Note: Anyone wishing to speak at any Transportation Advisory Committee meeting is encouraged to do so. If you wish to
speak, please rise and, after you have been recognized by the Chair, give your name and complete address for the record.
You will then be allowed to speak. Please note the public testimony may be limited by the Chair.
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TRANSPORTATION ADVISORY COMMITTEE
August 17, 2023
AGENDA
CALL TO ORDER: 6:00 PM, Meeting held virtually via Zoom
Link: https://zoom.us/j/96161760895?pwd=SmVMRFJBNkx6UkhpeDNON2w2MXgxdz09

ANNOUNCEMENTS

CONSENT AGENDA
A. Approval of July 20, 2023 Minutes

PUBLIC FORUM (6:05-6:20)

REPORTS FROM OTHER CITY COMMITTEES (6:20-6:30)

NEW BUSINESS
A. Committee Liaisons to other Committees/Commissions (6:30-6:45, action required, discuss potential liaisons to
standing committee/commissions)

UNFINISHED BUSINESS

A. Committee Workplan (6:45-7:00 action required, discuss and finalize workplan for 2023-2205 biennium for
reporting back to Council).

B. Parklet Program Business Outreach (7:00-7:15, action required, brief update on Parklet Program status)

C. North Mountain Avenue Public Hearing Details (7:15-7:30, action required, finalize notification meeting letter
and boundary map for North Mountain Avenue parking removal associated with protected bike lanes)

D. Bird Next Steps (7:30-7:45, no action required, staff to update Committee on education/outreach material
process)

INFORMATIONAL ITEMS

A. Bike Rack Inventory Project
B. Grant Support Services

C. Public Education Materials

AGENDA BUILDING - Future Meetings

ADJOURNMENT: 8:00 PM

Next Meeting Date: September 21, 2023

In compliance with the Americans with Disabilities Act, if you need special assistance to participate in this meeting, please
email scott.fleury@ashland.or.us. Notification 72 hours prior to the meeting will enable the City to make reasonable
arrangements to ensure accessibility to the meeting (28 CFR 35.102-35.104 ADA Title 1).

CITY OF

ASHLAND

A\


https://zoom.us/j/96161760895?pwd=SmVMRFJBNkx6UkhpeDN0N2w2MXgxdz09
mailto:scott.fleury@ashland.or.us

ASHLAND TRANSPORTATION ADVISORY COMMITTEE
MEETING NOTES

July 20, 2023

CALL TO ORDER: 6:01pm

Members Present: Mark Brouillard, Joe Graf, Corinne Viéville, Linda Peterson-Adams, Holly Christiansen, Dylan
Dahle, Dave Richardson

Staff Present: Scott Fleury, Elizabeth Beckerich

Liaison Present: Eric Hansen

Guests Present: Gary Shaff, TJ Birkel

ANNOUNCEMENTS
Welcome to new committee members Dylan Dahle and Dave Richards.

The Ashland Street Overlay Project is slated to begin soon. Medford has begun their Main Street Rehab Project
which includes putting in a 2-way protected bike route.

Fleury advised all that the city’s Fleet Facility Supervisor has begun the acquisition process for a micro street
sweeper. The city is getting quotes for an electric sweeper as well as a fuel powered one.

CONSENT AGENDA

Christiansen noted that in the fourth paragraph of last month’s minutes, it talked about bicyclists being required to
stop at stop signs, when it should say that bicyclists are required to yield to stop signs and right of way traffic but are
required to stop at stop lights.

Viéville motioned to approve the minutes with the correction. Brouillard seconded. All ayes.

PUBLIC FORUM

Peterson-Adams thanked Sandra Jensen for their letter regarding an alley connecting Van Ness and W Hersey St,
Robert Frey for their letter concerning the intersection of Harmony Ln and Ross Ln, and Kat Gould with the Climate
and Environmental Policy Advisory Committee for their concern regarding the carbon impact of cement and search
for a carbon neutral concrete.

Brouillard stated he did site reviews for Jensen’s letter and Frey’s letter. Regarding the alley between Van Ness and
W Hersey, Brouillard saw drivers using the alley to go to Minute Mart and noted numerous line of sight issues. On
both sides of the alley adjacent properties had bushes that blocked the view of oncoming bicyclists/pedestrians/etc.
Brouillard relayed this to Jensen who went and put out some signs telling motorists to slow down. Additionally, the
alley needs paving. Fleury stated that the alley should be signed at 15 mph, and that the Street Supervisor could go
look at the vision clearance triangle and notice residents to clear the sight obstructions.

Regarding Frey’s letter, Brouillard stated he wasn'’t sure what could be done at Harmony and Ross Ln because
Harmony Ln isn’t wide enough and Ross Ln is a one-way road with chip seal over it currently, and there’s no way to
start a yellow marked curb.

NEW BUSINESS

A. Bird Scooter Program Presentation (TJ BIRKEL)

TJ Birkel with the Bird Scooter Program did a presentation on their company. He stated that Bird makes cities more
livable by reducing car traffic and carbon emissions. The industry is 13 years old and in over 350 cities across North
America as well as in Europe and the Middle East, with rapid growth over the last decade and almost 400 million
rides taken since the company started. In Oregon, Bird is in Portland, Bend, Albany, Medford, and Klamath Falls.
The goals of Bird are reduction in traffic congestion and pollution, life changing opportunities for local businesses and
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ASHLAND TRANSPORTATION ADVISORY COMMITTEE
MEETING NOTES

July 20, 2023

entrepreneurs, to be an affordable complement to car ownership and public transportation, as well as a self-
sustaining transportation requiring no public investment. The only investment required from the city would be in staff
time for a staff person to coordinate with Bird as little or as much as needed.

To use Bird vehicles, one would download the Bird app, sign a user agreement and verify their age, add payment,
and complete educational tutorials which are customizable for each city’s needs. Once they start their ride it's about
$1 per minute with the average ride costing $7. There are also equitable pricing options in the form of discounts
available for those in government assistance programs, veterans, senior citizens, healthcare workers, students with
pell grants, etc. There’s also a text to unlock feature for those without smart phones, alternative payment options,
equity zone pricing, and community pricing.

As far as risk, medical incidents with the vehicles are about the same as a regular bike. Also, minors are not allowed
to operate the vehicles, and Bird encourages helmet usage through the in-app tutorial upon start up and through
social media and community partnerships. There’s also a program where if people take a selfie after their ride with a
helmet on they can get a small reimbursement.

The city can decide where the scooters go, and it can be done on an ongoing basis, but Bird recommends starting
with a pilot program so that the city can gauge data and public input/interest. Ideally the city would be as flexible as
possible with the amount of scooters and where. Birkel recommended starting Ashland with 50-75 vehicles and
scaling up to 100, as that would be an adequate amount to get the data needed to continue the program.
Peterson-Adams inquired about having bikes as well as scooters, and Birkel stated that almost everywhere scooters
get 5-10 times the ridership that bikes get, and are easier to manage for the company, so the program would likely
involve more scooters than bikes.

Birkel explained that all Bird vehicles and devices are equipped with geofencing technology, so if there’s a street or
part of town that the city doesn’t want the vehicles then they can make it so the vehicles don’t work there. They can
also designate slow zones where the vehicles automatically drop their max speed until the rider is out of the slow
zone. The city could easily update those zones with Bird by just sending a google map or the longitude and latitude of
an area. The geofencing capabilities are strong enough to zone out a tax lot, however not sidewalks vs bike lanes.

Bird’s fleet manager model would provide opportunity for people in the community. Fleury inquired if Bird ever
partners with a transit district or a college to act as the fleet manager, and Birkel responded that while he’s unsure
about colleges or public entities they have partnered with non-profits who acted as fleet managers, but they are open
to the discussion of others. Birkel stated that the team for Ashland starting from the lowest level would be 2 fleet
managers, an operations associate (regional), a general manager, then himself who would assist in talking with the
city and stakeholders. The fleet managers would be the ones handling charging and placement of vehicles.

Birkel highlighted the economic impact of more people spending money in local businesses and restaurants if they
have more ability to get to different places using the Bird vehicles.
Birkel stated that Bird is the right partner for Ashland for these reasons:
1. Safety is their top priority and they’re committed to sustainability and micro mobility for all.
Advanced technology and hardware features drive compliant operations.
An innovative operating model provides hyper-localized service and experience for riders.
They're the most experienced operator in the US.
They provide financially sound and self-sustaining transportation.

ok wd
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ASHLAND TRANSPORTATION ADVISORY COMMITTEE
MEETING NOTES
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Graf inquired about what facilities the vehicles would use (bike lanes, bike paths, etc.) and Birkel responded that Bird
makes it clear to riders that they aren’t supposed to ride on the sidewalks, so they would most commonly use bike
lanes. Further, after a pilot period, Bird can share the most common routes and endpoints with the city and it would
help with expanding bike infrastructure.

Hansen inquired about the capability of the motors of the scooters and bikes as Ashland is very hilly. Birkel stated the
vehicles are fairly powerful and sturdy so most hills are no problem. Hansen also inquired if there is a way for one to
keep their vehicle reserved or if the vehicles get picked up every night, and Birkel explained that riders can't really
hold the vehicle but if it's parked in a less populated area then it's likely to still be there if one were to leave and come
back.

Viéville expressed concern for the vehicles being dumped on the sidewalks and being in the way of pedestrians.
Birkel stated that everything Bird does in education for their riders and in training for their fleet managers is aimed at
eliminating scooter clutter, but it does happen, and there are protocols on how to notify Bird to let them know. He also
explained that the scooters do have a kickstand so they can be left stood up but can occasionally be knocked over.
Christiansen asked about the demographics of the people that use the vehicles, and Birkel stated it tends to be
younger adults.

Hansen inquired about the timeline to beginning the process, and Birkel stated that Bird has stood up programs in a
matter of weeks before, but it depends on the city’s processes. He also stated that he would be able to do this same
presentation for anyone else who may want to see it such as city council, the chamber of commerce, or SOU.
Richardson inquired about the average contract lengths, and Birkel stated that Bird recommends a yearly contract
but they have done some as long as 3 years, and in some cities they did a pilot program of a year or two and then did
an update with city council to move to a more permanent program. Also, there is no upfront cost to start the program.
Peterson-Adams stated her and Hansen would start by making contact with the chamber of commerce, the
sustainability person at SOU, and Edem at RVTD. Peterson-Adams also stated that the city’s police chief was less
than thrilled about the prospect of starting the program.

B. Committee Work Plan

Per Fleury, most of the projects on the work plan have a foundation already and can move forward even with staffing
limitations, including the Traffic Calming Program, the Ashland Street Overlay project, and the B Street traffic
analysis. The Bird Scooter program, the parklet program, and the Kestrel Parkway Bridge are newer items that will
take some time.

Graf suggested that the work plan list be recategorized, as some projects require evaluation while others are projects
that the group has already been committed to. For example, there’s some projects that could fall under the category
of Traffic Safety (parking, signage, etc.), and then the programs that require evaluation could have their own
category, like the parklet program and the Bird Scooter program. Brouillard stated he rearranged the work plan with
the categories of 1A-Transportation Systems Plan Update, 1B- B Street Corridor Safety Analysis, then under Traffic
Calming put public safety, education, and Vision Zero.

Fleury requested that all suggestions for the reorganization of the work plan be sent to him and then the group can
talk about it next month before submitting it to City Council.

UNFINISHED BUSINESS
Parklet Program Business Outreach
The necessity of talking to the Chamber of Commerce, local business owners, and SOU regarding the parklet
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ASHLAND TRANSPORTATION ADVISORY COMMITTEE
MEETING NOTES
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program and the Bird Scooter program was discussed. Fleury mentioned that the parklet program could coincide with
the Downtown Beautification Project.

North Mountain Avenue Public Hearing Details

The noticing of residents regarding the North Mountain Avenue rehabilitation project and addition of protected bike
lanes/removing parking was discussed. Brouillard suggested the notices be sent all the way down to 391 Larkspur.
Fleury stated that the public hearing could take place August 17, and then the outcome should be taken to City
Council as soon as possible. Graf mentioned that people may still be on summer vacation and suggested September
as an alternative. He also suggested in the notice to the residents that the addition of protected bike lanes be the
main point and not the fact that some parking will be taken away so that it's easier for people to see the positives.
Fleury agreed that September would be fine and stated that he just wants to get the design completed and finalized
by the end of the year so that the city can start getting bids in the late winter or early spring.

Regarding the notification process, Brouillard suggested that the group makes the news outlets aware, and Peterson-
Adams informed the group that Streets for Everyone would be doing a canvasing campaign.

Public Education and Outreach Materials

Fleury and staff will work on getting educational materials to distribute. Brouillard stated that all the crash and near
miss data that has come in has been due to education and enforcement, not engineering flaws. Peterson-Adams
reminded the group to look for areas with clusters of accidents regardless of cause when analyzing the data.

REPORTS FROM OTHER CITY COMMITTEES (6:20-6:30)

Gary Shaff stated that he will provide an update to the Transportation Advisory Committee in August regarding
CPAC. Peterson-Adams stated she went to the latest CPAC meeting and discovered that they had bicyclist and
pedestrian encouragement as one of their main priorities. Shaff responded that it should be talked about as it's a
topic that isn't limited to one particular committee, citing the Housing Committee as well. Shaff also highlighted the
benefit of having the committees represented in some sort of TAC during the Transportation Systems Plan Update.
Peterson-Adams suggested that the chairpersons of these committees/commissions could meet to talk about these
things as to not duplicate efforts and to work more collaboratively. Peterson-Adams stated that it would be a good
idea if Transportation Advisory Committee members would volunteer to sit in on other committees and commissions
meetings and reporting back the crossovers of efforts. Fleury stated that it would be interesting to have a more formal
dialogue about this and perhaps they should talk to city council.

INFORMATIONAL ITEMS

Staffing Limitations

Fleury stated that while the city has been attempting to hire a Deputy Director for Public Works, the search has been
unsuccessful. Fleury stated he’s been talking to the city manager and the position will be advertised again soon.
The city was able to hire an engineer inspector and project manager.

The city’s street facilities/safety supervisor is resigning so that position needs to be filled, as well as 2 wastewater
operator positions. Fleury and Mike Morrison are working with the Deputy City Manager and HR to get those
positions advertised.

Grant Support Services
Fleury stated that the city did a solicitation for grant support services to have a consultant firm assist the city in
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navigating all the different possible grants, and hopefully the consultant will be selected next week, and contract
negotiation will begin.

ADJOURNMENT: @ 8:07

Respectfully submitted,
Elizabeth Beckerich, Administrative Assistant
**Full Video Available by Request™*
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Full Name: Paul Rostykus

Subject: Newly Closed Crosswalk - correction

Message: Oops - my apologies - | made a mistake in my prior email this morning. The correction is in
the next to last sentence of my 3rd paragraph, so please just refer to this text instead of my prior one:
During this year?s Spring and Summer much construction has been occurring at a number of
intersections around the city. | have been told that this is being done by ODOT request to meet ADA
ramp requirements, which seems reasonable. What | don?t understand is why some of the crosswalks
in the city have been closed, most specifically the unmarked one at Church Street and North Main. |,
and others, have often used this crosswalk when walking to and from the downtown area and
accessing the walkway by the totem going under the viaduct to Water Street. A month or two ago
extensive work was done at this intersection and round stones were imbedded in concrete of the
sidewalk along the curb creating a significant trip and fall hazard and impairing this obvious and direct
pedestrian pathway between Church Street and Water Street. As a pedestrian coming down Church
Street on the right hand sidewalk the unmarked crosswalk going across North Main leads directly to
the path past the totem, under the viaduct and on to Water Street. Pedestrian access to the
unmarked crosswalk is impaired by a row of the rounded stones. As of Friday, July 21, 2023 there are
now signs on both sides of North Main, reading ?Crosswalk Closed?. The legal options to get to the
path going under the viaduct to get to Water Street are to either go: Right for a block, use the marked
crosswalk across North Main, then back a block to the pathway opposite Church Street (1 crosswalk)
or Left in the marked crosswalk across Church Street, then across North Main, then across Church
Street between Lithia and North Main (3 crosswalks). How does this enhance pedestrian access in the
downtown area? If the City really wants to decrease motor vehicle traffic in the downtown area and
increase pedestrian activity, then more crosswalks need to be created or at least not closed off and
pedestrians should not be required to walk extra distances to get to their destinations. Thank you for
your consideration



Memo ASHLAND

Date:  August 10, 2023
From: Scott A. Fleury

To: Transportation Advisory Committee

RE: Committee Liaisons

BACKGROUND:

At the July 20, 2023 TAC meeting, the committee discussed having members act as liaisons to
other City Commissions/Committees, similar to what the Climate and Environmental Policy
Advisory Committee has done with its volunteer members. The TAC was also interested in
exploring the previously held brown bag monthly meetings where other
Commission/Committee chairs met with the Mayor to discuss Commission/Committee
business and ensure there was no duplication of work effort across the Commission/Committee
spectrum.

The list of Commissions/Committees is itemized and attached for reference.

CONCLUSION:

Staff is requesting the TAC discuss and appointment liaisons if you so choose to attend or
review meeting video/minutes and report back to the TAC at the next appropriate monthly
meeting.



Commissions

Meeting Times

Meeting Place

Weblink

Planning Commission

Second and Fourth Tuesday at 7:00 PM

Council Chanbers

https://www.ashland.or.us/CCBIndex.asp?CCBID=198

Parks and Recreation Committee

Second Wednesday at 6:30 PM

Council Chanbers

https://www.ashland.or.us/CCBIndex.asp?CCBID=197

Committee

Meeting Times

Meeting Place

Weblink

Airport Committee

First Tuesday at 9:30 AM

Zoom/Siskiyou Rm

https://www.ashland.or.us/CCBIndex.asp?CCBID=201

Climate and Advisory Policy Committee

Second Wednedsay 3:00-5:-00 PM

Siskiyou Rm

https://www.ashland.or.us/CCBIndex.asp?CCBID=274

Forest Lands Committee

Second Tuesday

Fire Station #2

https://www.ashland.or.us/CCBIndex.asp?CCBID=224

Historic Preservation Advisory Committee

First Wednesday at 6:00 PM

Zoom/Siskiyou Rm

https://www.ashland.or.us/CCBIndex.asp?CCBID=195

Housing and Human Services Advisory Committee Fourth Thursday 4:00-6:00 PM Siskiyou Rm https://www.ashland.or.us/CCBIndex.asp?CCBID=239
Public Arts Committee Third Thursday at 4:00 PM Siskiyou Rm https://www.ashland.or.us/CCBIndex.asp?CCBID=212
Social and Racial Justice Equity Committee First Thursday at 5:00 PM Zoom https://www.ashland.or.us/CCBIndex.asp?CCBID=270




Memo ASHLAND

Date:  August 10, 2023
From: Scott A. Fleury

To: Transportation Advisory Committee

RE: Transportation Committee Workplan Outline 2023-2025 Biennium

BACKGROUND:

The TAC discussed the outline workplan draft developed by staff at the July 20™ meeting.
The TAC mentioned combining like items within the list and updating for discussion at the
August meeting. Staff has taken input from the TAC and Chair Peterson-Adams and updated
the workplan list accordingly, see outline structure below.

Workplan Draft Outline:
1) Transportation System Plan Update (Planned 2024)
a) Vision Zero Resolution and Action Plan

2) Capital Improvement Projects (Protected Bike Lanes/Multimodal Analysis)
a) Ashland Street Rehab (In-Progress)
b) North Mountain Rehab (In-Progress)
c) B Street Bike Boulevard (Planned fall 2023)
1) Safety Analysis
i1) Design
d) Oak Street Rehabilitation (Planned 2024 — Design)

3) Traffic Safety, Parking, Signage, Striping, etc. — Continuous

4) Public Education and Outreach Program (Continuous)
a) Collaboration with Council, CEPAC, Housing Committee and Planning Commission
b) Traffic Calming Program (Continuous)
c) Traffic Crash and Near Miss Review (twice annually)
d) Bike Parking Inventory (downtown) (In-Progress)
e) Transit Support as needed (RVTD) (Continuous)

5) Council Directed Projects for Review
a) Bird Scooter Program Review (In-Progress)
b) Parklet Program Review (In-Progress)
¢) Downtown Revitalization Grants (Continuous)
d) ODOT Collaboration (Continuous)

CONCLUSION:
The Committee should discuss the update and finalize for moving forward to the City Council
for discussion and consideration.



Memo ASHLAND

Date:  August 10, 2023
From: Scott A. Fleury

To: Transportation Advisory Committee
RE: Parklet Program
BACKGROUND:

The Parklet Program was previously discussed by the Committee and the next steps included
coordinating a meeting with the Chamber of Commerce to coordinate a business outreach
effort to determine the feasibility of moving forward with a parklet program.

Staff, Chair Peterson-Adams and Councilor Hansen were able to meet and have a discussion
with Chamber representatives on August 7%.

The Chamber was previously awarded a grant to fund an Economic Diversification Strategy
with a focus on a strategic plan associated with a Strengths, Weakness, Opportunities and
Threats (SWOT) Analysis. This plan was developed by EcoNorthwest and can be found here:

https://www.ashlandchamber.com/files/2022 AshlandEconDiversificationStrategy.pdf

The plan as an action to the SWOT analysis created four pillars, Diversify Tourism, Foster
Business Growth, Rediscover Downtown and Expand Talent Pool. The Chamber is focused
on means and methods to enhance Ashland under the four pillars.

In the discussion with the Chamber it was noted the best course of action would be to discuss
the four pillars with the business community and stakeholders to determine priorities for
expenditures including City Grant and Tourist Occupancy Tax funds aligned with the
SWOT, not just focusing on a parklet program for a the discussion/survey. The Chamber like
most other entities is also bandwidth limited, so combining efforts and outreach to help
prioritize Chamber and City efforts is a prudent course of action.

The Chamber will be discussing next steps with one of their subcommittee teams focused on
the Rediscover Downtown pillar from the SWOT analysis and will reach back out to the City
for another coordinated meeting on how best to present the information and obtain feedback
that best serves the overall community.

CONCLUSION:
This is a continued discussion on the parklet program and associated next steps.


https://www.ashlandchamber.com/files/2022AshlandEconDiversificationStrategy.pdf

Memo ASHLAND

Date:  August 10, 2023
From: Scott A. Fleury

To: Transportation Advisory Committee

RE: North Mountain Avenue Rehabilitation Public Hearing Boundary

BACKGROUND:

The Committee previously discussed holding a public hearing to take input on the potential
addition of protected bike lanes along North Mountain Avenue as part of the roadway
rehabilitation project, which would require the elimination of parking along a section of
North Mountain Avenue. This input would then be used as part of the recommendation
process to the City Council. The discussion also included the noticing boundary limits for the
hearing.

The boundary map has been completed and the TAC requested a couple updates to staff’s
noticing letter. The TAC also requested to move the meeting to the September date and hold
it in person in the Council Chambers.

The new noticing letter is attached for review and the meeting will be held September 21,
2023 in Council Chambers starting at 6pm. This will be the only agenda item for the evening
to allow appropriate time for public input and discussion.

The TAC was also interested in potentially recoding the meeting. Currently the only
meetings under contract with RVTV to record are the Planning Commission and City
Council Meetings. There are no requirements to record committee meetings, only provide
appropriate minutes as required by ORS. Neither is their comprehensive direction from
Administration to record and post committee meetings. Until such time as direction is given
from either Council or Administration, staff will continue to follow the standard practice for
committees.

CONCLUSION:

Staff is requesting the TAC confirm the following;
1. Notification Letter is appropriate
2. Define public comment time limits (typically 3 minutes)
3. The meeting to occur in person

This will not be an in-person/hybrid meeting so those wishing to provide public comment can
either do so via written comment submitted prior to the meeting date or register and provide
comment during the meeting time.



September x, 2023

Resident
North Mountain Avenue
Ashland OR, 97520

RE: Streetside Parking Elimination
Dear Resident,

The Transportation Committee will be holding a public hearing at the September 21, 2023
meeting to take public input on installation of a protected bike lane along North Mountain
Avenue. The meeting will be held in person at the Council Chambers, located at 1195 East
Main Street. The meeting will start at 6pm.

Protected bike lane improvements have been highly supported by a substantial portion of
the community and align with improving multimodal access within the City’s
transportation network. The inclusion of protected bike lanes along North Mountain
Avenue requires the elimination of streetside parking along the west side of North
Mountain Avenue from East Main Street to just north of Village Green Drive.

Public input will be utilized by the Transportation Committee to generate a
recommendation to the City Council on whether to keep the parking or install protected
bike lanes as part of the North Mountain Avenue roadway rehabilitation project.

After the Committee meeting and development of their recommendation, another meeting
will be scheduled for discussion at the City Council. The City Council will be asked to
make the final policy decision regarding parking versus protected bike lanes.

If you wish to submit written testimony, please send to scott.fleury@ashland.or.us or via
regular mail to 20 East Main Street, Ashland

Sincerely,

Scott Fleury PE
Public Works Director
City of Ashland

Linda Peterson-Adams
Ashland Transportation Committee Chair

CITY OF ASHLAND
20 East Main Street Tel: 541-488-6002
Ashland, Oregon 97520 Fax: 541-488-5311

www.ashland.or.us TTY: 800-735-2900 ' -


http://www.ashland.or.us/
mailto:scott.fleury@ashland.or.us

Memo ASHLAND

Date:  August 10, 2023

From: Scott A. Fleury

To: Transportation Advisory Committee
RE: Bird Scooter Next Steps

BACKGROUND:

At the July 20, TAC meeting, TJ Birkel from Bird Scooters presented an overview of the
program to the group. Numerous questions were asked and some follow up materials were
requested. TJ provided the follow up materials to Chair Peterson-Adams and that information
is attached for reference.

CONCLUSION:

After digesting the initial presentation information, staff would like to discuss next steps with
the TAC. This item also coincides with the parklet program discussion and coordination with
the Chamber of Commerce.



PILOT OPERATING AGREEMENT

This Pilot Operating Agreement (the “Agreement”) is entered into by and between Bird Rides, Inc.,
located at 8605 Santa Monica Blvd., #20388, West Hollywood, CA 90069 (“Company™), and
located at (the “City ") as of [ ] __, 2023.

1. Statement and Purpose

The purpose of this Agreement is to establish interim rules and regulations governing the pilot operation
of a Stand-up Electric Scooter sharing system within the City while this Agreement is in effect (the
“Pilot”), and to ensure that the Pilot is consistent with the safety and well-being of bicyclists,
pedestrians, and other users of the public rights-of-way.

2. Scope

This Agreement and its terms apply to any proposed deployment of Stand-up Electric Scooter sharing
systems within City’s jurisdictional boundaries. No person shall deploy a Stand-up Electric Scooter
sharing system in the City in violation of this Agreement. This Agreement and the Pilot shall remain in
effect for a period of twelve months and shall automatically renew for successive twelve month periods
unless either party provides written notice to the other of its intention not to renew at least ninety (90)
days prior to the end of the then-current term.

3. Procedures

While this Agreement is in effect, Company shall be the sole provider of Stand-up Electric Scooter
sharing systems within City’s jurisdictional boundaries for the Pilot, contingent upon compliance with
the terms of this Agreement. Upon effectiveness of this Agreement, Company shall provide an affidavit
of compliance with the terms of this Agreement and provide appropriate indemnification.

4. Operating Regulations

a. Company, and/or its service providers, agents or assigns, shall be responsible for operating a
Stand-up Electric Scooter program in the City with the below requirements.

b. “Stand-up Electric Scooter” shall mean a device weighing less than 150 pounds, that has (i)
handlebars, (ii) an electric motor, and is powered by the electric motor and/or human power, and
(iif) has a maximum speed of no more than 20 mph on a paved level surface when powered
solely by the electric motor.

c. Except as otherwise provided herein, City shall regulate the operation of Stand-up Electric
Scooters in a manner no more restrictive than City’s regulation of bicycles.

d. Stand-up Electric Scooters are to be ridden on streets, and where available, in bike lanes and bike
paths. Stand-up Electric Scooters are to stay to the right of street lanes and to offer the right of
way to bicycles in bike lanes and on bike paths. Users of Stand-up Electric Scooters shall be 18



or older. Users of Stand-up Electric Scooters who violate these provisions may be fined by City
consistent with fines for cyclists.

e. Company shall provide easily visible contact information, including toll-free phone number
and/or e-mail address on each Stand-up Electric Scooter for members of the public to make
relocation requests or to report other issues with devices.

f.  Hours of operation when Company’s Stand-up Electric Scooters will be made available to rent in
City are 4 a.m. to midnight (local time).

5. Parking

a. Users of Stand-up Electric Scooters shall park devices upright in the furniture zone of the
sidewalk, beside a bicycle rack or in another area specifically designated for bicycle parking, or
on the street next to an unmarked curb.

b. Users shall not park Stand-up Electric Scooters in such a manner as to block the pedestrian clear
zone area of the sidewalk; any fire hydrant, call box, or other emergency facility; bus bench; or
utility pole or box.

c. Users shall not park Stand-up Electric Scooters in such a manner as to impede or interfere with
the reasonable use of any commercial window display or access to or from any building.

d. Users shall not park Stand-up Electric Scooters in such a manner as to impede or interfere with
the reasonable use of any bicycle rack or news rack.

e. Users may park Stand-up Electric Scooters in on-street parking spaces in the following

circumstances:

1. When marked parking spaces are officially designated stations for such devices in
business districts;

ii. Where the furniture zone is less than three feet wide;

1ii. Where there is no furniture zone;

iv. In neighborhoods with rolled curbs, or with inadequate sidewalk space;

V. In marked parking spaces designated for motorcycles.

f. Users may park Stand-up Electric Scooters on blocks without sidewalks only if the travel lane(s)
and 6-foot pedestrian clear zone are not impeded.

g. Users shall not park Stand-up Electric Scooters in the landscape/furniture zone directly adjacent
to or within the following areas, such that access is impeded:

1 Transit zones, including bus stops, shelters, passenger waiting areas and bus layover and
staging zones, except at existing bicycle racks;
il. Loading zones;

1il. Disabled parking zone;

iv. Street furniture that requires pedestrian access (e.g., benches, parking pay stations, bus
shelters, transit information signs, etc.);

V. Curb ramps;

Vi. Entryways; and

vii.  Driveways.



h. Users of Stand-up Electric Scooters who violate these provisions may be fined by City consistent
with fines for cyclists.

i. Company may stage its Stand-up Electric Scooters in permitted parking areas as described in this
section. To the extent Company desires to stage Stand-up Electric Scooters in areas other than
the public right-of-way, Company must first obtain the right to do so from the appropriate City
department, property owner, or public agency.

6. Operations

a. Company shall maintain 24-hour customer service for customers to report safety concerns,
complaints, or to ask questions. Company shall maintain a multilingual website, call center,
and/or mobile app customer interface that is available twenty-four hours a day, seven days a
week. The aforementioned shall be compliant with the Americans with Disabilities Act.

b. In the event a safety or maintenance issue is reported for a specific device, that Stand-up Electric
Scooter shall be made unavailable to users and shall be removed within the timeframes provided
herein. Any inoperable or unsafe device shall be repaired before it is put back into service.

c. Company shall respond to reports of incorrectly parked Stand-up Electric Scooters, Stand-up
Electric Scooters continuously parked in one location for more than 72 hours, or
unsafe/inoperable Stand-up Electric Scooters, by relocating, re-parking, or removing the
Stand-up Electric Scooters, as appropriate, within 24 hours of receiving notice that must include
the location of the Stand-up Electric Scooter.

d. Company shall provide notice to all users that:

i Stand-up Electric Scooters are to be ridden on streets, and where available, in bike
lanes and bike paths;

ii, Stand-up Electric Scooters are to stay to the right of street lanes and to offer the right
of way to bicycles on bike lanes and bike paths;

1ii. Helmets are encouraged for all users;

iv. Parking must be done in the designated areas; and

V. Riding responsibly is encouraged.

e. Stand-up Electric Scooter riders are required to take a photo whenever they park their scooter at
the end of a ride.

f. Company shall provide education to Stand-up Electric Scooter riders on the City’s existing rules
and regulations, safe and courteous riding, and proper parking,

7. Data Sharing

City may require Company to provide anonymized ﬂéet and ride activity data for all trips starting or
ending within the jurisdiction of City on any vehicle of Company or of any person or company
controlled by, controlling, or under common control with Company, provided that, to ensure individual
privacy:



a. such data is provided via an application programming interface, subject to Company’s license
agreement for such interface, in compliance with a national data format specification such as the
Mobility Data Specification;

b. any such data provided shall be treated as trade secret and proprietary business information, shall
not be shared to third parties without Company’s consent, and shall not be treated as owned by
the local authority; and

¢. such data shall be considered personally identifiable information, and shall under no
circumstances be disclosed pursuant to public records requests received by the local authority
without prior aggregation or obfuscation to protect individual privacy.

8. Indemnification

Company agrees to indemnify, defend and hold harmless City (and City’s employees, agents and
affiliates) from and against all actions, damages or claims brought against City arising out of Company’s
negligence or willful misconduct, except that Company’s indemnification obligation shall not extend to
claims of City’s (or City’s employees’, agents’ or affiliates’) negligence or willful misconduct. City
expressly acknowledges that in no event shall Company be liable for any special, indirect, consequential
or punitive damages. Company’s indemnification obligations shall survive for a period of one (1) year
after expiration of this Agreement. Company shall be released from its indemnification obligations
under this section if the loss or damage was caused by the City’s negligent construction or maintenance
of public infrastructure. City’s right to indemnification shall be contingent on City notifying Company
promptly following receipt or notice of any claim; Company shall have sole control of any defense; City
shall not consent to the entry of a judgment or enter into any settlement without the prior written consent
of Company.

9. Insurance

Company shall provide City with proof of insurance coverage exclusively for the operation of Stand-up
Electric Scooters including: (a) Commercial General Liability insurance coverage with a limit of no less
than $1,000,000.00 each occurrence and $2,000,000.00 aggregate; (b) Automobile Insurance coverage
with a limit of no less than $1,000,000.00 each occurrence and $1,000,000.00 aggregate; (¢) Umbrella or
Excess Liability coverage with a limit of no less than $5,000,000.00 each occurrence/aggregate; and (d)
where Company employs persons within the City , Workers” Compensation coverage of no less than the
statutory requirement.

10. Exclusivity

a. In furtherance of City’s goals of ensuring pedestrian and scooter safety, reducing sidewalk clutter, and
maintaining pedestrian rights-of-way, and in recognition of Company’s safety record, resources, and
experience in providing shared mobility services, Company shall be designated as the exclusive operator
of Stand-up Electric Scooter sharing systems within City’s jurisdictional boundaries, so long as this
agreement is in effect and Company complies with all federal, state, and City laws. While this



agreement is in effect, City agrees not to enter into any agreement with any other person to provide
shared Stand-up Electric Scooters within City’s jurisdictional boundaries.

b. The designation in accordance with the paragraph above may not be assigned or transferred by City to
any other party. The parties acknowledge that Company may utilize independent business logistics
providers to facilitate local operations. The parties further acknowledge that Company may perform any
or all of the services contemplated hereunder, including the owning and/or operation of Stand-up
Electric Scooters in City, through one or more of its wholly owned subsidiaries. Company’s use of these
logistics providers or performance through its wholly owned subsidiaries does not constitute a transfer
or assignment of this Agreement, and Company remains responsible for all obligations and requirements
under this Agreement.

¢. This section shall not apply to the private sale or rental of Stand-up Electric Scooters, provided that
such scooters are not placed in the public right-of-way for shared public use. :

d. No exclusivity is imputed or implied as to the market for shared mobility services generally, and this
agreement and designation shall not apply to the operation of any shared mobility service with any
vehicle other than Stand-up Electric Scooters.

11. Miscellaneous

a. All notices and communications to the City from Company shall be made in writing (includes
electronic communications) and sent to the address below.

b. In carrying out their responsibilities, the parties shall remain independent contractors, and nothing
herein shall be interpreted or intended to create a partnership, joint venture, employment, agency,
franchise or other form of agreement or relationship.

c. This agreement shall be governed by and construed in accordance with the laws of the State of
California.

City Bird Rides, Inc.
Signed By:

Signature: Signature:

Print Name: Print Name:

Title: Title:
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Micromobility: Data Challenges Associated
with Assessing the Prevalence and Risk of
Electric Scooter and Electric Bicycle Fatalities
and Injuries

Abstract: This safety research report examines the data collection and analysis
challenges associated with two of the most common types of micromobility devices:
electric scooters (e-scooters) and electric bicycles (e-bikes). To do this, the National
Transportation Safety Board (NTSB) conducted a scientific literature review; held
discussions with subject matter experts; performed an independent analysis of
e-scooter and e-bike crashes, fatalities, and injuries in the United States between
2017 and 2021; assessed e-scooter and e-bike injury coding; and reviewed the
Infrastructure Investment and Jobs Act, which contains new requirements about
collecting data on vulnerable road users, such as e-scooter and e-bike riders.

The NTSB identified the following safety issues: (1) the need to add e-scooter and
e-bike device codes to police crash data and guidance, (2) the need for
e-bike-specific coding in injury surveillance data and guidance, and (3) the need for
e-scooter and e-bike trip data to assess injury and fatality risk. The NTSB also
examined the complexities of using collected data to conduct safety research on
e-scooters and e-bikes.

As a result of this safety research, the NTSB makes new recommendations to the
National Highway Traffic Safety Administration, the Federal Highway Administration,
the US Consumer Product Safety Commission, the National Center for Health
Statistics, and the Governors Highway Safety Association.
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Executive Summary

Safety Research Topic

Protecting vulnerable road users, such as pedestrians, motorcyclists, and
bicyclists, through a Safe System approach, is a priority for the National
Transportation Safety Board (NTSB). This issue area is highlighted on our 2021-2022
Most Wanted List of Transportation Safety Improvements. We have also published
five reports that addressed vulnerable road user safety since 2013; the topics

included crashes involving single-unit trucks, speeding-related crashes, motorcycle
crashes, pedestrian safety, and bicyclist safety.

Successfully implementing a Safe System approach requires quality data to
help us understand the unique risks associated with vulnerable road users. Recently,
emergent transportation modes in the form of electric micromobility devices have
expanded the list of people considered to be vulnerable road users, specifically
electric scooter (e-scooter) and electric bicycle (e-bike) riders.

Although data are often collected and analyzed to craft safety initiatives for
those typically considered to be vulnerable road users, such as pedestrians,
motorcyclists, and bicyclists, less data are collected on vulnerable road users who rely
on modes of transportation that are emergent, such as those who operate e-scooters
and e-bikes.

In 2020, the International Transport Forum, an intergovernmental organization
of more than 60 member countries including the United States, identified e-scooter,
e-bike, and other micromobility trip data as essential for assessing and monitoring
risks associated with these devices. For this reason, the International Transport Forum
called on national governments to start collecting measures of trip data from
e-scooters and e-bikes. However, these measures for e-scooters and e-bikes are not
being systematically collected at the federal or state level in the United States.

In our 2019 report Bicyclist Safety on US Roadways: Crash Risks and
Countermeasures, we found that transportation safety professionals were becoming
increasingly concerned about the exponential growth in the use of e-scooters and
e-bikes and the safety of those riding these devices, given their motorized
components. Because we had addressed issues related to conventional bicycle data
collection in our 2019 report, we focused this report on the emergent data issues
related to e-scooters and e-bikes and how the current lack of standardized national
data on e-scooter and e-bike fatalities and injuries prevent meaningful and
generalizable analysis of the safety issues associated with the use of these devices.

vi



Safety Research Report
SRR-22-01

In response, we conducted this research to proactively evaluate how
limitations in available e-scooter and e-bike data present challenges for assessing the
safety of these micromobility devices, including the prevalence and risk of fatalities
and injuries. The goal of this research was to evaluate issues related to these
challenges and to make recommendations to standardize the collection and analysis
of data related to e-scooters and e-bikes. Improving data quality leads to better
decision-making about how to improve safety for e-scooter and e-bike riders.
Accurate data can provide useful information to help us identify safety trends and
patterns, gain insights into safety and usage, make comparisons with other
transportation modes, evaluate policy, and educate the traveling public.

To accomplish our goal, we did the following: reviewed relevant scientific
literature; spoke with micromobility subject matter experts; conducted our own
analysis of e-scooter and e-bike crashes, fatalities, and injuries in the United States
between 2017 and 2021; evaluated current e-scooter and e-bike injury coding; and
reviewed the [nfrastructure Investment and Jobs Act, which contains new
requirements about collecting data on e-scooter and e-bike riders that complement
our efforts in this report.

What We Found

The NTSB found that at least 119 e-scooter and e-bike fatalities occurred
between 2017 and 2021. While conducting our research, we identified the following
data challenges that prevent an accurate understanding of how common and likely
e-scooter and e-bike fatalities and injuries are:

¢ alack of complete, consistent, and reliable data

e inadequate data coding that leads to difficulty in correctly identifying
crashes involving e-scooter and e-bike riders

e poor quality trip data that makes assessing risk nearly impossible
To address these data challenges, we identified the following needs:
e adding e-scooter and e-bike device codes to police crash data and
guidance
e adding e-bike-specific coding in injury surveillance data and guidance
e collecting e-scooter and e-bike trip data to assess injury and fatality risk
Police crash data and emergency room admission data—sources that contain
the most information on crashes, fatalities, and injuries—were found to be inadequate.

Both the National Highway Traffic Safety Administration and the US Consumer
Product Safety Commission manage databases that have inadequate coding related

Vi
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to e-scooters and e-bikes. The Infrastructure Investment and Jobs Act requires
agencies to collect more robust data on micromobility devices, specifically e-scooters
and e-bikes, and provides some guidance about how to do so. However, guidance
related to the use of the data does not account for this emergent industry. The Model!
Minimum Uniform Crash Criteria, the Traffic Monitoring Guide, and the International
Classification of Disease, Tenth Revision, Clinical Modification either do not contain
codes for e-scooters, e-bikes, or both or some of the codes are not structured in a
way to allow for useful safety analyses of these devices.

What We Recommended

As a result of this research, the NTSB issued seven new recommendations. We
recommended that the National Highway Traffic Safety Administration work together
with the Governors Highway Safety Association to do the following:

o Ensure that revisions to the Model Minimum Uniform Crash Criteria include
data elements for e-scooters and e-bikes.

We recommended that the National Highway Traffic Safety Administration do the
following:

e Use the new data requirements outlined in the Infrastructure Investment
and Jobs Act to analyze e-scooter and e-bike rider data and provide
strategies to increase e-scooter and e-bike rider safety in Countermeasures
That Work: A Highway Safety Countermeasure Guide for State Highway
Safety Offices.

We recommended that the Federal Highway Administration do the following:

e Implement a program to acquire from states annual trip counts and miles
traveled from e-scooters and e-bikes and make the aggregate data publicly
available for estimating crash, serious injury, and fatality rates.

e Revise the Traffic Monitoring Guide to include technical guidance on the
collection of aggregate trip data for e-scooters and e-bicycles.

We recommended that the US Consumer Product Safety Commission do the
following:

¢ Add a specific e-bike product code in the National Electronic Injury
Surveillance System.

viii
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We recommended that the National Center for Health Statistics do the following:

¢ Define e-bike riders as nonmotorists in the International Classification of
Disease, Tenth Revision, Clinical Modification to be consistent with current
classifications used in crash data guidance.
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1. Introduction

The term “micromobility” refers to a form of transportation involving the use of
small mobility devices with limited power that operate at slower speeds and are used
for shorter travel distances when compared to motor vehicles or motorcycles.! The
term is often used to describe electric scooters (e-scooters), electric bicycles
(e-bikes), and other single-user electric transportation devices.? Although e-scooters
and e-bikes are available for private purchase, recently, such devices have become
available as part of rental systems that rely on GPS technology and cellular phone
applications to locate, rent, and drop off devices in the public right-of-way (NACTO
and IMLA 2019).

Recent news reports have noted the rise of crashes occurring on e-scooters
and e-bikes (Hu and Marcius 2021; Krauth 2022; Sisson 2022). These reports are
often accompanied by estimates of e-scooter and e-bike fatalities and injuries that do
not account for standardization issues in national data sources. Additionally,
measurement and coding of e-scooter and e-bike crashes in the data are evolving.

Inadequate data currently hinders our understanding of potential safety risks,
such as fatalities and injuries, related to the use of these devices. This National
Transportation Safety Board (NTSB) safety research report examines the data
collection and analysis challenges associated with two of the most common types of
micromobility devices: e-scooters and e-bikes.?

Over the past decade, the NTSB has published five reports that addressed the
safety of vulnerable road users and has made protecting such users through a Safe
System approach a priority on its 2021-2022 Most Wanted List of Transportation

! See sections 1.3.1.1 and 1.3.1.2 for the definitions of electric scooters (e-scooters) and
electric bicycles (e-bikes) used in this report as well as a discussion of device speeds associated with
the federal definition of different e-bike classes.

? (a) Although e-scooters and e-bikes often operate on the road with motor vehicles, in most
states, they are not treated as motor vehicles. The US Consumer Product Safety Commission (CPSC) is
largely responsible for regulating these devices as consumer products. (b) Other examples of
micromobility devices include self-balancing scooters and electric skateboards.

3 Visit ntsb.gov to find additional information in the public docket for this NTSB safety research
(case number DCA2055001). Use the CAROL Query to search safety recommendations and other
safety research.
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Safety Improvements (NTSB 2013, 2017, 2018a, 2018b, 2019).% A Safe System
approach refers to a holistic and comprehensive view of our complex transportation
system that strives to make roadways safer for all users—that is, motor vehicle drivers
and all vulnerable road users alike—by "building and reinforcing multiple layers of
protection to both prevent crashes from happening in the first place and minimize the
harm caused to those involved when crashes do occur” (DOT 2022). Implementing
this approach requires quality data to help us know who is using our transportation
system and how we might make the system safer for them.

E-scooter and e-bike riders, like bicyclists, motorcyclists, and pedestrians, are
considered vulnerable road users. In its 2019 report Bicyclist Safety on US Roadways:
Crash Risks and Countermeasures, the NTSB found that transportation safety
professionals were concerned about the rapid growth of shared-use micromobility
devices, particularly e-scooters and e-bikes, and the safety of those riding such
devices. However, the current limitations of e-scooter and e-bike data make it difficult
to analyze traffic safety issues involving these devices (BTSCRP 2022). The
Infrastructure Investment and Jobs Act (IIJA) also recognizes the need for obtaining
reliable and standardized data on all vulnerable road users, including e-scooter and
e-bike riders.®

This report addresses e-scooter and e-bike data challenges, including the
complexities of e-scooter and e-bike fatality and injury data collection and coding,
the limitations related to identifying e-scooters and e-bikes in available data sources,
and the difficulties involved in interpreting, reporting, and analyzing these data.
Because of the lack of consistent, standardized, and reliable data, the NTSB had to
use numerous methods to conduct this research. As a result, although the NTSB
provides high-level insights about e-scooter and e-bike rider fatalities and nonfatal
injuries from the data it could obtain, we also highlight areas where the data needs to
be better before more advanced safety analyses are conducted. Further, we note
where current initiatives to improve micromobility data are useful and where
additional interventions are needed.

4 (a) The term vulnerable road user refers to those travelers who lack an external structure to
protect them when crashes occur. Vulnerable road users include pedestrians, bicyclists, motorcyclists,
wheelchair users, and others that use an unenclosed means of transportation. Because vulnerable road
users lack substantive protection, they are more likely to suffer a serious injury or even death. (b) The
five NTSB reports addressed crashes involving single-unit trucks, speeding-related crashes, motorcycle

crashes, pedestrian safety, and bicyclist safety.

5 [1JA, Public Law 117-58, 135 Stat. 429 (2021).
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1.1 Scope

This research focuses on e-scooter and e-bike data challenges and the unique
problems the lack of quality—that is, consistent, standardized, and reliable—data
presents. It does not readdress recent NTSB report topics, safety issue areas, or
recommendations related to other vulnerable road users. It also does not make
distinctions between riders of privately owned or rented e-scooters and e-bikes. This
research uses several methods and data sources, including a mix of methods to
gather and evaluate available data concerning e-scooter and e-bike crashes, fatalities,
and injuries in the United States between 2017 and 2021.¢ The recommendations
address issues of e-scooter and e-bike data inaccuracies, coding ambiguities, and
access problems.

1.2 Goals

The goals of this research are to (1) describe the prevalence and characteristics
of fatal and nonfatal crashes involving e-scooters and e-bikes; (2) evaluate issues
related to the analysis of available data, and (3) make recommendations to
standardize and analyze trip, crash, fatality, and injury data for e-scooter and e-bike
riders.”

1.3 Micromobility: A Brief Overview

Below is a brief overview of the following micromobility topics: the devices
discussed in this report, industry growth and ridership, e-scooter and e-bike fatalities
and injuries, and data standards.

¢ The methods used for this research included conducting searches for the terms "e-bike" and
"e-scooter” in existing data; combining datasets from various sources, including news reports and
publications from government and academic institutions; and cross-referencing data found across
these sources. See section 2 of this report for further discussion of all the methods used to conduct this
research.

” Trip data are traffic data used to monitor motorized and nonmotorized travel, including
pedestrians and bicyclists, on public roads. This measure is referred to as vehicle miles traveled and is
based on individual state reports on traffic data counts collected through permanent automatic traffic
recorders. Vehicle miles traveled per capita is calculated as the total annual miles of vehicle travel
divided by the total population in a state or in an urbanized area. These data are reported by the states
to the Federal Highway Administration (FHWA), which then publishes the monthly Traffic Volume
Trends report via its Office of Highway Policy Information.
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1.3.1 Devices

The definition of a micromobility device varies across states, regulating bodies,
and research leading to inconsistent information. In general, mobility devices in the
“micro” category are small, have limited power and speeds, and are commonly used
for short-distance travel (Kwangho and others 2021). In the United States,
micromobility device is a catch-all term that includes e-scooters, e-bikes, and other
small, single-user electric-powered devices like self-balancing scooters.® Although
not all micromobility devices are motorized, in this report, the term micromobility
device refers to a device that is either fully motorized or motor-assisted (Sandt 2019).?
Below are definitions and examples of the two types of micromobility devices
discussed in this report: e-scooters and e-bikes.

1.3.1.1 E-Scooters

In this report, the NTSB defines e-scooters as electric-powered devices that
include a small, two-wheeled floorboard for a rider to stand on and a vertical steering
column with handlebars and a hand-activated throttle and brake. This description is
consistent with the definition used in the SAE J3194: Taxonomy and Classification of
Powered Micromobility Vehicles (SAE International 2019). See figure 1 for an example
of an e-scooter,

# Commonly known under the trademarked term "hoverboard,” self-balancing scooters are
powered devices with a floorboard, no seat, and no operable pedals. Self-balancing is a term that
refers to dynamic stabilization achieved via the device (SAE International 2019).

? A fully motorized device is capable of movement without human power. A motor-assisted
device is one for which a rider provides some human-powered propulsion, such as by pedaling or
kicking (Sandt 2019).
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Figure 1. Example of an e-scooter (Source: Bird).

1.3.1.2 E-Bikes

In this report, the NTSB defines an e-bike as “a two-or three-wheeled cycle with
fully operable pedals and an electric motor of less than 750 watts” that provides
propulsion assistance, in accordance with Title 36 Code of Federal Regulations (CFR)
Parts 1 and 4. In 36 CFR 1.4, e-bikes are further defined into three classes by their

' This US Department of the Interior, National Park Service regulation expands what was once
the only existing federal definition of e-bike, first defined by the CPSC, by classifying e-bikes into three
categories.
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speed and how much assistance is provided by the motorized component of the
bike.! See figure 2 for an example of an e-bike.

Figure 2. Example of an e-bike (Source: Lime).

Note: This e-bike is considered a class 2 e-bike as it can reach the speed of 20 mph.

" (a) A class 1 e-bike refers to an e-bike equipped with a motor that provides assistance only
when the rider is pedaling and that ceases to provide assistance when the e-bike reaches the speed of
20 mph. A class 2 e-bike refers to an e-bike equipped with a motor that may be used exclusively to
propel the e-bike and that is not capable of providing assistance when the e-bike reaches the speed of
20 mph. A class 3 e-bike refers to an e-bike equipped with a motor that provides assistance only when
the rider is pedaling and that ceases to provide assistance when the e-bike reaches the speed of
28 mph. (b) As of May 2022, 26 states have created their own individual three-tiered e-bike
classification systems that align with federal definitions and share similar safety and operation
requirements. E-bikes are often exempt from registration, licensure, and insurance requirements,
differentiating them from other motorized vehicles, such as mopeds (National Conference of State
Legislatures 2021).
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1.3.2 Industry Growth and Ridership

There is no national source for calculating the total number of trips taken on
e-scooters and e-bikes in the United States, meaning that the risk associated with the
use of e-scooters and e-bikes is not yet estimated. However, some organizations have
attempted to create estimates of e-scooter and e-bike ridership that give more insight
into the growth of the industry.

Micromobility device use has seen rapid growth in the past 5 years, as
evidenced by a marked increase in sales, availability, and ridership (NABSA 2021;
Boudway 2021), and the micromobility market is predicted to be worth between
$200 to $300 billion by 2030 in the United States alone (CBInsights 2021).

The National Association of City Transportation Officials (NACTO) and the
North American Bikeshare and Scootershare Association, provide estimates of
ridership from 2017 through 2020. In 2019, 136 million trips were completed using
shared-use micromobility devices, an increase of 289% when compared to the
35 million trips completed in 2017 (NACTO 2020). For e-scooters, ridership increased
from 39 million trips in 2018 to 86 million in 2019, and, for e-bikes, ridership
increased from 7 million to 10 million over the same period (NABSA 2021; NACTO
2020). There was a noticeable decrease for all micromobility ridership in 2020, which
has been attributed in part to the COVID-19 pandemic.'? Still, industry estimates
suggest that by December 2020 e-scooter and e-bike use rebounded quickly to
within 20% of the previous year's trip numbers compared to other transportation
modes (NABSA 2021).

1.3.2.1 Rider Characteristics

Growth in e-scooter and e-bike ridership is seemingly spurred by the
popularity of these devices in urban areas. In fact, the rebound of e-scooter and
e-bike use in 2020 was concentrated in cities like Chicago, lllinois; Boston,
Massachusetts; San Francisco, California; and New York City, New York (Hu and
Marcius 2021). These findings are consistent with other studies that highlight the
urban nature of e-scooter and e-bike use in the United States (Fong, McDermott, and
Lucchi 2019; Cherry and others 2021; Flores and Jansson 2021). Further, e-scooter
and e-bike ridership was often found to be prevalent on and around college
campuses, due to their accessibility and affordability (Fong, McDermott, and Lucchi
2019; Cherry and others 2021). For example, in a study conducted in Knoxville,
Tennessee, e-scooter ridership was found to occur predominantly on campus.

2 The COVID-19 pandemic began in late 2019. See the Centers for Disease Control and
Prevention’s "CDC Museum COVID-12 Timeline” and “Basics of COVID-19" sites for further
information.
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1.3.3 Rise in E-Scooter and E-Bike Fatalities and Injuries

According to the US Consumer Product Safety Commission (CPSC),
emergency department visits related to all micromobility devices increased from
34,000 in 2017 to 57,800 in 2020; this was driven by a marked increase in e-scooter
injuries, which more than tripled from 7,700 in 2017 to 25,400 in 2020 (CPSC 2021b).
Further, findings from the CPSC’s preliminary 2021 data analysis indicate even larger
potential increases in micromobility injuries (57,800 in 2020 to 77,200 in 2021), with
e-scooter injuries continuing to drive that increase (CPSC 2022)." E-bike riders in the
United States saw similar increases in injuries over the same period. These trends are
not restricted to the United States. For example, a Dutch study of e-bike injuries
found that e-bike injuries were not only on the rise, but that Dutch e-bike riders were
1.6 times more likely to be injured than those riding conventional bicycles (Ricker
2022).

Fatalities associated with e-scooter and e-bike use followed similar patterns to
those of injuries. According to analysis conducted by the CPSC, e-scooter fatalities
had the largest percentage increase in deaths from 2017 to 2021 (CPSC 2022),
Additionally, the Collaborative Sciences Center for Road Safety (CSCRS) recorded
106 e-scooter fatalities internationally, and 63 e-scooter fatalities in the US alone,
Fatalities associated with e-bike ridership have also increased exponentially (CSCRS
2022). In fact, a study conducted using data from 180 University of California,

Los Angeles, outpatient clinics, found that e-bikes may have a higher rate of fatalities
than motorcycles and cars (Kimon and others 2022).

1.3.4 Data Standards Outpaced by Industry Growth

E-scooter and e-bike growth as an industry and a popular form of
transportation is clear, What is less clear, is how transportation safety professionals
best go about assessing the safety of these devices as a form of transportation and
the safety of the riders who use them. As e-scooter and e-bike riders are considered
vulnerable road users and ridership is increasing, the NTSB believes that these riders
should be able to operate safely within the wider transportation network. The data
issues associated with this rapidly expanding industry is a well-documented problem,
both nationally and internationally, as described below. In fact, findings from research
conducted in various cities across the United States lead to the same conclusion:
e-scooter and e-bike fatality and injury data lack standardization and need
improvement in crucial areas if they are to allow for factual safety assessments that
lead to actionable safety countermeasures (Cherry and others 2021). Additionally,

3 The CPSC notes that its reporting for 2020-2021 is ongoing and that its counts of e-scooter
and e-bike injuries and fatalities may change (CPSC 2022).
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there is currently no system in place that allows for the collection of aggregate
e-scooter and e-bike trip data at the federal level, further hindering the ability to
assess fatality and injury risk associated with riding e-scooters and e-bikes at a
national level.

The lack of standardization in e-scooter and e-bike fatality and injury data has
also been identified by research conducted internationally. For example, findings
from Germany, one of the only countries to collect data on e-scooters as an
independent device category, indicated that structural data issues, such as only
relying on police crash reports without the ability to link them to emergency room
admissions, likely lead to underreporting of e-scooter injuries (European Transport
Safety Council 2022). Echoing sentiments reflected in Germany's findings and after a
review of existing literature, researchers in British Columbia, Canada, reached a
similar conclusion: standardized data collection is vital for identifying the safety risks
associated with e-scooter injuries (Toofany and others 2021). Research conducted on
e-bike fatalities and injuries have yielded similar data findings to that of e-scooters, A
review of scientific literature examining the nature of e-bike crashes in European
countries such as Denmark, Sweden, and the Netherlands, concluded that better
crash data, specifically the ability to link police and emergency room data, are
needed to improve understanding of factors related to e-bike crashes and injuries
(Utriainen, O'Hern, and Péll&nen 2022).

Examining the state of the data associated with e-scooters and e-bikes and
how well the data allow us to assess prevalence and risk are necessary initial steps for
the successful implementation of a Safe System approach (Harmon 2020; FHWA
2022). This report shows that we must begin with an assessment of the data required
to understand the safety risks e-scooter and e-bike riders encounter in order to
implement countermeasures to ensure their safety.
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2. Methodology

This section describes the methods the NTSB used to conduct this research.
The details of what we found will be discussed in sections 3 and 4.

2.1 Methods

2.1.1 Scientific Literature Review

The NTSB reviewed relevant scientific literature concerning methods for
defining and categorizing micromobility devices, identifying differences in
micromobility device classification systems, and collecting and managing
micromobility data. The NTSB also reviewed suggested best practices in the literature
for generating consistencies in micromobility data. Information gathered from the
literature review provided context for some of the discussions found in sections 3
and 4 of this report.

2.1.2 Micromobility Subject Matter Expert Discussions

Given the emergent nature of the micromobility industry, the NTSB invited
subject matter experts who conduct research on micromobility safety topics to
participate in a series of meetings. The meetings took place from July 7 to 23, 2020.
The invited experts gave presentations and participated in discussions on the
following topics:

e micromobility definitions and taxonomy, safety behavior data, and crash
typing, with presenters representing three transportation centers at the
University of North Carolina: the Highway Safety Research Center, the
CSCRS, and the Pedestrian and Bicycle Information Center (Sandt and
Thomas 2020)

e injury surveillance, emergency service data, and data linkage, with a
presenter from the University of North Carolina’s Highway Safety Research
Center (Harmon 2020)

e evolution of micromobility rental operations data aggregation for safety
evaluation, with a presenter from Populus (Clewlow 2020)"

e strategies and challenges with managing micromobility data, with
presenters from NACTO (Bharadwaj and Payne 2020)

" Populus is a third-party company that manages shared mobility data.
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e micromobility safety data limitations and opportunities, with a presenter
from the University of Tennessee (Cherry 2020)

The purpose of these discussions was to gain qualitative insights on the
complexities of micromobility data. Some of the discussion themes highlighted in this
report include (1) the limitations of micromobility data collection and analysis,

(2) improving police crash data and injury surveillance data, and (3) ways that
transportation safety agencies can estimate miles traveled to calculate risk and,
ultimately, improve safety in alignment with the Safe System approach.

After conducting these meetings, the NTSB continued to consult these subject
matter experts throughout the development of the report, culminating in a May 2022
peer review of the draft report by 12 external subject matter experts, representing the
following institutions: the CSCRS, NACTO, the CPSC, the Model Minimum Uniform
Crash Criteria (MMUCC) internal review team, the National Highway Traffic Safety
Administration (NHTSA), the Federal Highway Administration (FHWA), and the
National Center for Health Statistics (NCHS). Revisions suggested by these peer
reviewers have been considered and incorporated into the report as appropriate.

2.1.3 E-Scooter and E-Bike Fatality Data Review

E-scooter and e-bike fatality data lack standardization at the national, state, and
municipal levels (Harmon 2020; Sandt and Thomas 2020). For this reason, many
published estimates of e-scooter and e-bike fatalities have used multiple methods to
account for this lack of standardization (Aizpuru and others 2019; Farley and others
2020; Trivedi and others 2019; Yang and others 2020). Each of the federal datasets
vary in their methodology, resulting in inconsistent estimates.

For example, the CPSC, the agency responsible for regulating these devices as
well as recording fatalities associated with their use, uses various sources, including
consumer complaints, news clips, state and local authorities, medical examiners,
national death certificates, manufacturers, and retailers, among others to populate its
Consumer Product Safety Risk Management System (CPSRMS) (CPSC 2021c). Further,
the CPSC notes that the CPSRMS data are anecdotal and not nationally
representative. Similarly, the CSCRS also relies on multiple sources to maintain its
fatality data on e-scooters. These include compiling incidents retrieved from media
reports, trauma data, emergency department data, and police calls or collision
reports.’” NHTSA's Fatality Analysis Reporting System (FARS) is derived from police
crash reports and is the official US census of traffic fatalities that occur on public

13 See the CSCRS's webpage on “Understanding Micromobility Safety Behavior and

Standardizing Safety Metrics for Transportation System Integration” for a detailed discussion of the
CSCRS's e-scooter fatality data.
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roads; it is widely used and cited. Data captured in the police crash reports are
aggregated into the state crash data used in FARS and are used to make decisions
about where to make traffic safety improvements. However, FARS does not contain
specific categories for recording when e-scooter and e-bike riders are fatally injured
in a motor vehicle-related crash. Yet, current literature shows that at least 80% of
e-scooter and e-bike fatalities are due to collisions with motor vehicles (Harmon
2020; Cherry 2021).

Given the limited and differing nature of the data, the NTSB attempted to
replicate current methods to produce estimates found in the CPSRMS, the CSCRS,
and FARS. The NTSB performed an independent analysis of e-scooter and e-bike
crashes, fatalities, and injuries in the United States between 2017 and 2021. This
analysis focused on testing current methods used for data collection, the ease with
which these methods can be used, and comparing results returned from this analysis
with those of existing data sources.'® Results from these comparisons are detailed in
sections 3 and 4. The NTSB found that the results derived from our independent
analysis vary from those cited and distributed by trusted institutions, including those
tasked with monitoring vulnerable road user safety."

2.1.4 Assessment of E-Scooter and E-Bike Injury Coding

The NTSB reviewed e-scooter and e-bike injury coding to determine whether
recent updates have been successful, specifically the 2020 implementation of a
product code specific to e-scooters in the CPSC's National Electronic Injury
Surveillance System (NEISS) data (CPSC 2020; CPSC 2021a).'"® The NTSB also
reviewed how the absence of a specific e-bike code contributed to discrepancies in
the identification of e-bikes and related injuries in the data.”

16 See appendix A for details on all data sources used in this report.

7 Afull list of all cases found in the NTSB’s analysis and how they compare with existing data
sources available in appendix B.

8 A product code is a number used by the CPSC to identify consumer goods associated with
injuries resulting in emergency room admissions, as recorded in NEISS (CPSC 2021a).

'? See appendix C for more information about how the NTSB analyzed NEISS data for this
report.
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2.1.5 Review of the IIJA

The NTSB conducted a review of the IlJA, which was passed by Congress on
November 15, 2021, and requires the collection of standardized crash data within
specific guidelines and timelines that are relevant to this report.?® The act pays special
attention to vulnerable road users, and it also specifies the agencies responsible for
implementing these new data collection guidelines.?’ The act expands the definition
of vulnerable road users to include e-scooter and e-bike riders and allows states to
secure federal funds to improve vulnerable road user safety, which is also on the
NTSB’s Most Wanted List.

20 |IJA, section 24108, “Crash Data.” Specifically, the act states that “the Secretary [of
Transportation] shall revise the crash data collection system to include the collection of crash report
data elements that distinguish individual personal conveyance vehicles, such as electric scooters and
bicycles, from other vehicles involved in a crash.”

2 NHTSA and the FHWA were among the agencies tasked with implementing the new data
collection requirements specified in the llJA.
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3. Results

This section discusses what we found during our review and exploratory
analysis of the fatality and injury data for e-scooters and e-bikes.

3.1 Independent Analysis of E-Scooter and E-Bike Fatalities and
Comparison to Existing Data Sources

As noted in section 2.1.3, to assess the standardization and reliability of
existing data sources, the NTSB created a unique dataset to conduct comparisons
among the publicly available datasets. To do this, the NTSB gathered news
media-reported e-scooter and e-bike fatal crash information using a method
developed by Yang and others (2020).22 This method used keyword searches to find
e-scooter and e-bike crash information mentioned in news media published on the
internet. This approach was employed to compile and analyze reports from
Google News on e-scooter and e-bike crashes involving one or more fatalities that
occurred in the United States between January 1, 2017, and December 31, 2021.
News reports were then merged with other published data sources and used to
identify fatal crashes involving e-scooters and e-bikes that occurred in the
United States between 2017 and 2021.23

To determine which fatalities involved an e-scooter or e-bike, the NTSB used
the information collected, such as the date and location of the crash and the age and
gender of the people fatally injured, from news reports and other published sources.
For some crashes, there were several media outlets reporting on the same event.
When multiple reports described the same crash, the narratives were checked for
general consistency, redundant reports were removed, and reports with new details
were merged with the data collected for that crash.

The NTSB then validated the data by checking for duplicates and cross
checking the data against other micromobility databases, including those maintained
by NHTSA, the CSCRS, and the CPSC. The NTSB also reviewed data from the Federal

22 These reports included all crash types, such as a fall to the roadway, sidewalk, or ground,
and collisions with motor vehicles, pedestrians, bicyclists, trains, parked cars, or fixed roadside objects
like trees, fences, and concrete medians and barriers.

# There are limitations associated with this approach. For example, news coverage may be
biased toward major events, reporting can vary across cities and states depending on what other
topics are trending, and specific crash and victim characteristics may be more likely to generate
reports (Shah and others 2021).
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Railroad Administration and the Federal Transit Administration for fatal crashes
involving e-scooters and e-bikes and transit vehicles.?

Results derived from the NTSB’s independent search of news reports and other
published sources yielded 61 e-scooter and 52 e-bike fatal crashes, After
cross-referencing the CSCRS, the CPSRMS, and FARS, the NTSB found an additional
6 crashes, resulting in a total of 66 e-scooter and 53 e-bike fatal crashes for analysis in
this report.? In total, the NTSB found that at least 119 fatalities involving e-scooters or
e-bikes have occurred in the United States between 2017 and 2021. However, this is
likely an underestimate because some incidents involving fatally injured riders may
not have received media coverage or may not be contained in databases cross
referenced by the NTSB.? Further, when comparing fatalities found when conducting
our independent analysis to databases maintained by the CSCRS, the CPSC, and
NHTSA, there were clear differences in reported fatalities. Results of this analysis are
shown in the following table.

Table. Comparison of e-scooter and e-bike fatalities found by the NTSB with existing data
sources.

All
Devices

2
Y

LY CPSRMS

| 2017 | 1| 1 [ 1 v | 1] na 1 1 1 3 | 4 [ 2 |

| 2018 | 6 | & |51 3 | 6 | 6 [ B | & [ W] » 6 |

(2019 | 24 | 23 [ 18| 14 | 6 | o | 5 | 5 | 30| 23 | 23|19

12020 | 6 | 5 |na| 4 | 11| wa |na| 4 | 17| 5 nfa | 8

‘ 2021 | 29 | 23 |nfa  na | 30 | na | na| na| 59 | 23 n/a | n/a ’
Total | 66 | 58 | nfa| nfa | 53  nfa | nfa n/a 119 | 58 n/a | n/a |

:Note: :Fhé CSCRS does not yet track e-bike fatalities.

# Transit vehicles include freight, passenger, and commuter rail, and transit rail and buses.

# Although some crashes in FARS contain more than one fatality, those occurring on
e-scooters and e-bikes contain one fatality each.

% The final total is reported as at least 119 fatalities involving e-scooters and e-bikes because
of the possibility that some incidents involving fatally injured riders may not have generated a
newspaper article, television news report, or some other type of public media coverage or may not be
contained in the other databases that the NTSB cross referenced.
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In all cases, the number of events found by the NTSB exceeded those reported
in the other databases, indicating an underreporting of data in those databases. The
data discrepancies revealed by the NTSB's analysis of existing data compared to its
own further underscores the need for databases, especially those maintained by
government agencies, to incorporate standardized ways to identify e-scooter and
e-bike fatalities. Current data are variable and incomplete, further hindering the
ability of transportation safety professionals to communicate reliable fatality statistics
to the public or make relevant safety improvements.

3.2 Assessing E-Scooter and E-Bike Injury Coding

Given the variability found within fatality estimates, the NTSB conducted an
analysis of available injury data retrieved from NEISS from 2017 to 2021. CPSC's
NEISS is based on a national probability sample of hospitals in the United States and
its territories. NEISS data are collected from about 100 hospitals and classified into
five groups: four representing emergency departments of differing sizes and a fifth
representing emergency departments from children’s hospitals.?”

Patient information is collected from each NEISS hospital for every emergency
visit involving an injury associated with consumer products. Hospitals follow their
normal data collection protocols during a patient visit. NEISS coders then review
emergency room data and transcribe the data into the required format for inclusion
in NEISS. This information provides the basis for national estimates of the number and
severity of emergency room treated injuries.

The CPSC uses broad product codes, and its guidance directs users to analyze
many device types under broad categories, even when devices are dissimilar. In
2020, the CPSC added an e-scooter specific product code. However, there is still no
e-bike specific product code, which has led to a lack of classification for e-bikes in
NEISS injury surveillance data. This lack of classification might potentially lead to
inaccurate estimates of e-bike injuries because the methods needed for determining
which devices fall under what product codes are variable.?®

Thus, the NTSB's exploratory analysis examined whether (1) the lack of a
unique product code for identifying e-bikes presented challenges when estimating
injuries associated with that device type and (2) the implementation of a unique
e-scooter product code improved consistency in the data.

27 NEISS data can be biased toward severe injuries because they were collected from hospital
emergency department visits.

28 For a more in-depth discussion of methods used to assess nonfatal injuries in NEISS data,
please see appendix C.

16



Safety Research Report
SRR-22-01

First, the NTSB analyzed how well current codes suggested by the CPSC to
identify e-scooters and e-bikes matched the descriptions captured in patient
narratives. Figure 3 displays the yearly percentage of the device types that had the
product code NEISS uses to categorize e-bikes. Figure 4 displays the yearly
percentage of the device types that had the product code used to categorize
e-scooters.?’
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Figure 3. Device types that had the NEISS product code used to categorize e-bikes,
2017-2021.

As shown in figure 3, in 2017, mopeds represented 78% of the devices that
had the product code used to categorize e-bikes, with e-bikes representing 17%.
Further, e-scooters represented 5% of devices that had the product code used to

¥ Keyword searches were applied to the patient narratives to identify those devices that were
not e-scooters or e-bikes. The NTSB then identified four categories of devices commonly found in the
patient narratives across the product codes for e-bikes and e-scooters: e-bikes, e-scooters,
self-balancing scooters or electric skateboards, and mopeds. Keyword searches were reliant on the
description of the incident given by the patient, which was then entered into NEISS. Thus, there were
possible instances where the keyword searches did not comprehensively find every e-scooter or e-bike
within the NEISS product codes specified.
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categorize e-bikes. By 2021, moped and e-scooter representation dropped to 63%
and 2%, respectively, while e-bike representation increased to 35%. However, there
continues to be no coded differentiation between mopeds and e-bikes in the NEISS
data. The lack of a specific e-bike code results in mopeds still representing the
majority of devices that had this product code, even though mopeds are significantly
different from e-bikes.

Although mopeds and e-bikes share similarities in their construction, they have
essential differences that require distinct representation in data sources. For example,
moped drivers are more likely to need a license and insurance to operate on public
roads, while e-bike riders do not have those requirements in most states. The CPSC
continuing to categorize e-bikes and mopeds under the same product code means
that it will continue to be difficult to assess safety risks specific to e-bikes.

E-scooters were originally grouped in a product code with several other device
types. Figure 4 shows the percentage of each device type (e-scooters, self-balancing
scooters or electric skateboards, and other or unknown) categorized under the
CPSC-recommended NEISS product code for e-scooters between 2017 and 2019.
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may not add up to 100 due to rounding.
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In 2017, e-scooters represented only 22% of the device types that had the
product code used to categorize e-scooters, with self-balancing scooters and electric
skateboards comprising most of the category at 75%. By 2019, the number of
e-scooters had increased to nearly 52%; still, almost half of the cases (about 45%)
were not e-scooters. However, as noted in section 1.3.3, the rise in emergency
department visits related to micromobility devices was driven by e-scooter injuries.
Thus, given their predominance, in 2020, the CPSC added a separate code for
e-scooters to allow for ease of analysis and the rightful delineation of e-scooters from
self-balancing scooters and electric skateboards. Figure 4 further illustrates how the
inclusion of a separate e-scooter product code successfully captures e-scooter
injuries as a standalone category.

Because e-scooters were no longer categorized with self-balancing scooters
and electric skateboards after 2019, users can analyze injuries related to e-scooter
use by only using the specific e-scooter product code, and without the need to use
keyword searches of patient narratives to verify that an e-scooter was the product
associated with an injury.

The NTSB's exploratory analysis of the accuracy of product codes showed that
grouping several device types under a single product code could lead to
inaccuracies in injury estimation. Although this issue was remedied for e-scooters in
2020, it remains a problem for e-bikes. See section 4.2.1 for further discussion.

3.3 Summary

In its analysis of existing scientific literature and available e-scooter and e-bike
data, the NTSB confirmed the following deficiencies:

¢ alack of complete, consistent, and reliable data

e inadequate data coding that led to difficulty in correctly identifying cases
where emergency department admissions were related to e-bikes and
e-scooters

The NTSB concludes that although the existing scientific literature indicates an
increase in the use of e-scooters and e-bikes as well as an increase in e-scooter and
e-bike rider fatalities and injuries, better quality data, efficient research methods, and
replicable results are needed to improve our understanding of e-scooter and e-bike
safety. The NTSB addresses these issues in detail in the next section by discussing the
current state of e-scooter and e-bike data and providing recommendations for better
quality data and how to use it.
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4. Safety Issues

As a result of this research, the NTSB identified the following safety issues:
(1) the need to add e-scooter and e-bike device codes to police crash data and
guidance, (2) the need for e-bike-specific coding in injury surveillance data and
guidance, and (3) the need for e-scooter and e-bike trip data to assess injury and
fatality risk. In this section, the NTSB also touches on the importance of standardized
data when implementing a Safe System approach and discusses the complexities of
using collected data to conduct safety research on e-scooters and e-bikes.

4.1 Need to Add E-Scooter and E-Bike Device Codes to Police Crash
Data and Guidance

For e-scooter and e-bike safety, being proactive about implementing a
Safe System approach begins with standardized data coding. Establishing a common
understanding of what constitutes an e-scooter or e-bike crash or fatality and
consistently coding those instances in collected data improves not only the accuracy
of that data but also our understanding of these potential safety issues.

4.1.1 E-Scooter and E-Bike Police Crash Data

The NTSB found that at least 119 fatalities involving e-scooters and e-bikes
have occurred in the United States between January 1, 2017, and December 31,
2021.% That estimate included 66 e-scooter-related fatalities and 53 e-bike-related
fatalities. The NTSB then compared its results with widely cited estimates to assess
the precision of current methods, finding that current methods have led to
inconsistent and incomplete fatality statistics in available data.?'

Motor vehicle crashes involving vulnerable road users, like e-scooter and
e-bike riders, are underreported in police records, which is a widely known problem
(Venkatraman and others 2021; Cherry and others 2018). Because of FARS'
importance and widespread use, cases not found in FARS highlight potential

% This number of fatalities is reflective of the available data the NTSB could collect and analyze
as of May 2022.

3 (a) These methods included using web searches of news media to find cases where an e-bike
or e-scooter fatality occurred as well as using existing data sources to supplement this analysis. See
section 3.1 of this report for further discussion. (b) The CPSC notes that its data are incomplete (CPSC
2021b).
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deficiencies in the nonstandard methods used to identify e-scooter and e-bike
fatalities. The NTSB found examples of this underreporting in its own analysis.?2

The NTSB's determination that there were at least 119 fatalities involving
e-scooter and e-bike riders between 2017 and 2021 differs from other current
published estimates. The differences between the NTSB's independent analysis and
existing data also highlight issues that point to possible over or underestimation of
e-scooter and e-bike fatalities. This further underscores the need for better quality
data collection and standardization. Therefore, the NTSB concludes that at least
119 e-scooter and e-bike fatalities occurred between 2017 and 2021; however,
because the crash data are not standardized, they do not provide a robust
representation of e-scooter and e-bike safety.

4.1.2 E-Scooter and E-Bike Police Crash Data Guidance

Effective monitoring of traffic safety issues relies on consistent, timely, and
accurate police crash reports. Data captured in these crash reports are aggregated
into state crash data. There is no national standard for state crash data. However,
NHTSA and the Governors Highway Safety Association (GHSA) jointly publish a
voluntary guideline, known as the MMUCC, that represents a minimum model set of
variables (data elements) that describe a motor vehicle traffic crash.®

The MMUCC guideline identifies a minimum set of data elements and their
attributes that states should consider collecting and including in their state crash data
system. The MMUCC fifth edition was the result of an 18-month collaboration
between NHTSA, the FHWA, the Federal Motor Carrier Safety Administration, the
GHSA, and subject matter experts from state departments of transportation, local law
enforcement, emergency medical services, safety organizations, industry partners,
and academia. The traffic records community and the general public also contributed
through external forums, such as the annual Traffic Records Forum organized by the
Association of Transportation Safety Information Professionals.

The MMUCC fifth edition was published in 2017 and does not include data
elements that capture persons using micromobility devices, such as e-scooters and
e-bikes. The MMUCC internal review team, comprised of NHTSA, FHWA, and Federal
Motor Carrier Safety Administration employees, has recognized that there is an
immediate need to address inconsistent police crash reporting involving

32 Further discussion of the comparisons between the NTSB's analysis and cases found in FARS
appear in section 3.1 and appendix B.

3 See NHTSA's webpage "MMUCC Model Minimum Uniform Crash Criteria—5th Edition” for

more information.
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micromobility device users. As a result, the MMUCC is currently undergoing an
extensive review and restructuring before the release of the sixth edition, including
proposed changes to improve the ability to assess nonfatal injuries, fatalities, and risk
among e-scooter, e-bike, and other micromobility device users,

The proposed changes include adding data elements for e-scooters and
e-bikes in the “nonmotorist” section of the MMUCC. These proposed changes would
allow for police crash reports to record a crash involving an e-scooter or an e-bike on
public roads (National Center for Statistics and Analysis 2022). This would not only
improve the collection of data in police crash reports but also allow for linkage to
injury surveillance and other postcrash data (Cherry and others 2021).

The MMUCC is widely regarded as the national standard for state crash data
collection. In fact, NHTSA requires states to confirm that they are making progress
towards meeting MMUCC guidelines before NHTSA grants are recertified (see the
IlJA). Given the importance of the MMUCC, along with the noted growth of
e-scooters and e-bikes navigating the road, the MMUCC will serve as a guide for
many states hoping to comply with the requirements of the IlJA. However, because
the MMUCC is currently undergoing extensive review and restructuring and the next
edition of the MMUCC will not be published until 2024, there is the potential for
subsequent revisions, and thus no guarantee that the final publication of the MMUCC
will include the current data element changes proposed to include information on
e-scooter and e-bike involved crashes.

The adoption of the proposed changes is critical to improving the data
collected through police crash reports, which in turn will improve state and national
traffic fatality and injury data. That improved data collection would enhance the ability
of transportation safety professionals to assess crash prevalence and risk factors
involving these devices. Further, provisions in the IlJA that are relevant to the NTSB's
e-scooter and e-bike data concerns noted in this report also affirm that the proposed
changes to the MMUCC should be made. Consequently, the failure to include data
elements in the MMUCC for e-scooters and e-bikes would undermine the crash and
injury data improvements outlined in the IlJA.

The NTSB concludes that the proposed updates to the MMUCC adding data
elements for e-scooters and e-bikes will substantially improve the collection of data,
thereby allowing for the assessment of prevalence and risk related to e-scooter and
e-bike fatalities and injuries. Therefore, the NTSB recommends that NHTSA and the
GHSA work together to ensure that revisions to the MMUCC include data elements
for e-scooters and e-bikes.

NHTSA is responsible for programs aimed at reducing fatalities and serious
injuries on public roads in the United States. It collects and analyzes police crash
report data and other data from states to support transportation safety research and
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provide technical expertise and guidance on the design and implementation of
evidence-based countermeasures. NHTSA also produces the biennial report
Countermeasures That Work: A Highway Safety Countermeasure Guide for State
Highway Safety Offices, which is widely used by states in their highway safety plans
(Venkatraman and others 2021). In fact, a 2021 review by the Government
Accountability Office found that 38 of 52 state highway safety plans cited NHTSA's
report as a resource used to inform the selection of projects for NHTSA grants
(GAO 2021).

Through discussions with stakeholders and other experts in the field, the NTSB
understands that efforts are underway at the state level to improve police crash data
and better identify crashes involving e-bikes, e-scooters, and other vulnerable road
users in national databases like FARS.3* However, the IIJA does not include a
provision for the analysis of the unique safety risks among the vulnerable road users
added to data collection standards, specifically e-scooter and e-bike riders. NHTSA
itself acknowledges that these differences likely exist, as noted in its most recent
publication of Countermeasures that Work. For example, NHTSA notes that
motorcyclists likely need different strategies than road users who ride low-powered
e-bikes (Venkatraman and others 2021). The data collection requirements of the IlJA
provide an opportunity to analyze new data about the heterogeneous nature of the
vulnerable road user population.

Therefore, the NTSB concludes that the new data collection requirements of
the IIJA will aid in the analysis of data specific to e-scooter and e-bike crashes and the
development of evidence-based safety countermeasures that account for risks unique
to e-scooter and e-bike riders as a part of the wider vulnerable road user population.
Therefore, the NTSB recommends that NHTSA, using the new data collection
requirements in the [IJA, update Countermeasures That Work: A Highway Safety
Countermeasure Guide for State Highway Safety Offices to include analysis of
e-scooter and e-bike rider data and provide strategies to increase e-scooter and
e-bike rider safety, similar to what is already published for other vulnerable road
users, like pedestrians and bicyclists. After satisfying the requirements of the IlJA at
the end of 2024, the NTSB believes it will be feasible for NHTSA to analyze and report
findings from newly retrieved e-scooter and e-bike rider data in Countermeasures
That Work: A Highway Safety Countermeasure Guide for State Highway Safety Offices,
which is typically updated every other year.

¥ These improvements should be implemented by 2024, as specified by the IlJA.
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4.2 Need for E-Bike-Specific Coding in Injury Surveillance Data and
Guidance

To implement the IlJA while using a Safe Systems approach, data
standardization and data linkage between crash and injury surveillance data are
necessary. Data standardization is a key component of the Safe System approach,
especially concerning the ability to link crash and injury surveillance data, which are
pivotal to improving safety. Because of the limited scope of e-scooter and e-bike data
sources, implementing standardized codes into crash and injury surveillance data will
allow transportation safety professionals to have a more accurate understanding of
the risks faced by vulnerable road users who use micromobility devices, and to link
injury surveillance data to police crash data, when device codes are aligned (Waller
2019).

4.2.1 CPSC NEISS Data

NEISS data are currently the only available source for national injury estimates.
The NTSB found that NEISS data from 2017 to 2019 contained many inaccuracies
related to using the correct product codes to record e-scooters and e-bikes. This was
likely due to the lack of separate codes for different types of micromobility devices
and to the NEISS Coding Manual encouraging users of the data to categorize
dissimilar devices within the same code. From 2017 to 2019, this practice led to a lack
of classification for e-scooters and continues to be a problem for e-bikes.

The NTSB recognizes that the CPSC remedied this problem by including a new
product code specific to e-scooters in 2020. As a result, the accuracy of e-scooter
identification in NEISS data, through the use of product codes, rose to almost 100% in
2020 and 2021, compared with 22% in 2017. The introduction of this separate
product code led to improvements in data accuracy and helped eliminate the need
to employ keyword searches that may not detect all relevant injury cases. However,
because the product code within which e-bikes are found is still dominated by
mopeds, the results do not reflect the most accurate injury trends related to e-bike
crashes.

Much like the issues the NTSB encountered when attempting to estimate
e-scooter and e-bike fatalities, methods required for deriving injury estimates have
accuracy and precision challenges.® The CPSC itself was also unable to produce

¥ See appendix C.
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2020 estimates related to e-bikes, citing too much variability in its data.?® The NTSB
experienced the same difficulties producing e-bike injury estimates, due in part to
e-bikes being categorized with other device types. However, the problem could be
mitigated by introducing more specificity to the data.

The CPSC's NEISS data represent the only source of national estimates of
injuries involving micromobility devices like e-scooters and e-bikes. The NTSB
strongly believes that the lack of explicit product codes to distinguish e-bikes from
mopeds is undermining the usefulness of e-bike national injury estimates, especially
given evidence that greater specificity in coding yields more reliable results, as seen
in the case of the specific product code added for e-scooters (CPSC 2020). To
determine e-bike injury trends and improve our understanding of how to prevent
e-bike injuries, a separate code for these devices is necessary to help aid in the
proper reporting of e-bike-related injuries. The NTSB concludes that the addition of a
NEISS product code for e-scooters improved injury data accuracy, but the lack of a
specific NEISS product code for e-bikes limits the ability to develop national injury
estimates for these devices. Therefore, the NTSB recommends that the CPSC include
an explicit product code for e-bikes in NEISS.

4.2.2 International Classification of Disease, Tenth Revision, Clinical
Modification

Injury surveillance data are necessary to monitor safety issues involving road
users that are not adequately captured in police crash reports. Hospitals primarily rely
on the International Classification of Disease, Tenth Revision, Clinical Modification
(ICD-10-CM) classification and coding procedures to capture injury diagnostic
information. The Centers for Disease Control and Prevention’s NCHS maintains the
ICD-10-CM.%¥

In October 2020, the ICD-10-CM was modified to include an external cause
code for e-scooters. Currently, e-scooter rider injuries are categorized under
pedestrian conveyance accidents. In September 2021, the ICD-10-CM committee was
made aware of the need for an external cause code specific to e-bikes at the
ICD-10-CM Coordination and Maintenance Committee meeting, where several

% Searches conducted for product code 3215-the code suggested in the NEISS Coding
Manual for e-bike but also the code used for moped and many other devices—through the NEISS
online query system did not return estimates for 2020. When the NTSB sought to validate the results,
the CPSC confirmed estimates for this product code could not be produced because the coefficient of
variation was above 33%, meaning that there is too much variability to provide an accurate estimate,
and further hinting at the need to separate out device types contained within this product code.

¥ See the NCHS's webpage “International Classification of Diseases, Tenth Revision (ICD-10)"

for more information.
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organizations, including medical, academic, and professional safety institutions,
proposed adding a code for e-bikes given its importance (CDC 2021).%8 This
proposal was approved, and an external cause code for e-bikes will be available with
the 2023 release of the ICD-10-CM (CDC 2022). Although e-scooter and e-bike
riders share many similarities, especially in the shared micromobility space, the

2023 release of the ICD-10-CM will categorize e-bike riders as a subset of motorcycle
riders, unlike e-scooter riders who are categorized as a subset of pedestrians.

Classifying e-bike riders as a subset of motorcycle riders in the ICD-10-CM will
hinder understanding of the distinct safety issues associated with e-bikes compared
to motorcycles. E-bikes and motorcycles are regulated differently, have different
average speeds, operate on different parts of the public right-of-way, and attract
different ridership. Without a coding system that distinguishes e-bikes from
motorcycles, injuries associated with e-bikes will continue to be misclassified,
impeding an accurate assessment of injury occurrence, risk factors, and potential
protective factors related to e-bikes.

Further, although data users may be able to isolate e-bikes during the data
retrieval process, the NCHS's proposed coding structure problematically groups
e-bikes under the broader category of motorcycles, giving the impression that they
are more similar than they are different. Additionally, because one aspect of data
improvement is the ability to link data, classifying e-bikes under the category of
motorcycles, when other datasets do not, may impede the ability of data users when
attempting to analyze these data across datasets. Thus, although the 2023 inclusion
of e-bike coding in the ICD-10-CM is an important step, it is insufficient for improving
our understanding of specific issues related to e-bike safety.

E-bike use is expanding at an unprecedented rate, and injuries associated with
e-bikes will also likely increase. Recent and forthcoming changes to the ICD-10-CM
include external cause codes for e-scooters and e-bikes, but e-bike riders will be
classified as a subset of motorcycle riders. However, proposed changes to other data
guidance used to assess characteristics of injuries and fatalities associated with
crashes, such as the MMUCC, use a framework that captures riders of e-scooters and
e-bikes as persons on personal conveyances, with more detailed categorization

* Those presenters included the University of North Carolina’s Highway Safety Research
Center; Vision Zero San Francisco Injury Prevention Research Collaborative and Zuckerberg
San Francisco General Hospital and Trauma Center and San Francisco Department of Public Health;
the University of Tennessee, Knoxville, Department of Civil and Environmental Engineering; the
University of California, Davis, Institute of Transportation Studies; the American College of Surgeons,
the Committee on Trauma, Injury Prevention and Control; and the Portland State University,
Transportation Research and Education Center.
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indicating the specific micromobility device type.®® NHTSA's Guide to Updating State
Crash Data Systems provides examples of how states can best align their crash data
with MMUCC guidelines to improve standardization in crash data collection, linkage,
and analysis (Brown and others 2021). Further, in NHTSA's Guide to Updating State
Crash Data Systems, data linkage is defined as “the connections established by
matching at least one data element from a record in one file with the corresponding
element or elements in one or more records in another file or files” (Brown and others
2021). The 2023 modifications to the ICD-10-CM, which include an external cause
code for e-bikes, will still make data linkage difficult because the data coding
structure for e-bikes does not match the structure of the MMUCC and thus deviates
from the structuring and data linkage recommendations provided by NHTSA.
Therefore, the NTSB concludes that classifying e-bike riders as a subset of motorcycle
riders in the 2023 release of the ICD-10-CM limits the ability of analysts to accurately
link injury details from emergency services and hospitals to crash data. Therefore, the
NTSB recommends that the NCHS use data structuring that defines e-bike riders as
nonmotorists in the ICD-10-CM, in alignment with current classifications used in crash
data guidance.

4.3 Need for E-Scooter and E-Bike Trip Data to Assess Injury and
Fatality Risk

A Safe System approach necessitates systems-level access to e-scooter and
e-bike trip data. That is, to prioritize a human-centered transportation system, we
have to prioritize access to aggregate data about how humans, in this instance
e-scooter and e-bike riders, are operating within the broader transportation system.
However, these data for e-scooters and e-bikes are not being systematically collected
at the federal or state level in the United States.

According to the US Department of Transportation, the proactive identification
and mitigation of risks is a core principle of its Safe System approach to eliminating
fatal and serious injuries for all road users in the United States (DOT 2022). However,
effective risk management is a continuous process, and safety improvements depend
on influencing risk factors that affect the likelihood of harmful outcomes.

National trip data estimates for e-scooter and e-bikes are needed to accurately
characterize safety trends and evaluate crash and injury risk factors. For example,
measures like trip counts, mileage, and duration, and the number of devices being
operated on public rights-of-way can be used to calculate rates like yearly crashes,

37 These proposed changes to MMUCC data elements also include updating the definition of
personal conveyance as follows: “a device, other than a transport device, used by a pedestrian for
personal mobility assistance or recreation. These devices can be motorized or human powered,
excluding nonmotorized bicycles” (MMUCC Internal Review Team 2021).
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fatalities, and nonfatal injuries per trip. In addition to calculating crash and injury rates
and estimating risk, transportation safety professionals also use trip data to evaluate
roadway and other infrastructure needs, assess the effectiveness of safety
countermeasures, and develop new legislation and sources of funding.

4.3.1 E-Scooter and E-Bike Trip Data Collection Guidance and
Reporting

The Traffic Monitoring System, overseen by the FHWA's Office of Highway
Policy Information, has national programs to track traffic trends. These programs
include the collection and analysis of traffic data directly from state departments of
transportation, which are used to meet data requirements in federal highway
legislation.® Further, the FHWA's Office of Highway Policy Information also publishes
the Traffic Monitoring Guide (TMG), a guide on the collection of traffic data, where
guidance concerning the collection of trip data for e-scooters and e-bikes could be
incorporated. As e-scooter and e-bike devices become more popular, reliable and
standardized data will become especially important, given the yearly growth in
ridership.

As part of the requirements of Title 23 CFR Part 500, subpart B, all 50 states
must have a traffic management system for collecting traffic activity data, such as trip
data, as well as a system for submitting that data to the FHWA. To report the data
effectively, states must follow the guidance and data formats prescribed in the
FHWA's TMG (FHWA 2016). The TMG covers both motorized and nonmotorized
traffic monitoring and provides technical information on methods, data formats, and
data processing, as well as information about how to submit data to the FHWA to
fulfill the requirements of the federal aid highway program.

The TMG is reviewed and updated as new legislation is enacted or when new
technologies or transportation business practices emerge. Although there are current
proposed changes relevant to the collection of trip data for e-scooters and e-bikes,
including revising the definition of nonmotorized travel to include e-scooter and
e-bike trip data, as well as providing methods for collection of trip data from rental
operators (FHWA 2021), there is still no current or official guidance for states to
collect and report e-scooter or e-bike trip data to the FHWA, as is done for other
vulnerable road users like pedestrians, bicyclists, and motorcyclists.

% See the FHWA's “Travel Monitoring and Traffic Volume” webpage for a broader overview of
the FHWA's traffic data collection program.

28



Safety Research Report
SRR-22-01

Thus, the NTSB concludes that including e-scooters and e-bikes in the 2022
TMG is a critical first step toward capturing trip data associated with these devices.
The NTSB further concludes that to improve evaluation of e-scooter and e-bike safety
trends and risks within the wider transportation network and to produce safety
countermeasures, providing states with guidance on the collection of e-scooter and
e-bike trip data, specifically vehicle miles traveled and traffic volume trends, is
imperative.

Trip data from e-scooters and e-bikes are not being aggregated at the federal
level. Fortunately, there are systems in place that allow for the collection of such data,
in the form of the FHWA's Traffic Monitoring System, which uses vehicle miles
traveled to produce its Traffic Volume Trends report.*! Even though the FHWA has
been collecting and reporting traffic volume trends for pedestrians and bicyclists for
years, the FHWA does not have a program that allows for the easy transmission of trip
data from e-scooters and e-bikes to the federal government, which hinders
evaluation of the safety of e-scooters and e-bikes.

The NTSB concludes that the collection of trip data, such as vehicle miles
traveled and traffic volume trends, for e-scooters and e-bikes is an essential step
toward assessing the risks associated with riding e-scooters and e-bikes. Therefore,
the NTSB recommends that the FHWA implement a program to acquire from states
annual trip counts and miles traveled from e-scooters and e-bikes, and to make the
aggregate data publicly available in its monthly Traffic Volume Trends report for
estimating crash, serious injury, and fatality rates. The NTSB further recommends that
the FHWA revise its TMG to include technical guidance on the collection of
aggregate trip data from e-scooters and e-bikes.

4.4 Summary of E-Scooter and E-Bike Data Challenges

To conduct this research, the NTSB had to rely on a mix of methods, such as
text mining news reports and cross-checking information with other nonstandardized
data sources because comprehensive quality data are not available for e-scooters
and e-bikes. Although the results were not ideal, they provided the NTSB with
high-level insights about e-scooter and e-bike rider fatalities and nonfatal injuries
from the data we could obtain.

Use of e-scooters and e-bikes is increasing as are fatalities and injuries
associated with their use. We could identify 119 reported fatalities resulting from
crashes involving e-scooters and e-bikes between 2017 and 2021, and that is likely an
underestimation. As evidenced in this report, attempts at approximating safety
prevalence and risk within the emergent micromobility industry tend to yield

# See the FHWA's webpage on “Traffic Volume Trends” for more information.
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variability in the data that leads to an inability to accurately determine how to best
improve safety.

The foundation of a Safe System approach is knowing who is using our
roadways and how, so that we might better protect them. From a data perspective,
the best way to improve safety for vulnerable road users who ride micromobility
devices is to ensure that crashes, injuries, and fatalities are recorded accurately. Data
derived from these records provide needed information about the device, operator,
and operating environment to determine the best evidence-based countermeasures
and interventions that improve the safety of e-scooter and e-bike riders. The FHWA
states that “safety is proactive,” meaning that rather than reacting after a crash occurs,
transportation agencies should use data-driven tools to preemptively assess
underlying risks in the system and provide countermeasures to reduce those risks
(FHWA 2022). For assessing the safety of e-scooters and e-bikes, one of the
underlying risks in the system is the inability to produce standardized and reliable
fatality and injury statistics, upon which countermeasures are based. This report
proactively addresses issues in the existing data so that future countermeasures
developed for e-scooter and e-bike riders are accurate and effective.
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5. Conclusions

5.1 Findings

1;

Although the existing scientific literature indicates an increase in the use of
electric scooters and electric bicycles as well as an increase in electric scooter
and electric bicycle rider fatalities and injuries, better quality data, efficient
research methods, and replicable results are needed to improve our
understanding of electric scooter and electric bicycle safety.

At least 119 electric scooter and electric bicycle fatalities occurred between
2017 and 2021; however, because the crash data are not standardized, they
do not provide a robust representation of electric scooter and electric bicycle
safety.

The proposed updates to the Model Minimum Uniform Crash Criteria adding
data elements for electric scooters and electric bicycles will substantially
improve the collection of data, thereby allowing for the assessment of
prevalence and risk related to electric scooter and electric bicycle fatalities and
injuries.

The new data collection requirements of the Infrastructure Investment and
Jobs Act will aid in the analysis of data specific to electric scooter and electric
bicycle crashes and the development of evidence-based safety
countermeasures that account for risks unique to electric scooter and electric
bicycle riders as a part of the wider vulnerable road user population.

The addition of a National Electronic Injury Surveillance System (NEISS)
product code for electric scooters improved injury data accuracy, but the lack
of a specific NEISS product code for electric bicycles limits the ability to
develop national injury estimates for these devices.

Classifying electric bicycle riders as a subset of motorcycle riders in the 2023
release of the International Classification of Disease, Tenth Revision, Clinical

Modification limits the ability of analysts to accurately link injury details from

emergency services and hospitals to crash data.

Including electric scooters and electric bicycles in the 2022 Traffic Monitoring
Guide is a critical first step toward capturing trip data associated with these
devices.
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8. To improve evaluation of electric scooter and electric bicycle safety trends and
risks within the wider transportation network and to produce safety
countermeasures, providing states with guidance on the collection of electric
scooter and electric bicycle trip data, specifically vehicle miles traveled and
traffic volume trends, is imperative.

9. The collection of trip data, such as vehicle miles traveled and traffic volume
trends, for electric scooters and electric bicycles is an essential step toward
assessing the risks associated with riding electric scooters and electric bicycles.
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6. Recommendations

6.1 New Recommendations

As a result of this research, the National Transportation Safety Board makes the
following new safety recommendations.

To the National Highway Traffic Safety Administration:

Work with the Governors Highway Safety Association to ensure that
revisions to the Model Minimum Uniform Crash Criteria include data
elements for electric scooters and electric bicycles. (H-22-26)

Using the new data collection requirements in the Infrastructure
Investment and Jobs Act, update Countermeasures That Work: A
Highway Safety Countermeasure Guide for State Highway Safety Offices
to include analysis of electric scooter and electric bicycle rider data and
provide strategies to increase electric scooter and electric bicycle rider
safety, similar to what is already published for other vulnerable road
users, like pedestrians and bicyclists. (H-22-27)

To the Federal Highway Administration:

Implement a program to acquire from states annual trip counts and
miles traveled from electric scooters and electric bicycles, and to make
the aggregate data publicly available in your monthly Traffic Volume
Trends report for estimating crash, serious injury, and fatality rates.
(H-22-28)

Revise the Traffic Monitoring Guide to include technical guidance on the
collection of aggregate trip data from electric scooters and electric
bicycles. (H-22-29)

To the US Consumer Product Safety Commission:

Include an explicit product code for electric bicycles in the National
Electronic Injury Surveillance System. (H-22-30)
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To the National Center for Health Statistics:

Use data structuring that defines electric bicycle riders as nonmotorists
in the International Classification of Disease, Tenth Revision, Clinical
Modification, in alignment with current classifications used in crash data
guidance. (H-22-31)

To the Governors Highway Safety Association:

Work with the National Highway Traffic Safety Administration to ensure
that revisions to the Model Minimum Uniform Crash Criteria include data
elements for electric scooters and electric bicycles. (H-22-32)

BY THE NATIONAL TRANSPORTATION SAFETY BOARD

JENNIFER HOMENDY MICHAEL GRAHAM
Chair Member

BRUCE LANDSBERG THOMAS CHAPMAN
Vice Chairman Member

Report Date: November 14, 2022
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Appendix C: Narrative Keyword Searches of NEISS

The NEISS online guery system allows users to download data from NEISS for
specific variables. The CPSC recommends that users consult the NEISS Coding
Manual to identify the correct code for the product they hope to analyze. The coding
manual is used by NEISS hospitals and contains descriptions of reporting criteria and
definitions of current product codes. Because product codes change frequently, the
CPSC also recommends using the Product Code Comparability Table to ensure that
analysis reflects the most up-to-date coding.*?

For the purposes of this report, data were retrieved for the past 5 years using
the NEISS online query system. Using the coding manual and code comparability
table, code 3215 was used to retrieve records for e-bike injuries treated in
emergency departments. Because updates have occurred for e-scooters, there were
two different product codes used to retrieve results for e-scooters. Code 5042 was
used for years 2017-2019, and code 5022 was used for years 2020-2021.

NEISS records include physicians’ notes taken as part of patient intake
evaluations; these notes were text mined using keywords to search for events that fit
the definition of an e-scooter or e-bike for the period 2017-2021. The narratives
searched were from cases that had the following product codes:*

e 3215-mopeds and power-assisted cycles (years 2017-2021)

» 5042-self-balancing scooters, skateboards, and powered scooters (years
2017-2019)

e 5022-powered scooters (years 2020-2021)

Consistent with previous studies looking at nonfatal injury patterns related to
e-scooters and e-bikes (Aizpuru and others 2019; Farley and others 2020; Trivedi and
others 2019), the narratives were reviewed to identify patterns. From that, the
following list of keywords was created and applied to the data:

o electric

e electric scooter

e motorized

e motorized scooter

2 See the “Instructions for Using the NEISS Estimates Query Builder” for more information.

3 NEISS product codes and their definitions were taken from the 2017, 2018, 2019, 2020, and
2021 NEISS Coding Manuals.
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e motorized bike

e motorized bicycle

The following additional keywords were applied to exclude data that did not
meet the definition of an e-scooter or an e-bike:

¢ moped

¢ minibike

e motorbike

e motor bike

o wheelchair
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The National Transportation Safety Board (NTSB) is an independent federal agency dedicated
to promoting aviation, railroad, highway, marine, and pipeline safety. Established in 1967, the agency is
mandated by Congress through the Independent Safety Board Act of 1974, to investigate
transportation accidents, determine the probable causes of the accidents, issue safety
recommendations, study transportation safety issues, and evaluate the safety effectiveness of
government agencies involved in transportation. The NTSB makes public its actions and decisions
through accident reports, safety studies, special investigation reports, safety recommendations, and
statistical reviews.

The NTSB does not assign fault or blame for an accident or incident; rather, as specified by
NTSB regulation, "accident/incident investigations are fact-finding proceedings with no formal issues
and no adverse parties ... and are not conducted for the purpose of determining the rights or liabilities
of any person” (Title 49 Code of Federal Regulations section 831.4). Assignment of fault or legal liability
is not relevant to the NTSB's statutory mission to improve transportation safety by investigating
accidents and incidents and issuing safety recommendations. In addition, statutory language prohibits
the admission into evidence or use of any part of an NTSB report related to an accident in a civil action
for damages resulting from a matter mentioned in the report (Title 49 United States Code section
1154(b)).

For more detailed background information on this report, visit the NTSB investigations website
and search for NTSB accident ID DCA20SS001. Recent publications are available in their entirety on the
NTSB website. Other information about available publications also may be abtained from the website
or by contacting—

National Transportation Safety Board
Records Management Division, CIO-40
490 L'Enfant Plaza, SW

Washington, DC 20594

(800) 877-6799 or (202) 314-6551

Copies of NTSB publications may be downloaded at no cost from the National Technical
Information Service, at the National Technical Reports Library search page, using product number
PB2023-100102. For additional assistance, contact—

National Technical Information Service
5301 Shawnee Rd.

Alexandria, VA 22312

(800) 553-6847 or (703) 605-6000
NTIS website
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EUGENE, Ore. — Superpedestrian scooters have been in Eugene for just over four months, as the
company conducts a 12-month pilot program in the city.

Superpedestrian provides the scooters and manages the app used to unlock and pay for them.

Locally, the maintenance and regulation of the scooters is managed by the city and Cascadia Mobility, a
non-profit that picks up, charges and redistributes scooters around the city.

According to Cascadia Mobility Executive Director Brodie Hylton, the first four months of the pilot have
been a success.

“Over 25,000 trips per month on these scooters on average, the bikes are pacing them about the same.
So, adoption has been very high, very well received,” Hylton says. “We are, of course, working with the city
to improve some of the outcomes, we want to see more orderly parking.”

As Hylton alluded to, there has been controversy surrounding the program as well. Quite a few complaints
have been brought to the company’s attention, claiming the scooters have been left in the way on public
pathways.

Sidewalks, bike paths and trails have been blocked by scooters left behind when riders are done with
them.

As the pilot continues, the company remains dedicated to limiting the interruption the scooters have
caused,

Part of that effort is establishing preset parking spaces for the scooters. Currently, there are dozens
around the city that urge riders to park their scooters in the designated space by offering a $1 refund.

“We're just three months into a pilot,” Hylton says. "Just this past week we added 22 incentivized parking
spots for scooters and we're working towards the ways we can make the scooters more orderly.”

Cascadia Mobility says they expect to continue meeting with both Superpedestrian and the city to work
out the issues scooters have caused as they work through the rest of the year-long pilot program.
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