7 189/ THREE SISTERS 54500 65990 13 1300 L0200 4122 195 IO 1.4 L1
T8 TRY/T  THREE SISTERS $5900 66400 15§ 100 LOW a2z 1.9k 1 i I3 11
79 TR9/T  THRRE SISTERS 6400 56900 13§ 1306 1020 L102 1.956 50 1.4 Ll
80 T2%/1  YHREE SI3TEES 66300 61400 I$ nod 1.0 €12 L. I 500 4.3 1.0
Bl TR$/T  THREE 3isPERS 1400 66100 i3 e L0 41k 1% Ioote 1§ i1
g2 1LY/  THGER SISTERS E3100 68500 18 1300 1,620 4120 1.9% 30 1§ il
§3 TRS/T  YHREE SISTERS 53500 65200 1§ 100 1020 420 1,956 [ 600 0.4 4.3
¢ TRY/T THREE SISTEES 9200 53600 15§ 1300 L0200 132 L.9% LI 1] .0 3.1
85 TRI/T TERER SISTERS 9600 11100 13§ 1300 L0 Lfnt 198 ¢ 1500 0.0 0.¢ -
86 PEY/Y  PHRRE SISTERS 11100 Y1500 19§ 1300 1,020 412 1.9% 1500 1.3 11
a7 1R3/T  THRER J157EES 1800 T3l00 13 1o Lo dan 19% 1500 13 3l
35 TR9/T  THRER SISTERS 12100 12600 1§ 100 L0 42l 195 I 11 1.6 3.0
§9 TRI/T  YHREE SISTERS 12600 13100 13 e Lo LI 19 U] 1.0 {1
S0 TR$/Y THREE SI8TELS 13100 13500 15§ 1300 1,020 4122 L.9s6 ER 1 L3 1.1
91 TRY/T  TOEEE JI3TRGS 13800 14100 19§ 100 1,020 4120 1,95 150 1.0 1.0
82 TRY/7  THREE SISTERS TI00 T4500 1§ 1300 1020 4020 1,38 1 500 0.3 1
93 TES/T  THREE SISTERS 14600 15100 1§ 1300 Lo0 4122 1.9% ! 1.0 30
5 B3/ THREE SISYERS 15100 15600 1% e 1020 L122 1.9% ER 1 LS 3.1
95 TRY/T  YEREE SISTERS 18600 16100 6§ 10 L0 a2t 195 {500 3.0 (.1
9 189/ THREE SISTRRS 16100 Y6600 15 100 1.0 LIn 1986 P L0 .t
97 7R3/ THREE SISTERS T6600 1100 13 1300 1020 L1l 1456 b 500 0.0 t.0
33 RS/T  THREE SISTERS 1100 11600 1§ 1300 Loz 62 1.3% 1 500 10 3.0
% TES/T  THREE SISTERS 11600 T5100 135 1700 Lo GIn L4Ss 1500 g.s 14
160 TRS/?  TRREE SISYIES 18100 ‘tgeo0 18 1300 1,020 4112 1.9% {500 10 i1
16} TRS/!T  THRER SISTERS T8600 19100 15 1300 1,820 4120 1,956 I 1] 0.5 1.0
B2 TES/T YHREE S15TERS 19100 13600 1§ 8 1300 E020 .12 1,956 M0 1.5 il
(63 RIS THREL SISTERS 19600 80100 AR 100 1.920 4127 1.9% § 500 1.6 5.1
164 TEY/T TEREE SISTERS §0100 8mé0o [ 1300 1020 £.122 1,986 10 1.0 1.0
0% TR%/T THEEE SISTERS 30600 41100 s 100 1020 4122 1.9% 1 1.5 il
[06 TRY/T THREE 515TiRS 81100 31600 14§ 100 Lo 4421 1948 I 300 b} 19
101 TRS/T THAREE SISTERS 41800 82100 13 10 LB &2 1,956 R 0.5 1.0 ‘
HHOTRY/Y THRED SISTERS §2100 82600 1§ 1300 1020 4B 5958 I b il
109 TRS/?  THREE SISTEES E2600 43100 4§ 1300 1020 - 413 1946 § 500 1.0 .1
10 TR%/T THREE SISTERS 13100 83800 1§ 00 Lae L Ly S]] 0.9 1.0
Il TRY/T THEEE S[STIRS 3600 84100 135 Hir L Gl L35 Ioodo L4 il
112 185/1  YHRLE SISTERS §4100 34600 15§ 1300 b.020 6122 195 1 1.3 3.
113 1897 THREE SISTIRS 44600 83100 13§ L300 b.026 6022 1,95 00 0.0 .9
14 TES/?  THREE S13TERS B5100 83600 LS 1360 L0200 4312 Le%k 3500 1.3 N
it M3/ THREE S1STERS §5600 35100 1§ 0 Lot 120 1.9% {0 L N
1§ T33F  THREL SISTERS §600 86600 13 1300 1020 2 1.9% 1 M0 1.4 3
ST OTR9sT YHRER SISTERS g6500 87100 I3 100 Le2d 4422 1,956 A1) 30 0.0
iid TRI/T TEREE SISTIRS 81100 BYS0D 13§ [ LV P H] TR O TS IO 1 ¢ 0 2.0 {1
- 1§ { 1 0.3 i

2y TR3.T TEEEE SISTEKS 1800 B3100
Corlm epirpotireern T

1306 1020 1z 195

LI

Hil]
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Two Lane Roads

fecurdi RBOAD  ESGRIP STABTCE EHOCH ELEMENT SUBCUAL VEHISHS CROWME TCROWTE TRAFFIC ACCIOSETS LERGHA  ACCYED ACCYRELH
i1 TRY/T  YEREC SISTERS 38600 83100 25§ 1200 1020 &022 1.5 1M L0 L0
120 188/7  THREE SESTERS #9100 83600 I3 1200 LB 122 198 1S 05 Lo
B 121 TRM/1F BAYSEA TO PLETTREBURG BAT /00 00 1S W0 LU0 L2 SN S0 Lt 10
: Izd TRZ/11 RHYSEA T0 PLETYERRURG BAY 1500 4500 1S M0 L0 L2 S o 64 0
125 TE2/L1 KMYSEA TO PLETTEABURC BAY 500 5500 15 30 L0E LM SN Bol000 16 1.6
- 126 TRY/11 KDYSHA 10 PLETTLABUEG BAY 5500 6500 11§ 1300 L0 LU SN S Y R W
_ 121 TR2/11 LBYSEA 10 PLETTEIRURG BAY 6500 1500 11§ "0 LM LUE SN 19 100 31 37 ;
B 125 TRI/11 NNYSBA 10 PLETTSHBURG AT B B S 3500 L0 L6 SN o 1 E
126 TE2/Il KAYSHA YO PLETEEBURG BAY 8500 9500 S M0 LM LUE SN 1O 06 06 i
130 TR2/11 KBYSHA YO PLETTEERUEG BAY 9500 10500 23 W0 L0 L2 SO £ I 11 N Y S '
131 TR2/1L CHYSEA TO PLETTEEBURG BAY 0500 11500 B§ N0 LMD L6 SN §O100 LE L !
132 TRZ/11 EAYSA TO PLETTERBURG GAY 1500 13500 105 00 L0046 SN 11000 3 LS l
§35 TRE/11 UEYSAA TO PLETTEABOSG BAY 1500 13506 35 100 LMD LB 5.1l 6100 L2 12
13 RIi11 SEYSHA T PLETTERBOSG BAT 1500 14560 1§ 100 1040 L6 S 500 L8 18 1
i26 TR2/11 KHYSHA YO PLETTEABUEG BAY L4500 15500 1S W0 L0 LUME SN YUR [ B B X :
156 TRY/11 EAYSHA T0 PLETTERRORC BAY 15500 16500 16§ 1[0 Lo Lue SHH 10 1000 13 1.4
137 TR2/15 EHYSRA TO PLETTEABURG BAY 163500 17500 28 00 L0 LUHE SN bo1000 L2 L2
135 TEL/I] INTSHA 10 PLETTENRDEG BAT 11500 18500 13§ 100 L0 LME SN S U S O B %
13 T82/11 RHYSBA T0 PLETTEUBURG BAY 18500 19500 £s 1300 L0 L6 S0 0o 0 b0 :
o MG TR2/11 ERYSRA TO PLETTENBORG BAY 19500 20500 188 U0 LU0 LG SN 11000 S LS ?
» 11 182/11 ENYSHA 10 PLETTEARDRC BAY 500 21500 1§ 300 L0 L6 S U WA
i1 TR2/11 KUYSHA 70 PLETTEBORG 3T 1500 22500 L's 100 L0 L2 5N W00 1L L2
103 TE2/EL LEY3EA T0 PLETTERBURG BAY 22500 23500 1§ 1300 LMO L6 SN B0 L L
- M4 TR2/11 KATSHA 1O PLETTENBORG BAY 23500 245600 1$ 000 LM RUE Sl 81000 BE L.
1 7 P45 TE2/11 AYSMA TO PLETTENBUEG BAY 2500 25500 18 1300 L0 LUE SN 3 [000 18 L}
i46 TE/TE LOVSHA TO PLETTENBURG BAY 2500 8500 16§ W0 L00 LU S T Y R B
) 147 TE/11 GHYSHA YO PLETTENBURG BAY 26500 27500 1S 1200 L0400 LS 5N 0 1006 w0 0
) 4§ TR2/11 KAYSOA 70 PLETTRNBURG 24Y 21500 28500 3§ /O L0 L6 SN Bowe .3 1
143 TE2/ED KTSEA 10 PLEPTEABURG BaY 21500 29500 20 W0 OLMO U6 SN 15 000 L9 2.3
1'¢ P4/l ILI¥COLVER] T0 PORT SEEPSTOME 00 w00 208 511030 L.060  4.9m § 600 Lt 2.0
151 P4/l [LINSOLSH] Y0 PORT SERPSTORE 1000 4600 1§ HS2 1020 3,060 4.8Mm I S O B N
182 P/ [LIOGOLEEG] 10 PORT SHEPSTORE 1600 5100 1S S198 1080 .053 5982 50 a1 83
43 P/ TLIRGGLYERL 10 FORY SEEPSTORE 100 SE00 13§ 598 LOSD 353 5.982 TR S B
54 P/ TLIHGOLYEAT 1O PORT SHEPSTORS 5600 6200 LS S19B 1050 LIS) 5.982 160 05 0.8
. 185 Pés1 ILIGGOLRER] 70 PORT SREPSTONE 5200 6700 § 5 95 L0 LB s.om § %0 08 17
i JSE P4AL 1LTECOLYRUE 10 PORT SHEPSTOSE B100 1200 13 S195 1.0S0 3.050 5,992 T T R T
165 Pe/1 ILIBGOLWERT T0 PORT SREPSYONS ne 1o 15 OB OO 5.5 5.9 o 0l 0t
i3 PAvl ELIWGOLVERI 70 PORY SEEPSTONE M0 RO 228 S19 1080 3151 5.9 I s B
[£5 P4/l SLINGOLYEAE 10 PORY SEEPSTURE 800 8M0 1% 198 1,050 3.083 5982 AR R N S N
166 Bl [LIREGLVER] 10 PORT S3EPSTORE 00 5200 19 9 1.050 1,181 5982 ST I B S B
11 P81 [LONGGLEERT TO PORT SHEPSTORE §200 10000 15 §195 1050 3,051 5.8 T S B B
162 FI/13  VOLESRUST T RENCASTLE 1500 5300 1§ He L0012 ran oS 8% L3
183 Pitl3 VOLASKGST YO BEWCASTLE S300 5600 1§ 000 L0602 1A AT T B
dOPILE VBLESKUST 10 EENCASTLE SBE0 40 5§ 0 1.0 s nan TR R K
186 Pirli VOLUSROST To RTHCASTLE 6100 1000 1S n0Y L0G a2 1am ILose LS 2§
B8 PIi13 VOLESEOST TO EEWCASTLE 1000 7500 i W00 1040 3,120 .55 P I RS O T 8
167 FL'13 VOLESRUST 16 RENCASTLE 500 800 13§ WG 1040 1022 4558 K I X I
d FLoI2 NEUBN) T KENCASTLE BHOUD 44500 15 1230 L0200 1060 4728 R R W K
189 FLU12 KEORLI YO NERCASTLE WI00 45000 5 23] 1020 .00 4128 1080 08 1)
E 16 PL{T KEURLI T RENCASTLE GO 8800 1T 11020 1080 4.728 6 80 Lt 6
5 ILOPISTE NEUNIS 1O MENCASTLE 15500 6000 15 2110200 1080 472 TS0 0 0.
©OPLE ORI TG EENCASILE fhaln 48850 23 31109 3060 61 1§00 0.2 o
o 175 BLel? NRORD! 10 REWCASOLE (6500 §700 5§ 0L LE60 4.0 S 1T R
TT0OPIYTT NRURED T BENCASTLE {600 47500 13 1231020 5060 4128 IS0 06 L
oy 1% PLIIZ REIRDL 19 BENCASTLE 17500 4800 25 039 1620 1060 4128 oS0 02 0
- 116 PLeI2 NEURLI Y0 BEWCASTLE 100 48550 15 $33 L6200 3060 0728 T Ly 1
y 175 FL7E: MAURIE 10 DEWCASTLE 18300 43060 18 2311020 5050 4128 T T R I I Y-
- P OBLe1 NEREYD T BENCASPLE 15600 §9500 18 2:1 1.000 060 4.1 T S U B
o O KRR R RINCASTLE WD K000 133 L0 3.0 4T ST I VR i
o P [ SR TR E A LERA PEES .7 L A N O T HE R P ' 5
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Two Lane Roads .

aeccrdd BGAD DESIRIP STARTCH ERDCH ELEREYT SIGGHUAL VEG1986 GRONTE TCEOVTR TRAPFIC ACCIDEDYS LEOGTE  ACCYEM ACCYEREN

isi PLA1E NEYBLI TO HEWCASTLE 50500 51000 i3 1233 L0200 3060 4,728 500 0.8 1.1 v

14t #1712 HEURLI 10 GENCASTLE $1000 §i500 18 {233 1,020 3.060 4728 11 %0 1.1 8.4 :
t6: PL7I2 HRURLT TO BENCASTLE S1500 2000 13 §026 1.020 3.060  S.GI4 {500 0.7 1.4
180 PI74% HEURID TO @EWCASTLE 53060 §2300 15§ 5026 1,020 3060 5.6 15 300 I8 8.%
L1 o) LADYSHITH 10 [ERVERSFORTEID {100 4600 15§ (268 1,080 3181 4912 g 500 l.6 31
13 Fil LADYSRITA T0 ZEEVERSFOMTELR {600 $100 8 268 108 LR 492 PR 0.4 0.8
Iv" il LADYSHITH 10 TEEVERSFOHTE!R §100 5600 13 268 1050 1151 4908 [{I] (] 3.3 5.1
193 P31 LADYSHITE YO EEEVERSFOBTEIE 3600 6100 15§ {265 1,080 D183 4.908 TR 11} 0.2 0.4
15y il LADYSHITH Y0 IEEVERSFOOTELA 8100 6500 1§ {265 1050 3,183 4908 § {00 1.6 4]
1 PH LADYSHITE TG EERYVERSFONTEIR 6500 7000 18§ 465 LOS0 1183 4.508 1 S0t 0.2 0.4
I )| LADYSHITY T0 EEEVERSFORTELD 1000 TR0 1S (265 LOS0 L1583 (.908 T 400 W] 1.6
192 Pii LADYSHITH Y0 EEEVERSPOMTE(R o0 1900 15 {265 1,050 3,153 4.908 0 00 0.0 0.0
i3 Fl LADYSKITR 10 EEEVERSROMTEW 1900 8400 15 (265 1,080 3,180 4.908 P (R} 0.8
13 Ml LAGYSHITE TO CESVERSFORTEIH 860 3900 15 4208 LOS0 3083 4908 0 500 0.0 0.0
1¥¢ P31 LADYSHITE 10 KEEVERSPORTEIH §300 9400 15§ 12365 1080 J.I81 4908 9 500 1.8 1T
196 P31 LADYSHITA TO EEEVERSFOBTEIA 400 9800 It $265 L.OS0 2183 {908 ¢ {00 0.9 0.0
197 P31 LADYSHITH 10 EEEVERSPODTEIA 9800 10300 55 Q6% L0 3,183 4308 g 80 L& 11
B9 Fil LADTSHITH T0 IEEVERSFOHTEID 10300 1080¢ 16 8§ 4265 1050 3183 4,908 16§00 1] §.%
159 PI1 LADYSHITE YO KEERERSFOETE!A 10800 11300 13 {265 1,050 3183 4908 0 00 n.t )
0 M LADYSHITH YO LERPERSFODTEIN 11300 11800 158 (265 1.050 2,151 4,908 T 500 0.4 0.8
b I B LADYSHITH Y0 REEVERSFRRTZIN 11800 12300 ] 6% 1030 3.153 4908 1500 0.6 1.}
0t B3 CADYSHITE 19 KEEVERSEOHTEIR 12160 12900 i§ 265 1,00 3.183 L. U 11 1.0 1.1
UK 33 LADYSHITH 0 EEEVERSFOBTEIN 12900 13500 1§ 265 L3S0 3.183  €.908 o 600 0.9 9.0
04 Pl LADYSHITE 10 EEEVERSPGHTE!R 13500 14000 1§ 1265 1,050 3180 4508 t S60 0.0 N
K1 I o] LADYSHIYE T0 EEEFERSFOATEIR 14000 14500 13 {165 1,080 1183 4.908 ¢ so0 0.0 $.4
206 P3) LADYSHITE T0 REEVEESFOGTEIR 14508 15000 J] {265 1,050  3.183  (.908 111 0.2 0.4
P11 I X3 LADYSHETH ™0 KEEVRRSPOMTE1R 15000 15500 18 4269 100 3183 1.008 % 00 LA H.1
W P LAGYSHITE 1O EEEVERSFOUTEIR 15500 16000 s §265 1.0SC 3.053 4908 (I )] 0.0 0.0

s Pl LAGYSHITR 10 KEEVERSPGHTEIR 16000 16300 13 265 1,050 3.E53  §.908 LR {1 1.9 Wi ’
i M LADYSHITE TO ZEEVERSPOOTEIH 16300 16800 15§ 1265 1050 3.183  4.908 0 500 0.0 4.0
it Bl LADTSHITE T0 KEEVERSFODTRIO 16800 17200 13 1265 [0S0 3183  4.308 1w 0.4 Lg
MBI LADYSHITE 10 EEEVERSROATEIN 7300 17700 18 237 108 3,181 Lan § S0 .8 1.6
Hi LADYSHITE 19 EEVERSPORTELW 11100 18200 18 237 Lo 8 wan P 1] 0.6 1.2
Pl LAGYSR)TE T0 EEEVERSRODTEIR 18300 18T00 18§ 233 L0%0 1183 M £ 500 0.8 1.6
A LADTSHITE TO LEEYEBSFORTEIN 18700 19200 i3 21 L0 318 Lan K111 0.6 1.2
I X)) LADYSHITE TO LRERLESFONTEIN 19200 13500 15 213 L850 3183 dBm Tooq00 1A 3.8
) LADYSHITE TO AEERERSFOATELE 13600 20000 15 2317 L0 1.18) L% 6400 0.0 0.t
HERNXF LADYSHITA T0 NEEVERSFONTEIR 0000 20460 i3 33 1650 3153 LM 460 bt 15.9
MERN A LADYSHITE YO TEEFERSFORYER 10400 20800 I 31 1,080 1.158)  (.an2 )} 0.0 0.0
I ]| LADYSHITE Y0 EEEVERSFOHTEIR 20309 21300 138 433 LM 38 Lan + 500 0.4 0.8
il ki LADYSKITH Y0 EEEVERSFORTEIB g 21800 13 213 108 35 uen 0 500 2.9 0.0
20 LADYSHITE T0 BEEVERSFQUTTIN 11800 22300 13§ £ L0 L8 wLen 11 e 1.} 4.8
nT LABYSHITH Y0 EEEVERSFOATEIR 12309 22800 145 213 L0 L1 Ln § S0 1.8 1.1
P LADYSHITE 1O EEEVERSPOBTEIR 130t 23300 H] 23 RO .18 48m e 0.4 1.4
I XH LADYSKITE 10 EEEVERSFOBTELR 13306 zi8do 1% £ Lpe L8y wEn 1 5 0. .5
Ky I LADYSRITH 10 KEEFERSFOBTEIA 2000 24300 [ 5 21 10 1 an ¢ 500 6.0 0.0
IEI o LADYSHITE T EEEYERSEOHTE(R 24306 00 18 §1 1080 1% LN 0 st 8.0 4.0 '
R LAGYSHITH 3C LEETERSFONTEIY HA00 25300 s 233 100 L1 Lan 1T 80 18 1.9
Iy P LADYSNITH %0 KEEVERSPOUTE]R 3300 25800 S 41 Lo 318 L v N0 1.t .1
LT 53 LADYSHITH TG EEEFERSFCATEIN 15800 284%0 s 1233 1080 3.1 4n § B0 Fé 2.1
I LADYSMITE 10 LEEFERSFOHTE(H 400 27000 15 121 1080 1181 {En 1 1.1 I
S3EOR22U10 TERULAN YO MENCUELDERLANF §000  S406 13 8839 L0400 l.0e¢  6.522 E 100 0.3 1.3
233 PTTO0 VERYLAN FO RENGUELDERLARD H00  $800 3§ §8:9 1.620 3.0RC  6.%22 0 400 0.0 1.0
JHOOR-20L0 FEROLAN TO MENGUELDIRLARD $300  £300 053 B30 1080 6.522 1t 0 1.8 i
JIEORRSvE) FERULAR TO WEWGUELDIRLABD 6300 Exd0 0§ gt 1020 1.680 1048 £ S0 .1 N
J¥CFY Tei VERULAW TO SEWGEELDERLAND 300 1309 15 B33¢ 1.000 1060 1,794 o500 1.4 1.1
TR )) VERGLAR TO RE¥CUELDERLAGD 1300 1800 (] B3 1M 1.080 1394 i o 1.1 1.1
L8P0 VERGLAK TG BEWGUELDERLARD 1300 800 il § BS3 1020 L.060  71.2vB CI /| il i1
K] N

2R3l SERULAN 10 HEVGOELOERLAAD 3200 8500 I RiGE 1010 3.060 194
UL TR T RLUIIINT gty et g " TR e T

=

1.4
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Two Lane Roads

fecordf ROAD  DESCRIP STARTCE  RALR ELEMEOT SIRCDUAL VERISBE CROWTR YCRONTA YRAFPIC ACCIDEBYS LREGTE  ACCVEH ACCYEERN
241 P2/2021 TREOLAN TO EEWGUELDERLARD 21-41ke 27400 27800 108 WSLO6E B0 5,187 5400 0.§ 1.1
A1 BL22) VERULAN 0 BEWGUELDERLAWD 27-4lko 27800 28300 s 5 LO6D L8 519 § 500 1.4 1.8
A3 P2/u42) VERDLAY Yo BEVGUELDERLAGD 27-{lko 30000 30500 05 196¢ 1060 1M .63 v 500 2.0 1.9
T4 PL/2421 VEROLAN 70 HEWGUELDESLAED 27-¢1%e 30500 31000 1% 1969 L.060 .18 4613 1500 0.4 .9
25 PLiM2i VERULAK TO E¥CUELDEALABD 21-4lks 31000 31400 5§ 1969 LDS0 1184 4,613 LI 1) 0.1 1.6
M5 P212) VEROLAR TO MRYCORLDERLADD 371-dlkw 31400 3£900 13 1969 1,060 .184 4,613 ) 0.9 L .
M1 PR/2E2) VERULAN 1O HEWGUELDERLABD 77-¢Ika 31900 32300 s 1969 L1060 3184 461 140 1.0 1. j
B PRI2021 FRRULAN T0 WEWCOSLDERLAND 27-{lkn 32300 22100 18 199 1060 I8¢ .61 1400 0.1 1.§ .
249 P2/2121 VERDLAM 10 HRWGOBLDERLABD 27-4lkx 32100 33200 18 3969 LLOGD 3184 4.6ED 1 0o 1.8 9.8 ;
160 P2/2i2) VERGLAN TO SEWGUELDRELARD I0-41kn 13200 33600 58 1969 1L0BD 1184 4613 TRl 140 1.6 i
. 241 PR/2¢20 VEROLAM TG BRUGUELDERLABD 17-dlkn 33600 34000 1§ 1963 1060 3184 4,513 1 e 0.2 0§ '
w 342 L2920 FIRULAX Y0 BEWGUSLDEELAGD 27-Ulke 34000 34500 113 W6 LOED 3184 4613 13 %00 1.1 5.5 ¢
333 RL2020 VERULAN 1O WEWOOELDERLABD 27-dfks 34500 35000 13§ 16y LOGD LM 515 ! so0 0.4 .3 .
) 34 PL/2021 VERULAM 10 HEVGUSLDERLARD 27-41ke  JS0G0 25500 B s 1969 108D 1184 4,613 5 500 11 HY ,
195 L7020 VERULAR 10 UEWGUELDERLADD 27-4lke 35500 36600 18 368 1060 0184 46D 8500 1.1 18 '
156 F2/E(2) VERGLAN 70 UEWGUELORBLABD 27-41kn 35000 6500 18 1968 1060 3084 4,61 10 s 1.2 [ :
15T P2/2021 FERULAR 10 DEYGUELDERLADD 27-4lke 26500 31000 178 965 1,060 LB 4613 550 1.1 ¥
158 PL/202) VEROLAR 10 HEWCUELDERLABD 27-4lke 11000 37500 ns 1969 1.0B0 LIM 4603 500 ALY ?
153 F2/202) VERULAN 70 NEWGUELDRRLAND d1-1kn 31500 38000 15 199 LOG0  1.184 4613 15500 1. §.5 :
160 P2/202) VEROLAY 70 BEYCUELOLALAND 27-lke 38000 34500 158 1969 1060 186 .61 M 1.6 5.1
- 161 PR/242) VERULAN 1O HRWGORLDERLARD 21-{lta 38500 33600 15 969 LOSE LB LED 150 0.1 1.1 :
- 252 P2/302) TEROLAN Y0 HEWGUELORRLARD 27-8lkm 13000 39400 13 1969 BOED LIB¢  L1D 140 0.4 Lt
& 167 P2/212) YEROLAM 10 EEWGURLDERLARD 27-11kn 39400 39A00 §5 3969 LOGD LB 461 9400 30 3
184 P2/TI2) VERULAK 0 ETVGURLDERLAND 27-4lka 39800 40200 i 1969 1060 DB 4.5ED 10 100 12 5.
185 P2/2421 VEROLAR TO BEVGUELDEELARD 27-#lks 40200 40700 15 1969 L0SD L84  4.813 I (' i.6 5.1
266 P2/2121 VERULAX TO BEUCURLDERLABD 21-(lke 40700 41000 15 1969 106¢ 3184 4,61 1o LE 5l
267 TRI/L OUTEBIQUA 1500 4300 85 MM RO LME 3288 {1000 1.1 1.2
M8 OTL/1 OUTERIOOA 500 5500 85 MOD LU0 4246 2,255 101000 1.4 A
249 TRLST QDTEMIONA 5500 6500 I W0 LU0 Lus .28 § 1000 I8 1.b
U0 TELAL OOTERTOA §500 7500 a5 00 LG LME 1288 4 1000 1.2 1.2
M0 TR GUTRRIOUS mE 8500 11§ MO0 L0 4UE 3.258 $ 1000 1.9 1.8
y WRI/T OUTERIGOA 8500 9500 s 0L LM LME 1,258 31000 0.9 0.4
. AYOTRIL ODTERIQUA 9500 10500 13 W0 LM HE 1258 A 5.5 5.5
2 BNOTRIZL QURERTONA 10500 11500 s 00 L0 46 1,256 11000 0.6 0.6
- MY OYRLL OUTERIGUA 1500 17500 83 00 B0 L6 1288 1100 0.9 .9
o 26 TR OUTERIONA 12500 13500 83 00 00 LUE 1288 1000 0.3 0.1 ‘
- 27 WLE OUTENIGUA 12500 14500 i3 0 LA LE 288 {1000 1.1 L i
o e OTRI/T O QUTEBEGUA 14500 15500 13 00 L0 HE 1,288 !oo1000 L1 1.1
79 I/l QUTEALOUA 15500 16500 13 2000 LMD LME 3,288 1106 §.3 0.3
o 230 TI/L OUTERIOUA 16500 17500 16 § 200 L0 L2E 1288 o 03 03
1ML QUTERIGUA 171500 18500 1S M0 LD 4246 .28 ¢ 1000 8.0 0.0
11 TRI/E OUTEREGOA 18500 19400 18 100 LU0 LUE 3288 1 %00 14 1.8
181 MRIA SUTTRIRUA 19400 19300 I$ M LU0 426 1258 10500 1 5.
i Rl OUTERESUA 13900 20400 1§ 200 100 LB 3258 w80 .1 123
1Y TR/ UTERIOUA 20400 20500 s 00 LU0 LMHE 308 I %00 1 5.8
16 ML CUTERIGUA 0960 21400 1§ 2000 L0 L6 3258 M5 8.5 103
17 M1 QOTERIGUA 1460 21300 16§ U LMD LME 3. 17 %0 1.1 1.4
130 TRI/L QUTERLAUA 21900 22400 13 00 LU0 L 1.2 {500 1.2 .4
WYOTENT QUTERIOUA 100 22900 45 MW LG 446 L {500 1.1 1.8
L Bl MWL GUTERTQUA 10300 23400 65§ 00 LU0 L6 325 I i 1.1 i
o 29 TRl/] GUTERIGUA 1ME 22300 }§ 200 LMD LS D285 b 1.8 1
_ Hr NI OUTERIUA 20900 24500 s U OLUE LHE 328 M 600 5.9 108
EY) 197 P10 COLERSD 0T i § w0 LG Lz 1an 1M 0.3 0.3
MO0 COLERSO 1260 s LT I 7 B 4 TR 1.4 1.8
. 198 PLIE  rOLENSe 1260 1680 |'§ W Lo L1 nan TRt &4 1.1
HEOPIID CGLEESO lof 2180 5 § LI T M I R T W50 1.8 i
7 MR COLERSC 13 M 18 ne 1.ME A L P 0.1 0.
’ A PLE0 COLERSO M 10 15§ e Lo a2 1an 15 49 1.0 ]
“ 193 B0 CELERS 1500 3800 18 M0 L0 L1 1m 0 M0 6.0 0.0
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Secorcd
i
i
123
I}
i2%
i26
m
1t
134
130
13
1l
131
I
13
138
137
138
119
140
4
142
i1
'
14
g
i1
JEL]
Nk
150
151
152
153
154
15§
156
11
184
15§
150
151
141
141
154
143
15¢
167
58
154
s
171
in
171
174
it
115
177
173
m
LY

FTH
@34
BN
[t
i
(RIS
i/4
874
B/
B3/§
1N
kTR
@i
[4FA]
1N
B
[RTR]
373
un
nif}
i/
3/l
B3sl
B3
Bir3
N/3
31
1171
ki/l
033
03
B3/]
311
1171
nn
0
i
§1/1
B33
11/]
M
fir3
Nii

Wil

i
¥/l
Bl
il
Rl
B
R
i3
R:i.
¥ir:
L
i}
Fii3
073
B3
N33
iz

PESCEIP

RO01 2IVER

HOOT RIVER

1001 RIVEE

HoOT RIMER

foal elvig

ROOL RIVER

1001 RIFER

Aol RIVER

el gIveg
ASHBURTOR TO BILTOR
ASHBURTCE 10 HILTOS
ASEBURTON 10 EILTOD
ASHBURTOR TO EILTGR
ASEBURTON 10 EIL308
ASEBORYOR 10 HILTON
ASHRURTOR 20 §ILTOH
ASEBURTOR T RILTOD
ASHBURTOD 10 A1LSoR
ASHRURTON 10 HiLTOB
ASEBORTO TO RICYOA
ASHBORTOR T0 AILYON
AGHBURTOD T HILTOR
ASEBURTCR 10 HILTOR
ASEBURTOR To AILTON
ASHBORTOD TO HILTOR
ASRBURTOR TO BILTOR
ASHBURTOD T RILTOR
ASHBORTOE TO E:LTOR
ASHRUETOR TO HILTOH
ASHBUETON TO A1LTOR
ASHBORTOR TO0 AILYON
ASEBURTOR T0 BILTOD
ASRBORTOR TO AILTOD
ASEBURYOR TO A1LT0N
ASHRBURTOR 10 RILYOH
ASHBURTOR TO AILI0H
ASEBORTON TG AILTOR
A3EBORTOB TO AILTOR
ASRBURTGR T0 HILTON
ASEBURTOR T4 HILY0R
ASBEURTOR TO HILTOR
ASEBURYOR TO HILTOR
ASEBURTCR 10 BILTOR
ASEEUBTCH 1O EILTON
ASHBURTOW TO RELTOY
ASHBURTOR TO RILTOR
ASHBORTOR Tu 8Iiton
ASHBURTOS TO AILTOR
ASERURTOR TO EILYON
ASTBURTOR TO RILTOR
ASEBURTCR TO AILTOH
ASHRURTOR 1O HILTOR
ASSBORTON TO BILTON
ASTBURTUN T0 HILTCR
ASHBURTOW Y0 AILTSR
ASTBURTOR 16 8{LT0R
ASHBURTCH 10 BILTOR
KSEBURTON TO AILTOR
ASHBURTGR 10 HICLTCR
ASHBURTGH T0 Riltoy

4 Lane Freeway

B10

STARTCH  SNOCH ELENEDT SIHGDUAL VERESSE GROVTH YEROWTE TRAPFIC ACCIDEETS LEZGTH

45560
{6050
$556¢
41060
{7580
{8080
18569
{5600
{3400
U}

e
LI
1810
1620
2000
oo
00
3300
800
1100
£809
200
100
6200
6400
1000
1400
1800
§200
a0
3100
400
$801
1000
tereo
1190
11500
11900
12300
12100
1138
1400
13800
[4200
14660
15200
15600
16200
16700
17200
171t
18506
18100
19200
19800
20160
20700
1200
2N
20

46060
{6560
1060
47560
18050
{83560
{3000
{3500
56009
kU]
810
{210
1606
2000
i
2660
1300
800
4300
1800
§200
§100
§200
6600
1000
T
7800
4200
8100
9100
00
%800
10200
10700
11100
11300
1309
1300
12709
11190
3409
13800
14200
L4606
13200
15600
18200
16700
11200
11708
18300
18700
19200
19800
20400
10704
21200
100
27200
22700
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ip

—
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R R R e -]

[ —
[
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neo
no

30
it
1o
KR
10
1o
1)
neo
161
"o
160

80
ae
it
¥t
20D

Lo
{1
Qe
190

—— o e
> —p I ora o
=

==

[

ne
11
b
1o
{30
W
3D
]
0
o
1E
ne
H

1838

1638

1638

T6lE

1638

1638

1318

1618

1638
18000
18000
13600
13000
18000
18000
L8000
18000
(L]
18000
18000
18008
18409
18000
18000
18000
18600
12006
12000
12000
12000
12000
12000
12000
12000
[aoee
12000
11000
12e00
12000
10009
10000
L0000
10000
10000
10008
16000
10000
10000
10000
19000
10060
19080
1000
14000
14000
(400
14000
1006
14000
14009

104
1.040
1,040
1040
L.040
1,040
L0
L.o4e
1.040
1040
Lo
1.0
1.040
1.0¢0
LHO
NI
1.04¢
1040
1.040
1.040
1.0ie
1.040
Lode
L.ofg
1o
1.040
1040
.o
1LL00
1.0
1,040
1.940
]
1.6
104
1.040
1440
1040
1.0
1.040
E40
£.010
Lot
Lol
LG
Lo
1,040
1.0d0
1.040
.00
1.040
{040
1.04¢
[.040
1,048
1.040
Lokl
L.o40
1,040
1.04

J.a
lau
4
1t
L
Lo
11
m
EN 1
Ll

£.104

.10

4.0

8104

8.104

§.104

im

L0

B.104
20.812
0.512
.44
10.512
a5
20.112
20,502
20.512
20.512
20.512
.50
.31
20.512
.51
20.52
050
20.511
14614
13.6H
13,674
13614
13814
13,614
13.614
L1614

1164

1361
13.61
13,874
HL.6N
H1.39%
1139
FL.298
11,19
11.29%
1.19
11,338
11,388
11.29%

11,388

11.39%
11,39
[1.333
15,99
15,951
15,38
1.
18,983
15,95
15,49
1585

!

S o s A

[™]
Kk AoF LD MR WD ied B Lk L O ¥ S

™~

[ —_ — — oy —— . — [,
S O S S O D P e s 0N R e D Kk GO e O G e e S e e Ba o

-— o oo

500
500
o
500
300
500
140
500
500
0
§00
{00
EL]
400
{00
00
504
500
500
§00
100
500
00
§00
100
{ot
100
100
500
400

300

{00
{00
300
£00
400
400
00
{0t
0t
100
400
{0t
{60
600
ot
§00
500
§00
50
600
100
400
500
600
00
§00
S
500
sae

ACCTEE ACCYEARE

0.1
0.6

0.
¢

+

]
3
1.1
i1
0.1
1.8
13
0.1
0.3
8.1
04
1.4
0.4
1.1
Bll
0]
0.9
0.8
0!

8.0
0.1
£.1
3
0.4
0.8
0.1
0.5
b1
.1
b

0
0.
L.
0
0.
L

i
l
!
4
t
§
1
0
{
{
0
)
!
0
§
3
!
§
{
§
0
|
!
8
!
{
i
b
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I
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I
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1.
i1
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Eecord]
11
182
183
184
4]
13€
137
184
16%
130
191
131
192
H
193
196
191
133
19§
200
20t
02
n
M
208
206
w
208
AL
m
143
i
m
4
s
16
m
i
L]
o
2
m
m
m

%L

]

m

ROAD
Bi/1
B33
B3
A
8373
B3/]
Bl
B3/
g
B/
mil
Bt
§312
gin
032
i
BN
B3/2
0372
min
[ 5IH
B
nn
B2
Bis2
B
Kt
B
fi-9!
n-f
n-fl
02-8i
B2-1l
5281
B2-81
B-Bl
k2-Kl
(TR 1!
Be-dl
i-l
B1-51
i2-§1
i2-N
il-§
-]
bi2-§1
12-§

DESCRI®

ASHEURTOR Y0 HiLTON
ASEBORTOR 1O 411704
ASHBOBTOR 0 AILTOD
ASHBURTOD T AILTOR
ASHRURTOS ™9 AILTOR
ASHEURTOR T BILtUR
ASHEURTON T0 BiLTON
LEY RILGE TO JRCAANGA
KET RILGE T0 [HCEANGA
(EY R1DGE ™0 1HCBADGA
LEY RIDGE 70 InCEAgGA
LET RIDGE 0 IOCHARGA
KEY EIDGE TO [DCHAGGA
LEY RIDGE 10 INCHANGA
LEY RIBGE Y0 1NCHABGA
{EY RIGE 0 INCHABCK
{EY RIOGE 70 INCHABGA
LET RIDGE 10 [DCAAGCA
REY RIDGE 10 [OCEADGA
KEF RIDGE 10 {BCAANGA
SEY BIDGE T0 IACHABGA
KET RIDGE 10 THCEARGA
LEY RIDGE 10 IHCHARGA
{BY RIDGE Y0 [ACAABGA
KEY RIDGE Td [BCRANCA
[8Y RIDGE 10 TGCEANGA
IEY RILCE YO T8CHARCA
RET RIDGE ™ [HCEADGA
K2 10 @i

0 twe

B 10 61

a2 10 6l

[Nt

1w

B2 10 il

HBUR |

§°70 41

&2 1o 1

A7 ¢ §i

82 70 11

a2 101

i 10K

#2 10 Bl

B0 Bl

i215

B 10 B

§2 0 §I

STARTCE
2100
33k00
13700
Ha00
1Mo
25200
35100

200
680
1200
1640
2000
2480
040
3580
{060
1100
5280
$680
b180
§120
nu
1460
1960
8480
L]
EH L)
9540
18280
15840
1340
e
21840
M0
b1 L0
1340
23840
HHI
25040
25150
16160
6820
I
3 Hi
18450
18830
29520

Btt

4 Lane Freeway

BADCH ELEMEDT SINGDOAL VEE[986 GRONTA TCRONTA

100 3D oee 1o
2310 it HOM Lot Lin
00 b Mo 1040 3R
2100 1B 18000 1040 .22
25200 io 1000 1.046  3.122
2500 169 1Hoor Lod0 3022
26200 1) 14000 Lod0 dan
§30 12D 05 LMD an
1200 10 045} L0 Lin
1640 it W Ll 1an
2006 1 ME) L0 N
2480 10 W Lo0 L
A 1o WiE LM 3
3580 1o 045 L0
{060 100 W Lo Lan
10 11 W05 Lo 22
5280 110 2048 L0400 nne
5680 I WS LMe 122
§180 i WS L I
§120 1§D WG Lo 1an
HH 20 0081 L0
80 10 WS LMD 3
1360 1 453 L.000 L
3480 1t W8 Lo L
388d 10 WA LK 1
a2 90 048] L an
3560 4o 0453 L0032
9860 180 0 Lo 1
19840 ED 13000 1,000 {.246
W00 15D 13000 L.040 4,246
21340 Wa 13600 1.040 4246
I 16 D 16000 1040  4.246
ALY 1) I6000 1040 4248
12840 1D 15000 1.040 (.24
£ 1t 16000 1,040 4.246
2840 1D 18000 1.040  £.246
24500 ) 16000 1,000 .06
25000 150 16000 LO040 €246
19750 L] 000 104D e
26150 5D 2000 1040 4246
26880 1 1006 L0 426
e ) 1000 1040 4.8
119450 [0 000 LG40 426
18450 1 1000 10K 4.2
28980 o MODE 1,040 4,246
29520 1D HI0D 1040 4.246
0030 169 1000 [.040 4248

TRAPFIC ACCIDRNTS LRECTE

15,953
15.9%
15,533
15,953
15,953
15.983
13.38)
U
AR
.30
.30
11307
.30
1330
2.0
3.0
3.
3.aa
3.0
FAR
.30
1030
1th.m
nam
.0
1.0
nam
30
0.4
w014
0.4
wm
I SLH
4.9
HREY
.
W8
H.m
18,148
814
W
18,148
[ H
18,748
21,697
H{RLY
il.897
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18

it
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§
H
§
§
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!

i
H
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L
1

]
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I
{

U

Il
f

i
1
1

I

§
0
]
{
I
H
1
i
$
)
!
1
§
[¥
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00
500
500
500
500
500
500
L1
tH]
40
180
480
$60
L1
180
1
580
§00
500
o
L
Uy
500
520
1]
11
Ho
00
§50
300
1000
§00
560
$00
500
$00
560
500
0
§10
860
550
580
500
500
1
80
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B12

2
&

$ix Lane Freeway

fecordi ROAD  DESCRIP STARTCH  ENDCH ELDMEEY SINGDUAL VERISA6 GROWTH TOROVTH TRAPFIC ACCIDENTS LZRGTH  ACCPRE ACCIREH i
1 B35 ISIPIOGO TO BOEBAG 0 400 15D S000 LO40 2.122 6183 S0 o 02 *
! RS ISIPIOGO 10 DURBAD 01 1 54000 1040 2122 61535 noan Lt 0§
3 BM2S 1SIPIOGO 10 DORBAB m o nn 150 000 040 3.022 6153 W 0z 0 g
L ¢ B2 ISIPINGD 10 DURGAY 1 1 10 5000 104G 3.122 6L.S3S ¢ %0 0.0 0.0 :
» S B2 ISIPIEGD TO DORBAR e 1 10 5000 1040 3.120 61338 0 0 8.0 0.0 :
o 6 B2/25 ISIPINGD 0 DORBAE 2270 210 2D 54000 1040 .13 6153 ®OOS00 0 0.8
TOB2/2%  ISIPIBGO YO DURBAR 1TMD 1iM0 60 MO00 1040 3.120 6151 1/ B 0.2
2 § 62/25 ISIPIBGO 10 ORBAB 1210 1810 k) 0000 1040 3421 3186 1 400 0.0 0.0
9 W25 SIPIRCO YD ODRBAE 38R 43N0 ] 0000 LOO 2022 .16 1M 61 0.
0 BI/2% [SIPTECO PO LURBAR 4310 4850 22 ) 0000 LO&  3.122 34186 800 01 0.3
11 B2/25  ISIPIEGO 70 DURBAR 4810 %400 199 0000 L0800 3.122 34186 1600 0.0 0.0
12 15 18IPINGO YO DURBAE  §4T0 59 't 0000 LO4E 3122 3.186 PR R I B N o
I3 BM/S ISIPIECO YO DURDAE  $970 g4 20 D 6000 1050 2153 41430 15 450 L1 18 N
4 02725 ISIPIECO YO DUZBAE 6420 1070 1o 36000 1,050 3.151 41430 6 850 0.4 0.6 '3
15 BU2S  ISIPIOGO TO DORBAR YO0 1SN 10 /000 1050 1153 41.430 b S0 0.8 0.0
16 96725 ISEPIBGO O DURBAE 7510 8O0 1D 36000 L.050 3.181 41430 o 00 0l
1T /2% I3IPIOGO 70 DOBRAE 8070 8510 1D 36000 1050  3.183 41,430 ¢ %0 68 6.0
- 18 W25 ISIPIECO TO DORBAD 8570 3010 1D 16000 1.0S0 0.I53  4h.400 0 %0 0.0 0.0
W £9 82726 13191060 10 DORBAE 00 BN N 36000 1050 1153 41430 %O 1
20 U2/25 O ISIPIOGO FO DORBAD 95T OOTO 3D 6000 1.0SO 1.1S3  43.430 I 1 R S R
30225 ISTPIAGO YO DURBAM 10010 1051 12 D 76000 1050 LI33 41430 1 %0 0.0 0.0
12 B2/25 ISIPIOCO YO DURBAD 108570 11070 80 16000 1050 3183 4Ll TS 02 0.3
25 0228 ISIPINGO O DOBRAR  110Y® L1510 24 D 36000 1.056 1153 41430 oS00 01 04
20 RS ISEPIOGO TO DORBAR  1ISTO 13009 80 36000 1,080 3,153 41,400 ¢ 0 0.0 0.0
25 B2/2%  ISIPIDGO O DURBA 12000 {17300 130D 6000 1.050 3.153 B30 oS00 0.0 0.4
26 §2/25  ISIPIOGO TO OORBAR 12500 13000 42D 000 1200 3310 .49 Bose 0 (.8
o 2B/ ISIPIEGO O DOURBAR 13000 13500 0 100D 3000 1100 3310 4.9 nOow ot LS
. 1 B2/25  ISIPIBCO TO DORMAB 13500 14000 1D W00 4000 L3N0 63492 1806 0. Gl
1 K22% ISIPINGE O DORRAR 14000 4300 M D 6000 1000 1316 43.493 o300 01 02
30 62725 1SIPI0GO YO DURBAD 14500 15000 1D 6000 1100 3310 43.493 0 0 60 0.0
3225 ISIPIAGO 10 DURBAD 15000 15500 12 0 6000 1100 3310 43.433 %S00 0.6 11
30OBUIS ISIFIACO TO DUREAR  [S500 16000 1D 36000 1,000 3.310 41.49) 0 %0 0.2 0.5
5 31 E/25  TSIPIRGO 10 DOBBAD 1000 16500 i3 p 6000 1100 3310 43.493 YO0 0l b
2 30 B2/25 ISTPINGD 10 DUBBAD 16500 16900 160 16000 1100 3310 43,491 ¥ 00 0.1 L1
15 B2 ISIPIOGO O DURMAB 16000 IM0C 42D 52000 1030 2.08F 58,669 Woos0 6 1.
! 36 B2/25  ISIPIOGO O DUEMAE  1T400 17900 171 52000 1.030 2.09t  50.567 § 500 0% 0.3
31 RS ISIPIACO 1O DOGEAD 17900 18400 ) $2000 1,000 2.091  58.667 1800 Al 0l -
3RS TSIPINGD YO DUGBAE 8400 18900 50 52000 1.03¢  3.091 SK.661 I ([ R TS B N | b
19 E2/25  ISIPIACO YO DUBBAR 18300 13400 3D 53000 1030 2.081 53,667 oS0 0.0 4l 4
0 BY/25  ISIPIDGO 70 DURBAR 19400 19300 9 52000 1030 3.091 54,667 %0 01 0t
1 B228  ISIPINCO TO DDRBAE 19900 20400 2o §2000 1030 1.091 58,661 LI I R X
(2 02025 ISIPINGO 0 DURBAR 20400 20900 8D 52000 1.030 .01 §8.667 0 560 0.0 0.0 :
{1 6225 ISIPIRGD T0 DUBBAR 20900 21400 1o 51000 1030 2.0%%  58.667 ToME 60 0. §
W5 ISIPLRGO 70 DUESAR 31400 22000 120 53000 1.030 3.08%  S8.66 T 600 LT 18 ~
{5 2725 ISIPINCO 70 DURBAR 22000 12600 169 52000 1.010  3.0%1  §8.667 10 600 0.2 9
6 2025 ISIPIRGO 0 DURBAD 32600 23100 170 52000 1.030  1.081 88.657 %0 6.3 0.
11 8128 ISIPIBGO TO DORBAR  1II00 23600 1D 52000 1,030 3.091 SK.667 ¢S 0.0 0.0
8 B/25 1SIPINGO TO DORBAE 13600 24100 10 52000 1,030 3.091  s8.660 bosie 0.0 0.0
19 82/25  ISIPIHGO 10 DURBAR 24100 24500 7D 52000 1.030  3.081  53.%67 T 50 01 0.1
S0 §2/25  ISIPIAGO TO DURBAB 24600 25100 7 000 1930 1.091 53.567 I 11T S W 0.1
§1 BH25  I8IPIBCO TO DUEBAE 25100 23800 22 p §2000 1030 D.081  SB.66! TR I B 0.1
50 B12S ISIPIRGO 10 DURBAR 25500 25000 2 000 1.030 .09t 56.567 {500 0.1
$3 M/I% 0 ISIPIGGO TC DURBAR 26000 26508 ) p §2000 1.030 3.091  S.667 6 %00 0.1 i
S RN ISIPINGO TO DURBAR 26500 27000 1D 2000 1,030 2.091 %4667 50 0.0 0.0
. $5OE2Y ISIPIRGO TO DORBAR 21000 21500 7o 2000 1.930  1.091 54567 !owe 0 9.l
’ S5 B2/15  ISIPIAGD 10 DURBAN 27500 28000 20 52000 1.030  1.091  §B.467 b S00 0.0 0.0
d §TORL/2S USIPINGE TO DURBAR  :R000 18500 169 Q2000 1.030 .09 58.567 ET I 1T I ¢ 11
i S8 BL/25 1SIPIRGO TO DURBAR 218500 28%00 T 2000 1,000 1091 88,867 400 0.9 ]
. S @700 JSIPINGE Y0 DURBAR 28900 29500 50 52000 1,030 3.091 58,667 100 0.3 0.8
f TRV WTSPVILET 0 PHPERTD 900D otaF i LR LI L RS Y Y o




B13

Six Lane Freeway

Becordl ROAE  JESCRIP STARTCE GHOCE ELEMERT SIGCDUAL VEA1986 CRONTE TCRONTE TRAPPIC ACCIDEEYS LEUGTH  ACCYEM ACCYEALN
1 B/l VESTVILLE YO ENBERTO 9500 00O 20 6000 040 302 63N 0 0.1 0.1
§7 ¥1/1  YESTVILLE TO ENBERTD 10000 10500 30 56000 1,060 1122 G.BU g 500 8. 0.2
Bi BI/1 VESTWILLE 10 EMBERTO 10500 11000 i) 6000 1.040 M.122 63l i o0 0.0 0.1
i Wi/l VESYVILLE TO ENBERYO 11000 11500 D 5000 L0022 BN i 00 0.1 g1
§5 RM1 WESTVILLE TO ERBERTO 11506 12000 (2] 56000 1040 3020 61814 1 s f.2 0.3
86 H3/1  WESTFILLE YD ERBERTO 12000 12500 L] 56000 L.O40 1R 6.8 e 0.4 0.4
87 B3/l VESTVILLE 70 EHBERTO 12500 13000 ) FO00 1.040 LR kl.El4 98 t00 1.5 Ll
88 RI/1  ESTVILLE YO EMBERTO 13000 13500 170 10000 L0 121 €5.581 B 800 0.1 b4
§9 BY/1  WESTVILLE fO ENBERTO 1500 14000 te 10000 1060 3020 45581 {00 0.1 0.2
10 RIfL YESTVILLE TO EMBERTO 14000 14500 1D 10000 L0 J.n2 45.58) IO 0.1 0.1
T DML WESTWILLE 10 EMBRRTO  F4S00 15000 ute 0000 L.O40  3.132 45,51 FR L) ¢.0 0.1
Tt B/1  WESTRILLE 10 EMBERTO 15000 15500 1y {0000 1.040 3122 45.501 00 0.1 0.2
11 B30 WESTYILLE 10 EEBERTO 15500 JsG00 ) 10000 1040 Loz 4581 1§00 0.0 2.0
T B3] WESTVILLE YO EKBERTO 16000 16%00 10 00 1040 122 5581 LR i 0.1 01
18 B30 WESTVILLE T0 EMBEETD 15300 17000 18D 10000 1,060 1.122 45,581 1 s L6 11
16 811 WESTVILLE 1O EUBERTC 11000 17500 16 D 0000 L.od0 3122 45,581 W 0.3 L0
T -2 [OEBERG 10 BELLVILLE  BO0 1200 I'b THO00 OG0 €315 118169 W00 0.1 9.
8 [-b  COTRERG YO BELLPILLE 1300 1800 Ip 14000 1060 4.375 1I8.189 N 8.1 0.8
19 E-B  TOBBERC ™0 BELLPILLE 1300 2300 1D 14000 1,060 .375 P1A.169 50 8. 0.1
80 K-B KOEBSEC 7O BELLVILLE 2300 2800 1D 1000 1,060 4.375 118,163 {1 0.2 ¢.d »
31 I-B LOBBERC TO BRCLLYILLE 2800 1300 10 000 D00 4,315 118.169 i 50 0.4 0.4 i
82 [-B  EOEDERC %0 BRLLYILIZ 3300 330 1D MO0 1,068 &AT5 L6.169 LI b, 0l
83 1-B  LOEBERC 10 BRLLFILLE 3800 €300 ap 000 1080 L3S 110089 I s 8.1 8.1
8 £-B  [OEBERC ™0 BELLYILLE 4300 4800 1t TH000 1060 4.275 118,188 i 6.0 0.1
85 -3 [OKBRBG %0 BECLVILLE 4800 5300 no 14060 1060 4375 118,169 0 s 0.2 0.4
B85 -8 EOEBERG 10 BELLPILLE 5300 5300 13D §1000 1.060 4305 186.991 i1 600 0.4 0.6
97 -8 IOEBERC 10 BELLVILLE  5%00 6500 £330 STC00 1.060 4.375 106.991 81 600 0.8 1.4
88 1-B  EOBBERG PO SELLVILLE  £S00 7100 190 61000 1.060 4.315 106,931 1 &0 0.! 1.2
8 £-B  [LOEBERD Y0 BELLYILLE Y100 1700 1t GT000 1.060 4.375 106.9%1 &0 8.1 1.1
89 £-F  IOEBERG Y0 BELLPILEE 1100 800 190 7000 1060 4375 106.991 LI 1 0.1 1.2 :
9 L-B  EORBERG Y0 BELLFILLE 8100 4100 o 61000 1.060 4375 106891 340 8. 0.8 i3
91 I-8  [LOEDERC 10 BELLVILLE 8700 %200 16 0 10000 1.060 €.315 (1113 Woosm 0] 0.§
91 1-8  [OSBERG TO BRLLVILLE 9200 9800 1D 10000 1,080 4375 110.781 ] T 1.1 1.3
9 [-B  ECEBERG T BELLPILLE 9800 10500 1D 10000 1060 €.3M 11L.78L {10 0 0.3
95 I-B  BOEBERG ™0 BELLVILER 10500 11900 6D 10000 L.0GC  £.315 11).78) i 500 0.1 0.1
% -8 LOEBERGC Y0 BEILLRILLE 11600 11600 i TG00 1060 4315 11118 i 00 6.6 0.3
91 f-B  KOZBERG 10 BEELVILLE 11600 13200 0o 00D 1.060 4315 f18.163 it 50 0.4 0.6
95 €-B XCEBERG T0 BELLPILLE 12200 12100 it 14000 1060  £.31% 118189 JE 1] 0.1 0.1
99 K-8 [GEBERG 10 BELLPILLE 12700 13400 15 D 1009 1.060 .37% 118,168 oM 0.2 0.3
106 [-2  EOBBERG 7O BELLPILLE  [3400 14200 21 1000 1,060 4018 118,169 $8 800 0.3 0.6
101 E-3  NOEBERG ™0 BELLPILLE 4200 14800 1610 1000 1060 4,178 118.169 600 N 0.8
107 1-8  TQEBERG 7O BELLWILLE 14800 15400 0 1000 LOGE  €.315 148183 i B0 0.2 0.3
103 1-B [OEBERG 1D BELLRILLE 15400 5900 18D 14000 1080 €.375 106,169 i o 0.1 0.4
4 [-B IDEBERG TO BELLVILLE 15900 16300 i1 TH00 1,060 .35 EB.16Y I 1400 0. 0.6

o)
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APPENDIX C : DATABASE SORTED BY GEOMETRIC ELEMENT

Two Lane Roads C2
Four Lane Freeway C8
Six Lane Freeway C12







c2

Two Lane Road

b
D
D

Becordi £0AD  DESCRIF STARTCH BHOCH ELEEBT SIEGDUAL VEH1986 CROWTH tCROUTH TRAFPIC ACCIDES?S BHCTE  ACCYSE ACCVEANN
) I TR%/t  THRER S13TERS 83100 83800 1§ 10t 1.020 LR 1986 i 500 8.3 L0
' I TE3/T  YHREE SISYERS §1300 61840 1§ 1300 026 4.1 1.9% I 0.5 Lo
i TRY/T  TEREE SISTERS 1600 18100 13 1300 L0 L1 1.9 300 0.3 L0
+ T83/T  THRER SiSTERS 11100 17600 15 1300 1020 L1201 1.9% A 11 1.0 30
B i 14%/7  THREE SISTERY 65300 66400 1§ 1300 L0 B .95 I 0g LS 11
§ TRI/T  YHRER SISTERS §0500 50500 1§ 100 L0zt 492 1.9% 1 {00 0.} L3
T Y8577 THRER SISTERS 56400 66309 1§ B0 L0200 .42 1.9%6 i e .0 {1
1 18%/1  THREE SISTERS 63000 8I500 1§ 1300 1.020 4.022  1.856 1] 0.5 L0
B § 1E9/1  THRER SI§7ERS B8100 68600 t§ 1300 1,080 41227 1.9% LR 1] 1.3 11
= 10 YR%/7 THREE SISTERS 18600 19100 1§ 1300 L.020 4122 L3S6 1 00 0.5 I
Ho Yed/7  PAREE S1STERS 63500 64000 15§ 1300 L0200 B3 195 s 10 8]
12 TR3/T  THREE §{§1EES §1800 633500 1§ 1303 L0260 4§12 1.9% 0 M0 N 0.0
13 TR%/T  THRER S[9%1RS £9200 83504 1§ 1300 1020 4122 195 LR L[] 80 L
14 TR§/7 THREE S18TERS §860C §9200 I 1300 .02 4 1986 1 6l 0.3 0.%
1§ TE9:7 THREL SISYERS §4000 54500 1§ 1300 1020 f.022 1,956 1500 Li 1
16 Y83/T  THREE SISYERS T1600 12100 1§ 100 Lo 4432 1,95 100 L% 3l

I' TR9/7  THREE 5137ERS 48100 B36L0 13 13oe 1020 €122 1356 1 s 1.4 11 ‘

I8 TRS/T YBEEE S18T6EY 18100 78600 IS 1300 1026 4020 1956 ] .0 i i

iy TRY/T  THREE SISTERS 81100 87600 1§ 1300 Lot L1232 1.9% 5 .0 i1 ;

20 TRS/  THREE SISTERS T2100 12800 1§ 1ol Lot LR 195 ! 00 1.0 1.0

21 TR3/T  THREE BISTERS 86100 86500 18§ 1300 1.020 4122 1.9% T 1.5 il :

M 11 a9/ THRER SISYRES 60800 60500 18 B0 Lot 4131 1,95 [ 500 0.4 1. ;

11 TES/T  THREE SISTERS fsloe 83600 1§ 100 L0200 42t L3 150 1§ Ll '
i TRYST THREE §15TRis 16600 1T100 15 1300 1,000 4122 1,95 0 %00 0.0 .0
25 TAYT  THRER SIsTiRs 44100 84500 1 1360 1.0 612 185 10 I 11
t6 TEY/T  THREE 815YRQS G600 67400 18§ 100 1020 {022 1,9% I 0.5 ()
3T TR9JT  THREE BISTERS 31600 82140 1§ 1300 L0 4022 1.9% 1500 0.8 1.¢
o 18 TRS/T  THREE SISTERS T6E00 16600 15§ 1300 1.026 4012 1,946 0 1.0 1.0
1% TRS/T  THBEE SISTERS 80100 80600 138 (300 1.020 4122 1.9% ! s 1.0 1.9
30 TES/Y  YHREE SISTERS 5100 73600 1§ 1300 B0 4122 1,956 I LE 11
) il OTRYT THREE S1STERS 69600 Y1100 ] 1360 L0200 {122 1,9% 0 1560 0.8 0.0
B JU TRY/Y YHRER SISTERS 4600 13100 1§ 1300 1.020 4022 1956 1 1.4 0
o 3 TR9/T TORER SESTERS B150¢ 88100 13 1700 1020 4120 1.9% 150 4.5 1.0
HOTRYY THREE SISTERS 89100 89500 1§ 1300 1,020 032 1.9 1 80 8. 1.0
35 M%7 THREE SESTEAS #5600 81100 1§ 1300 Lot 4412 1956 ¢ 0 0.0 0.0
i TR9/T  THRES SISTERS 34600 #5100 14 1300 1020 40122 1.9% 0 os00 0.0 0.0
§ 31 189/7  YHREE SISTERS g0800 81100 1§ 1300 Loz 4022 1,95 1 i 1.3 11
J§ TRY/T  THREE S1STERS 12600 13100 1§ 1200 1,020 4122 1.9% LI {11 Ly Ll
i TR9/T  THRER 81STEES 2100 92600 [ 1300 1,000 13T 195 L 1. it
(0 TRS/7 TBREE §I§TERS gi600 35100 I § 1300 1020 12 1.9% {50 1.0 {.1
{1 1R%/1  THREE SISTERS 14100 14600 18 1300 1080 4122 1.9% 1 i 0.3 1.9
! 2 T3/ THIEE SESTERS 13600 4100 13 1300 1020 L121 1.9%6 [ 1] 1.0 10
{3 TR%/T  THRER §ISTERS ity 7is00 15§ 1300 1620 4122 L.966 1500 L3 Ll
4 ORIl QUTERIGUA 1400 21904 13§ 100 1040 LG 138 £ 500 1.8 it
5 TRLAT O OUTERLGUA 10900 21400 1§ 0D MO LuE 128 1m0 5.4 1.3
f» TRI/; QUTERIO0A 1900 22490 1§ MO LM LHE 3288 L1 1.2 s
i1 TRI/T GUTERLNUA 1930¢ 20400 L] 131 PT L U T J 1 0500 T S %
43 TREST COTERTQUM 15400 19300 bS U0 L0 s s 10 500 i g.1
65 TRLT  QUTEKIQUA 17500 18500 15§ A6 1M {246 1288 ¢ 1000 0.0 0.6
9 S0OTRI/1T EHPSRA TO PLETTERBURG BAY 20500 23500 15§ 300 LM L N T1090 N 1A
. SLOTAMEL NMYSHA TO FLETYEWBURG BAY 00 285M0 13§ N LM L6 SN 5 1000 1.8 13
i S:O TR V1 RHYSHA TO PLETETRRRG Bat 26500 21iEd 13 00 LML LUE S 0100 1.0 3.6
§r TRIZND ENYSKA TO PLETTINEURG 847 12300 24500 13 JA LU0 L6 510 §ood0 1§ L&
£ HOOTEL-i] ERYSHA TC PLETTERAURG 347 500 23500 I3 U0 L0 L6 S § 1000 1.6 1.6
' PUOTRIIN ENYSHA 10 PLITTENRURG EAY 215K 22800 1§ 1000 L0 4268 S § 1000 1.1 1.2
" Y6 TRZ-11 ENYSRA TO PLETTENSURD BAf 13500 19500 3 I/ LL0E £HE SN 16§00 0 .0
SRl VERGLAN 19 NEVOUELDEALAND 27-41ta 76000 36500 3 6% 1.060 3. B¢ {613 1 500 1. (.
7y 5 preaen VERULAN 10 BEVOELDERLARD 27-ilbw 20600 344Q0 13§ 196 LOB0 LM 4613 I 0 0.1 §.3
AR CABTSRITR T REERERSPARTEIN 3G 300 13 LS N U/ P L S O 500 0.0 n.g

e ' S T E L A |:."_.'|':'["!i_7l"i‘l f AN :l]‘ N N "‘- 3_'-". HE i J': In ![]1 o
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Two Lane Road

]
zecordi BOAD  DESCRIP TASTCH  EMOCH ELSHEET SIRGOUAL VERI985 GRQWPH TCEGHTH YRAPFIC ACCIDENTS LENGTE  ACCVER ACCYERIN
LIRA] LADYSHITH 70 ZEEYERSFORTEID 11300 23800 15 1231 1050 L1853 an P11 b4 0.3
YRR X3 LADYSKITE T0 LEEVERSFORYE[A 22800 23300 138 231 1080 L1 Len ¢ 0 0.8 1.8
65 PEAIT  NEUELT TO WEWCASTLE 47000 41500 1§ 231 1020 L0806 4728 1800 0.4 1.1

P LADYSHITH T0 NEEYERSPOOTELD 11800 22300 18 13 LOS0 Li8) 4am 1T i 2.4 .9 - W

1| LADYSRITE Y0 KEEVERSFORTE!R 17200 11700 1§ {13 Lo L8 wn i loo 0.8 L§ *

i€ P31 LADYSRITE 10 EEEVERSFOBTEIR 1700 18200 13 21 LO0S0 3151 4 IS0 6.6 L.t &

8T FIL LADYSHITE Y0 LEEVERSPONTEID 11300 21800 15 213 L0 ).18%  4.4m 0 i .0 0.1 .
i Pil LADYSHITH 0 KEEVERSPOATEID 26400 27000 15§ Q21 L0 LI LEn 11 600 1] 1.6
§9 P31 LADISRITRE t0 LEEWERSFOUTEIN 16206 18700 1§ 20 1080 .18 fan LI 0.8 1.6
el LADYSHITR 10 LEK7ERSFONTEIR 15300 25800 1§ 20 Lot LS ¢an 5500 1.0 .1
H LADYSHITH 10 KEEVERSPOBTE!R 8300 %400 1§ 265 1,050 3153 4908 500 1.4 11
AT LADYSKITE t0 NEEVERSPOETE(D 16300 16809 1§ 265 1,080 5.15) 4908 U 0.0 0.9
1 Pl LADYSRITE 10 LEEYERSPOUTEIM Bi00 8900 15 265 1080 2153 4. ¢ 500 1.0 0.0
ol LADYSHIYE TO EEEVERSFONTEID 5100 5600 1§ (65 1050 3,153 4908 It s00 19 5.1
TPl LADYSHITE TO EEEVERSFOFTEIY 100 50 I (268 1050 3,150 oM e 1.§ L1
16 pil LADYSHITE T KERVERSRONTEIR 14000 14500 I'§ 1269 1080 1.18)  ¢.908 0 0 .0 0.0
ORIl LADYSRITE T0 KEEVERSFONTE]B 12300 13500 13 168 1080 5183 4508 1] 0.0 g.0
L33 LADYSHITE YO EEEYERSFOUTE(H 12300 {2900 1§ 4168 1050 1183 4,008 b 600 1.0 .1
Pl LADYSKITE T0 EEEVIRSFOBTE(D $Ho 4500 15 {268 1.050 180 (.31 B oS00 1.§ 3.1
B0 P41 [I1GGOLVED] TG PORT SEEPSTONR 1000 4500 1§ HiZ2 L0200 e 4. i &0 R N |
dl TES/1 DU FOITSELOOF 6100 2200 1§ 500 LMD .46 634 [0 Seo 1.4 2.9
a2 TRY/L DU TOITSKLOOF 3500 36200 1§ $300 L060 LU6 SN i 1000 L1 L1
4 TES/T DI TOITSELOGE a0 21740 1§ (500 L0424 69N 00 0.3 0.6
a0 TRY/T DU TOITSELOOR 13200 23M¢ 1§ 500 L0 G246 59N 1 500 0.3 0.6
85 19/ DO TOITSKLOOF 18200 3200 1§ 500 Lo Lue 5.9 131000 .8 1.6
g6 TRY/L DU T0ITSELOOR Jaoe s 1§ 1500 L0400 U6 5.9 16 1ot &l 1.3
81 TR9/2 DO T0)TSELOCF 210 25200 1§ 1500 1,040 €246 6.91 L] 1.0 2.0
48 TR%/2 DO YOITSELOOF LITR0 24200 1§ $500 1,040 w26 6.9 T 10 3.0
B9 P2/2021 VERULAN TO BENGUECDERLARD 27-41ka 27000 27400 1§ 1856 1080 2184 5197 1 e 0.3 0.%
50 PE/12  HEUAII 10 ENCASTLE §1000 §2300 15§ 5026 1.020 3.080 5.6 15 300 3.1 8.9
81 P4/l TLIOGOLERO! 0 PORT SHEPSTOUE (600 5100 18 JI%8 1080 3183 5,982 16§00 1.1 5.3
91 P21 PERULAN YO ARYGUZLDERLAND 000 5400 18 WY LB OB S5 6 400 8.9 .1
31 FLAULL VERGLAK 10 DEWGURCDERLAED 00 5800 1§ 5833 L.0%0 .06 6322 0 00 0.0 X
S PL/I0 COLERSO 00 {800 1§ W L 1 L 0 s00 0.0 0.0
8% P171]  VOLESROST 10 HEVCASTLE {600 5300 15§ o0 1040 3022 1an T 500 .9 1.8
fo PI/IG COLERSC 80 e 15 1000 Lo 3022 19n 1 50 6.1 b1
§7 Pi/13 YOLESRUST 10 BEWCASTLE Bl00  To00 [§ e Lo 3 ran 1T 800 I %)
98 PI/10  COLERSO 1260 1680 I8 i LMo 3022 nan {0 1.5 1.2
3 PG COLERSO (300 s200 135 1000 L0012 LN 12 LS 18
MC TRIZD QUTERIQUA 13300 16500 15 W LMY LUHE 1255 11000 0.1 .1
101 TRZ/1T E@YSHA TO PLETTERBURG BAY 18300 17500 ts P0G 1048 LAE 5 IH § 1000 1.1 1.2
Q¢ TRI/IL [LHYSHA TO PLETYERBUEG BaY 4500 9500 13 Bee 1060 LAE SN 1 1000 0.8 0.6
103 TR2/1] ABYSEA YO PLETTEMBURG BAY 146 4500 15 30 L0 LuE SEl 1 1000 0 0.4
[0 TR2/1] EBYSHA TO PLETTRRBURS 3aY 9500 10500 13 DU LME L8 S 13100t 43 ]
W0 P2/2I2) VEROLAN TO REWGUELDEELAED 27-ite 30500 31000 1% 1969 L1960 LIBv 4613 1800 0 1.9
105 P2/207) YERULAN Y0 BEWGUELDEGLARD 27-fkm 40200 40700 15 1969 1080 LIS4 4613 A .5 9.1
107 PIITCT) VERULAX 10 BEWSORLDERLAED 27-4lka 31400 31300 16 1969 1080 1 1B4 481D S0 0.9 kT
[C6 F1/15  TOLESRUST 10 REWCASTLE 060 1500 28 (000 1,040 3122 .55 ke 1.6 1.3
(03 PI/12 WEURLY 1O EEWCASTLE {6000 46300 15 1233 1020 3.060 ° 4.728 1500 0.1 1.1
HO FI/i2 HEUKEL TO BEWCASTLE {7500 48000 15 1231 1,020 .00 4.728 1§00 0.2 b.d
T PIFEY KEUMLE TG HEWCASTLE {9500 46090 13 i1 1.0 )0 6T oS00 G4 0.8
i Pl HEURID 10 BENCASTLE S04 51000 18 {231 1020 3060 4738 {500 0.3 1.1
NI Plril NAURID YO WEWCASTLE {8000 48560 13 €1 LB 1060 4.0 L] 1.5 34
136 Flif2  NEWHID 'O BEWCASTLE {560 45000 25 213 1.0 3060 4728 50t 0.3 1.1
118 PLAZ HEURLT TO HRUCASYLE {oon 44500 13 211 1.6 3080 4.8 oS00 0.4 0.8
[16 BI/12 WEUNID 10 NEWCASTLE 1106a §1500 1% 23] 1820 Lo80 1 13 500 1 85
11T 13 LALYSKITH §C LZEVERSFOBSTIN 1UB0G 1E300 18 {263 L0590 3153 .08 0 500 0.0 0.0
1. X} LADYSHITH 10 FEEVIRSPOAIT(H 11806 J3300 13 265 1050 P.I8F 4908 1500 n.6 1.2
18 (8 1050 3183 e | A 0.4

13 El LADYSH)TH T KERVERSPORTLIA 1500 15008

IR B PSR S o I Ty

300

P

AL cr eyt en [
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Two Lane Road

P
D
b
D

i

5 Secordf RiAD  GESCRIP STARTCH EADCH ELBNENT SIEGOUAL VEH1486 GRGVTE TCROVTE TRAFRIC ACCIDERTS LREGTE  ACCTR ACCEEDE

[0 TR9/2 O TOITSELOGR T I X B0 LMD LME BN 3 S b4 08
123 TE¥/z GO TOITSELOF TN N0 2 1500 1.0 LUS 6N 1O 0 0.3
[23 192 DU YOITSKLOOF [0 1500 2§ 1500 L0 L2 69N $ 0 L3 L
‘ 124 1R300 TOITSELOOF e owe0 2§ 500 100 LME &AM 4 S0 06 LI
e 125 TRY72 DU TOITSELOOP 13000 13500 28 500 LOW L6 69N LI I R
126 TR9/2 DY TOITSELOOF {3500 14000 2§ 500 LM0 L6 6N IR 1T OF N X
21 MY 09 TOITSKLOO 16200 26700 1§ 1800 L0 426 5N (TR I
128 TR3/2 DU TOITSELOVF 5500 17600 18 500 10 L 69N o 1y e
123 TRY/2 DU TOITSKLOOF 18100 18600 2% 1500 LU0 4265 63N 5800 L3 L6
130 TRS/2 DU tOITSILOOR 0200 20100 1§ 500 L0 4246 6974 oS0 20 6
111 MRY/2 DU TOITSEL00F 1000 1200 2% HOE L0 LG 69N 1w L0 0
132 18972 U TOITSKLOCR 1500 12000 28 1500 L0 4.6 59N S A W
111 TEY/2 DU t0ItSRL00F 900 6400 2§ 1500 100 426 69N LY N

134 183/2 OV 10I7SELOOF 15600 16600 2§ $500 LU0 LUE 6.1 1000 6 g
135 PI/12 ANBHLL Y0 BEWCASTLS §1%00 52000 2 5026 1020 3060 S.514 N X B W

136 M7l [LIGGOLYEN TO PORY SEPSTOAE e omo 2 SI98 LOSO 1153 5.9 H (R % B N
131 F2/211) VERULAK 10 HEVGUELDERLARD 5800 100 28 B3¢ 1020 3060 1.298 0 W 14 2
i1 PIFID COLESO [0 MO 2§ 1000 1040 a2 1N T I N I N
199 P1A0 COLERSO S0 680 1 1000 100 312 LM 1 L S WO N
2 140 21710 COLRNSO w00 800 2§ 000 100 3122 1AM Y /R R W
W1 #1710 COLEAS B0 10008 1 000 L0 3022 19M 6 0 08 L
Mz TRL/IL RBYSEA 10 PLETTERBURG BAT 500 5500 1S 000 L0 LUE S bW L6 1§
~ W1 P2/212) YEROLAK 10 HEVGUELDEREARD 27-4lke 13000 J9i0¢ 15 169 1060 1184 4603 o 0 L
D 144 P2/242) VERULAN 0 UEVGUELDERLABD 21-4lkn 32300 32100 3§ 969 1060 1B 4613 S B
4§ P2/2(2) VERULAN 10 NEWCUBLDERLAMD 21-4fka 32100 3200 15 169 LOSD 1184 4613 oS0 LE 9
o 145 P2/202) VERULAN 1O WEHGUELDERLAND 27-Ulka 18500 39000 3§ 169 LU0 LISE 461 1m0 Ll
' W1 P2/202) VEROLAN 0 REVGUSLDERLAND 27-ilke 15500 26000 33 1969 1.0B0 86 4613 o0 LT3
3 PI/E2 MEURZI %0 BEWCASTLE 9000 43500 1§ 231 LO0 1060 4728 Poosl0 L1 s
U3 TRYZ DU TOITSKLOOY 3500 00 3 500 100 L6 6N oW LT 3
150 183/2 DU TOITSKLOOR 18500 19100 3s 500 LD LUE £.9N T N RN
151 TRY/Z DU YOITSELQOF 1500 13000 13 500 LW M6 63N ]osr 04 09
152 P4/l ILHGOLWERI TO PORT SHRPSTOUE 9200 10000 38 §198 1030 3153 5.982 U I TS B N
(53 TRY/T  THREE SISTERS 8600 8300 4§ 1900 1000 La22 1,35 N R N B
., 1S4 THS/T THREE SISTERS 3600 84100 48 1300 1020 w122 1L9% Tose Ly 1
o 155 TR9/7  THREE SISTERS SO0 §8100 4§ 100 LA fA2 195 1w Lyl
155 TRI/L - OUTSAIGUA 2400 22900 S MO0 LU L2 1385 T I R &
S IS7 TRIZE OUTERIODA WieE 20300 43 HIO L0 LUE 1255 TR S WO
) 159 TRY/2 B TOITSELOOF 20 BT 43 B0 LD L6 69N 1S 04 09
2 1S9 BL/I0  COLERSO B0 W (S 0e0 Lo L1 Tan S R ¥
180 FIVIT NEORLD YO BEWCASTLE SO0 USB00 5 100 1060 4128 1o 06 13
51 PJI LADTSNITH %0 KEEVSASFOBTEIR B0 10300 55 265 1OSB 3053 4.908 BOMe LE 13
152 P31 LADYSNITH T0 KEEVERSFOMTELS 600 S0 35S 258 LOSO LAS3 LR I I WA R
155 PA7L [ZINGOLWEHI T PORT SEEFSTOME 200 10 8§ G198 1050 LIS3 5.902 S I I R B
' 164 PI1] VOLASRUST 10 WENCASTLE B0 B0 5 ne LW Ll 1am 1| I R
B 188 PI110 COLENSO 000 BEEE 53 M LU Ll 13m B0 08 13
156 TRIA GUTERIQNA 2300 1 6§ 200 LG LUE 325 L T 3 S5
€7 P2/207% YEROLAN 10 WEWUELDERLAWD 17-4lts 71000 11400 53 W6 LOGD B LN oW 6w
: 153 PEr2i2t YERULAX YO REWGUELDERLAMD 27-4lke 33200 13600 63 WEY LOGE LI hAD TR T R
- 185 FLUIL) VERLLAN T ROVGUELDELMRE 27-4lkn 03400 30400 55 1969 1060 LIBE 461D T 1 R W S O
o 9 B0 10 TERULAN TC NEWSURLDERLANG 0 MW 5 B3¢ L0 1080 7298 %0 11 2
M1ORIL CaLER) T TE R W0 LU0 L 19 Io#0 6l
Y OREALENSSHA TO PLETIERRURS 4¥ T TU I 300 L0 L5 SN U I T R N
ThOTRIAG IRISKA 10 2LETTENEURS 8AY HEW B s 0L LS Al o onrna
o 4RI JERULAK 10 SONCUELOEBLANE 27-4ima 57890 18000 73 BE3 LG LAst 4613 LI [ N TS S
5 BTl LABYSHITY 10 KEEVERSFOMTEIR TR S 311D LsE AR N I W N
. SRl LALSNITE TC NEEVERSFONTE(Y SRR S 23 LB L8 1A R R
, ORI LADYSKITH 70 KEEVERSFORTEIR w00 2E00 7 s T IS E R 5 T I RN
5 U3 FH LABYSNITE 1O CEETERSFGNTEIY AT TEU EEOLAE LIS 4 T I WA
BT LUYINTH T0 ZEEVESSFONTEN 15600 1Rie s hELOSE 8T 4508 s 10
) R IR e o e L R L N
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Two Lane Road

cordf RTAD  DESCRIP STARTCE EROCH ELEMERT SIHGDUAL VRHI986 GROVTH TGROWTE TRAFFIC ACCIDEDTS LBEGTE  ACTVEW ACCYEBLH
B3y LADYSNITE T0 EECYERSFOATELR 16800 17200 15 4265 1050 3.181 4,508 oo 0.4 1.0 &
182 M LADTSHITE 70 AEEVERSPOBTELR 11300 11800 ) 260 LO30 3080 doam P00 0.4 1.3
137 Pl LADYSHITE TO EEEPERSECATEID o 1500 11§ 1265 L0530 3.8 49m 0 30 0.0 9.0
18 Pl LACYSHITH T0 KEEVERSFOATELD 608 6100 13 1265 L0038 LI 1 oo 8.2 0.4 i
13 #l LADYSHIYE Y0 REEVERSPODSEIR 6300 To00 T3 265 1,050 3183 L.508 1 5l 6.2 0.4
186 TRI/Z DU YRITSELOOF 18200 28700 13 100 L0 e 6N T 0.1 0.6
187 TR9s2 DO TOITSELOOT 28700 29200 13 (300 1040 £.246 63N 00 ¢} 6.6
I8¢ TES/2 DO TOITSELOOF 19200 29700 15 (L1118 L 1 W 0.3 0.6
133 TRY/Z DU TOTSELOOF 19100 30200 13 1300 LMD L6 69N T W 1.0 10
150 TR3/2 DU TOITSILOCE 000 Jlz00 13§ 500 1040 LUS 6.5 § 1000 0.9 0.%
131 T89/2 DO TOITSHLGOF 6200 T200 18 1500 1040 26 5.9M4 § looo 1] 11
192 TR9/2 DU ROITSELOOF 000 4300 1§ 106 1040 L2466 6.9 5100 0! 24
133 PI/13 YOLESROST TO EERCASTLE $00 SR04 15§ moe i@ G2 ran 1 500 0.1 0.5
14 PLI0 COLEESQ B340 Ta00 18 000 L9 LI Lan 3 11 1.1 (!
195 RE/T ODTEBIQUA 14506 13500 B35 00 1040 L6 3288 T 1000 1l 1.1
156 T21/1  QUTERIGUA 13500 14500 i3 200 1.040 H2E 1.3 ¢ 1000 1.2 1.2
197 TRL/T OUTERIQOA 13500 13500 b YL LI 0 T I A 1 11000 t.3 1.1
198 TRI/i  OUTEGIQUA 11500 12500 i 00 LMME LU 1M 11008 0.9 0.5
193 TRI/E OOYEEIQEA 18500 19400 85 UM L0 e 2% 1 500 id 1.8
00 TRI/1 OUTERIENA 500 8509 L] 00 L0 L2246 2288 o100 14 i
201 TRL/L QOTERTQUA B500 1400 i3 LI00 L0400 446 3288 ¢ 1000 1.2 1.2
202 TEL/1 QUTERIQOA o0 4500 L 100 LHO U6 3285 {100 1.2 1.2
23 TRZ/1D EBYSHA TO PLETTEGBORG BAY 12300 13300 B s 300 LEO L8 S IN § 1600 1.2 1l
d04 PLET) VEROLAK TO GEVGUELDERIADD 27-4lke 40100 1000 i3 3969 1.060 .84 4.6D) 4 B[] L5 16
208 PL/212) VERULAW TO OEVGOELDERLAGD 27-dlkn 15000 35500 is 1963 1060 LM 46N 6 500 1] 1.6
i§ PHT NEURIT TO BEGCASTLE {5500 (Y000 i3 Q31 1.0 2.080 47U i 00 0.8 L1
201 PI/12 WEUBLI TO UEYCASTLE 0000 50500 83 31 Lo L0680  4.M20 iS00 1.1 id
WE P LADYSHITE Y0 LEEFERSFORTEID 13100 19200 L 23 100 1 LEn 100 0.6 1.3
19 TES/Z DU TOITSCLOOF 400 6800 is (500 L0405 5.9 I 11/ 0.0 0.0
20 TRY/2 DU YOITSEEOOP 8300 8500 i3 00 L0 625 BN + 600 0.6 1.0
I OTRY/T DU TOITSKLOOF 9300 10500 83 300 L00 f26 6.9M 5 600 01 1.1
21T TRST DO TOITSELOCY 10500 11000 83 1500 L0400 w26 69N 3500 0.4 0.9
217 TRy 0O tolTSELOGE $00 5900 s 500 1040 LUE 6N I 0.4 0.9
IHOTRY/T DU TOITSELODE 19100 19100 i3 1500 1.040 4246 69T i a00 1.1 1.9
2% TEIY DU tOITSELOCF 11600 18100 L 500 1040 426 69N § 500 0.9 1.1
(16 TR9/2 DU YOTTSELOOF {300 20200 B 500 LoE Lus 65N 1z 500 1.1 N
21T TR¥T DU TOITSELOGR 0100 21200 i3 $500 L0 28 69N i 09 i 8.3
tld TR%/2 DU YOITSELOCP e 300 L 1500 L0 LU 69N [ taoe L6 1§
119 TR%/2 OV TOITSELOOF 1200 34200 85 (500 1040 £.246  B.EN § 1000 k.l 1.1
320 P41 TLVOGOLYERL YO PORT SHEPSIOEE §100 1200 85 £198 1030 .18 .9 15 0.5 1.0
21 TR2/ET BAYSEA TO PLEYTEMBURG BAY 1500 28500 s 1200 L0 U6 SN Rl 13 3]
AN K] LADYSHITE Y0 KEEVERSFOITEIN too0m 20400 95 {113 1050 1133 LN i B4 159
25 18942 DY TOITSHLOOF 3500 4000 9% (500 1.0 46 69N & 30 0.3 L1
40 MHT D08 TOITSELGOF W0 TN 9% (00 L0 426 65N ! Mo £l 0.6
P OTRY/1DOEBYSHA T PLETTENBURG BAY L1500 12500 108 1708 1040 .26 AU 131090 1.1 8
26 TRY/Z DU TCITSHACOR AT 2800 1t 8 {500 L0 626 6.9 § i 0.5 1.1
T OTRY D0 tOITSELOOR 1600 2100 10§ 1500 1.040 U6 69N T80 1.0 .0 i
i PL/RITY VERULAX T0 BEWCOELDERLARD 21-4fks 27400 27800 10§ (954 L1050 2184 510 § 00 0.% 1.2
313 PLIZOIN VERULAR TO BEWGIELDIRLARD glot 8500 10§ 8934 1.020  3.060 - 7.298 1400 0.4 1.0
230 P2/TIT1 VERULAN TO KEWGUELOERLARD 1800 8200 108 8314 1.020 3.060 T.1%8 U 1] (¥ 11 -
0 TRIVL QUSENIOUA 7500 8500 s 160 LMD L4630 & 1000 by 1.8
YOI JUTERIQUA fioc 9800 s U0 R0 L6 3155 3 100 4.9 0.9
20O TRLD OUTEHIUA LTV s A1 L LT 7 L I £ i 1000 6.} 8.3
JA Tei 1 QUTERIGUA 18500 11500 If § 100 L6 LE 3288 i 1000 0.6 0.6
2o TEMIT EKYSHA TO PLETTINEURS BAY 1oy 300 18 e L Ls LI 11 1000 1.2 3.1
TIEOTR2AQl ERYSHA Y0 PLETTERRURG BaY 8300 7599 18 3001040 LUE SN 19 1000 il AN
NS EE IO 1R 014 1 A1) 1000 1600 1 G300 1.0 LHE 6N 1 500 11 1.3
e MRS DY TOITIRLOGE BSO0 400 It 5 {800 106k Lue AN 10 §to I 2.8
IOTRESY DU TITSELCAF 21160 12200 Ir's (500 10§26 69T oo 0.1 it
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TR3/2 DU TOITSRLOGY

T8/2 OU TOITSKLOUF

Pi/1 [LTHCOLUER] TO PORT SHEPSTORE
P/l ILIHCOLEERI YO PORT SEEPSTORE
P71 ILTEGOLYER! 10 PORT SHRPSTUIR
PEI0 COLEdSO

P1710 COLERSO

PI/1Z KEUALL TG DEWCASTLE

TR8/2 DU TOI7SHLOOF

TB3/2 DO TOITSELOOF

TBS/2 80 TOITSELOOF

Te3/2 DU T0ITSKLOGE

P coLemso

TR3/Y  THRBE SISTERS

TR2/IL KRYSHA 70 PLETTEHBURC BaY
B2/2E1 PERULAX 1O KRUGUSLDERLABD 27-4lke
FR/2iT) TERULAN TO HEWGUELDERLAWD 27-{lie
PIZ13 VOLESEUST Y0 MEWCASTLE

Pl LADESHITH ®C CEEVERSPONTRID
TR3/1  THRER SISTERS

Te3/T  THRER SISTERS

TR QUTERTQUA

IRE OUTERIQUA

TRZ/11 KAYSHA TO PLETTERBURC BAY
TRZ/11 ENYSRA 1O PLETTEHBORG BAY
P2/1121 YEROLAR TO REWGUELDERLABD 27-{[ka
& LADYSRITH T0 £ERVERSRONTEIN
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8%/ BY tolTSHLOOF

TE3/2 DU TOITS4LOOF
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PUA2ILT YERULAR YO HE¥GORLDERLARD 21-41ke
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TRY/1 BU folTsELO0?

TR3/2 DO TOITSKLOOF

TB3/2 DU TOITSELOOE

TR/ THEEE S1STERS

TRIrEL RHYSAA YO PLETIEWBURG BAY
TEI1E ENYSHA 10 PLETTIHBURG BaY
TR3+T  THEEE §1STERS

TEZ/IL LMYSHA YO PLETTERBURG BAY
Flel ILIRGOLVEKT 10 FORY SHEPSTORE
T8 11 RRYSMA 70 PLETTENBURG BAY
FI/ZELY TERULAN Y0 HEXCUELEERLAND 7-41%a
Fil  ILIRGOL¥ER] TO PORT SBEPSTOBE
TES:D DU TGITSELOOF
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4900 113§ 0500 M0 &5
1800 i3 1500 L0 4246
700 I 5198 1.050 1.193
L5600 11§ SI98 1080 1.5
§200 I3 598 1050 )82
5120 115 1000 L0402
§600 H$ 00 LuE 1R
50000 125 1233 1.0 3080
1300 123 §500 L0 4.45
11700 12§ 1500 L0048
26200 125 500 1.040 4,248
15100 123 {500 L0046
5440 123 R 1.0 322
§5960 118 1300 1020 4.1
3500 133 1300 Lo us
34500 13§ 1969 1.060 3,184
15000 1338 J959 LLOGE 1184
3000 113 Woe 1040 an
15080 s (265 L0506 1183
19600 16 8 1300 1.020 422
16100 16§ 13060 1,020 .72
21900 168 200 L.040 4.5
17500 16§ 200 L0 f.246
16560 16§ N0 LG LN
16500 153 1300 100 .46
18500 16§ 1969 1060 3,184
22800 15§ 01 108 R
10800 16 § {265 1050 1.m
1600 15§ (500 1040 428
25200 1 § (500 L0400 4248
18200 15§ 1500 1010 48
1300 15§ 1000 L.040 3.122
2180 16 9 000 1040 3R
10 15§ 000 1060 3in
§500 175 1300 1,040 4246
11000 15 3969 1080 3,1M
{5500 s 4233 1020 2,080
9800 178 1265 1050 1183
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5400 s 500 1040 0§
§100 113 1580 1040 4,245
§3000 185 1300 1,020 4.122
t8500 i3 00 LME 248
2050 183 300 1,000 428
11500 19§ 1300 1020 4132
11580 193 3300 1.060 G.8
4200 198 H 105 5153
29509 s 300 1,040 4.8
30504 03 1969 1.080  1.1W4
1090 HiES {52 L0200 1.960
3500 a5 $B00 1040 £ 6
13630 30§ 300 108 448
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P41 111DGOLYER] TG PORT SEEPSTODR
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Four Lane Freeway
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Secordi 80AD  DESCRIP STARTCE RUDCH RLEMERT SIRCDOAL YERI9B6 CROWTH TGROYYE TRAPPIC 4CCIORETS LRNGTE  ACCYRM ACCYRELN

L I TRILS) VDSGFIELD 10 RERIBRRY 5650 6150 1o 5000 1040 4246 9,299 1500 0.2 b4 '

. T TR YIOCRIELD 10 BEPIWERY 5150 9650 190 6000 1.040 4246 9,299 150 t.3 0.6 :

3 Wi HuDl RIVER 10000 40280 10 1638 1040 3122 .04 0o 1. 13
{ 83:§  HOOI RIVER 1860 41560 i T30 L0 L2 8164 § 500 1.0 3

__ § Ri/6  M00I RIVER 16050 46560 10 W OLM0 112 MM 5500 0.5 1.1 ;
§ B/ ROQI RIVER 10380 0760 1D I L& 2 A L) 0.0 11 ;

T 834 R00J BIWEE {1560 12060 1 B L0 L1 M § 500 0.3 1.8
§ 834 HOOI RIVER (3060 43560 11 W OLO0 L1 L noosm 2.8 5.

B § Qi OO RIVER 4060 44560 10 W L0 ha s 15 500 1.1 1.4
10 034 WOGl RIVER 4560 45050 1o 1638 1010 LI A1 § 500 0.1 1.4
I1 B¢ HILTOB T¢ T¥EEDIZ 19100 F1200 1D 01 L0 12 9.5 1§ 500 1.1 14
12§34 ALLTeD to TWEEDIE 10200 10760 1b XY O VT R O - I I 1 § 500 0.8 1.1
I3 B4 RILTOH TO THEELIE 12000 12500 1 015 1000 L1270 9.5 § 500 0.9 1.1 |
W3 RILTOD T0 TWERDIE 13600 14100 1) CKEETI I T N VI YT 5500 8.5 1.0 |
oy UHDLO 119 4N 1o 9000 1,030 1.091 0.1 1500 0.1 9.1 ;
150 URDLGE] 1870 310 1o 006 103 3081 10,154 [ so0 f.1 0.2 J
1o URDLOTI E 1 IR 1D 9000 1.030 3.0%1 10.184 1 50 0.1 0.2 :
1wy OKDLOT 1310 18%0 1D 000 1,030 3091 10.154 TS0 8.1 14

- 199 UKBLOTI $370 9870 1D 9000 1030 .09 10.154 boo500 0.1 0.2

D 0 B3/1  ASHSURTOR TO HILYON 13600 13800 10 10000 1.040 3,122 10,395 1] 0.0 0.0
21 @34 HILTOR 10 TWEEDIR 1600 8100 10 HIS L0 302 1N § 500 0.5 1.4
20 B BELTON tO TWEEDIE B100 8500 10 10315 1,040 312 1081 {1 t.3 0.5

, 3 WA BILYOH O TWEEDIE 100 00 10 W LM 3,122 1.8 15 500 1.1 2.9

i 2 TIMT WIRGPIELD 70 RBFEBERY 2650 3150 1D 12000 1040 #.245 18,597 { S0 0.2 0.4
25 A3/ ASHBURMOA TO MILTOR 11900 12300 13 12000 1.040 3,122 H1.6N 100 0.1 b
26 TRII/1 WIEGFIELD 10 REFIBERY 2130 2550 1 12000 1040 €246 18591 § 500 1.1 0.6
3 PI6 EILTOR 1O TWEEDME 100 1600 1D I LME 122 14102 + 500 0.1 0.5

"y WO 62 0 A 19250 19840 1y 13000 1,040 4246 20,147 150 0.1 6.2

% W-§1 R2T0 B 28980 29520 10 1000 LOK0 4246 2069 o 0.1 6.2

= 36 RII ASHBURTON YO HILTOR 20200 24700 19 000 1040 3.122 15,989 18 500 1.1 13

1t i) ASEBURTON TO HILTOM 21200 21700 1 OO 1048 3120 15.953 13500 2.1 {.1
3T W2 UmiBT TO GTENELSPEOIT 12260 12760 10 158 1040 3122 1611 ] 0.§ 1.t
10 B2 URIAL %0 WIHEELSPEUIT  EIT60 12260 1D 1158 1.040 3120 1.3 19 500 1.2 .4
- R 1340 22040 1o 16000 1040 4.26 2197 1509 0.0 8.1
1% B8t E2tOM 2840 22340 1D 16000 1040 4246 24.791 0 500 0.0 0.0

W OR-0 Wt 2310 23840 10 15000 1040 6206 24,197 boosob 0.0 0.1

i WOR-E BN 2340 23140 10 16000 [.040 .25 24,791 {500 8.1 0.1

) W O8VT  KET EIDGE T0 TNCHABGA 7960 8450 i W81 L.040 322 Lt ] 0.2 t.3

o 39 B2 REY RIDCE TO [WCHABGA  B430 4S80 11 M5 Lodd 11 a0 a0 1.0 1.6 !
BOR-R Wt I 21950 )] W00 LLO4G 4206 33,745 15 8.1 6.1 {
(1 W5t MOl REVER 12060 42560 1o B OLME LI BT § 500 0.9 1.4 -
#ORL4 NoEl SIVER £4060 48360 10 38 LN 312 B 6 s00 0.1 1.4 -

o 3 8170 %00] RITER {1560 18060 10D 1 LOE L0 B 0 %0 1.i .3 .

- HOBINL OO RIVER 15560 £6060 10 B3 OLUE LI bW ) 0.8 1.6
5 B30 H0O| RIVER 15060 45560 10 W00 1 5500 0.6 b
6 H56 001 RIVER 2560 43060 1D W OLMD 3 8.0 § 500 0.6 Ly
{1 B3/t HILTON TO TWEEDIE L6500 14000 1y LS ELIE O T R T 1 R X Y 10 s 1.4 11
(5 KNG HELTON §O THEEDIE 18040 18500 X 175 104 L1 9.5 s 0.l 0.4
3§t HILTON TO THEEDIE M100 14640 10 IS LU0 L2 9. 05 1.2 1.3
g naLet| 5310 S810 1 000 1,030 3091 10,184 0 500 0.0 0.0

Yoy UHDLAT B30 5870 10 000 1.030 .09 10.9%4 0 56 0.0 t.0

i | UkpLeT] i L 1 3000 1.030 3.09% 10.1%4 0 300 0.0 0.0
$3OR3T ASTRUBTIN 1O RILTMOR 13600 16200 1o 000 1.040 3152 11388 160 1.3 (N
HORB L BILTRH SO NEERIE Wi 360 1F 1205 1040 a4 160 1T 80 0.9 1.4
$ORTT O ASHEURTOR TG MILTON 10760 11vga 1 000 L0 gz 1983 § 500 0.4 1.8

o SONTIL O OCRD T YUREELSBEOLY  ST0G Rl 10 S L0 L i 1 600 0.8 1.0

) §TORIUIUINIRD T WIHEELSPRUIT 17RO 11760 i D HISE LO0M L1 b T 8.1 0.9

o YONTMO (MR T WIBETCSPROTT 9709 19200 10 HESE L0 301 150 9 500 0.6 1.1
TR (SHBURTOR To 3LTOR oo D L IO T R I P T I 1060 0.1 N

: “3 B (R U PO ) G R v v IR . 1 r'-_. - "y, I
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DESCRIP
ASEBURTOR 10 ArLT0N
ASEBURTOR To RILTON
KEY RIGGE 10 TNCHARGA
(EY RIDGE 10 ACHAHGA
IET RIDGE 10 [RCEAUGA
ASEBURTON 10 AILT0N
ASHBURTOD PO H1LTCH
ASBBURTOR 10 HILTOH
ASHBURTOD 10 BILTOR
WESTYILLE TO EHBERTOR
¥SSTRILLE 10 EMBRRTOD
KOOI RIVER

UNIRI 10 §IGKELSPROLT
ASEBURTOR 0 BILTON
ASEBUSTON TO H1LTOR
URTAD 0 ¥1HEBLSPROIT
HGO1 RIVER

E1LTOR 70 THEEDIE
VESTYILLE 70 EXRERTCH
BILTOR TO YREED(K
EILTOR 10 THEEDIE
¥ESTPILLE 10 EMBERTOB
HILTOB 10 TWEEDIE
BILTON 20 YWEEDIR
ASHBURTON 0 B1LTCB
VESTTILLE 70 ERBERTOD
HOOI RIVER

ASBBURTOR 10 HILTOR
RESTPILLE 70 ENBERTON
00! RIVER
HILTON 10 TUEEDLE
AILTOR 10 TUEEDIE
ASHBURTOR 10 A1LT0H
ASHBURTOR 7O BiLTOR
(RY RIDGE Y0 1ECEASGA
RILYOB 10 TWEEDIE
BILTOR 1O TUEEDIE
EILT0R 10 TUEEDIE
ASHBORTON 10 11108
ASHBOSTOR 10 B1LT0D
ASHBURTOR T0 B1LTCE
ASHBURTOR 10 #1408
EEY RIGGE YO 1HCEARGA
LEY RIDGE 10 HCEANGA
LEY RIDGE TO [CHARGA
KEY RIOGE 10 [KCHARGA
LEF RIDGE 10 16CHARCA
LFY RICCE 10 [RCHANGA
TEY RIDGE 0 [RIYANGH
(5 RICGE 10 (HCHARGA
LEY 8IDGE TO [NCHANGA
(07 BICGE 19 18CHANGA
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......

X031 ZIVER

KACE RIVIR

HILTOR TO TWEEDIE
HILTON TO TWISEIE
HILTO8 " TYEEDIE
ALLET
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2800
T
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5680
11200
15200
100
23200
12500
2000
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9800
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300
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8500
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60
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HMo
21500
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46560
17500
17040
20400
1o
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15000
16000
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17700
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1040
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1)
2480
o
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13560
13500
12200
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9800
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18000
18000
20453
20453
20453
10000
14008
14000
14000
20900
10000
1538
K
12000
14600
14158
1638
10375
12000
12315
1231
20000
L)
10315
14000
20000
1638
8000
10000
1538
3373
3315
14000
14000
20459
3315
8375
3315
10040
L4000
13000
18600
20153
10453
10153
20453
20453
145
10453
20453
20453
18]
300
i
158
11
3215
B2
9600

1040
1640
1040
1.0
1040
LMD
F.0i0
1040
1.040
1.0%0
1.0t
1.040
1.040
1.040
1040
L1040
1,040
040
1.020
L0
1.046
IR
1,040
.00
1.040
1.0%0
1,040
1,040
1030
L.040
100
1,040
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1,049
1,040
1.040
1.040
1.08
1.040
1440
Lo
L.00
1.040
1.040
1.040
1.4
(L1
1,046
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L
[.049
[.HY
1L.o#0
i.040
1.030

Lin
1122
1
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20.512
.51
1.0
.30
13300
11,395
15,98
15.993
15.953
1n.138
21,038
.14
18,133
13,614
15.94]
16,103
8.0
1.8
13.403
1t.102
14,102
.54
.54
11,303
15,983
2.1
b.104
20.512
.84
8.70¢
.54
tR1T
15,88
15,99
.30
5.5
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Four LAne Freeway

P
D
D

B Record: RGAD  DESCRIP STARTCH  E@UCH ELEMEBS SIBCOUAL VER1936 GROWTH TCROYIS YRAFFIC ICCIDESTS [RIGID  ACCYEH ACCREGLN
i1 E3A4 HILTOD 10 TWEEDIE 5600 5100 1§D 0315 L0 3422 1L 1500 0.6 1.2
122 834 HILTON TO THEEDIE 3000 9400 15 D 05 108 218 1.2 ¥4 0.8 1.3
o 121 83,7 ASHBURTOR 10 EILTOR 00 9100 1§ 12000 1.040 3122 13.6M4 oW 0l 8.1
120 TRI171 WINGPIELD 0 TEFINERY 3150 3650 150 12000 1.04¢  4.246 13,39 § o500 0.3 0.6
126 §3/1  ASHBURTOR tO BILTOR 12300 12100 I3 000 1040 30122 13.6M 0 - 400 0.0 8.0
126 TRII/I VIGGPIELD 10 REFTHERY  [6S0 2150 150 12000 1060 4246  18.59 1500 0.6 1.2
121 931 ASHRURTON t0 HILTOR 9400 9800 160 12000 1.040 3.132 136N T 0. 0.1
12§14 BILY0N 1O TWERDIE 1600 S100 15D 115 LMO 312 L0 0 s00 0.1 1
12¢ W3/¢  EILION 10 TVEEDIS 2260 2660 160 12375 LB 3022 .M 19 40 0.1 1.8
120 §2-Bl 02 10 B 19840 20340 15D 1000 1040 4246 20.147 S 6.0 0.1
11 B/ ASHBURYON 1O BIETOR 25200 25700 160 4000 1040 1420 15.95) 3 500 L4 {9
117 BB R T0M 20520 30050 15D 1000 1,040 4.246  21.697 ] 0.2 ¢
i3 R2/24 UNIHD 1O WINKELSPRUET 7300 7900 16D IS8 Lo40 5.0 16,13 I 0.1 0.2
130 N3/1 WESTWILLE 10 CRBERTOE 25200 25600 150 15000 1.020 3.060 16.7%) 40 0.2 0.6
. 135 K2-B1 W2 t0H1 24500 25000 15 0 16000 1.040 4246 24791 15 0.t 0
e 135 §2-BL #2 %00} U0 2840 165D 16000 L0400 L2697 {50 0! 0.3
131 Bi/L  WESTWILLE 70 EMBERTON 24500 24800 50 11000 1.020  3.050 18.987 T30 04 1.2
138 TRIl/1 WINCEIELD Y0 REFIDERY 400 850 15 0 20000 1.060 4246 30.396 § {50 0.2 0
19 0 UKoLOT! 810 1370 15 1 20000 1,030 2.091 22,564 1) 0.1 1.}
140 B3/1  WESTYILLE Y0 ENRERTOE 19500 20000 60 10000 1,030 1.091 22.584 ] 1.2 2.5
N 41 B30 EEY RIDGE TO 1NCEANGA 6180 6720 1) 068 L0400 LI M 1.2 Ll 5
W TY RN 10 TR V(R W0 160 160 BU0 LU0 425 38N VL 1 B 8
.» {3 B3/ 9EITHILLE TO EWPERTON 18500 15000 160 30000 L0300 3.080 33.846 10500 0.3 0.6
i 4 B2/1  ASHBURTOR 7O AILYON 15200 15600 i 10000 1040 312 11,398 1w 0.6 1§
WS 81/)  ASHBURTOR YO RILY0N 1400 1800 1) 1000 1080 302 116N 11 o0 0.8 0
) H6 H3/1 WSSTYILLE TO ENBERTOM 26200 26600 L) 12000 E.020 3060 13.403 1§ 400 1.2 1.0
HTORLIE UMD TO WIHEELSPROIT 12760 13350 7 14158 1040 1122 1613 ¥ 90 1.2 1.8
) HEOHI/A0 GHIBE YO WIBRELSERUET 4300 5100 i WISE LMD N2 16N 0§00 0.6 1.0
48 #3/1  WESTVILLE O EMBERTON 29600 25900 e 1000 L.020  3.060  15.153 ¢ 00 0.2 0.1
T 150 H3/)  WESTWILLE YO EKBERTOR 23800 24200 11D 17000 1,020 3.060 18.987 50400 1.6 5.6
18] R}M]  ASHBORTOR P0 HELTOR 1210 1500 1o 18000 1040 312 20,813 50 0.4 i1
7y 1S B3/1  ASEBURYOB 10 EILTOE 5200 6500 17 18000 1.040 3120 20.%12 140 0.1 0.1
163 B30 WESTWILLE YO EMBERTON 23000 23400 11 20000 1.020 3.060 22,338 1 ) 0.3
o IS¢ E3/1 ¥ESTVILLE 70 EHBERTON 20800 21000 1o 10000 1,030 .09 21.%84 V] 0.8 1.0
{5 E3/)  ASHBURTOR T0 BILTOM 1000 1400 180 19000 1040 1122 10512 I ] 0.4 1.4
. (55 8372 KEY BIDCE 10 LHCHAUGA 8560 9460 18D WS L0 L1 2.3 1 0.9 R
181 - W 1950 28450 189 25000 L0 4246 28148 b 500 0.2 0.3
18 B33 ASHBUETOR 0 AILTOR 13100 13400 191 10000 1040 3122 E1.39% 5 0. 1S
189 §3/3  ASUBURTOR 10 HILTOR 11300 11500 190 12000 LOS0 3032 116N 140 1.2 0.§
60 931 WESTYILLE TO EMBERTON 24200 24500 13§ 17000 t.020 3.060 18,987 Yoo 0.4 1.2
i 161 TRHI/1 VIRGFIELD 10 REFIEERY 000 19 20000 10O L6 1099 0 400 b6 1.6
I60 Wit KEY RIDGE TC [NCHARCA 8RS0 9730 190 WHST L0401 nan i M t.5 1A
a9 163 WIft WESTVILLE TO ENBEETOR 27100 27600 010 (2000 1,020 3.060 13,403 o 500 0.1 L.§
150 814 BILTON TO TNEEDIE 1360 1860 00 1211 L0 LI L0z s 14 1.1
B MAT ASHBURTGR TO HILTOR 197100 19200 Y MO0 1.040 .12 15,943 nooi00 LA 1.
66 WE4 BILTON TO TYREDIE 13200 11608 70 BIOLMD 1A 98N 800 0.8 1.1
BTN HiLTON 1O TEEEDY 11600 12000 70 5 L0 L1 9 1 0 1.3 1.1
W8 HLA RILTOR 10 TYEEDIT (3006 19500 20 Y LML 12 35K 3 50 0.9 1.9
%3 0 UHDLOTS 8810 1IN0 0 5000 EAOI0 303t 19.084 100 0.1 14
HON LT G100 £ 10 OO 1010 3080 10.1%4 R ] 0.5 1.0
(K oLt WY 91 0 3000 L.030  3.081  10.184 1% %00 18 1.4
! ©0ORSY ASRRURTOR TO EILSON 16700 17230 70 10600 L.040 3007 11398 5 500 0.5 .1
B DKL) WESTYICLE TO EMBERTOH 27900 8560 % 10000 1020 080 11169 o500 ! 1.1
ol POONI L KILTOR 1O TNEEDIE 80D 100 Ny 0315 1340 1.0z 11,823 3400 0.8 L.y
RORLT O ASUBURTGN TO ALLTOR 1029 |0Tag n BO00 L4 1qn iiN T 0.2 0.4
3 NPT ASABURSON TO H|LT0R B0 3106 et 12000 1040 113 136N T80 b5 1
* UTOWVy ASYRUETON TOORILYON (0700 1300 71 12000 £.040 3122 13.5M 16400 12 13
) ORI RILTOR TD TYREDIT MWE0 1100 i 1237 L0 1 i m I 0.8 1.8
Y ONL UL 0 NVEERE {8 (500 uer DUTCOLMY G LI N 1" K
) . ll !.‘.Z e I.. =" ..tL LIty : I3 ' N | 0 M ._I[‘ eor R | AR .

D
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Four Lane Freeway

0 9 @

Recordf 80AD  DESCRIP STARTCH EBHDCH ELENERY SIRGCLUAL VERISBE GROVTH TGROWYE TIRAFPIC ACCIDENYS LEBUYH  ACCYE® ACCYEHEN
180 8124 UHIHD TO WIMEELSPRUIT  1126G 11760 o WIS 1040 3022 160N 500 0.3 0.8 :
182 A2/21 UKIED TO ¥IGEELSPRUIT 6300  TO00 i3 HEse L0012 16,103 15 W0 1.1 14 *
18 Ri/24 UNEAD YO WIBKELSPRUIT - 9100 9109 no M1 LMp 322 16103 + B0 0.2 0.4 :
B NI/24 aig] tO VIMEELSPRUET 200 3700 ao W13 1040 A1at 1603 g 500 0.4 1.0 ;
195 E2-81 B2 YO § 23840 24500 ne [6000 LO4G 4.246 .19 § 660 0 A % .
1§86 W33 ASHBURTON TO HILTOR 800 S0t il 18000 Low 3.pr .51 440 g.1 1.t ;
187 M1 ASHBURTON 10 RILTOR 400 2800 R 18000 1.040 3,122 20.512 FI 1.1 !
188 ®J/T  ASHRURTOA TO HILTOR S100 660 i 18000 1.040 3122 20512 Hoo 8.1 1.4
139 §3/3  ASHBURTOR TC HILTOH 300 {300 a0 13000 L.eo0 i 2 18 500 0.5 1.8
130 N1/l ASHBURTCH TO AILTCH o Al o 18000 1.080 3122 20.5R2 1] 0.3 .1
18] #3/3  ASHBURTOF TQ EILTCH 1600 2009 na 18000 1040 3122 0.312 LA 1.6 1.9
19 #2-41 82 T0A) 16160 26820 0 100 10K 6 JB.ME § &40 1.1 0.4
193 H2-Bl  H? T0 B 25820 27370 20 2000 1040 4246 3ENMS T M 0.1 0.}

IS¢ R34 HICTOR 16 TWEEDIE 14600 15000 1D 831 Lo 12 LM M 9.1 0.8
135 §31  ASRRURTOR 10 AiLTON 16200 16700 4 10000 1040 3.122 11.3% 8 500 0.1 I
19 @3/4  BILTOD TO TWEEDIR 16500 17000 1) e e 3122 9. 9 500 8.9 1.4
197 TBEL/1 FIGPIELD 30 REFIBERY 3650 4680 o 006 1.040 4.6 5.2%9 i1 1.8 3.9
198 B34  NOO! BITER 19000 49500 @0 138 1060 A1z 8704 1§ 50 ) 11
193 B3¢ HILTCH TO TRREDIE $400 9800 2 1 B oL o s T 00 0.1 L.§
200 BI/¢  HILTOA TC TEREDIE 12900 13200 20 By Lode 1422 9.5 AR i b0
200 413 ASEBORTOR T BILTOR 12700 13100 i) 10000 1.060 3,121 11,398 15 400 14 R
22 BI/5 ASEBURTON TO HILTOR 14200 14600 HRY 10000 1.040 J.122 11398 Y 1 1.1 ]
03 B)/) ASHBURTOD TO HILTUM 600 15200 A 10000 1,040 D422 11.3% 1 6 1.4 1.5
200 B3/3 ASHBORTOA TO giLYOR 1500 11900 20 12000 1,040 3.122  1L.6M 11 400 0.5 1.t
205 B3/ ASHBUBTOD TO RILTOR 1800 8200 {th 12000 L.040  3.422 13.6M4 10 00 LY L.t
6 TRIVL WIAGPIELD TO RERIEERY RS0 Q630 e 12000 L[.040 4.246 18,597 16 300 1 3l
207 93/ WESTRILLE YO ENBERTOR 27600 27900 1 12000 1.02¢ 3.060 13,40 I 13 9.1
108 83/1  ASHBUATOR 0 Hilfed 25700 25300 e 14000 1.046 3.122 15,983 A1 1A .1
09 §2/28 URISD Y0 WIBLELSPROIT 7900 BS00 20 iS58 1040 1122 161N LI 11 0.6 0.9
10 81 WESTVILLE YO ERBEETOR 29900 26200 i1 15000 1.020 1.060 16,78 1 0.1 0.4
1 BE WESTVILLE Y0 ERBERTOD  Z4BOC 25200 2o 11000 1.02¢ 3.080 18,987 10400 0.5 1.1
Mmoo UneLotl 1 e {o 20000 1.020 2.081 zbOMW [ 8.1 0.6
213 9371 RESTVILLE 7O ENBERTOD 21000 21500 120 0000 1030 3.091 %2564 S0 30 1.3
U4 911 VBSTVILLE 0 EMREBTOR 23800 23800 {tn 10000 1020 1060 22038 T 0.3 0.8
a5 B2 EEY EIDGE YO IMCHADGA 6720 1120 o W08 L0 Lo ua0 18 100 0.1 1.1
6 W31 NESTRILLE 10 CMBERTOE (700 18000 o 0000 1030 3.091 33,846 8 300 0.2 0.5
T ¥/l WESTTILLE YO EMBERTOR 19000 19500 o 0000 1,030 3.081 3).Bde w0 0.9 N
M8 BT ASHRUBTOR 10 HILTOR 18300 15700 30 10000 L0 3122 11,388 EL I ] 1.0 TR
M3ORME HILYGE TO TWEEDIE §100 3600 i3 9 10378 L0400 5022 1E1 e ] 11
10 R340 EILI0R TO TWREDIE 1860 2260 130 12308 L 30 Ham 400 b i3
220 Wy Onim) YO VIREELSPRYET 13330 14000 130 ES] I I Y A S [ & N 30 I 1.9
122 B3’ ASHBYRTOR O HILTOA 6500  T000 410 8000 1.040 3121 w.aR W il 5.
23 8N LT RIGGE TO IACEANGA 9220 9540 80 pITS S T B R & R §oue 0.1 0.6
0 0T ASHAURTOR TO HILTOR 9109 3400 “o 12000 1.040 3120 [3.6M % loe b 11
AT VI ER I T 20340 21340 ‘o 1000 3,040 .6 2047 101000 0.3 .5
O RTIR 1450 28550 H 14060 L0406  £.248 21,897 i1 300 1.6 1.1
TR s 25000 23730 o 15000 L4024 3RS A1) 0.1 0.1




c12
B Six Lane Freeway
) fecerdf ROAD  LESCRIP STARTCE  EHDCH ELEWEBT SINGDUAL VEE)985 CROVTH TGROVTE TRAPPIC ACCIDBRYS LENGTE  ACCYEE ACCYEALY
, I W25 TSIPIUGE f0 DUBBAR 15500 16000 10 16000 1100 330 4349 s C0r 0.8
i%?’ ? RM1 @STYILLE To ENBERTO 15000 16500 ¥ 10000 040 302 455 oS0 01 0l
1A} WISTVILLE YO ENBERTO 14000 14500 Lo 000 1040 122 a8.8E 3OS0 01 ol
{ B2/25  ISIPINGO TO DURBAB 26500 27000 to §2000 1.030 2.091 50.651 0 %0 00 0o
D. $ R2/2¢ ISIPINGO YO DURBAR 23600 2¢100 1D 52000 1030 1.031 S8.681 {1 N R X
i § H2/25  [SIPIGO TO DURBAH 1270 IMNO 1 4000 1040 3121 61528 ¢ e 00 00
D TOBNZE O ISIPIRGO TO DURBAE  ITM) 2210 11 54000 1,040 3,122 61835 ¢ s 00 00
§ K-8 AOEBEAC O BELLVILLE  T100 1100 1D 61000 1060 4.315 106.991 nose LY 1)
$ B3 LOSBERG TO BELLYILLE 9200 9800 13 T0000 1,060 4318 110781 SR I I S
10 [ KOBBERG YO BELLYILLE 9800 10300 Lo 10000 1060 4315 116181 oo o 0.8
1L E-B ECEBERG 70 BELLFILLE 2300 3800 1D 000 1.080 4.15 119.169 [T\ % S
12 €-8  FOEBERG TO BELLPILLE 1800 2300 1o 4000 106D 4375 118,169 i s 03 0
13 -8 TOEBERG 7O BELLPILLE 2800 3300 12 000 1,060 4315 119.189 i 08 0
4 E-B  KGEBERG YO BELLFILLE 2300 1800 e 14000 1060 4315 118.16% W 02 0
2 1S K-k HOEBERC 0 BELLVILLE ]300 1800 11 H000 LOGO 4375 100.189 £ I N % S Y
- 16 E-B  GOEBERG T0 BEALWILLE 800 1300 1D 14000 1,080 4.375 100,169 oS0 6l 0
I7 6B ROEBERG T0 BELLYILLE 4300 4300 12 76000 1960 4315 [18.189 oS L0 0l
{8 B2/25 ISIQEGO TO OURBAD 6420 1070 20 36000 1050 183 4Lde 1T 1 B Y R N
19 §/25  ISIPINGO TO DURBAR  BST0 907 1l 3000 1050 3181 41430 ¢ 50 0.0 0.4 ‘
0 W25 ISIFIRGO TO DURBAN  MOTR 1570 ) 16000 1080 3151 41430 0 M 00 e
1 B2 ISIPINGO 0 DORBAR  BOT0 4570 19 3000 L0S0 3183 4L I I N X
12 B2§ ISIPINGY 10 DURBAM LS00 14000 20 8000 L1000 L3 4am Tosie el
23 WT ISIPINGO TO DURBAR 14500 15000 14 16000 1100 3,310 43493 T R U B X
M ORMD  VESTYILLE 10 EMBERTC 13500 14000 ) {0000 1040 2.122 45,581 €50 o0 02
L8NS [SIPIHGO TO DURBAR 17900 18400 2D §2000 L.030 3.090 54,567 1ose nl el
16 BI/1 WESTWILLE 0 ERBERTO 11000 11800 20 56000 LO40 L1220 6.8M o5 9l
- )L LOEBERG f0 BELLPILLE 12200 12700 13 14000 1.060  4.375 118,169 B 01 0
) 23 -8 [LOEBERG 10 BELLYILLE 14800 15400 20 000 1080 4.5 11B.169 B0 6l 0.3
. 2% §/2%  [SIPINGC TO DURBAD  TST0 BOYQ i 36000 1.05¢ 2,183 41430 oS 00 0l
™ 0 R [SIPEHGD 10 DORBAB 8400 18500 50 52000 1,030 3.091 98,667 ose . el
) 3ORS O ISIPINGD T DORBAR 310 (N0 1) 0000 1040 1122 W.186 1S a1 h
31 S/ SIPINCO TO DURBAB 23100 23600 1 52000 1.030 3.091 §B.651 [/ I R X
13 W25 1SUPINCE TO DUBAE 11570 12000 D 36000 1050 3183 41430 U 1 I I X
% OB ISIPINGD Y0 DURBAR 1080 11070 8D %000 1,050 3183 41430 L 11 O R
15 M35 [SIPINGO TO DUBBAK 13300 19400 ) 52000 1030 2.081 58.66T A I X R B
- 16 W25 iSIPIEGO TO DURBAR 20400 20900 80 52000 1030 2.091  $6.§60 (R X R X
< 3TONTY ISIPINGO TC DURBAE 18500 16300 16D 36000 1100 .30 43.493 AT U1 N % A F
18 B3I HESTVLLLE TO ERBERTO 17000 11500 16 D 0000 1040 2,120 45.581 AR I N T
BONME O WESTVILLE TO EMBERTO 16500 11000 16 D {0000 LOd0 3.0 45,88 LE T R VY SR ¥
10 BZ/25  ISIPIRGD YO DURBAR 28000 28500 16 D 52000 1,030 3.080° 48,567 ST 1 R N S N ;
i ) W2b ISEPINCC TO DURBAN 28300 23500 160 §2000 1.030 3.091 50667 (LI 1 N % S
{2 B8 ISIPINGD "0 DURBA 22000 22500 150 2000 1.03¢ 2.091 88.681 0 40 0.2 0.3 :
2 {3 B225 ISIPIHCO TO DURBAY T H000 1.04E 3122 6153 S0 01 0
R2S ISIPINSO TO DURRAE 2110 N1 1§D S4000 1040 J.t2r 61,83 I ol 02
{5 W/25  (SIPINS0 19 DURBAR Mo . S1000 L.040  3.421  61.83 1o 02 04
16 ML NESTOILLE TO ENBERTO 9000 9540 150 SE000 L.OAB  3.122 62.914 U K R
OBE LCTRERG 10 BELLYILLE 19500 11000 150 10000 1060 4375 111.78] Mo ol 63
i§ 05 BuREERG TO BECLYILLE 310 9200 16D 10000 1060 §.315 115,788 LET | N 5 N
: (& £-5  LOEBERG 10 BELLVILLE 127190 13400 16D M L6038 119,168 £ {1 I ¥ S %
WOL-B o LDESERG TO BELLVILLE 14200 14800 0 THO00 1060 0378 118,188 500 06 0
" P81 WESTYILLE T¢ ENEERTO 1090 13500 (7D 0000 1040 3022 4556 1 I I I X
§2ORLEE 0 ISIPINGO T0 DURBAN 26300 1l4n0 e 2000 1030 1091 88687 om0 0
TDOMIOIS'PING0TO DNREAR ITMER (g 17 §2000 1930 1.090  $4.667 }oow a9
SR T WISTHILLE %0 ENBERYC 12000 12500 o 6000 .40 3120 81814 Moo e 08
0 0-3 GOERIRS YO BELLYILLE 1S40 1%300 1B G 000 LDEG  4.375 119,159 ST [ I o S
- 5 B225 ISIPINGD 1) DUREAE 4870 5470 190 0000 1L0G 312 ML1B6 Poose 00 0
$OMLITEOISCPIACC TO DURBAE 12000 12500 13 b 16900 1050 1083 41.d¢ 3o 0 b
o §§ 8-F LORRERG T SELLVILLE- €300 7190 1# 0 61000 1.060 4.315 106,991 (IS B
MOE-p EeEREIDOCSELLRILLES308 5940 190 £71006 1.060  4.37% 106.99) 080 0 0
M) i CRnLIT R ot ? cAnE I7np r FRgh 1 S IR Pt | I ST I T -t P v v
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c13 @

Six Lane Freeway :

@

Becordl ROAL  DESCRIP . STARTCE EADCR ELEWEDY SIBGDUAL VER986 CROUTE TGROWTH YRAF¥IC ACCIDEWTS LEBGIE  ACCYE@ ACCYEEEH .

61 Ei/Z§  ISIPTACO Y0 DURBAE 1000 17560 uwh 3000 1,100 3.2H0 Q.49 a1 50 0.1 1§

2 B2/2%  ISIPINGO TO DURBAN 910 642t Wo 36000 1,050 3.183 41,430 # 130 L1 .5 y

§3 B3/l VESTRILLE t0 SWBERTD L0500 11000 wo 56000 L0 1122 638U 1 0o 6.4 01 :

60 E-§  EOFRERG TO BELLYILLY 11600 12200 wo 14000 1060 4.375 110,169 2 600 04 0.5 N

§§ B2/2%  ISIPIHGO TO DUEBAR {gm un i 0060 1040 1022 M.186 § e 0.} 0.3 @

§6 A2/25  ISIPINGO TO DURBAR 10070 10570 2o 16000 1.050 1083 4420 1 500 .0 0.4 T

67 B2/15  ISIPIACO 10 DURBAD 9018 9§70 1o 16000 1050 1R 4.430 s 0.1 I

BB 2725  ISIPINGO T4 DURBAG 15000 15500 20 J6000 1,100 310 4349 L] 0.8 I.1

§9 BI/1  WESIVILLE TO EMBERT0 15000 15500 0 10000 1,040 3,820 45,581 § 500 0.1 0.2

1 BZr2§ ISIPIHCO YO DUEBAR 24100 24800 o §2000 1030 1.081 54,461 T 00 t.1 0.2 '
71 E2/35  'SIPIGCO YO DURBAR 24600 25100 2D 52000 1.630 3.0%1 54.667 1500 61 t.1
T2 /25 [SIPINCO 70 DORBAH 22600 23100 0 §2000 1.030 ).091 58,687 500 0.1 0.8
T3 /25 ISIPINGO TO DURBAR 19900 2(M00 1l 52000 1.030 1.031 58.467 § 500 0.1 1.1
T B2/3%  [SLPIRGO TO DORBAR 19408 19300 no 000 L0 2.031 64.867 i 500 0.1 0.1
15 BM2E [SIP1HGO TO DURBAR 5100 23800 nto 52000 1.030 2.031 3A.667 LI {11 8.1 6.2
% §2/28  ISIPIOGO TO DURBAM 27000 27500 no 52000 1.030 3.091 58,667 ! 500 0.0 t.1
11 02725 ISIPIBGO $O DUBBAD 27360 23000 nl 52000 1.030 .09 S0.66! i 500 0.0 0.0
T8 42/28  ISTPTOGO 1O 0URBAD 13500 26000 o 52000 1030 3.081 58.667 500 0.1 0.1
19 B2/2%  [SIPEEGO TO DURBAR un i no 54000 1.040 2131 61,538 A 1] S N | 0.8
i k-B [OEBERG Y0 BELLVILLE 3800 4300 R HOGD 1060 4318 110,189 i 500 0.1 &l
31 0-8  EOEBERG 7O BYLLPILLE 4800 5700 A T000 1.060 4,375 118.169 2500 0.2 0.4
82 W2/t ESIPIOGO TO DURBAR IGO0 16509 x| J000 100 130 4 5 500 0.2 LR ]
§' B2/2%  iSIPIEGO T DORBAD 9510 10070 130 16000 1.050 J.480  eld430 500 0l 0.
B W3/1 WESTYILLE TO ENBERTO 14500 15000 AR 10000 L.040  3.022 {5,581 500 0.0 0.1
B5 AI/D WESYWILLE TO EMBERYO 15500 15000 L 0000 1000 3122 45541 J R 0.0 f.0
$6 A2/2%  TSIFIHCO T0 DORBAR 26000 26500 1) 51000 1030 3.091 SO.567 6 M6 0.1 0.2
41 R3/1 WASTRILLE 10 EMBERYD (1500 12000 01 S6000 L.40 3,120 63.8M 11 500 0.1 0.3
85 W25 PSIPIEGO Y0 DURBAR HEW 11510 uo 16000 1,050 J.153 4L4d0 § S0 0.2 G4
39 52776 ISIPIAGO O DUBRBAB 14000 14500 o 16000 1.100 D.310 43492 § 50 b1 0.2
90 #2/25 [SIPIAGO TO DURRAR 12500 13000 @y 16000 1,100 310 414M) 88 500 2.0 .0
91 62725 [SIFIBCO ™0 DORBAB 28500 18900 1o §2000 1.030 J.091 53.66? 51400 t9 13

91 Bz/25  ISIPIEGO O DURBAE 21400 22000 b 52000 1030 3.091 53.66! 9 600 11 14

91 R242%  ISIPIOGO T DURRAD 16900 17400 LR 52000 1.030 3.091 54,667 0 0.§ )
§ W25 [SIPLOGO YO DURBAR w8 20 S000 1.060 3132 6LAXS nom 1.2 1.5
95 E3/1  WESTRILLE 7O EMBERTO  [2500 13000 o §6000 1.040 3,120 63.814 9 500 1.3 31
9% -8 EOEBERG TO BELLWILLE 8300 8700 1) BT000 1,060 375 106991 1 i 0.3 0.3
Hoi-B TOEBERG TO BELLPILLE 11006 11500 10 0060 1.060 4,375 111,781 &2 600 0.5 0.9
9 I-E LOEBERG TO BELLPILLE 13400 14200 ] 100 1,060 4375 11R.169 00 ¢4 0.6
9% 1-B TOEBERG 70 BELLYILLE 15300 18300 {270 14000 1,060 4,379 118.1g9 6 (00 8.1 0.6
100 B2/2% JSIPIRGO Y0 0URBAW - S4T0 5410 kR 0000 1040 122 4188 ! 500 8.1 0.1
107 W2/2%  (31F[EGO TCO QUREAR b1 | 139 0000 1040 LB ML 16 I b0 0.0 0.0
102 Kifl YESTRILLE Y0 EKBERTC 9500 10040 (10 $5000 B.040 312 618U i M0 0.3 0.1
10 K3/1  YESTRILLE TO EMBERTO  1000C 10500 110 $6000 1.040 322 61BN B 00 01 0.2
16 18 FCEBERG TG BECLVIELE 5900 6509 37 BTO00 §.060 4,375 106,991 BT 600 0.8 1.4




