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Message from Secretary-General
Ban Ki-moon

This year, more than one million people across the world
will die from road traffic injuries. This total includes about
400,000 people under 25 years old, and road traffic crashes
are the leading cause of death for 10- to 24-year-olds. Several
million more men, women and young people will be injured or
disabled.

In addition to the human suffering, the annual cost of road
traffic injuries worldwide runs to hundreds of billions of dollars.
In low- and middle-income countries, the economic cost of road
injuries will be more than the development aid they receive.

However, the risks of road crashes are known and can be
prevented. They include excessive speeding, driving under the
influence of alcohol or other drugs, failure to use seat-belts
and helmets, poorly designed or insufficiently maintained
road infrastructure, and the use of vehicles that are old, poorly
maintained or lacking safety features.

In recent years, preventing injury and death on the world’s
roads has gained greater prominence on the international
development agenda. Technical support has improved. New
policies have been implemented at the international, regional
and national levels, including efforts to set road traffic casualty
reduction targets. Collaboration within the UN system and with
NGOs has been strengthened. Resolutions adopted by the UN
General Assembly have raised the issue’s political profile.

Despite increased awareness and more dynamic efforts to
improve road safety, the epidemic of road traffic fatalities and
injuries will continue to be an important public health and
development issue. Trends in many countries, in particular
low-and middle-income countries, suggest that the problem
could become noticeably worse within the next decade. There
remains a pressing need for greater efforts and resources.

| urge UN member States and global road safety partners to
foster cooperation under UN auspices. And | commend this
issue of UNECE’s Transport Review to a wide global audience.

Ban Ki-moon
United Nations Secretary-General
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Foreword by the UNECE Officer-in-Charge

Transport, especially road traffic safety, is the area in which
global cooperation is inevitable as hundreds of millions of
people who travel on the roads every day take a risk. Their
safety must be preserved and improved. This can be achieved
through the concerted efforts of several players, public and
non-governmental alike. Even though certain achievements are
obvious, further improvements should be made.

The UN system mandated UNECE to focus its principal activities
on the region of Europe and North America. Nonetheless,
the results of the work done at UNECE in the form of various
regional recommendations, standards, norms and conventions
have received global recognition, acceptance and applicability.

While different countries have their specific road safety issues,
their nature is fundamentally similar. Hence, synergies in
inter-regional work are possible and needed. UNECE legal
instruments such as the Vienna Conventions on Road Traffic and
on Road Signs and Signals of 1968, which facilitate international
road traffic and increase road safety through the adoption of
uniform traffic rules, road signs and signals as well as markings,

offer a basis for universal rules to improve road traffic safety.

Equally useful in the global context are the UNECE Consolidated
Resolutions on Road Traffic (R.E.1) and on Road Signs and Signals
(R.E.2) providing a unique set of road safety best practices.

UNECE is the oldest international organisation that collects and
publishes data on road traffic accidents in a systematic way. The
annual publication of road traffic accidents containing detailed
statistics in Europe and North America and the gathering and
maintaining of data on road traffic safety requirements in a
number of UNECE countries are the best examples. As the
results of the close and lasting cooperation in gathering data
and developing uniform methodologies among Eurostat, the
International Transport Forum and UNECE, these experiences
may be shared and further extended to cover regions and
countries outside UNECE.

| am confident that the first edition of the UNECE Transport
Review dedicated to road safety would contribute to further
cement international cooperation and to exchange information
on best practices achieved in the different corners of the
world.

Paolo Garonna
United Nations Economic Commission for Europe
Officer-in-Charge



Foreword by the Chairman of the
Inland Transport Committee

Since the creation of the United Nations Economic Commission
for Europe (UNECE) in 1947, transport has been one of its
principal activities. For many decades, UNECE served as a bridge
between the East and the West in Europe. After the ‘Cold War’,
the role of UNECE transformed into a link between the EU and
non-EU countries. None the less, throughout its existence,
UNECE remained the global seat and source of transport

agreements, as well as a knowledge centre on road safety.

Nowadays, the work of the Inland Transport Committee (ITC)
aims at facilitating transport in the UNECE region and, at the
same time, at increasing its level of efficiency, safety, security
and protection of the environment, thereby contributing
to sustainable development. The ITC develops and updates
international agreements and conventions, which are legally
binding for the countries that adhere to them, and which
provide the international legal and technical framework for
national transport legislation in UNECE Member States.

These legal instruments cover all relevant aspects of inland
transport including infrastructure, vehicles, road traffic rules
and border procedures. Altogether, 57 agreements and
conventions have been developed. The ITC also develops and
keeps up to date transport-related recommendations on which
legally binding consensus cannot be achieved. In performing
these regulatory and standard-setting functions, some of which
are global in scope, the Committee fulfils a need that is not

undertaken by any other international organization.

UNECE pioneered road safety activities in the UN system
with the establishment of an Ad Hoc Working Group on the
prevention of road accidents in March 1950. This was followed
by the Group of Experts on Road Traffic Safety (GE.20) and since
1988 the Working Party on Road Traffic Safety (WP.1) under the
UNECE Inland Transport Committee.

WP.1 is the only permanent intergovernmental body in the
United Nations system that focuses on improving road safety
and which is open to all UN member states (since 2006). WP.1’s
work is also global in the sense that its primary function is to
serve as guardian of the 1949 Geneva Convention on Road
Traffic and the 1968 Vienna Conventions on Road Traffic and
on Road Signs and Signals, which are global Conventions with
Contracting States from Africa, Asia, Europe and Latin America.
In addition, the WP.1 is responsible for European Agreements
which supplement the provisions of the Vienna Conventions
and supports the development and promotion of best road
safety practices and the organization of road safety weeks.

Road trafficinjuries are among the major public health problems
and a leading cause of death and injury around the world.
Hence, the importance to devote this issue of the Transport
Review to the topic of road safety.

I commend this issue of the Transport Review to the widest
global audience as an instrument that could not only raise
awareness about the problem of road safety, but also to speed
up actions that save many lives, sufferings and costs.

Ralph Kellermann

Chairman of the Inland Transport Committee




Need for change while preserving the heritage

Editorial

The Transport Division of UNECE was set up soon after the
Second World War and consequently its main responsibilities
were to facilitate the free movement of goods and people
across borders. This remains our core task even today, though

ways and means to serve this goal are different.

Overthepast60years UNECE hasserviced debatesleadingtoover
50 international legal instruments, conventions, agreements,
fields of

transport. Several of these agreements have been endorsed

resolutions, and recommendations in different
by countries outside of the UNECE region. The Conventions
on Road Traffic, 1949 and 1968, and the Conventions on Road
Signs and Signals, 1968, are applied on nearly all continents. 68
countries have joined the TIR Convention.

The rules for dangerous goods transport, as well as the vehicle
construction regulations, have already become global. We
can safely say that the endeavours of UNECE to create the
international regulatory architecture for international surface
transport have been fruitful not just within, but also beyond

our region.

These legal instruments are regional and global public goods for
the benefit of all countries. Similar to any asset, they require
proper management- updating, improving, modifying - which is
part of our daily life.

Theintensive regulatory work has been supplemented by serving

as a gateway for information sharing about best practices in
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all these areas. The wealth of information about national and
local solutions offers a strong platform for technical assistance
to countries in transition. With the fast economic, social and
technological changes in the world it has become a growing

demand to accelerate information sharing and to be on time.

Therefore, the UNECE Transport Division has decided to launch
the UNECE Transport Review in order to improve access to
information for all. This initiative is not without traditions, the
UNECE “Transport Information” that was published each vyear,
even in the 1990s, could be seen as its predecessor, though at
that time different demand resulted in different substance.

We plan to e-publish the UNECE Transport Review three
times per year, always linked to an event special to our work

programme.

The first edition is dedicated to road safety on the occasion of
the joint session of the UN Road Safety Collaboration Meeting
and the UNECE Working Party Meeting on Road Traffic Safety,
18 November2008.Thearticlespreparedbyauthorsrepresenting
different national and international organizations are intended
to give a broad overview of their actions to address the road
safety challenge. On behalf of the UNECE Transport Division |
would like to thank them all for their excellent contributions

and express my wish to further strengthen our cooperation.

Eva Molnar
Director,
United Nations Economic Commission for Europe

Transport Division






UNECE is dedicated to reduce traffic accidents

The road safety crisis is severe

With more than 700 million cars on the roads today and with
the perspective that by 2030 there will be 2 billion, the current
road safety crisis is appalling (see articles by J. Short, E. Krug
etc.).

Aside from high-income countries, interventions so far have
failed to match the severity of the road safety crisis. The
growing awareness of safety issues brought about the decision
to set up a global coordination mechanism, the UNRSC (see
E. Krug’s article on this) and the Commission for Global Road
Safety, chaired by Lord Robertson (see D. Ward’s article).

Road safety has been a crucial area of UNECE work
UNECE Working Parties have developed legal instruments close
to all related areas of road safety

The World Harmonisation Forum of Vehicle Regulations has
agreed on provisions both for new and in-use vehicles. The
agreed on vehicle regulations are important elements of the
world-wide type approval systems. In addition, they are the
accelerators for the application of new safety solutions. Among
the Forum’s achievements the use of safety belts, Electronic
Stability Control etc. can be mentioned. The requirement for
periodic technical inspection of vehicles is another crucial area
for ensuring that only safe and well maintained vehicles are
allowed to participate in traffic (see B. Gauvin’s article).

More than 70 per cent of dangerous goods transport take
place on roads. Although the number of accidents is relatively
limited, they have particularly dire consequences both for
people and for the environment. Therefore, rules for dangerous
goods transport and packaging, and especially the European
Agreement on Dangerous Goods Transport by Road (ADR),
play a critical role in road traffic safety as well (see A. Franco’s
article).

The European Agreement on Main International Traffic
Arteries (AGR) of 1975 offers a legal framework for construction
and development of a coherent international road network. It is
well-known to the public as the E-Road Network that consists of
numbered arteries channeling major international traffic flows.
The classification, the geometric characteristics (alignments,
cross-section, overhead clearance, intersections, lanes, etc.) and
other road parameters have been agreed on by the contracting
parties in order to ensure that the same categories of roads
offer the same technical services and features. As a result, one
should, in theory, be able to drive from the Atlantic to the Pacific
on the same road. The working party on road transport (SC1.) is
responsible for these activities.
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Eva Molnar, Director, UNECE Transport Division

E-Road Network

The map above shows the E-Road Network, with blue lines
indicating motorways and red ordinary roads. Road networks in
Central, Eastern and South Eastern European countries as well
as in the Caucasus and Central Asia, still suffer from decades of
neglect and under-investment, both in terms of capacity and
quality.

In addition to the legal framework, two specific projects,
the Trans-European Motorways (TEM) and the Euro-Asian
Transport Linkages (EATL) projects make the link between
“standardization” and investment planning.

The TEM Network*

e rkena i
PEN R4S TER SLAN

! Blue lines indicate the existing Motorway and Express way sections,
along the TEM Master Plan Backbone network. Extract from 2007
TEM Progress report on the implementation of priority projects
identified by the TEM Master Plan.



The EATL Network
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Another significant area of interest of SC.1 is to ensure the
harmonization of social rules in road transport services. The
UNECE’s European Agreement Concerning the Work of Crews
of Vehicles Engaged in International Road Transport (AETR)
was done in Geneva on 1 July 1970 and entered into force on 5
January 1976. It is a fundamental tool to effectively fight against
driver fatigue and harmonize the social conditions of work for
drivers.

The International Motor Insurance System (Green Card) has
been initiated by a UNECE Recommendation (Recommendation
No 5 - (E/ECE/TRANS/145 - E/EEC/TRANS SC1/C 39) - 25 January
1949) that has been kept on the SC.1 agenda. Its purpose is to
avoid the need for motorists to obtain insurance cover at each
of the frontiers of the countries they visit. It is managed by the
Council of Bureaux of the member insurance companies, i.e.
Association of National Motor Insurers. For the past 50 years
the Green Card system has remained almost unchanged. This
year, some changes have been introduced in order to further
improve its security.

Last, but not least, the Working Party on road traffic safety
(WP.1.) offers a value framework for road safety activities,
through specific focus on the Convention on Road Traffic,
Convention on Road Signs and Signals (Vienna Conventions)
and the Consolidated Resolutions Nos. 1 and 2 containing
best practices to implement the conventions. The Vienna
Conventions lay down the rules for safe driving behavior and for
road signs and signals. The Conventions on Road Traffic aim to
increase road safety through internationally agreed traffic rules
and to ensure the reciprocal recognition of documents issued in
conformity with those rules. The Conventions bind Contracting
Parties to admit vehicles and drives that fulfill the conditions.
Its general and specific rules for drivers include provisions that,
at all times, they must be able to control their vehicle, they
must hold a driving license, issued after tests; driving rules, like
speed, distance, overtaking etc. It further includes provisions
on behaviour towards pedestrians, cyclists, as well as general
rules for vehicles, e.g. they must be registered (registration
certificate, distinguished sign of country of registration). The
most recent modifications include, among others, no hand-held
mobile phones while driving. To encourage countries to adhere
to these conventions, UNECE has issued consolidated versions
in the six languages of the United Nations incorporating all the
amendments made since they were drawn up. Moreover, it is
expected that the Working Party on Road Traffic Safety, which
is the only permanent group in the United Nations dealing
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with road safety, will this year complete the revision of the
Consolidated Resolution on Road Traffic. This resolution is a
manual of best practices and deals with all factors that have a
bearing on road safety.

Convention on Road Traffic, 1949
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The Convention on Road Signs and Signals aims to facilitate
international road traffic and increase road safety through
internationally agreed road traffic signs and signals. It provides
for three categories of road signs:

Danger/Warning
Regulatory
Informative, with

Norms on shapes, dimensions, colours, visibility

Norms on Traffic Light Signals, Road Markings
Road Works and Level Crossings Signs.

Protocol on Road Signs and Signals, 1949

™
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Convention on Road Signs and Signals, 1968
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Why is the solution so slow and difficult when most, if not all
the legal instruments are available globally?

First of all | believe the conventions, agreements and regulations
described above should become universal.

Second, it is a long term problem that stays with us. Therefore,
one-time actions are not adequate. The continued political
commitment is a pre-requisite to improve road safety. On the
other hand, the results come slowly and gradually, often over-
spanning the political tenure of individual governments. A
further difficulty is that it is a multi-disciplinary problem that
requires systemic and concerted actions from several public
agencies, the private sector, and NGOs.

Third, funding road safety interventions is often not the highest
priority in governments’ public expenditures. It is rarely seen
as part of the investment program, though it can have a really
rewarding cost benefit ratio. To eliminate black-spots, to build
safer roads with barriers, to install the signalling systems and to
keep appropriate traffic management etc., cost money.

Capacity and quality of road infrastructure are aggravated
by the lack of sufficient funds to address them successfully.
Infrastructures represent huge investments. They are basically
planned and financed within national budgets, in competition
with other basic needs like education, health, housing or
security, and under macro-economic constraints like deficits
or public debt. The share of GDP devoted to transport
infrastructure networks is, therefore, limited. To remove
gradually the considerable backlog in transport networks that
developed in the UNECE region between the East and the West,
Eastern countries should devote for a large number of years no
less than 2 to 2,5% of GDP to transport infrastructure networks,
which is far from being the case in most of these countries
today. Alternative sources of financing can be Dedicated Funds,
collected from users in the forms of tolls and taxes. However,
transport users’ willingness to pay is also limited. Public-private
partnerships to finance transport infrastructure networks is

14

another promising source of financing. However, many legal,
financial and institutional barriers still exist and must be
removed to encourage private sector funds to get involved.

Fourth, we should be aware not to let the best be the enemy of
good solutions. Improving road safety is not just a question of
finance. Statistics show that accidents, and particularly fatalities,
could be reduced by wearing seat belts, pedestrian-friendly
car designs, daytime running lights, better road engineering,
applied telematics, speed-reductions and particularly by better
legislation and enforcement.

Fifth, success depends on strong political will at the highest
levels. Some countries, which have taken strong measures to
improve road safety, have achieved spectacular results. Our
hope is that all of our member countries will be able to follow
these good examples. | am convinced that UNECE has a strong
role to play in improving road safety that should be seen as one
of the public goods. Beyond what we have already been doing,
i.e. beyond the constant up-date of the international regulatory
framework, we can help raise awareness for the issue, as well
as become the gateway for exchange of information and best
practices.

Along these lines, the five Regional Economic Commissions of
the UN have initiated a project called Improving Global Road
Safety: Setting regional and national road traffic casualty
reduction targets (see the UNDA road safety project corner).

Moreover, poorly designed or insufficiently maintained road
infrastructure as well as the use of vehicles that are old, not
well maintained or that lack safety features in some Central,
Eastern and South-Eastern countries, are also contributing to
higher rates of road accidents and victims than in other parts of
the UNECE region.

The Road Safety Matrix
The need for a systemic approach to address road safety issues
is a widely shared concept.

The three-dimensional approach, i.e. road infrastructure,
vehicles and human facet, has been successfully pursued in well
targeted safety programs in many countries. The Haddon matrix
offers a system approach with a more multi-disciplinary outlook
by looking at the pre-crash, crash and post-crash phases in
conjunction with the human, vehicles and equipment, as well
as the environment factors.

Benefiting from these and other common knowledge
classification | have taken a step forward to drill down more
into the specific details. | drafted a road safety matrix a couple
of years ago to help my colleagues in planning their mission to
a country to carry out a road safety audit. A somewhat revised
matrix is attached here. Obviously it is simple and does not cover
all the issues. Still  am recommending it for consideration as a
common point of departure for road safety improvements.



Table 1. The Road Safety Matrix: Key aspects of road safety issues to be checked in a country screening

Physical aspects

Institutional and operational aspects

(incl. the check of the relevant regulatory

framework and its enforcement)

All factors e National road safety strategy with

clearing safety improvement targets

e  Regulations

e  Road Safety statistics published at
national and international levels

e |TS applications

e Communications and PR

National Traffic Safety Council

NGOs dedicated and enabled to address safety issues
and ready to be the “watch dog”

National Statistics Office supports road safety
statistics and follows international methodology
Government level champion for ITS deployment for
road safety improvement

Information channels in place between the media
and key organizations (e.g. Road Inform)

Proper regulatory framework based on accession to
International Legal Instruments and national laws in
place

Human e Drivers training courses and
behaviour conditions for a driver’s license
. e Speed limits

e Drink and drive habits
e Emergency and post-crash care
e Damage mitigation security

Vehicle : e Vehicle construction

e Quality of vehicles — roadworthiness

tests, green card etc.

e Co-existence or separation of
motorized and non-motorized
vehicles (e.g. donkey/horse driven
carts from cars and trucks)

Road and © e Roads:
other : - Black spots
infrastructure : - Road surface

- Road markings

- Traffic signs

- Extra lanes for slower vehicles,
barriers in mountainous areas, etc.

related factors

e Emergency call system hospitals
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Good Governance at the police (how to convert a
corrupt police into traffic facilitator?)

Accreditation system for drivers’ schools

Data bank for traffic accidents

Rules and practices for traffic accident investigation
Public health

Education at schools on participation in traffic
Overall motorization culture

The insurance system (incl. third party liability, green
card system)

Well-functioning judiciary system

Information on stolen vehicles (inlc. international
information sharing)

The role and capacity of and good governance at the
transport technical inspectorate (incl. Standards)
Market access conditions in the car repair stations
industry with liabilities

Accreditation of garages licensed to carry out
periodical technical inspections

Relationship between the annual road registration fee
and the technical inspection

Admission to profession and market access rules for
commercial road freight and passenger operators

Capacity of and good governance at the road
administration (data bank, budget)
Traffic rules



Road safety considerations in road infrastructure

Sibylle Rupprecht, Director General, International Road Federation, Geneva, Switzerland

When the first road fatality occurred in 1896 after a pedestrian
was hit by a car, it was hoped that this would never happen
again. Today, with over 1.2 million reported road fatalities, we
are far from this.

It is currently recognised that road accidents are rarely the
result of a single factor but a series of random events and an
interaction of three elements: the user, the road and the vehicle.
Significant improvements in road safety can only be achieved if
we address all the components of the road transport system,
including combinations of them.

Most work in road casualty reduction has been focused on
the road user and vehicle safety with the responsibility for
road accidents attributed to road users. Certainly behavioural
campaigns for the use of seatbelts, speed reduction and alcohol
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control have brought a change in behaviour and a reduction
in fatalities. And yet, research undertaken over many years
confirms that, however well educated and trained, human
beings are prone to make errors when at the controls of a
vehicle.

The ‘forgiving’ road

Safe road design, the so-called ‘forgiving road’, minimises the
consequences of road user errors and precludes those that
might have disastrous consequences. Therefore, road safety
considerations must be central to the planning, design and
operation of the road network.

The road design has an effect on accident risk because it
determines how road users perceive their environment. It



provides instructions for road users, through signs, traffic
controls and road design, on what they should be doing. Many
traffic management and road safety engineering measures work
through their influence on human behaviour.

The basicroad design parameters are tolerance and resistance of
the human body to mechanical forces. It is extremely important
for road designers to take into account the low physical tolerance
of the human body and integrate maximum protection for all
road users. Road-users sustain injuries either from massive
deceleration or from direct forces. Direct forces are common to
vehicle occupants from impacts with the vehicle interior, when
there is intrusion into the passenger compartment or during
complete or partial ejection from the vehicle.

Vulnerable road users generally sustain injuries from the
exterior of (other) vehicles and from secondary collisions with
the ground. Vehicle-vehicle crash compatibility (e.g. small cars
hitting much bigger vehicles) and cars hitting rigid roadside
objects are other major issues in injury generation.

The ‘forgiving’ road takes all this into consideration and
introduces adequate safety features to enhance road user
protection. Thiscan beinthe form, for example, of safety barriers
which are designed for two-wheelers, through introducing road
safety audits at the design stage, and through identifying black-
spots and taking remedial action at high risk sites.

1. Reducing death and crippling injuries is not the same
as reducing crashes. There is a growing understanding that
designing to reduce severe injuries requires a different design
approach — for example injuries can be made less severe if
roundabouts are installed to replace signal-controlled junctions,
and merges replacing T-junctions.

Effective safety audit processes in the design and build phases
of new road projects can pay dividends in the longer term, in
terms of reduced accidents, reduced congestion, lower repair
and maintenance costs, and lower health costs.

This implies that more responsibility for the structure and safe
functioning of the road transport system should be shifted
to road designers with a view to improving the quality and
expanding the capacity of road networks. Road authorities
should involve experts in human behavioural sciences when
designing new roads or modifying existing ones.

Affordable road infrastructure improvements on existing
networks have the potential to cut road casualties significantly
at the national level in the short, medium and long term. The
road networks, on which large numbers of deaths and serious
injuries are concentrated, should be targeted systematically
with the application of effective countermeasures. Rates of
return for well targeted measures are high — rarely less than
100 per cent per year — and often much higher.

There is no road safety without adequate funding. Funding
should also be available for regular maintenance and upgrading
to ensure the long-term performance of road safety features.
Low-cost safety measures should be encouraged. Adequate
levels of maintenance funding should apply throughout the
entire life-cycle of the infrastructure.

The role of safe road infrastructure in reducing the worldwide
toll of deaths on the roads is crucial as road infrastructure
and design are a contributing factor in one out of three fatal
accidents. Therefore, sound road engineering and effective
road management can greatly help in reducing the frequency
and severity of road traffic accidents, but poor engineering and
poor management can only contribute to crashes.

And we cannot afford this — neither on a human scale, nor on
an economic scale. How many more people must die because
of poor engineering, poor road maintenance, inadequate safety
features, and missing safety audits?

The International Road Federation encourages governments
and the private sector to take road safety into consideration in
all steps of infrastructure planning.




Safer vehicles - Safer Roads

The role of vehicle construction in road safety

Bernard Gauvin, Ingénieur général des mines, Chargé de la sous-direction de la Réglementation des
véhicules, Direction de la sécurité et de la circulation routiéres, Ministére des transports, France,
and Chairman of the World Forum for Harmonization of Vehicle Regulations (WP.29)

Experts in the field of road safety usually agree that there are
3 major factors in any accident: the road users (mainly drivers),
the infrastructure characteristics and the vehicles.

1. Improvement of vehicles safety characteristics

New vehicles which are put on the market today are much safer
than the older ones. Three principal factors have an influence
on this improvement:

Addition of equipments and parts specifically designed for
safety: safety belts, air bags, ISOFIX, anti-whiplash devices,
ABS, ESC, etc.

Better design of the vehicle, taking into account scientific
knowledge of accidents: our ideas on accidentology and
biomechanics are cleaner and more precise than some
years ago, and the whole structure of the vehicles is
designed accordingly

Incorporation of technical progress in all functions and
parts of the vehicles.

It is impossible to quantify the global safety level of a vehicle,
or to compare on an objective basis the global safety level of
two different models. This is because most aspects of vehicle
safety cannot be isolated from the driver’s behaviour and the
infrastructure characteristics, especially the aspects of vehicle
safety which concern accident avoidance (active safety). A car
with excellent active safety characteristics may induce some
drivers into reckless driving or excessive speed and so give
poor global safety performance in real conditions. For instance,
ABS braking is now considered as an important safety feature,
but when ABS was first introduced in 1985, as an option for
sports or luxury cars, no safety benefit could be statistically
demonstrated for ABS fitted cars, mainly due to over-speeding
and to a misunderstanding by the driver of ABS braking, which
does not actually shorten the stopping distance on dry roads.

And, in the very rare cases where it has been possible to quantify
the actual road safety benefit of concrete vehicle equipment
(it has been the case for Electronic Stability Control (ESC)), the
results vary broadly form one country to another.

The crashworthiness of a vehicle may be assessed more
objectively because the driver’s behaviour has no influence as
soon as the crash occurs, and because it is possible to reproduce
in laboratories the most significant conditions of crashes as they
have been identified by accidentology.
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Two major factors are driving the improvement of car safety:
the desires of consumers and the demands of regulations.

2 . Regulations: a major factor of car safety improvement

Each individual consumer may be more or less interested in car
safety, but for governments, road safety is a political priority
due to emotional, social and economic costs of road accidents.

Technical regulations have been for a long time the most
important tool used by governments to improve car safety
and many regulations have been developed to cover the active
safety field (brakes, tyres, lighting and signalling devices, etc.),
the passive safety issues (safety belts, child restraint systems,
frontal and side impact; crashworthiness, etc.), and the
protection of the environment. Nowadays, in most countries,
more than 50 regulations apply to a car before its registration,
and these regulations have a major influence on the way cars
are built.

As a government tool, regulations offer some important
advantages:

They must be based on an objective and scientific analysis
of real accidents, from which proper technical means to
avoid or to mitigate crashes are derived;

It is the only way to offer a certain level of protection to
vulnerable road users;

The standardized tests and criteria which are used for type
approval or self certification give a guaranty of cost efficient
solutions.

When deciding on a regulation, most governments are obliged
to make an impact assessment, and to evaluate its actual safety
effectiveness whenever possible. For passive safety, consensus
figures are usually available: wearing a safety belt reduced the
fatality risks about 65 per cent, and a further 50 to 80 per cent
is given by modern structure designs and airbags. Electronic
Stability Control (ESC) is a very rare case where the actual
effectiveness of an active safety device has been evaluated,
depending on car fleet characteristics and national traffic
patterns. For Europe, the accident reduction factor of ESC is
about 20 to 30 per cent.

With regard to motorcyclists, protective helmets provisions
of UNECE Regulation No. 22 constitute a unique set of best
requirements to have good safety performance of helmets.









The most efficient device to protect road users is the vehicle
itself. Within the framework of UNECE activities, lateral and
frontal crash tests evolved to transfer the effects of impact forces
from occupants to structures. Nowadays, vehicle structures
absorb almost entirely the lethal crash decelerations as well as
maintain a survival space for their occupants.

The safety of children in vehicles has been hampered by the
difficulty to combine child restraint systems with the continued
optimisation of adult safety belts. The ISOFIX system solves
these problems and offers a defined, permanently correct
anchorage of the child restraints, with easier handling and
misuse reduction.

The improvement of vehicle safety has not revolved only
around occupant protection but also focused on weaker road
users. The pedestrian safety issue has enlisted the endeavours
of world wide experts to devise a global technical regulation
matching the increasing need for mobility whilst reducing the
casualty toll, particularly sensitive in developing countries.

3. Future regulatory activities on vehicle safety

Although vehicles have achieved a remarkable level of safety
with regard to the self-protection of occupants, the more
rugged construction of Sport Utility Vehicles (SUV) make them
dangerous in crashes with ordinary cars. The United Nations
Economic Commission for Europe (UNECE) safety legislation
is now targeting the outstanding issue of crash compatibility
between cars of different mass and dimensions to better protect
the occupant of the smallest cars.

The future development of road safety will likely be driven
by accident avoidance much more than by injury mitigation.
Regulations and compliance testing are aiming at integrating
passive safety features such as crashworthiness with active
safety techniques through the development of pre-crash
systems which improve safety.

4 . International harmonization of regulations: the role of
WP.29

Vehicle markets and road traffic have been globalized, and
it makes sense to harmonize the technical regulations at the
broadest international level.

The international harmonization of these regulations involves a
broad and open exchange of knowledge and data on accident
analysis and traffic safety, and it allows for choosing the
best available technology. In this way there can be a synergy
between research done in each country, which gives a more
solid basis to the regulatory decisions, and there is a global
benefit for everybody from the improvement of car safety and
the reduction of manufacturing costs. Harmonization is a win-
win process which is today supported by all the governments
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that have concerns about traffic safety and an interest in car
regulation.

WP.29, established in 1953 as a permanent working party of
UNECE, has been dedicated to the harmonization of vehicle
regulations, firstly:

e In the European context, with the adoption of the Geneva
1958 Agreement, to which 127 technical regulations have
been annexed, and later;

e In 1998, in a broader international and global context with
the revision of the 1958 Agreement, which allowed any UN
country to become contracting party, and with the adoption
of the 1998 global Agreement.

In recognition of this global opening of the Agreements
which it administers, WP.29, became the World Forum for the
harmonization of vehicle regulations in 2000.

All the activities of WP29 are fully transparent, and you can
find the agendas and reports of the meetings, all working and
informal documents, the regulations annexed to the 1958
Agreement and the global technical regulations inserted in the
global register under the 1998 Agreement on the WP29 website:
http://www.unece.org/trans/main/welcwp29.htm

Conclusion

Car safety features and technical regulations have played a
major part in improving the global road safety situation in
Europe over the recent decades. In France for instance, from
the worst road safety year (1972) to 2007, road fatalities have
been divided by 3,5, while the road traffic figures (vehicle x km)
were multiplied by about 3. On average, the road fatality risk
has been divided by 10.

In spite of this spectacular improvement, nobody is happy with
the present situation: most governments have announced
ambitious political goals for further reductions. As an example,
EU has the objective to divide by 2 the road fatalities by 2010,
from the 2002 baseline.

Even these ambitious goals are not sufficient or satisfactory,
and the ultimate ambition is “Vision zero”, with no road traffic
fatality. Vision zero is not a short term possibility, but it is the
only acceptable target, and, taking into account the fantastic
progress that has been observed over the last year, as well
as the new field opened up by intelligent traffic systems, the
development of computers in vehicles, and the political and
commercial pressure for safer vehicles and safer roads, it is a
realistic long term target.

Within the World Forum for Harmonization of Vehicle
Regulations (WP.29), we are all committed to this ambitious
objective.



La contribution de I' Accord ADR a Ia
sécurité globale des transports routiers
de marchandises

José Alberto Franco, Chairman of the Working Group on the Transport of Dangerous Goods (WP.15)

l'amélioration constante de la sécurité routiére, la réduction
des accidents de transport routier et la minimisation de leurs
conséquences, qu’il s’agisse de transports de voyageurs ou
de marchandises, a toujours été un objectif prioritaire des
organisations régionales ou spécialisées concernées des Nations
Unies.

Le 30 septembre 1957, neuf pays membres de la Commission
économique des Nations Unies pour I'Europe — Allemagne de
I’'Ouest, Autriche, Belgique, France, Italie, Luxembourg, Pays Bas,
Royaume Uni et Suisse — sont convenus qu’il fallait «accroitre
la sécurité des transports internationaux de marchandises
dangereuses par route», en signant un Accord européen relatif
aux transports internationaux de marchandises dangereuses
par route (ADR).

Encore fallut-il attendre que 5 pays considerent qu’ils étaient a
méme de respecter leurs engagements vis-a-vis des conditions
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minimales fixées par cet Accord pour qu’ils se décident a le
ratifier et permettent ainsi son entrée en vigueur.

Cefutchosefaite le 29 janvier 1968 grace a la Belgique, la France,
I'ltalie, les Pays Bas et le Portugal. LADR compte aujourd’hui 44
Parties Contractantes, a savoir la totalité des Etats membres de
I’'Union européenne (27), la totalité des Etats continentaux de
I'EFTA (3), tous les autres Etats de I'Europe de I'Est (3) et du
Sud-Est (7), deux Etats du Caucase et de I'Asie centrale, et deux
Etats de 'Afrique du Nord.

Par le biais de I'ADR ont été appliquées dans presque toute
I’Europe, pendantles dernieres 40 années, un vaste ensemble de
régles techniques concernant la classification et I'identification
des marchandises dangereuses, la construction, I'épreuve et
I'agrément des emballages, des citernes et des véhicules utilisés
pour leur transport, leurs conditions d’utilisation, leur marquage,
étiquetage et placardage, le chargement et déchargement des



véhicules et leur circulation ; et finalement, la formation
et les obligations de sécurité de tous les intervenants.

Les constats d’évaluation de I'efficacité de ’ADR du point
de vue de I'amélioration de la sécurité des transports
routiers sont clairement positifs. Les accidents routiers
spécifiguement causés ou aggravés par la présence des
matieres dangereuses dans des véhicules en circulation
sont devenus rares, et leurs conséquences du point de
vue humain ou économique ont été considérablement
réduites.

Ce sentiment est partagé par la majorité des autorités
compétentes, des organisations professionnelles et de
I'opinion publique en Europe. Il ne doit cependant pas
empécher les entités responsables de la réglementation
de garder une attitude permanente de vigilance et de
rechercher une amélioration constante des normes et
reglements.

Personnellement, je pense que le Groupe de travail des
transports de marchandises dangereuses du Comité
des transports intérieurs de la CEE-ONU (WP.15) se doit
non seulement de continuer a adapter régulierement
les dispositions de I'Accord aux progrés et défis
technologiques et industriels qui voient le jour dans le
domaine du transport, mais aussi de répondre a d’autres
défis.

Il convient notamment de poursuivre et, autant que
possible, terminer [I’harmonisation de toutes les
regles applicables aux marchandises dangereuses
quel que soit le domaine réglementaire, transport,
sécurité des travailleurs, santé publique, protection
des consommateurs ou protection de I'environnement.
Ceci est indispensable pour instaurer la confiance des
citoyens, dissiper leurs doutes émanant légitimement
de réglementations parfois contradictoires, et faciliter le
travail des agents de controle.

Il est également nécessaire d’étudier de nouvelles
alternativespourlesmatérielsd’emballageetdetransport,
qui soient compatibles avec les exigences croissantes
relatives aux déchets, a la protection de I'environnement
et a la consommation d’énergie. La sécurité du transport
routier de marchandises dangereuses doit aller de
pair avec les concepts d’environnement et d’énergie
durables.

Finalement, il est impératif de simplifier encore
davantage les textes normatifs, de les présenter de
facon plus conviviale, compte tenu des principes de la
restructuration globale de I'ADR de 2001, afin d’éviter
une croissance et une complexité démesurées des
dispositions réglementaires.
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Modern technologies in road traffic signs

Gernot Sauter, 3M Deutschland GmbH, Traffic Safety Systems Laboratory, Germany

General requirements for road traffic signs

According to the definitions in CIE Publication No. 74 entitled
“Roadsigns”, there are 4 basic requirements for road signs (of-
ten referred to as traffic signs or road traffic signs).

1.) Conspicuity
Signs need to attract attention, so that they are noticed.

2.) Legibility
The message displayed on the sign ...must be legible at the dis-
tance from which the sign is to be read.

In this respect, the term legibility maybe expanded to include
‘recognizability’. In many cases the message on the road sign
is conveyed in symbol form that will be recognized rather than
read. In other cases (e.g. directional signs), it is not the legibility
of reading individual characters, but more the legibility of rec-
ognizing complete words or destinations.

3.) Comprehensibility
The message displayed must be easily understood and the re-
sponse required by the message must be clearly conveyed.

4.) Credibility
The road user should believe the message and act upon it.

Dr. Rune Elvik has interpreted these basic requirements and re-
lated them to the main goal in road safety, namely to reduce ac-
cidents. All the above requirements should be interpreted as a
sequence; all 4 requirements must be met, in a cascading flow,
in order for the road sign to be effective.

Road signs have various purposes, most being strongly related
to traffic safety. Some road signs are clearly intended to im-
prove road safety and reduce accidents, such as danger warn-
ing signs. Priority signs are intended to improve the traffic flow,
but the sign effectiveness will have even more importance for
traffic safety, e.g. in the case of stop signs. Direction signs are in-
tended to give guidance to the road user. Limited effectiveness
can have severe implications for traffic flow and congestion, but
also for traffic safety because it may prevent drivers from find-
ing their way and subsequently making irregular manoeuvres.

A road sign will communicate a certain message to the road
user. It is the level of legibility and comprehensibility that can
enhance communication. Generally, those will be driven by the
sign layout, i.e., the size of letters and symbols, the letter font,
size and color. Harmonization of signs and sign symbols are es-
sential for the comprehensibility, especially in international traf-
fic. The ‘Convention on Road Signs and Signals’ done at Vienna
in 1968 (‘Vienna Convention’) aims at harmonizing letters and
symbols and also provides guidance on sign size and dimen-
sion.
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This paper focuses on the first two basic requirements, legibility
and conspicuity of road signs, more generally described as ‘vis-
ibility’”.

Daytime visibility of road traffic signs

The visual information available to the driver is vast and var-
ied. At any moment, the driver must select the information that
is more critical for the driving task and filter out the irrelevant
information. Obviously, reading traffic signs is not the primary
task for the driver. The primary task for the driver is manoeuvr-
ing the vehicle and following the road layout. The secondary
task is avoiding obstacles like other cars and vulnerable road
users like bicyclists and pedestrians. Additional information like
road signs are lower in a hierarchic order.

The visual/cognitive system is limited in the amount of informa-
tion it can process and so it is important for the traffic engineer
to appreciate how to influence the way drivers select the visual
information they need. This selection process is generally re-
ferred to as “selective attention”, which may be controlled by
“top-down” processes, such as looking for a street-name sign,
or a “bottom-up” process whereby the visual characteristics of
the object are so salient that the driver’s attention is drawn to
it, such as a flashing signal.

CIE Publication 137 (2000) “The Conspicuity of Signs in Com-
plex Backgrounds” is a review of visual conspicuity of road signs
in the road traffic environment during both daytime and night
time conditions. It provides guidelines for the design of road
signs that will enhance the probability of them being noticed
by drivers. Concerning the nature of visual conspicuity, CIE 137
states:

“A conspicuous object can be considered to be one that is very
obvious and attracts attention in an effortless way,

”

and

“It is clear that the conspicuity of an object cannot be divorced
from its background or the motivation of the observer. If ei-
ther one is changed then the object may no longer be conspicu-

”

ous.

In a court decision of the German Federal Court of Justice, it has
been stated that road signs should be visible with a quick and
casual glance. The ‘casual glance’ has been further interpreted
as a non searching look.

Conspicuity and legibility in the daytime depend on symbol or
letter height and colour. For standard road sign design, it can be
assumed that there is sufficient contrast between the letter (or
symbol) and the background of the traffic sign. The conspicuity



of the sign will depend on the surrounding of the sign, e.g. in
urban scenarios with much visual clutter, the conspicuity can be
expected to be low.

New technologies, such as durable microprismatic fluorescent
materials can enhance the daytime conspicuity of road traffic
signs. An example for this application is given in the picture be-
low. The fluorescent backing boards enhance the conspicuity of
the road signs.

Nighttime visibility of road traffic signs

It may be generally assumed that road signs are designed to
perform adequately in the daytime situation, which is the scope
of CIE 74. Night time makes a difference by a marked change of
luminance conditions, which affects legibility and conspicuity,
while comprehensibility and credibility are not affected.

Because of less than optimum conditions at night, road sign leg-
ibility is usually less than daytime conditions. Therefore, road
signs should be designed for nighttime performance in terms of
the letter size and luminance to achieve adequate visibility for
the driver at the given speed of the roadway.

The Vienna Convention on Road Signs and Signals states: “..
in order to make them more visible and legible at night, road
signs...shall be lighted or retroreflective...”

Today, retroreflective materials are extensively used for the

manufacturing of road signs. It can be assumed that 100% of
the road traffic signs in Western Europe are using retroreflec-
tive materials.

Dedicated external or internal illumination of road signs can still
provide a higher level of road sign luminance, especially in over-
head positions or for signs in urban settings with many compet-
ing light sources. This comes at the cost of much higher installa-
tion and maintenance expenses. The ongoing trend for energy
savings will lead to a further reduction of dedicated illumination
of traffic signs.

Retroreflective technology

By using retroreflective technology, the road sign illumination
provided by the car headlamps is bundled and reflected back in
the direction of the car. Depending on the efficiency of the ret-
roreflecting material, the brightness (measured as luminance)
of such signs can be up to 3000 times higher than of painted
signs.

The essential goal of designing retroreflective road signs is to
achieve sufficient luminance at night to make legibility and con-
spicuity in headlamp illumination almost as good as in daylight
illumination. Additional considerations at night are to overcome
glare (from a variety of sources) and to allow night time colour
recognition.

Glass bead technology

Among the first generation of retroreflective materials, engi-
neer grade or enclosed lens sheeting was introduced in 1948. It
is described as Class RA 1 in EN 12899-1. Although still used for
the manufacturing of road traffic signs, this material is limited
both in performance and durability.

In the draft CEN standard EN 12899-6, the performance of a
Class RA 1 product has been interpreted as ‘low performance
bordering on no performance’.

The second generation glass bead product, dedicated as High
Intensity Grade or encapsulated lens sheeting was introduced

Figure 1: Generalized principle of retroreflected light
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in 1971. Both performance and durability,
though improved over engineer grade,
were still not optimal. The product is de-
scribed as Class RA 2 in EN 12899-1.

Microprismatic technology

With microprismatic materials, a perfor-
mance level can be obtained that is still
below optimum (benchmark) legibility
level, but is much better than glass bead
materials.

Furthermore, microprismatic material
offers new design opportunities. The ret-
roreflected light can be retroreflected in
a more narrow divergence cone, which
would be beneficial for long distance
viewing (see figure above). This is the
common design principle for the first gen-
eration microprismatic material. A typical
example is given in the luminance chart
below as Class RA 3A. Later designs tend
to retroreflect the light in a wider diver-
gence cone to give more light for closer
viewing distances and viewing from larger
vehicles. The luminance curve of a typical
material is given as Class RA 3B.

Only the latest so called “full-cube’ micro-
prismatic sheeting technology is efficient
enough to return light equally for long
and short distance viewing of road traffic
signs. Those materials will meet expecta-
tions over the entire approach to a road
sign and are described below as Class RA
3 (A&B).

It is the purpose of this paper to describe
performance expectations and limitations
of retroreflective material for the night
time performance of road traffic signs.

Minimum (threshold) luminance
Legibility experiments can provide
threshold luminance levels that make a
sign ‘just legible’. Unfortunately, many of
those experiments are limited in practi-
cality because they are either static or in
a driving situation that is of low complex-
ity. Furthermore, the task of reading signs
in these studies is biased towards greater
importance of long distance viewing at
the legibility threshold. Looking at traffic
signs under normal driving conditions is a
random process,that will happen at vari-
ous distances and with several glances,
An excellent summary and interpretation
of threshold legibility experiments can
be found in the TNO report ‘Minimum
required night-time luminance of retrore-
flective traffic signs’ by P. Padmos.

Data from legibility experiments will be

Figure 2: Cross section of a retroreflective ‘full-cube’ microprismatic material
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Figure 3: Typical Traffic Sign brightness (measured in luminance,
cd/m?) of a shoulder mounted sign at 2.5 m height, as viewed
from a passenger car with mean european headlamps.



used as one measure for evaluating the ‘percent drivers served’
in the final section of this paper.

Optimum Luminance

For the evaluation of visual acuity in the optometrist office
there are very definite recommendations developed as to the
level of illumination that should be provided on the eye chart.
Generally these recommendations are about 80 to 100 cd/m2
level. The reasoning here is that any greater luminance will not
result in any improvement in visual acuity for the subject being
tested.

There are a variety of specifications in place for internally and
externally illuminated road signs. Many of these have lumi-
nance requirements in the range of 100-150 cd/m2. The as-
sumption here is that internally illuminated sign designers have
total control over the amount of luminance they can provide.
This allows targeting optimum luminance levels for sign legibil-
ity and conspicuity.

The requirements for internally illuminated signs in Europe can
be found in EN 12899-1 : 2007 and range from 40 — 900 cd/m?
for the white luminance with 40 — 150 cd/m? being the lowest
class. Sometimes external lighting is used for shoulder mount-
ed signs. In these cases often about 25 cd/m2 is available.

It can be assumed, that luminances exceeding an optimum level
of 80 cd/m? will not further improve the legibility. This level is
therefore described as ‘benchmark’.

Between Minimum and Optimum Luminance

Subjective rating experiments can provide minimum and opti-
mum luminance levels for road signs. Table 1 is from the 1990
IRF report that summarizes results obtained at subjective rating
experiments at the University of Darmstadt, Germany.

Further studies done at the University of Darmstadt by Helmut
Frank confirmed the above results which are for the dark
surround (0.01 cd/m?3). In more bright environment or in the
presence of glare from oncoming vehicles, the required sign
luminances are increased by roughly a factor 4, as can be seen

in figure 4.

In can also be concluded that at a given surround luminance,
the step from minimum (just legible) to optimum luminance is
about a factor 10. The step from optimum to maximum (bright,
still legible) is again a factor 10.

In the study ‘driver ratings of overhead guide sign legends’,
participants have been asked to evaluate road traffic sign
performance. At each of five distances to the sign, the
participants assessed the visibility of the legend using the
following grading instructions:

4 = Excellent

3 =Good

2 = Satisfactory
1 = Marginal

The independent variables studied include different grades of
microprismatic retroreflective material. The plots in figure 5
show some of the results.

The rating showed to be strongly related to observer distance,
a well known effect with retroreflective traffic signs, since the
luminance over the approach is not constant. Also age group,

Table 1 — Summary of Subjective Rating Response

Luminance cd/m?
(estimate from
graphic)
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vehicle type and material grade show strong effects. It is no
surprise, that the best rated reflective material is the Class RA 3
(A&B), designated as ‘type 11’, since it serves equally well at long
distance and shorter distance. This material is rated between
‘good’ and ‘excellent’. Earlier generation microprismatic
materials, that serve a more limited distance range, are rated
between ‘satisfactory’ and ‘good’.

A research study done by the Austrian KfV in 2005, compared
subjective luminance ratings of drivers in an urban environment.
Although the aim of the study was to compare performance of
2 retroreflective technologies, the subjective ratings showed
a strong variation between drivers. The chart below shows

Figure 6

Subjective Luminance Rating
(Speed Limit Sign '50"; n = 63 drivers)

very bright;
24%

very dark; 11%

dark; 19%

bright; 46%

responses of 63 drivers that individually drove through the test
site (public open road in an urban environment).

All drivers observed the same road sign from the same car
under similar ambient lighting and driving conditions. It can
be expected that all drivers have observed the traffic sign at a
similar luminance level. Still, the responses vary strongly from
‘very bright’ to ‘very dark’. Apparently there is a strong variation
in luminance demand per driver. A given traffic sign luminance
can hardly be judged as being ‘enough’ or sufficient. An idea
to better accommodate the different needs of the driving
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Figure 4
Luminance rating of test signs for two ambient luminances with an
observation distance of d=70 m, without glare
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population is the concept of ‘Percent Drivers Served’, outlined

in the final section.

Eye Tracking Experiments

In 2006, researchers of the ‘Kuratorium fir Verkehrsicherheit’
KfV in Vienna, conducted eye-tracking experiments with
different retroreflective materials. It was demonstrated that
a brighter sign can be read and understood faster than a less
bright sign. Brighter signs come closer to the desired ‘casual
glance’ requirement.

The aim of this field study was to analyse several eye movement
characteristics for traffic signs of 2 different performance
classes (glass bead material of Class RA 2 and latest technology
‘full-cube’ microprismatic material Class RA 3 (A&B) have been
used) with regard to their specific impact on gaze duration in
real night-time driving situations. The results were based on
63 subjects and were derived from an in-vehicle observation
system (“MOVE”). The dependent variables were first and last
glance distances to signs as well as gaze duration at signs.
Significant differences with regard to last glance distances
could be proven. Eye movements deviated significantly earlier
(approx. 8 meters) when looking at Class RA 3 traffic signs. Class
RA 2 traffic signs were viewed significantly longer, on average
about 0,3 seconds.

The researchers concluded that the Class 3 material has a
positive impact on observation behaviour and thus on traffic
safety itself. The information presented on brighter traffic signs
was perceived faster. Hence, drivers have potentially more time
to concentrate on other essential stimuli in traffic.

Percent Drivers Served

How much luminance is ‘bright’ enough?

What can be gained with higher brightness above ‘minimum’ or
‘threshold’ level?

Assuming that retroreflective road signs cannot provide
optimum levels of luminance, what can be gained from one
performance level of retroreflective material to another?

The concept of % drivers served can be used to answer these
questions. The data below was presented during the ISAL 2005
conference as ‘Percent Drivers Served for headlight illuminated
retroreflective overhead signs’.

Introduction to “Percent Drivers Served”

The concept of “percent drivers served” is intended to provide
traffic engineers, retroreflective sheeting designers and
headlamp designers an approach to evaluating performance
that may relate more directly to the end users. Often the present
system of presenting information, such as luminance curves
based on driving scenarios alone, is not easily interpreted in
the context of the end user-- those who drive the roads. Based
on this metric, a greater level of driving safety can be expected
when using materials with a higher “percent drivers served”
level.

The Concept of “Percent Drivers Served”

In the PAL 2003 paper by Johnson and Sauter, the general
principles of analysis for determining the percent drivers served
were described. This analysis consists of a legibility component
based on the population of drivers visual acuity range, and a
conspicuity component using the population of headlight
luminous intensities converted to a normal distribution. Both
components must be satisfied to serve the driver. Evaluations
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are done using two basic vehicle types, a passenger car and
a large truck. The vehicle mix is considered in the composite
calculation of percent drivers served. In addition a comparison
to a self illuminated sign of 80 cd/m? is made. This is designated
as benchmark.

The retroreflective materials evaluated in this study are based
on typical examples of materials described in EN 12899-1 and

DIN 67520 and earlierinthispaper,.
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Figure 7

Percent Drivers Served
Motorway Overhead Sign (400 mm letter height)

Class RA 1 ClassRA2 ClassRA3A ClassRA3B ClassRA3 Benchmark
(A&B)

Figure 7 gives the calculated ‘Percent Drivers Served’ level for an overhead sign with large letters
(representative of motorways). It is obvious that glass bead technology (Class RA 1 and RA 2) can only
satisfy the performance expectations of a small percentage of drivers, while microprismatic materials
give much better service levels, closer to the benchmark performance.

Figure 8

Percent Drivers Served
Urban Overhead Sign (200 mm letter height)

Class RA 1 ClassRA2 ClassRA3A ClassRA3B ClassRA3 Benchmark
(A&B)

Figure 8 gives the calculated ‘Percent Drivers Served’ level for an overhead sign with small letters
(representative for urban road signs). While the results for the urban overhead sign shows a similar
trend as above, it is obvious that the first generation microprismatic material Class RA 3A is significantly
less performing, since it is optimized for long distance viewing. Class RA 3B materials serve equally
well the motorway and urban sign scenario. Latest technology Class RA 3 (A&B) material gives the best
performance of all retroreflective materials.



Py

Focus on the human element

The IRU Academy

Martin Marmy, Secretary General, International Road Transport Union (IRU), Switzerland

Even one accident is one too many for the road transport
industry. Road safety is the highest priority, and to improve it
effectively, the leading causative agents of accidents need to be
identified, and initiatives developed to minimise them.

According to the European Truck Accident Causation Study

(ETAC), jointly commissioned by the European Commission and
the International Road Transport Union (IRU), “The main cause

of 85% of all accidents is human error. However, of those 85%,

75% were caused by other road users.” This study also points
out that although accidents may involve commercial vehicles,
they are not systematically caused by them; correlation is not

synonymous with causation.

Through this study, the IRU helped to identify the leading
causative agent as being human error, and through its
educational arm, the IRU Academy, offers solutions intended to
minimise the occurrence of human errors in the road transport




industry. Governments, however, have the responsibility of
ensuring that other road users are trained on how to share the
road with commercial vehicles.

Road safety regulations and ambitious targets to reduce
accidents and casualties are a priority and an obligation for all
actors in the industry: vehicles are designed following strict
security standards, drive and rest time rules are enforced and
regularly reviewed and new technologies are released in order
to ensure compliance.

It follows that drivers are required to be both compliant with
the safety regulations and to deliver the necessary results to
ensure a competitive advantage over companies active on local
and international markets. Appropriate professional training is
essential to building up the necessary skills and ensuring long

term success.

However, transport companies seeking effective training
solutions often face a regrettable lack of standardisation and
transparency in training offers at a time when training is crucial:
in order to conform to the European Directive on Professional
Driving EC/59/2003, member Statesmust introduce compulsory

driver training that clearly surpasses the driver’s license.

The IRU Academy, as an independent entity with global reach,
is uniquely positioned to drive the harmonisation of training
standards, incorporate international best practices and verify
compliance with regulations and international instruments.

The mandatory Certificate of Professional Competence (CPC)
Driver programme is one of the projects in which the IRU
Academy is actively involved, helping to raise professional
driving standards, making the road safer and increasing the

profession’s attractiveness.

The CPC Driver programme specifies a minimum amount of
time spent initially on theory, testing and practical capacity
building, coupled with periodic training of 35 hours every 5
years. Standardised training and testing of drivers in the road
haulage and road passenger transport industry will allow for the
mutual recognition of diplomas throughout the EU states.

Several countries outside Europe, such as India, China and
Argentina have a strong interest in this programme and are
monitoring its stringent implementation requirements through
the IRU Academy.

In its mission to improve Safety and Security standards and
increase the level of competence in the road transport sector,
the IRU Academy offers information for both potential students
and training institutes on the CPC Driver programme, and has
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also recently launched three new international programmes
that complete the offer of the existing and well established CPC
for Manager Programme:

e The ADR programme which is aimed at transporters of
Dangerous Goods

e The Tachograph programme

e Driving for Change — HIV/AIDS prevention in the road
transport sector!

Inits many initiatives, the IRU Academy can count on its advisory
board, composed of high profile international organisations?,
such as UNECE, to provide their vision and support on the road
transportsector’s strategic developments, and give international
recognition to IRU Academy Accredited Training Institutes (ATIs)
and their graduates.

Stay safe, competitive and compliant! Check out the
programmes offered by the IRU Academy at
http://www.iru.org/academy

! Partnership project with the International Transport Workers Federation (ITF)
and the International Labour Organisation (ILO)

2 The IRU Advisory Committee is composed of representatives from the World
Bank, the United Nations Economic Commission for Europe (UNECE), the
International Transport Forum (ITF), the European Commission, the European
Transport Workers Federation (ETF) and the European Training Foundation
(ETF). The IRU Academy is also supported by the International Labour Organi-
sation (ILO) and the European Parliament.






Road deaths and injuries shatter lives
The reason for a serious post crash response

Brigitte Chaudhry, President, European Federation of Road Traffic Victims (FEVR)

1896 was the year in which the first person in the
world, Bridget Driscoll, was killed by a car. The
place was London and the coroner was reported
to have said that such a death should not happen
again. But today’s 35 million global road death
toll, with untold millions injured, had begun that
year, rising steadily - in Western countries at first,
but with the rest of the world swiftly catching up.

It is now a well known and much publicised fact
that every day a further 3,500 people are added
to this huge fatality figure and it would be natural
to assume that the experience of dealing with the
aftermath of crashes on a daily basis would result
in a first class response all round, that the sheer
numbers would be considered justification for
putting in place all relevant post crash procedures,
to be adhered to consistently across a country or
countries.

Surprisingly this did not follow, on the contrary
the post crash response — investigation, legal
response and care of people injured or bereaved
through crashes - was for many years largely poor
to non-existent, even in Europe.

As late as November 1985, the UN! appealed to
governments to protect victims’ rights, improve
their position in the criminal justice system,
guarantee fair compensation, and provide medical,
social, psychological and juridical assistance to
victims. Very few countries responded to this call,
in particular in relation to road traffic victims, who
continued to be ignored and left to cope in the
aftermath of a crash alone and unaided.

The seriousness of the event suffered by road
victims and their neglect by governments, were
the reason for the rise in road victim organisations
in Europe, in particular in the early nineteen
nineties. Prof Marcel Haegi, the founder of
FEVR, said when speaking at RoadPeace’s 10™
anniversary conference in London in 2002 that had
governments faced up to their responsibilities,
there would have been no need for victim
associations. He said at the end of that speech:
‘Our Federation and its national associations
defend the Right to Life without compromise; we
are the representatives of road traffic victims and
already an unavoidable pressure group....

Some quotes from road crash victims express the
feelings and views about their experiences after a
bereavement or injury:

“With a fatal road crash, the sudden loss of life, often in
extremely violent circumstances, is far harder to cope with, a
difficulty compounded by the way society dismissesiit. ....every
government minister’s vow to prevent another tragedy on the
rail network or in the air reminds the families of road victims
justhow ‘insignificant’ theirlossis...Theinstitutions that should
act in victims’ interests also fail them. Police investigations are
often indifferent and court sanctions usually paltry. The driver
responsible for the death of our daughter was fined £250 — a
common penalty for drivers who kill, and she was free to drive
away from court...” R.B, father, UK

“Sussanna was studying Spanish philology at the University
of Gerona. She was killed as a passenger - a drunken driver
caused the crash and another speeding driver ran into the
back of the car. Four years after her premature death we are
still waiting for the trial. We — her father mother and sister are
still fighting for justice, as Sussanna was denied the right to
live.” Family C, Spain

“l was hit head on, while cycling, by a driver on the wrong
side while using a hand-held phone. | was thrown into the
windscreen, over the roof, and onto the road. The driver
abandoned the scene on foot, without calling the emergency
services...As | pursued compensation for a double broken jaw,
broken cheek bone, loss of salary and pain, | discovered that
due to lack of any action by the police, the driver’s insurance
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company decided to defend against my claim and
even issued a summons for damage to her car. They
dropped their case and paid in full on discovering that
she had withheld crucial evidence, but the process of
obtaining compensation took nearly three years of
misery...”A P, injured road victim, UK

“AngeliquediedinacrashonaruralroadinLuxemburg
—the driver, a 21-year old woman, was on the wrong
side of the road and our daughter could not avoid
the collision, which was so terrible that of her Golf
only the left side remained...We appealed against
the first judgment and the Court of Appeal increased
the driving ban from 3 to 5 years, and doubled the
fine to 3,750 Euros. For us her parents, her brother
and fiancée, it is a terrible trauma.” 1&M B, parents,
Luxembourg

“Livia was killed by a driver, who mounted the
pavement on her side, travelled along it for 39.5
metres, without braking, before hitting Livia and
dragging her to her death...The driver was fined. The
trauma of betrayal continues to live alongside the
trauma of loss...”G G-A, mother, UK

A pioneering study by FEVR into the ‘Impact of road death
and injury’? revealed enormous human suffering, aggravated
by the way people’s tragedies were treated. Up to 3 years
after bereavement, 64% suffered depression and 37% suicidal
feelings, which hardly decreased later, 91% declared they could
not enjoy life as before, and between 70 — 97% that justice was
not done in their case.

Dr. Noreen Tehrani, a chartered psychologist, confirmed through
studies that there was a link between the way a death or injury
were investigated and treated and the occurrence of post
traumatic stress symptoms?>. Her studies also showed an impact
on people’s values, beliefs and assumptions about the world,
which she calls ‘sanctuary trauma’. She is continuing to explore
the magnitude of psychosocial distress and types of post crash
responses which could facilitate or hinder recovery.

A photographic project about crashes and survivors, by
Paul Wenham-Clarke®*, is a visual testimony of the impact of
bereavement or injury through a road crash.

The Day of Remembrance for Road Traffic Victims on the 3
Sunday of November, installed and observed by road victim
organisations from 1993 and now adopted by the UN as World
Day of Remembrance, offers a wonderful opportunity for taking
the post crash issues into account: to remember the people
killed, acknowledge the pain of the bereaved and injured,
recognize the work of emergency personnel, and commit to
actions aimed at prevention and improvements in the post
crash areas.

Past and present events and actions will be included on a
dedicated World Day website - www.worlddayofremembrance.
org - to which notices of actions and contributions are invited.
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2 FEVR — Impact of road death and injury — Proposals for improvement, 1997
3 Noreen Tehrani — After the Knock on the door, 2003
*www.whenlivescollide.co.uk
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Strategic partnership to improve road
traffic safety worldwide - mission possible?

When | was asked to write on this subject, | first went to the
dictionary and | found two definitions for “strategy” which
fully correspond to the context. The first is “the science and
art of conducting a military campaign by the combination and
employment of means on a broad scale for gaining advantage in
war”, and the second is “skill in management”.

The current situation in road safety can easily be qualified as
a war, but who is conducting the campaign and how can the
best skill in management be ensured? Which are the means
that could be combined and employed so as to help us gain
advantage? This short paper is not intended to give answers to
these questions but invites reflection thereon.

Some years ago, Asian Development Bank launched a simpler
form of the slide below; it shows the multitude of transport-
related initiatives in Central Asia and the neighboring countries.
Unfortunately, the situation is not much different in the
more specific area of road traffic safety, irrespective of the
geographical location.

R egional/Global Organisations

Central Asia Cooperation
Organisation

Economic
Cooperati
o

Cooperation
Organisation

Central and South
Asia Transport
and Trade Forum

Mongolia

Central Asia Regional

Economic Cooperation

There is laudable individual work, collective efforts and results
in many parts of the globe. The most efficient way, however, to
solve the road safety crisis would be to pool all the resources
existing at national, sub-regional, regional and global levels, for
long term and with tireless commitment, to the benefit of life
and welfare.

This Transport Review is, in a way, an attempt to identify the
resource providers, the holders of means that could help in
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Virginia Tanase, UNECE Transport Division

gaining advantage in the road safety war.

Some of the best known international players that could form
strategic partnerships to improve road traffic safety worldwide
have contributed to this Review. They are representing both
public and private sector, both national and international
entities, but they all have a common denominator: willingness
to improve road safety!

To our knowledge, this Review is the first paper in which the
WHO, UNRSC, European Commission, FIA Foundation, IRF, IRU,
FEVR, IRTE, Chairpersons of UNECE Working Parties, ITF, GRSP,
and national representatives from all over the globe meet and
have an identical, constructive and positive approach with
regard to the same subject! Moreover, from all their texts one
can feel the contributions have been made with pleasure.

Transport and communications is the largest and fastest-growing
sector of ADB’s operations. Its share of total lending rose from
16% in the 1970s to 20% in the 1990s and to 33% for 2000-2005.
To date, ADB transport sector has allotted most of its funds for
public sector projects on roads and highways (76%); transport
lending in the private sector also focused on roads and highway
projects, with funding at 44% of the total. ADB was among the
pioneers promoting road safety measures; more recently, its
“Road Safety Audit for Road Projects — An Operational Toolkit”
(2003) assisted road authorities by providing general advice and
a source of reference on the road safety audits (RSAs), and a tool
kit of information and checklists to facilitate the application of
RSAs on all ADB road and highway projects. ADB’s “Road Safety
Guidelines” (2003) cover 14 individual sectors affecting road
safety and are a source of reference and guidance to the region’s
senior decision makers with responsibility for road safety. This
example could very well be replicated on other continents.

The World Bank’s Global Road Safety Facility was launched in
November 2005 and it commenced formal operations in April
2006. The Facility is a direct response to the global call for action
by the United Nations General Assembly Resolutions 58/289 and
60/5 (Improving global road safety) and World Health Assembly
Resolution 57.10 (Road safety and health), to address the silent
epidemic on the world’s roads.

The mission of the Global Road Safety Facility is to generate
increased funding and technical assistance for global, regional
and country level activities designed to accelerate and scale-up
the efforts of low and middle-income countries to build their
scientific, technological and managerial capacities to prepare
and implement cost-effective road safety programs. The goals
to be achieved are to:



1. Strengthen global, regional and country capacity to
support sustainable reductions in road deaths and
injuries in low and middle-income countries

2. Catalyze increased road safety investment in low and
middle-income countries

3. Accelerate safety knowledge transfer to low and
middle-income countries

4. Promote innovative infrastructure solutions to
improve the safety of mixed traffic, mixed speed road
environments in low and middle-income countries.

The United Nations regional commissions were bound to be
partners since our creation. More recently, in early 1997, the
Executive Committee on Economic and Social Affairs (ECESA),
of which the regional commissions are members, was created
to sharpen the contribution that each unit makes to the overall
objectives of the United Nations Organization by reducing
duplication of effort and facilitating greater complementarity

and coherence. Within ECESA the heads of United Nations
entities consult with one another on work programmes as well
as other substantive and administrative matters of collective
concern, to identify and exploit ways of pooling resources and
services so as to maximize programme impact and minimize
administrative costs and more generally to facilitate joint
strategic planning and decision-making.

There are ongoing efforts but there is room for much more:
sharing and giving feedback can be reality, not wishful thinking;
building on each other’s results can be the rule and not the
exception; partnership can be a practice and not a theory. Would
this be a time of strategic partnerships within a Global Platform
for Road Safety where road safety would be approached
coherently and consistently at global level by participants who
are equal, motivated and proud of their mission? Would this
provide the leadership in conducting the “military campaign”
and the “skill in management”? It is up to us, all road traffic
safety stakeholders, to answer these questions.




United Nations Road Safety Collaboration

Etienne Krug, Director of the Department of Injuries and
Violence Prevention, World Health Organization (WHO)

Background

In April 2004, the World Health Organization (WHO)
and the World Bank launched the World report on
road traffic injury prevention at the occasion of World
Health Day. The report - compiled with support from
many agencies and hundreds of experts from all over
the world - provided a review of the global situation
and presented a set of recommendations for action.

Inthe following days, the UN General Assembly adopted
resolution A/RES58/289 Improving global road safety
which endorsed the recommendations of the report
and invited WHO, working in close cooperation with the
UN Regional Commissions, to act as the coordinator of
road safety across the UN system.

The World Health Assembly accepted this invitation
in May 2004, through its resolution WHA57.10 Road
safety and health. As a result, the UN Road Safety
Collaboration (UNRSC) was created as a means to
operationalize this mandate.

The UNRSC is an informal network of more than
40 partners including UN agencies, government
ministries of health and transport, nongovernmental
organizations, private companies and foundations.
The Collaboration is a partnership whose members
are committed to international road safety efforts.
The Collaboration’s goals are to facilitate international
cooperation and to strengthen global and regional
coordination in order to support countries’ road safety
policies and programmes. The UNRSC’s members
meet twice a year to share information and develop
and discuss implementation of its projects which so
far have focused mainly on advocacy, policy, and the
dissemination of knowledge.

Advocacy

Early on, the members of the UNRSC identified the lack
of awareness about the magnitude of the impact of
road traffic crashes and the potential for prevention as
an important area to address to stimulate additional
responses. The UNRSC and its members supported
the development of many advocacy events which
have involved nearly every country of the world. Many
happened at local or national level. The two major
global events were the First UN Global Road Safety
Week and the World Day of Remembrance for Road
Traffic Victims.

The April 2007 First UN Global Road Safety Week
was celebrated with the theme “young road users”.
A key event that week was the first ever World Youth
Assembly for Road Safety held on 23-24 April 2007 in
Geneva. Jointly organized by WHO and the UN Economic
Commission for Europe (UNECE), the Assembly served
as the meeting place for nearly 400 young people
from 100 countries who shared experiences and
identified ways to strengthen their road safety efforts.
They adopted the Youth Declaration for Road Safety
which since has served as a basis for many follow up
activities by young people around the world. Hundreds
of other initiatives also took place. Examples include:
the European Commission’s first European Road Safety
Day; the launch of the National Five-year Strategy to
Reduce Road Traffic Injuries in Belize; the launches
of Collaboration best practice manuals in China and
Ghana; a media campaign in Colombia; hosting of a
seminar on road safety and first aid in Turkmenistan;
and hosting of the Rally for Safer Roads by the Make
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vehicle fleets, many other private companies, governmental
or intergovernmental agencies have still to start addressing
this area despite the fact that large proportions of road traffic
crashes involve vehicles used for professional purposes. Several
members of the UNRSC have started addressing this area.
Guiding principles are under development.

Dissemination of knowledge

A third key area that the UNRSC identified as important is
the need to share experiences at international level. Many
countries have developed a strong road safety experience
in the past decades. It is important to learn lessons from this
experience and share them widely. Several of the members
of the Collaboration have contributed to documenting and
sharing this best practice with others. Under the leadership of
the Global Road Safety Partnership, the FIA Foundation for the
Automobile and Society, the World Bank and WHO a series of
road safety good practice manuals has been released. So far
documents on Helmets, on Drinking and driving and on Speed
management have been produced. Other manuals on seat-belts
and child restraints and data collection are under development.
Efforts are being made to make the documents as accessible
as possible by making them available on various websites
(http://www.who.int/roadsafety/publications/en/), translating
them in several languages and holding workshops and training
programmes on their use.

Conclusion

Since its inception the Collaboration has evolved into an
open forum for facilitating international cooperation and
strengthening global and regional coordination. It does not
have the power of a member state based organization which -
such as WP1 or other similar organizations - can adopt binding

instruments which are key to furthering road safety. However,
it does have the strength of providing an open, global and
multi sectoral partnership whose members can - based on
their motivation, individual strengths and resources - relatively
quickly produce useful material, events and momentum to
catalyze and guide action. Such efforts are vital in terms of
lending support to countries to develop their road safety
policies and programmes. This is especially of value to low
and middle income countries, where the rise in road traffic
deaths and injuries is generating motivation to act, but where
capacities to address these issues remain insufficient. The other
main strength of the Collaboration is to provide a platform for
discussion and coordination of international efforts in which all
parts of society, member states, UN agencies, but also victim
associations or private sector have a say. The success of the
First Global UN Road Safety Week or the series of best practice
manuals would not have been achieved without this platform.
The private sector has started organizing itself to create a
larger group of companies that will have representation in the
UNRSC. It is possible that in the coming years, other parts of
society - such as nongovernmental organizations - adopt similar
approaches.

On the UNRSC’s agenda for the upcoming years is to continue
supporting international road safety advocacy and policy efforts
while at the same time identifying ways to increase its support
to national road safety efforts in low and middle income
countries. This will involve a strong focus on capacity building,
including through the support to the implementation of best
practice manuals. Milestones for the coming years include the
development of additional best practice manuals and further
developing their implementation, a second UN road safety
week, and support to the upcoming Ministerial Conference on
Road Safety.




United Nations Road Safety Collaboration

Key Partnhers

UN organizations or specialized agencies

Coordinators:

e WHO

United Nations Regional Commissions
e UNECA

e UNECE

e UNECLAC

e UNESCAP

e UNESCWA

Other agencies

e European Commission - Directorate-General for
Energy and Transport

e International Organization for Standardization

e Joint Transport Reseach Centre of the OECD and
the International Transport Forum

e UNDP

e UN Habitat
e UNHCR

e UNICEF

e World Bank

e World Food Programme
Governments

e Chile Ministry of Transport

e Netherlands Ministry of Transport

e Oman Ministry of Foreign Affairs

e Swedish Agency for International Development
Agency

e Swedish Road Administration

e Transport Canada

e United Kingdom Department for Transport

e United States Department of Transport -
National Highway Traffic Safety Administration

e United States Department of Health and Human
Services

e CDC

e Viet Nam Department of Transportation

Foundations/centres

e Asia Injury Prevention Foundation

e Australian Road Research Board

* FIA Foundation

* International Road Federation

e Transport Research Laboratory

e Transportation Research and Injury Prevention

Programme
e UMTRI
NGOs

e Association for Safe International Road Travel

e Bone and Joint Decade

e European Federation of Road Traffic Victims

e Federation of European Motorcyclists’
Associations

e Federation of European Pedestrians Associations

e Fleet Forum

e Global Road Safety Partnership

* Global Road Safety Steering Committee

e Handicap International

e |Institute of Road Traffic Education

e International Federation of Red Cross and Red
Crescent Societies

¢ International Road Transport Union (IRU)

e laser Europe

e PRI

e RoadPeace

e Road Traffic Injuries Research Network

e Roadsafe

e Rotary International

e World Road Association (PIARC)

Private sector

e European Automobile Manufacturers
Association (ACEA

e Global Road Safety Initiative (GRSI)

e Groupe Michelin

e International Organization of Motor Vehicle
Manufacturers

e Johnson & Johnson Fleet Safety

e Scania
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Case study on road safety: lessons from the EU

Isabelle Kardacz, Head of Unit, Road Safety, DG TREN, European Commission

In 2007, some 43,000 persons died on EU roads. This is
unacceptable!

Road safety is a subject close to millions of European citizens.
Think of the pain and suffering for all these lives lost, think of
those who survive, but remain crippled or paralysed for life;
think of the economic loss for our societies.

Road safety is also a matter for the European Union and its
Member States’ policy, a challenging and endless fight. The
European Commission has set up a collective target for 2010,
which is, reducing by 50% the number of fatalities since 2001.
This is a political and global commitment, and each country
should put road safety very high on its political agenda. Some
countries have made substantial progress, others have not.
More effort is necessary to improve the situation.

What are the main characteristics of road safety and of a road

safety policy?
Road un-safety is a major problem for society, not just a
component ofthe transport system. Its damages are devastating,

from the human and economic points of view: some 2% of
European Union’s Gross Domestic Product.

Road safety is a shared responsibility. This means that all
categories of stakeholders, and of course all road users
themselves, have a special duty. This is true for the European
Union as well, because it can provide added value in many
respects. This is also true for the private sector, even when their
activity has no direct link with road transport. In a nutshell,
governments, local authorities, private users, road hauliers, the
automotive industry, etc. must co-operate.

All stakeholders, and in particular the public authorities, must
implement an integrated approach since road safety lies on
three pillars: the vehicle, the infrastructure, and (last but not
least), users’ behaviour.

The policy of the European Union combines several instruments:
financial support to projects; research and studies; legislation
(only when necessary); there are also new instruments: road
accident data and information (the European Road Safety




Observatory); collecting and publishing best practices; and the
Road Safety Charter.

Overview of the European action

As for vehicles, the automotive industry has achieved
considerable progress in terms of safety over a few years. Cars,
trucks and coaches are safer and safer. Europe has played its
role, either by stimulating public demand for safer vehicles (a
safety rating system called EURO-NCAP) or through a coherent
set of mandatory technical requirements. Let me give some
recent examples: conspicuity of new trucks with retro-reflecting
strips; blind spot mirrors for all trucks; fitment of seat belts in
new coaches; and in a few years, fitment of all new vehicles

with electronic stability control devices.

As for infrastructure, the Commission has proposed a coherent
and comprehensive system for impact assessment, audits and
inspections so that all European roads may become safer and
safer. The European Legislator (i.e. the European Parliament
and the Council together) have recently reached an agreement
on this new legislation. This is the first time that the safety of
road infrastructure has been addressed globally at European
level.

Improving the behaviour of road users is the area with the
highest potential for saving lives, with almost immediate results.
It should be emphasised that speeding, drink driving and the
non-wearing of seat belts are involved in three fatalities out of
four.

Many initiatives can be taken to improve the behaviour of
users. Indeed, the most efficient action in the short term is a
combination of campaigns, enforcement and stricter rules.

Campaigns can take several forms. The European Commission
has given financial support to some major pan-European
campaigns, such as the so called “Euro-BOB” campaign which
has been successfully implemented in almost twenty countries.
The principle is simple: at a party, the one who drives is the
one who does not drink. Let me mention also the campaigns
for children, implemented by the Red Cross. The European
Commission has given financial support to a research project
(“CAST”) which will soon deliver a handbook covering the
preparation, the implementation and the evaluation of road
safety campaigns.

Enforcement is a top priority, in particular in bad-performing
countries. It must also be equally applied to all offenders,
whatever their origin — even out of their country of residence.
This is why the Commission has just submitted a proposal for
the so-called “cross border enforcement”.

The European Union has legislated on a single European driving
licence. One of the recent modifications, through a Directive in
2006, provides for progressive access to the bigger motorcycles,
and for a driving licence for moped drivers —as of January 2013.
On the same subject, professional drivers are now subject to an
initial qualification and regular training.

Further initiatives are to come in the field of behaviour. Let me
mention the very important research project (“DRUID”) which
will give a robust scientific background on impairment due to
alcohol, legal and illegal drugs and their combinations.

The European Road Safety Observatory is basically a public web
site managed by the Commission. Its aim is to gather, analyse
and publish scientific information on the subject. It includes an
impressive series of data and statistic, as well as several manuals

and best practice guidelines. This should be a valuable support
for governments and other stakeholders.

Another European initiative, and probably the most original one,
is the European Road Safety Charter. It has been launched more
than four years ago and it has so far attracted more than one
thousand commitments. Some are modest, some are huge, but
each of them is proportionate to the capacity of the signatory
to do something concrete and realistic — beyond its duty. Every
year, the European Commission organises an award ceremony
for the signatories which have made the best commitments
during the year.

The Commission also organises major events, such as the
European road safety days. The first one took place on 27% April
2007 with a focus on young drivers — simultaneously with the
world week for road safety, and with the same focus. One of its
results was the setting up of a Road Safety Youth Forum, which
met for the first time on 10t July 2008 in Brussels; there were
two delegates from Youth associations in each Country. The
second European road safety day (with a central event in Paris,
13t October 2008) focussed on road safety in cities.

Concluding remarks - about the near future

The European Union has made significant progress, although
insufficient —and, unfortunately, not in all countries. Again, road
safety is an all-instants fight. The action will still go on, as long as
people are dying on roads, because even one fatality is one too
many. We all must continue fighting to improve the situation,
the Commission and the Member States in full co-operation.
It is also the duty of national Parliaments to accelerate the
momentum in countries where the situation is not satisfactory.

To this end, the European Commission intends to propose next
year a new European road safety action programme for the
period 2011-2020. In order to stimulate ideas and action, public
discussion at all possible levels will be encouraged.







Road safety in OECD/ITF countries

The benefits of a safe system approach and
the role of the international cooperation

Jack Short, Secretary General of the International Transport Forum (ITF) and
Director of the Joint Transport Research Centre

1. INTRODUCTION TO THE ITF AND JTRC

The International Transport Forum (ITF) was created in 2007,
by transforming the former European Conference of Ministers
of Transport (ECMT) into a more global body with a broader
mandate. All OECD Member countries and previous ECMT
countries re members of the Forum. The Forum is a global
platform and meeting place at the highest level for transport,
logistics and mobility and aims to foster a deeper understanding
of the essential role played by transport in the economy and
society. The highlight of the International Transport Forum’s
activities is its annual Ministerial meeting in Leipzig, held in the
last week of May.

The Joint Transport Research Centre of the OECD and the
International Transport Forum brings together researchers

from transport Ministries and Transport Research Agencies in
51 countries to undertake joint work on transport policy and
economics.

IN THE

2. ROAD SAFETY ACTIVITIES INTERNATIONAL

TRANSPORT FORUM

ECMT reports and resolutions

Road safety was always one of the pillars of the ECMT
Programme of Work and continues to be central to the work of
the International Transport Forum and Joint Transport research
Centre. The ECMT -- supported by its Road Safety Group --
published numerous reports on road safety and produced
many important policy resolutions and recommendations (see
table 1). These recommendations have tended to be ahead of
their time. For example, the ECMT was the first organisation to

Table 1 — Selected ECMT resolutions and recommendations

Resolution No. 37 on driver training

Reaching the targets of féducing road fatalities by 50% by 2012




officially recommend in the early 1970s the use of seat belts
or blood alcohol limits. These resolutions have helped many
countries to move forward and implement appropriate safety
measures. They have also been used over the years as a major
input by international regulatory bodies involved in road safety
such as Working Party 1 of the UN ECE. A feature of the close
co-operation with WP 1 was the complementary roles of the
two bodies, with ECMT setting the policy direction through the
resolutions and UNECE providing the specific regulatory texts.

For many years ECMT produced substantive and specific reports
on particular topics in road safety. Following a review in 2001 of
the activities carried out with the aid of Professor Karl Rumar
(ECMT, 2006), a broader approach to road safety was initiated.
This approach involved taking a more holistic view of the road
safety challenge and was reflected in agreed recommendations
and resolutions adopted by Ministers in 2006. This new view
encompasses the previous, measure based approach, but also
insisted on a strongly supportive political framework and more
structured policy and institutional responses. This broader
approach is being gradually adopted and is now widely seen as
an essential precondition to reducing crashes on roads.

ECMT target

In 2002, Transport Ministers agreed on a target to reduce by
50% the number of road fatalities by 2012. In many ECMT
countries this target setting has been an impetus to introduce
challenging road safety policies and to adopt at national level
similar ambitious targets. When setting this target, it was
understood that only a few countries would be able to meet it
(see table 2). Nevertheless, it helped many countries to raise
road safety on their political agenda. In addition, in order to help
each Member State to define and implement its own road map
towards meeting that target, the ECMT drew up an extensive
framework of 17 elements that provides a broad outline of how
successful road safety work should be managed.

Peer reviews

At the request of the Ministry of Transport of Lithuania and
later Russia, the ECMT in partnership with the World Health
Organisation and the World Bank, undertook peer reviews of
road safety performance in these two countries. The purpose
of these reviews was to provide an overall description and
assessment of the country’s work to improve road safety and to
suggest, on the basis of international evidence and experience,
steps which might be taken to secure long-lasting, cost-effective
and publicly acceptable improvements in road safety. The results
of these reviews were very well received and contributed to the
development of new safety strategies in these countries.

Research work on road safety

The transformation of the ECMT into the International
Transport Forum was accompanied by important structural
review of the Organisation. Most working groups, including
the ECMT Road Safety Group, were abolished. However,
road safety is still a very important element of the Forum.
In particular, road safety is one of the 5 main strategic
themes of the Programme of Work of the Joint Transport
Research Centre of the OECD and the International
Transport Forum. By promoting best practices and leading
research work, the JTRC has an important role to provide
member governments with tools to implement effective
road safety policies. Recent research work of the Centre
has focused on the following topics:

e Towards Zero: Ambitious road safety targets and the
safe system approach

e Speed management

*  Young Drivers : The Road to Safety

e Motorcycling safety

Topics currently under review are:

e Drugs in traffic

» Safety of heavy vehicles, in the context demands for
higher productivity and regulatory improvements

* Pedestrian safety, in the context of urban space and
health.

The recommendations from JTRC reports have always
been highly regarded and considered as a main reference
in many countries. They have been the basis of policy
decisions including ECMT resolutions.

International Traffic Safety Data and Analysis Group (IRTAD)
The JTRC supports the International Traffic Safety Data and
Analysis Group (IRTAD). Without reliable data, it is difficult to
elaborate an effective road safety policy. Comprehensive data
collection and analysis are essential for designing effective
safety strategies, for setting achievable targets, for developing
and determining intervention priorities and for monitoring
programme effectiveness.

The IRTAD Group has become the permanent focal point of the
Forum dealing with road safety issues. It is a network of road
safety experts and statisticians from 30 countries representing
national governments, research organisations, industry, NGOs,
international organisations. The IRTAD Group is a platform of
exchange on road safety policies. The IRTAD group also manages
the IRTAD database the database which includes more than 500
data items, aggregated by country and year, and shows up-to-
date accident and relevant exposure data, including:

e Injury accidents classified by road network

e Road deaths by road usage and age, by gender and age or
by road network

e (Carfatalities by driver/passengers and by age

e Hospitalized road users by road usage, age bands or road
network

e Accident involvement by road user type (e.g. HGVs, LGVs)
and associated victim data

e Risk indicators: fatalities, hospitalized or injury accidents
related to population or kilometrage figures

e Monthly accident data

e  Population figures by age bands

e Vehicle population by vehicle types

e Network length classified by road network

e Kilometrage classified by road network or vehicles

e Passenger kilometrage by transport mode

e Seat belt wearing rates of car drivers by road network

The IRTAD Group is open to all countries. In September 2008,
the JTRC and the World Bank Global Road Safety Facility signed
a Memorandum of Understanding to formalise co-operation
regarding IRTAD with the view to develop in low and middle
income countries appropriate data collection and analysis on
trafficand road accidents by building on the experience and best
practices of ITF Member countries. Through this co-operation,
it is expected that more countries from all regions of the world



Table 2. Progress amongst ECMT member countries in achieving the ECMT target
of 50% reduction in fatalities 2000-2012*

Average annual reduction
from 2006 onwards
required to reach the -50%
targets in 2012

Average of the annual
Country Fatalities in 2000 Fatalities in 2006  variation in fatalities
since 2000

Luxemburg Target reached
Portugal -0.7%
France -2.5%
Denmark -3.4%
Switzerland -3.7%
Netherlands -4.9%
Germany -5.0%
Latvia -5.3%
Norway -5.7%
Spain -5.7%
Czech Republic -5.8%
Belgium -6.1%
Austria -6.5%
Sweden -6.6%
Greece -7.8%
Poland -8.2%
Slovenia -8.3%
Finland -8.4%
Italy -8.5%
Serbia & Montenegro -8.6%
FYR Macedonia -8.7%
Ireland -9.1%
Bosnia -9.2%
United Kingdom -9.7%
Croatia -9.9%
Moldova -10.0%
Slovak Republic -10.4%
Estonia -10.7%
Albania -10.8%

0,

Liechtenstein 2 in 2005
Malta 11 Figures too small for analysis

L An annual reduction of 5.6% is required to achieve a -50% reduction in fatalities between 2002 and 2012.
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will progressively join the IRTAD group and start collecting data
that will be shared in the IRTAD database.

INTERNATIONAL CO-OPERATION

The ECMT, and now the International Transport Forum has
established strong collaboration with several international
organisations active in the field of road safety.

UNECE, Working Party 1

As said above, the political and technical roles of ECMT and
UNECE combined well to produce policy directions and specific
regulations. This co-operation will continue; the recent reports
of the Joint Transport Research Centre are available to WP1 for
appropriate legislative actions.

UN Road Safety Collaboration

The ITF/JTRC participates in the UN Road Safety Collaboration,
which is a very useful platform to co-ordinate and discuss the
various road safety initiatives taken at international level. The

MO OE M oW DNE

Sowrce; [RTAD, 2008

ol
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UN RSC is a forum where most international organisations
involved in road safety, as well as several national governments,
NGOs and representatives of the private sector are represented.
This type of co-operation ensures that the expertise from ITF
countries and recommendations from its research work are
known and disseminated. The UN RSC has undertaken the
preparation of several manuals on key road safety fields. The
Centre was invited to review the Manual on Helmets. The
Manual on Speed benefited from the results of the JTRC report
on Speed Management. The Centre looks forward to continuing
as an active partner of the UN RSC.

European Commission

The ITF coordinates its work closely with the European
Commission, which is represented in the Managements
Board and the steering committee of the JTRC. Moreover, the
Commission participates actively in some of our working groups.
Wherever possible the ITF supports the Commission’s work
with experience from our non-European Member countries.
The European Commission is a full member of the IRTAD Group
on road safety data and analysis.
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The World Bank

The ECMT and now the ITF has always worked closely with the
World Bank and, for example, the peer review of road safety
performance in Russia was undertaken in partnership with
the World Bank as well as WHO. Very recently, an agreement
between the Centre and the World Bank was reached regarding
co-operation with the IRTAD Group. As mentioned above, the
World Bank is also a key partner of the IRTAD Group on road
safety data and analysis.

PIARC

The Centre is an active member of PIARC road safety committee.
Through this co-operation, it is ensured that research work
from ITF countries is known in other regions where PIARC has a
strong influence.

OVERVIEW OF ROAD SAFETY PERFORMANCE IN OECD/ITF
COUNTRIES

Road crashes account for around 180 000 deaths every year
in OECD and ITF countries, i.e. on average one fatality every
3 minutes. Worldwide, the WHO estimates the annual road
death toll at 1.2 million.

Important progress has been accomplished in ITF countries
to improve road safety, but performance has not been evenly
spread. Over the period 1970-2005 the greatest regional
reductions in fatalities were recorded in the countries of
Western Europe and the Asia-Pacific region (declines of 61%
and 45%, respectively). In North America (United States and
Canada), fatalities decreased by 20%, with reductions generally
greater during the 1980’s than in subsequent years. Central and
Eastern European Countries (CEEC) and the Commonwealth
of Independent States (CIS) achieved considerable annual
reductions in the 1990’s but since 2000 fatalities have stabilised
in the CEEC and have increased in the CIS.

Ambitious Targets
Targets for the reduction of road deaths and injuries have been

set by both individual countries and internationally. At the
international level, the European Conference of Ministers of
Transport (ECMT) set a common target in 2002 for all member
countries to reduce the number of fatalities 50% between 2000
and 2012. As illustrated in Table 1, few Member countries will
achieve the ECMT target by 2012 without substantial additional
effort in the remaining years. However, the fact that some
countries are on track to meet the target demonstrates that
targeted reductions in trauma can be achieved with adequate
political will, institutional organisation and sufficient allocation
of resources.

Ambitious long term vision

Countries with different levels of performance will have
different ambitions in terms of road safety improvement. For
some industrialised countries, a target fatality rate of 6 fatalities
per 100 000 inhabitants will be seen as an ambitious target.
Other countries have already reached this level and will aim
at a higher level of ambition. Zero deaths and serious injuries
represents the extreme level of ambition, based on the belief
that any level of serious trauma arising from the road transport
system is unacceptable. This view is expressed formally in the
road safety policies of the Netherlands and Sweden known as
Sustainable Safety and Vision Zero respectively. This approach is
common in other transport systems and has determined safety
programmes in aviation, rail and shipping for several decades.

This is an aspirational vision in that it may be impossible to
specify all the interventions required to achieve it and road
safety managers and policy makers are required to go beyond
the limits of projected good practice. It therefore requires a
strong commitment to innovation and challenges road safety
professionals and government to develop the institutional
capacitytoachieve the desired results, to form new partnerships,
and seek new effective approaches.

Interim targets to move systematically towards the visionThe
long term vision of eliminating deaths and serious injuries

Figure 1. Change in the number of annual fatalities
for the main OECD/ITF regions 1970-2005
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needs to be complemented with robust interim targets for
specific planning terms up to a decade or so. This will help
ensure the delivery of benefits over the shorter term, essential
if the longer term vision is to remain credible. A results focus
is critical to an effective road safety programme and equally
requires setting targets and identifying the institutional means
and interventions to achieve them. The targets relate to outputs
(e.g. level of enforcement), intermediate outcomes (e.g. mean
travel speeds, seatbelt wearing), final outcomes (e.g. number of
fatalities and serious injuries) and social costs savings.

A relatively small number of countries now use empirically
derived targets, based on quantitative modelling of intervention
options.Inthisapproach, targetsare based onempirical evidence
relating to the selected interventions’ previous effectiveness
combined with best estimates of future effectiveness, using a
model linking inputs and outcomes. This approach to setting
targets is recommended. It bases targets on the achievements
that can be expected from successful implementation of the
interventions that make up the road safety strategy adopted. It
promises immediate safety benefits through a known battery of
interventions. This helps secure community support, and linking
targets to an agreed strategy of interventions strengthens
political support.

As noted, exceptional efforts will be required in most
ITF countries to achieve the targets set by Transport Ministers
in 2002. Accordingly, it is recommended that targets based
on expected outcomes from specified interventions now be
established, as a means to move more systematically towards
the level of ambition established by the 2002 targets.

Main road safety problems and countermeasures

In the course of work on the report Towards Zero: Ambitious
Road Safety Targets and the Safe System Approach, a survey! was
undertaken of leading road safety experts to identify the main
road safety problems in their respective countries, identifying
speeding, drink driving, and the lack of seatbelt wearing as
recurrent problems. Other key issues include young drivers, who
are heavily overrepresented in road fatalities and whose crash
involvement also imposes high risks on their passengers and
other road users. Insufficiently safe infrastructure for current
travel speeds, as evidenced by the high fatality risk on many
rural roads was and insufficient motor vehicle crash protection
for occupants were also identified as important issues.

These issues and key countermeasures are discussed briefly in
the following paragraphs. The interventions discussed are the
starting point for road safety policy in all countries.

e Speed

Speeding, i.e. inappropriate speed and excessive speed, is the
major road safety problem in a majority of member countries,
often contributing to as much as one third of fatal accidents and
being an aggravating factor in the frequency and severity of all
crashes. Speeding is a widespread social problem as typically, at
any time, 50% of drivers are above the speed limits. Enforcement
of existing speed limits can provide immediate safety benefits,
perhaps more quickly than any other single safety measure.

! http://internationaltransportforum.org/jtrc/safety/targets/Performance/
performance.html

Effective speed management also requires that speed limits
are appropriate for the standard of the road, the roadside
risks, road design, traffic volumes and mix and presence of
vulnerable road users. Public support for reduced speed limits
needs to be fostered, as there is generally little understanding
that small reductions in speed produce substantial reductions
in trauma (see figure 2). Other essential components of speed
management are infrastructure improvement and the use
of new technologies, such as intelligent speed adaptation, to
modify behaviour.

Figure 2. Relationship between change
in mean speed and accident rates
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e Drink Driving

Inmany countries, 20% or more of driver fatalities involve a blood
alcohol content (BAC) level in excess of the legal limit. Drink
driving remains a blight upon road use in these countries despite
many years of active countermeasure application including
quite severe penalties. However, despite its importance,
many countries are unable to provide comprehensive data on
alcohol-related fatal crashes and knowledge of drink driving
crash involvement and trends is often unavailable. Best practice
experience indicates that highly visible policing using random
breath testing is needed to enforce blood-alcohol limits that
should notexceed 0.5g/Iforthe general population. Enforcement
is most effective when backed by extensive publicity, with tough
sanctions for repeat offenders. Alcohol interlocks fitted to all
vehicles are a future option, subject to successfully increasing
public acceptance.

e Seatbelts

In many countries, around 50% of the people killed in road
crashes were not wearing a seatbelt. Many of these lives
could have been saved had they done so. Compulsory use of
seatbelts was introduced in the first countries well over 25
years ago. Today, in some countries, seatbelt wearing is still
only compulsory in the front seat and child restraint systems are
neither mandatory nor regulated. Legislation with firm police
enforcement backed by intensive mass-media programmes
and penalties is the most effective strategy to improve seatbelt



wearing. Technologies such as seatbelt reminder systems and
seatbelt ignition interlocks could almost completely counter
the non-wearing of seatbelts if introduced universally but
would require a high degree of community and vehicle industry
acceptance for universal deployment.

e Safer infrastructure

Appropriate measures include targeted road improvements
that identify and treat the highest crash locations with specific
treatments such as audible edge-lining, shoulder sealing,
clearing of roadside vegetation and the construction of passing
lanes. For longer term, a systematic, proactive approach to road
infrastructure design and renewal is needed.

Enhanced vebhicle safety

The safety of vehicles has improved significantly in recent years,
due to technological development of passive (crash protection)
and active (crash avoidance) systems. In particular, Electronic
Stability Control systems represent a major recent advance
in active safety, with collision avoidance and lane departure
warning systems examples of other promising technologies.

Reduced young driver risk

Young drivers, who are heavily overrepresented in road fatalities
and whose crash involvement also imposes high risks on their
passengers and other road users. Graduated licensing schemes
in tandem with extended training during the learner period
have been effective in reducing deaths among young drivers.
Components of a graduated licensing can include night-driving
and peer-passenger restrictions, graduated demerit points
while on probation, zero blood-alcohol content tolerance and
extended learning periods while under supervision to provide

Figure 3. Proportion of Young People in Traffic
Fatalities and Population,

OECD Countries, 2004
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for driving in a variety of road and weather conditions.

More holistic policies: the safe system approach

Effectiveimplementation of the interventions described involves
management processes that include analysing data to identify
key problem areas, setting targets for achievement, choosing
effective interventions, building community and political
support, allocating sufficient resources to implementation and
to monitoring and evaluating performance. Results focussed
management and adequate funding for these proven measures
achieves major improvements in road safety performance.
Nevertheless, raising the level of performance to meet the
challenge of the vision of zero road deaths requires a shift to a
more comprehensive, Safe System approach to road safety.

The Safe System approach — which is the focus of the just
published report Towards Zero: Ambitious Road Safety Targets
and the Safe System Approach -- builds on existing interventions
but reframes the way in which road safety is viewed and
managed in the community. It addresses all elements of the
road transport system in and integrated way with the aim of
ensuring crash energy levels are below what would to cause
fatal or serious injury. It requires acceptance of shared overall
responsibilities and accountability between system designers
and road users. It stimulates the development of the innovative
interventions and new partnerships necessary to achieve
ambitious long term targets.

The basic strategy of a Safe System approach is to ensure that
in the event of a crash, the impact energies remain below
the threshold likely to produce either death or serious injury.
This threshold will vary from crash scenario to crash scenario,
depending upon the level of protection offered to the road
users involved. For example, the chances of survival for an
unprotected pedestrian hit by a vehicle diminish rapidly at
speeds greater than 30km/h, whereas for a properly restrained
motor vehicle occupant the critical impact speed is 50km/h (for
side impact crashes) and 70 km/h (for head-on crashes).

Several countries are currently using a Safe System approach
in developing and implementing their road safety programmes.
Sweden has developed a ‘Vision Zero’ approach, the Netherlands
has developed a closely related ‘Sustainable Safety’ approach,
and several jurisdictions in Australia are establishing similar
programmes. While the specific details vary, Safe System
approaches typically:

Aim to develop a road transport system better able
to accommodate human error. This is commonly
achieved through better management of crash
energy, so that no individual road user is exposed to
crash forces likely to result in death or serious injury.

Incorporate many strategies for better management
of crash forces, with a key strategy being road
network improvements in conjunction with posted
speed limits, the latter set in response to the level of
protection offered by the road infrastructure.

Rely on strong economic analyses to understand the
scale of the trauma problem, and direct investment
into those programmes and locations where the
greatest potential benefit to society exists.



Are underpinned by comprehensive management
and communication structures incorporating all key
government agencies and other organisations which
have a role in determining the safe functioning of the
transport system.

Align safety management decision making with
broader societal decision making to meet economic
goals and human and environmental health goals, and
to create a commercial environment that generates
demand for, and benefits the providers of, safe road
transport products and services.

Embrace the ethos of “shared responsibility” for
road safety among the various actors of the road
transport system, such that there is a shared vision
amongst citizens, public, private and not for profit
organisations regarding the ultimate safety ambition,
and how to achieve it.

how crashes occur is based on very limited research. A more
complete picture would provide the basis for more effective
interventions. High-income countries will rely increasingly on
innovation to work towards the ultimate goal of eliminating road
deaths and serious injuries. Low and middle-income countries
will benefit from these advances.
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The changed view of road user responsibilities is a key feature of
a Safe System approach. Sustainable Safety describes the road
user as the weakest link in the transport chain, unpredictable
and not to be relied upon to behave safely, education and
information efforts notwithstanding (Wegman et al., 2005).
Both Sustainable Safety and Vision Zero argue that for as long
as inappropriate behaviours are likely, those individuals and
organisations with system design responsibilities need to strive
to protect all road users from the impact of those behaviours.

The Importance of international co-operation

Research and knowledge transfer will play a pivotal role in the
design and delivery of interventions aimed at achieving a Safe
System approach and in attaining results that go well beyond
what has been achieved so far. The understanding of why and
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Implementing the Recommendations of the
World Report on Road Traffic Injury Prevention
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Country guidelines for the conduct of road safety
management capacity reviews and the related
specification of lead agency reforms, investment
strategies and safety programs and projects

Bjorn Stafbom, Transport and Urban Development Department, the World Bank

ROAD SAFETY FACILITY

Introduction

The World Health Organization (WHO) and the World Bank jointly
issued the World Report on Road Traffic Injury Prevention on
World Health Day 2004, dedicated by WHO to the improvement
of global road safety. The report’s publication signaled a growing
concern in the global community about the scale of the health
losses associated with escalating motorization and a recognition
that urgent measures had to be taken to sustainably reduce
their economic and social costs.

Purpose of guidelines

These guidelines specify a management and investment
framework to support the successful implementation of
the World Report recommendations, and include practical
procedures designed to accelerate knowledge transfer and
sustainably scale up country investment to improve road safety
results. They have been prepared to assist World Bank staff,
country road safety professionals, international consultants,
community groups, private sector organizations, and all
other global, regional and country partners and stakeholders
undertaking country road safety projects.

Implementing the World Report recommendations

The findings of the World Report culminated in six overarching
recommendations that set out the strategic initiatives necessary
to improve country road safety performance:

1.

Identify a lead agency in government to guide the
national road safety effort

Assess the problem, policies and institutional settings
relating to road traffic injury and the capacity for road
traffic injury prevention in each country

Prepare a national road safety strategy and plan of
action

Allocate financial and human resources to address the
problem.

The World Bank Global Road Safety Facility has been
operational since March 2006, and is located in the
Transport Unit of the World Bank. Donors include the
Governments of Australia, Netherlands, and Sweden,
the FIA Foundation in the United Kingdom, and the
World Bank’s Development Grant Facility. The Facility
is the first funding mechanism designed to support
capacity building and provide technical support for
road safety at global, regional and country levels, to
implement the recommendations of the World Report
on Road Traffic Injury Prevention. It has a governance
structure in place, Executive and Advisory Boards,
and a ten-year donor endorsed Strategic Plan.

At the country level the Facility is active in every
World Bank region where it is supporting road
safety management capacity reviews linked to
World Bank operations designed to scale up road
safety investment, accelerate road safety knowledge
transfer, and achieve quick results in terms of
improved road safety performance.

The Facility has issued grants, either directly or
through sponsored partners, in countries including
Argentina, Peru, Uruguay, Bangladesh, Indonesia,
China, Cameroun, Burkina Faso, Nigeria, Ethiopia,
Mozambique, Bulgaria, Serbia, Bosnia and
Herzegovina, Kazakhstan, and others. The Facility has
already established important global and regional
partnerships with entities such as the United Nations
Road Safety Collaboration, the Global Road Safety
Partnership, the International Road Assessment
Programme, the Global Road Safety Forum, the
International Road Federation, the Road Traffic
Injuries Research Network, and the International
Road Traffic Accident Database.

For more information, please see:
http://www.worldbank.org/grsf




5. Implement specific actions to prevent road traffic
crashes, minimize injuries and their consequences and
evaluate the impact of these actions

6. Support the development of national capacity and

international cooperation.

Implementing the recommendations of the World Report
requires capacity building at the global, regional and country
levels, to create the resources and tools necessary to target
initiatives on a scale capable of reducing significantly and
sustainably the global health losses arising from escalating road
deaths and injuries.

At the country level implementation requires an integrated
framework that treats the World Report recommendations as
a totality and ensures that institutional strengthening initiatives
are properly sequenced and adjusted to the absorptive and
learning capacity of the country concerned. Emerging global
and regional initiatives aiming to assist the acceleration of
knowledge transfer to low and middle-income countries and
the scaling up of their road safety investments must also be
harmonized and opportunities taken to combine and leverage
the effective weight of resources being mobilized to improve
the results being achieved. The guidelines provide a pragmatic
approach designed to overcome institutional capacity barriers.

Implementation steps
The guidelines set out an implementation process in two key
steps:

Step 1: Conduct country capacity review (World Report
recommendation 2).

Assess lead agency role (World Report recommendation 1).

Specify investment strategy (World Report recommendations 3
& 4)

Step 2: Prepare and implement safety programs and projects
(World Report recommendations 5 & 6)

Implementation Step 1: Conduct country capacity review
Assessing and strengthening country road safety management
capacity is critical to the successful implementation of the
World Report recommendations. Country capacity weaknesses
present a formidable barrier to success and the central issue is
how to accelerate the necessary process of shifting from weak
to strong institutional management capacity to govern the
production of improved road safety results.

The guidelines provide detailed checklists to assess country
safety management capacity. They also provide frameworks to
identify lead agency strengthening priorities and specify country
investment strategies and implementation options.

Successful implementation of the investment strategy hinges
on designing projects that accelerate the transfer of road
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safety knowledge to participants, strengthen the capacity of
participating partners and stakeholders, and rapidly produce
results that provide benchmark measures to dimension a roll-
out program.

In setting out a long-term investment strategy it is important
to have a vision of where the country concerned aims to be in
performance terms by the end of the planning horizon and a
clear understanding of how this will be achieved. Such a vision
will be shaped by the desire to bring safety results under control
on a sustainable basis. The time frame for this must be realistic
and for planning purposes it is recommended to consider
three successive phases of around five years each, covering
the establishment, growth and consolidation of the investment
strategy.

In the establishment phase it is important to take control of the
safety situation in targeted high crash-density corridors and
areas to demonstrate what can be achieved and to assemble the
evidence base to dimension a roll-out program for the growth
phase. It is also important during the establishment phase to
undertake more detailed reviews of all areas of revealed capacity
weakness and to build the necessary data management systems
required to govern the total network.

In the growth phase key priorities are to put in place a robust
performance management framework for all participating
agencies, to nationally roll-out targeted safety programs
systematically across high crash-density sections of the road
network, and to implement all the findings of intervention
benchmarking and policy reviews.

In the consolidation phase key priorities are to devolve the
performance management framework to regions, provinces
and districts and to take all the necessary measures to improve
management and operational efficiency and effectiveness and
seek opportunities for future safety innovations.

Implementation Step 2: Prepare safety programs and projects
Following the conduct of the country capacity review the
second step in the process is to prepare safety programs and
projects to launch the identified investment strategy. Successful
implementation hinges on designing projects that accelerate the
transfer of road safety knowledge to strengthen the capacity of
participating entities and rapidly produce results that provide
benchmark measures to dimension a roll-out program.

The overall sequencing of the project preparation process is
crucialtoitssuccessfulimplementation. Thefirststepistoprepare
a project specification, based on the findings of the country
capacity review. This should be sufficiently comprehensive to
outline all components, partnerships and targeted results. The
second and third steps are to reach consensus on the project
management arrangements and the monitoring and evaluation
procedures. Once agreement is reached on the overall project
concept, the results it is trying to achieve and how these will be
managed and measured, the final step is to prepare a detailed
project design.



The guidelines provide detailed steps to address:

e Implementation priorities

e  Project objectives

e Scale of investment

e  Capacity strengthening priorities

e  Results focus

e  Project management arrangements
e  Monitoring and evaluation

e Detailed project design

Case studies are provided to highlight the importance of the
lead agency role in directing the national road safety effort.

It is important that any initiatives designed to improve country
road safety performance are centered on the lead agency role
and driven from the fundamental objective of strengthening
national leadership, in accordance with the priority given to
this by the key and overarching World Report recommendation.
Particular attention should be paid to the leadership required to
provide effective program and project management and related
inter-agency coordination functions.

A core project objective is the achievement of quick and proven
safety results and the development of benchmark performance
measures to dimension a national roll-out program of successful
initiatives to the remaining high risk corridors and areas. This
places a high priority on ensuring that the monitoring and
evaluation procedures are effective and that this focus on results
achieved underpins the leadership and coordination of the
project during its implementation. It also places a high priority
on sustaining the emphasis on transferring good practices
into the country concerned and accepting the challenges of
innovation and ‘learning by doing’ that this entails.

The central idea is to accelerate knowledge transfer and build
country capacity in a targeted process that demonstrates when
good practice measures are taken road safety performance
can be dramatically improved. In this way the business case for
higher levels of sustained investment can be prepared, built on a
platform of strengthened country capacity and proven success.

Above all, it should be clearly understood that the project is the
first step in a longer process and that an overarching priority is
placed on ensuring that the project’s research and development
and knowledge transfer potential is fully realized.
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The origins of uniform road signs and signals
and the FIA Foundation’'s commitment to
iImproving road safety globally

David Ward, Director General of the FIA Foundation

Next year will be the centenary of the world’s first
intergovernmental treaty on road traffic. In October 1909
delegates from sixteen countries met in Paris at the invitation
of the French Government and signed the ‘Convention with
respect to the International Circulation of Motor Vehicles'.

Five years before thirteen motoring organisations from Europe
andthe United States of America had established the Association
International des Automobiles Club Reconnus (AIACR) which
was the original name of the Federation Internationale de
I’Autmobile (FIA). The AIACR’s mission was to develop common
rules for international motorsport and promote motoring
abroad. They advocated common rules of the road, rights
of cross border transit, and the adoption of standardised
international road signs.

The Paris meeting was the beginning of a century of international
dialogue between motoring organisations and national
governments on road safety and mobility issues.

The Paris meeting began to develop the rules of the road that
are so familiar to us today. The 1909 Convention contained
articles on driving qualifications, cross border travel, national
identification marks, road signs and also introduced the
language of ‘type approval’ for motor vehicles. The Convention
stated that automobiles must be “so designed as to prevent, as
far as possible, all danger of fire or explosion, as not to frighten
by its noise animals, whether ridden or driven, and as not to
give rise to any other cause of danger to traffic or seriously
to inconvenience by the emission of smoke or vapour any
persons using the road”; so ‘green’ issues seem to have been as
prominent then as now.

Reassuringly, the Convention also insisted that motor cars must
be equipped with “a strong steering apparatus, which will allow
the car to be turned readily and with certainty” and to have
“two brakes, each independent of the other and adequate for
its purpose”. Familiar requirements, of course, only today we
talk about Anti-Lock Brakes and Electronic Stability Control!

The cataclysm of the First World War seriously disrupted
implementation of the Convention and the work of the AIACR.
However, with peace restored and the creation in 1920 of the
League of Nations the business of promoting safe roads and
motoring began again.

The French Government again hosted an international traffic
conference in 1926 which amended and added provisions to the
1909 Convention. The Conference was held under the auspices




of the League which had established an ‘Organisation for
Communications and Transit” in which the AIACR participated

With the involvement of experts like Mervyn O’Gorman, of the
UK’s Royal Automobile Club who inspired the adoption of the
country’s Highway Code in 1931, the AIACR played a very active
role in the development of international road traffic law. Thus in
1931, the League convened the European Conference on Road
Traffic, this time in Geneva, and adopted the AIACR’s proposal
that road signs should use symbols rather than words. The
resulting ‘Convention concerning the Unification of Road Signals’
established the system of triangular signs for danger, circular
signs for instructions and rectangular signs for information that
still applies today.

In 1939, once again world war brought a halt to the work of both
the League of Nations and AIACR. However, with the agreement
to establish the United Nations (UN) in San Francisco in 1945,
the work of the League transferred to the new international
organisation.

Post war also saw the AIACR reconvene but this time as the
FIA and in 1947 the new Federation was invited to assume
consultative status with the UN. In the same year the United
Nations Economic Commission for Europe (UNECE) established
its Inland Transport Committee and in 1949 the UN Convention
on Road Traffic was adopted in Geneva.

With the enormous growth of motorisation in the post war era,
the FIAand its member clubs became leading stakeholdersin the
development of international road traffic norms and standards.
The UNECE’s work similarly grew with the establishment of
the Working Party on Road Traffic Safety (WP.1) and on Vehicle
Regulations (WP.29), and through the adoption of the Vienna
Conventions on Road Signs and Road Traffic in 1968 and the
European Agreements supplementing them in 1971.

In more recent decades the FIA has further intensified its
engagement in global automotive issues. Under the leadership
of its current President Max Mosley, the FIA has become a
powerful and independent voice championing safe, clean and
affordable motoring. Building on its unique combination of
experience of road and race track safety, the FIA has become
a leading advocate of the ‘safe systems’ approach to injury
prevention. This recognises that action to promote road safety
requires combined action on road design, vehicle engineering,
and road user education and enforcement.

In the field of vehicle standards, for example, in the 1990s,
the FIA lead a campaign to strengthen European Union crash
test legislation proposed by the European Commission. This
campaign successfully achieved in 1998 the introduction
of the offset frontal and side impact crash tests which have
subsequently been transferred into UNECE regulations.

The FIA at the same time became a founding member of the
European New Car Assessment Programme (EuroNCAP), with
Max Mosley serving as its Chairman. At the launch of the
EuroNCAP tests in 1997 industry sources suggested that no
car could achieve a four star rating but in the same year Volvo
achieve this with the V40. By 2001 Renault achieved the first
five star rating with its Laguna model and then capped this
achievement by becoming the first manufacturer to win five
stars for a super-mini, the Modus.
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According to the European Commission a five star car has a
36% lower intrinsic fatality risk than a vehicle designed to meet
the regulatory standard. This shows the huge improvement in
vehicle safety brought about by the combination of legislative
standards, consumer information, and strong independent
advocacy by the FIA.

Also in the mid 1990s the FIA pushed hard for greater global
harmonization of vehicle safety and emission standards.
Differing regulatory requirements around the world increase
costs to industry and the consumer alike and can prevent the
spread of new safety and emission control technologies. The
FIA, therefore, strongly supported the initiative to encourage
more global participation in the work of the UNECE’s Vehicle
Regulations body and jointly sponsored a conference of the
EU-US Transatlantic Business Dialogue held in Washington
DC in 1996. This important event led to the global agreement
by the UNECE in 1998 to establish WP.29 as the World Forum
for Harmonization of Vehicle Standards. Indeed, it was a
key recommendation of the FIA that the name of WP.29 be
changed to take on a more global aspect combined with a
strong commitment to the highest possible levels of consumer
protection.

Since then the FIA has been delighted with the recent progress
in developing safety related global technical regulations (GTRs).
In particular, the FIA has strongly supported the development
of a regulation for Electronic Stability Control (ESC). The most
important safety technology since the seat belt, ESC has the
potential to reduce substantially road traffic fatalities by as
much as 10,000 in the USA and by at least, 4,000 in the European
Union. The anti-skid technology will be mandatory in America
by 2012 as a result of pioneering legislation by the National
Highway Traffic Safety Administration and the European Union
will now follow this example. Meanwhile, agreement has
been reached on a GTR for ESC which is great progress indeed
and demonstrates the vital importance of the UNECE’s World
Forum. The FIA has also been proud to play a leading role in the
campaign ‘Choose ESC’ which aims to raise consumer awareness
of the benefits of this life saving system.

In 2001 the FIA took its international engagement to a new
level when it donated $300 million to the newly established
FIA Foundation for the Automobile and Society. Registered as
an independent charity in the UK, the Foundation works to
promote road safety, the environment, mobility and motor sport
safety. Since its creation, the Foundation has become a leading
supporter and donor to global road safety and environmental
programmes. Itisamemberof the UN Environment Programme’s
Partnership for Clean Fuels and Vehicles promoting the final
removal of unleaded fuels globally and the encouragement of
an international agreement of a sulphur content in fuel of less
than 50ppm.

This year the Foundation established a Global Fuel Economy
project together with UNEP, the International Energy Agency,
and the International Transport Forum to explore the possibility
of halving fuel consumption of the world vehicle fleet by 2050.
Progress on this scale is vital if we are to stabilize the growth of
greenhouse gases and avoid dangerous climate change.

However, it is global road safety that the Foundation has made
its most pressing priority. Concerned that the rising tide of 1.3
million road deaths and more than 50 million injuries mostly



From left: Chairman of the Commission for Global Road Safety Lord Robertson
of Port Ellen, UN Secretary-General Ban Ki-moon and actor Michelle Yeoh
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in low and middle income countries has been overlooked
by the international community, the Foundation decided to
concentrate on putting road safety on the global agenda.

In 2003 it hosted a major conference on the issue in London with
the then Director General of the World Health Organisation,
Dr Gro Harlem Brundtland. With grant support from the
Foundation, Dr Brundtland announced that the 2004 World
Health Day would be devoted to road safety, the first time the
issue had gained such global recognition. Thus on 7™ April 2004,
President Chirac of France inaugurated the World Health Day in
Paris on the theme ‘Road Safety is No Accident’ which coincided
with the publication of the World Report on Road Traffic Injury
Prevention by the WHO and the World Bank. One week later
the UN General Assembly debated road safety for the first time
and agreed to create the UN Road Safety Collaboration which
brings together the WHO, the UNECE and all the UN regional
Commissions together with NGOs and stakeholders, including
the FIA Foundation.

Building on this success the FIA Foundation then proposed
to the UNECE that its traditional European road safety week
become global. This proposal was agreed and then approved by
the UN General Assembly in 2005. The first ever UN Global Road
Safety Week was subsequently held in April 2007 with major
launch events in Geneva and London. In parallel the Foundation
also became a founding donor to the World Bank’s Global Road
Safety Facility which aims to give support for capacity building
for road injury prevention programmes in low and middle
income countries. The Facility has since been able to assist the
work of the UN Road Safety Collaboration which has prepared a
series of good practice manuals dealing with major road injury
risk factors such as speeding, drink driving, non-use of helmets
and seat belts. It has also assisted the work of the International
Road Assessment Programme in developing an innovative star
rating system for road infrastructure safety that shows very
clearly the cost effectiveness of improving the safety design of
road networks.

Building on this momentum, the FIA Foundation in 2006
supported the establishment of the independent Commission
for Global Road Safety. The Commission is a high level group
chaired by the former Secretary General of NATO, Lord Robertson
of Port Ellen. The Commission aims to raise awareness of road
safety as a key issue of sustainable development and call for
action. In June 2006 the Commission published its Make Roads
Safe report making three key proposals that the international
community should support:

A $300 million, 10 year Action Plan to promote multi-
sector national road safety capacity building in low
and middle income countries should be funded by
donor governments and private sources and managed
by the World Bank Global Road Safety Facility;

At a minimum 10% of all road infrastructure projects
should be committed to road safety design, rating
and assessment and community wide initiatives;

A Ministerial Conference on Global Road Safety should
be held in 2009 to review implementation of the
WHO/World Bank World Report on Road Traffic Injury
Prevention recommendations.
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To support these three proposals the FIA Foundation last year
launched the Make Roads Safe campaign. Centrepiece of the
campaign was a global petition aiming to reach above 1 million
signatures to symbolise the 1.3 million road traffic deaths per
year. The campaign received the endorsement of world leaders
including Tony Blair and Mary Robinson, and Nobel Prize winners
Archbishop Desmond Tutu, Costa Rican President Oscar Arias
and former US President, Jimmy Carter. Sports stars and film
celebrities such as Michael Schumacher and Michelle Yeoh also
backed the campaign. By March this year the petition target was
reached and was presented to the UN Secretary General, Mr
Ban Ki-moon in New York on the occasion of a further General
Assembly debate on road safety. The Commission’s proposal
that there should be a UN Global Ministerial Conference on road
safety was approved by the UN General Assembly, enormously
helped by the generous offer of the Russian Federation to host
the meeting in Moscow in November next year.

To contribute to the agenda of the Moscow Ministerial
Conference, Lord Robertson’s Commission met in September
this year in St Petersburg and agreed to propose that 2010 to
2020 become a decade of action for global road safety. The
Commission believes that ten years of sustained commitment
to building road traffic injury prevention programmes in low
and middle income countries could first stabilise and then start
to reduce the number of people killed on the road.

The Commission will prepare a second report to be launched
on 5™ May next year at a conference in Rome (coinciding with
the Italian Presidency of the G8) and will recommend that the
Moscow Ministerial should set the ambitious goal to achieve a
50% reduction in the forecast increase in road deaths by 2020.
So almost exactly one hundred years after the original road
traffic convention conference in 1909, the Moscow Ministerial
provides a wonderful opportunity to build on the pioneering
efforts of those who met in Paris one hundred years ago with
the ambition to ensure that motor vehicles “do not give rise to
any cause of danger”.

The FIA Foundation is proud to be following in the footsteps of
both those delegates in Paris and of the founders of the FIA and
their shared commitment to safe and sustainable mobility.

Above: Michalis Adamantiadis and Lord Robertson at
the UN General Assembly March 2008



The Global Road Safety Partnership

Andrew J. Pearce, Chief Executive, Global Road Safety Partnership (GRSP)
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The Global Road Safety Partnership (GRSP) brings together
governments, the private sector and civil society organizations
to prevent road crashes and road trauma in low and middle
income countries. GRSP was established in 1999 as part of the
World Bank’s Business Partners for Development Programme
and is hosted by the International Federation of the Red Cross
and Red Crescent Societies at its secretariat in Geneva.

For more information on GRSP, please visit our website at
www.grsproadsafety.org

The articles below present a snapshot of GRSP actives from
around the globe.

Middle East partnership emerges

Delegates from throughout the Arab Mashreq region gathered
in Qatar in October to discuss a proposal from the UN Economic
Social Commission for Western Asia (UNESCWA), GRSP and Shell
Qil to establish a regional road safety partnership. Hosted by the
Ministry of Interior of the Government of Qatar, the meeting
proposed a regional partnership — or “expertise centre” — to
facilitate the sharing of knowledge, learning and best practice
materials throughout the region.

According to the World report on road traffic injury prevention,
road crashes in the region are estimated to cost $7.4 billion
annually (around 1.5% of GNP) and road traffic fatalities are

expected to rise by up to 68%by 2020. “Road safety is clearly
an issue of governmental, public and business concern,” said
Bassam Anani, First Economic Affairs Officer, UN ESCWA. “The
Partnership intends to ask two key questions of interested
members: What do | need? And what could | offer others?

Oetober, 2008 [ 299
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Building the Arab Mashreq Road Safety Partnership (AMRS)

Launch of the Middle East Partnersh:p with UNESCWA

By working in a broad partnership, we hope that many of the
‘needs’ can be addressed efficiently using existing approaches
or materials. Where there are gaps, we hope that governments
and/or businesses can work together, therefore saving time and
money, to develop materials that can subsequently be used by
all members of the Partnership’.

Asia at the crossroads
Building capacity “step-by-step” to meet the driving demands
of Asia’s growth

The journey of 1,000 miles begins with a single step. But to get
a sense of how quickly people in Asia might cover that di stance
these days, all you have to do is walk across a busy intersection
in Bangkok, Beijing or Phnom Penh. Streets already filled with
taxis, bicycles, rickshaws, pushcarts and trucks are even more
choked with fast-moving cars and motorcycles.

More and more, the first step people take for any journey is
into a car or onto a motorcycle, the fastest growing mode of
transport in Asia. Economic growth in Asia is spurring rapid
motorization and, correspondingly, a spike in casualties.

“When you look at the survey of injuries and fatalities due to
the road crashes, it’s on the rise rapidly,” says Pinjaroenpun
“Jan” Buaboun, GRSP coordinator for re- gion covering six of the
ten member ASEAN countries. “That’s across the board for the
six main countries | work with.”

With assistance from GRSP and its partners, countries have
responded with an array of legislation, partnerships, road safety
action plans, professional development, improved infrastructure



and programmes aimed at building the local capacity to manage
road safety.

By partnering with local governments, NGOs, private business,
volunteers and others, GRSP’s team is helping these countries
build sustainable long-term capacity, based on their own
political, cultural and economic circumstances.

Late last year, for example, GRSP received a USD850,000 grant
fromthe Japan Social Development Fund to enable a programme
that encourages young people in northeastern Thailand to wear
motorcycle helmets. The grant supports public awareness,
subsidies for helmets, enforcement and first aid training and it
allows local communities to set road safety priorities.

And in Cambodia, GRSP is working with Handicap International
on various road-safety programmes, including helmet wearing
compliance and development of helmet standards. Handicap
International began working in the region to pre- vent casualties
from landmines, but has since begun working to prevent crash
road injury. A similar partner- ship has begun in Lao PDR.

Despite the progress, Asian countries have a ways to go. Take
the case of China. The 2008 Beijing Olympics served as just one
of the most visible examples of the country’s growing power
in the world economy. Developments for the Olympics led to
several road and public transport improvements.

But even GRSP programmes there are just the beginning of a
long process, says Ann Yuan, GRSP’s coordinator for China.
“Even in advanced Sweden and Australia, it’s taken over 40
years to get to today’s level,” she says. “I think China has to
go through that process as well.” That process happens “step-
by- step,” says Yuan, who works with partners on a variety of
initiatives, from drinking and driving, to speed management on
China’s highways, to intersection improvements in Beijing.

GRSP has given police training sessions in Cambodia and
research assistance to help identify problem areas. “What we
do is build their capacity — help them in building their ideas, in
their context,” she said.

The region’s relatively long track record, and steady funding
levels via GRSP members has led to the creation and field-testing
numerous initiatives. The knowledge gained on the street here
is now spreading to other areas just now making their first steps
toward road safety.

Poland takes on drinking and driving

Drink-drive prevention has been a primary focus of GRSP Poland’s
work in 2008. GRSP is cooperating with the City of Olsztyn, in
northeast Poland, to develop and roll out a comprehensive drink
drive prevention programme based on the recommendations of
the UN good practice manual “Drinking and Driving: a road safety
manual for decision-makers and practitioners.” The programme
aims to reduce of the number of drink drive crashes in the

city, enhance law enforcement efforts, and increase community
action.

In September, the regional road safety council (WORD) hosted
a two day workshop to develop a two-year action programme,
building on the results of a situation assessment which took
place in the first half of 2008. On October 13, the City of
Olsztyn launched the first ,Pite ? Nie jed !” (Don’t drink and
drive) campaign including a media campaign and intensified
enforcement. Vice Mayor of Olsztyn, Ms. Anna Wasilewska was
invited to speak

about the programme at the 2008 European Road Safety Day
event in Paris.

The city is coordinating the implementation of the action
programme with leadership from the Mayor’s office and
dedicated support from the traffic police. GRSP Poland partners
Michelin, GM and the Safe Driver Foundation are supporting the
local activities. National actors including the NRSC, the national
traffic police, and the Polish Spirits Industry are also supporting
the city’s efforts.
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UNECE fransport statistics as a tool for road safety

Transport Statistics and Road Safety are among the most
important issues carried out by the UNECE Transport Division.

The link between road safety and transport statistics was
obvious from the beginning.

At its first session, the ITC adopted its Resolution No. 8 on
Statistical Information (25 October 1947) inviting governments
to send certain statistical data.

The Working Party of Experts on Statistical Information was
set up on 10 February 1948. During its 3™ session, the ITC
recommended that Governments should submit promptly a
minimum of comparable statistical data.

In 1951, the ITC Resolution No. 97 on Accidents Statistics
suggested procedure for studying the problem. The ITC called,
in 1952, for uniformity in transport accident statistics.

By its Resolution No. 14 (10 December 1949), the 4 session
of the Working Party on Road Transport decided to study the
problem of prevention of accidents. An Ad hoc Working Group
on this prevention was created in 1950.

At its 9% session, the Working Party on Road Transport adopted
its Resolution No. 50 on “Road Traffic Statistics” (6 June 1956).
The Working Party of Experts on Statistical Information (ancestor
of the existing Working Party on Transport Statistics, WP.6) was
requested to study the possibility of conducting traffics counts.
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Ould Khou Sid’Ahmed, UNECE Transport Division

The Working Party WP.6, which will hold its 60" session next
year, is the body responsible for collection, dissemination and
harmonization of transport statistics for the UNECE member
States:
e Collection and dissemination of transport statistics,
including data on motor traffic, road traffic accidents
and rail traffic;
Common methodologies to facilitate and improve
the collection of information on road, rail and inland
waterway traffic flows and infrastructure parameters
through surveys and censuses.

Statistics of road accidents are collected through a web
questionnaire circulated and developed jointly with the
International Transport Forum (ITF). Another web questionnaire
on transport statistics is common to UNECE/Eurostat/ITF. A
glossary of transport statistics is also a joint activity by the three
Organizations.

Data collected are disseminated through publications such as:
Annual Bulletin of Transport Statistics (ABTS); and
Statistics of Road Traffic Accidents in Europe and North
America; but also through

Free UNECE Transport Statistics online database.

The following graphs show the comparative trend of road
accidents fatalities between Belarus, Kazakhstan, Russia
and Ukraine, from 1993 to 2004.
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Evolution in the number of fatalities between 1993 and 2007
(1993=index 100)
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The fatalities in the four countries increased dramatically from 2000 and registered a slight improvement in 2004 (except for
Kazakhstan).

If we compare the evolution of the number of fatalities taking 1993 as a base year, we find that the evolution improved but
the trend is going up from 2000 with a net increase for Ukraine in 2007.

This evolution could be tracked per month. This information is very interesting and permits to target the period of the year
during which a special effort should be made in terms of campaigns, information and control.
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The graphic above shows that urban roads in Kazakhstan are becoming more and more dangerous from 2000/2001.

An important part of road fatalities are on urban roads.

Fatalities inside built-up area (Belarus)
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Fatalities inside built-up area (Russia)
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Fatalities inside built-up area (Kazakhstan)
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The performance of enforcement of drink-driving measures could be approximated through UNECE time series.

The number of pedestrians and drivers, under the influence of alcohol, involved in road accidents between 1993 and

2004:
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All four countries show an important decrease but for Russia the decrease is less important if we consider the
evolution in terms of percentage.
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Evolutioninthe number of pedestrians and drivers, under the influence of alcohol,
involved inroad accidents between 993 and 2004 (©93=index 00)
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The Russian evolution of drivers, involved in accidents, under the influence of alcohol, is good for all drivers except
drivers of passenger cars which registered an important increase in several years (see graphics below).
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The UNECE Transport Statistics Database is a modern tool for road safety which is online, free and containing time series very
disaggregated.

Several Road Safety Indicators could be easily downloaded from this database:

e Number of Persons Killed or Injured in Road Traffic Accidents;

e Road Traffic Accidents by Accident Type, Location, Country and Year;

e Road Traffic Accidents by Accident Type, Day of Week, Country and Year;

e Road Accidents by Accident Type, Light Condition, Country and Year;

e Road Accidents Involving One or More Persons under the Influence of Alcohol by Accidents;

e Pedestrians and Drivers, under the Influence of Alcohol, Involved in Accidents by Pedestrians or Category of Drivers;
e Road Traffic Accidents in Built-up Areas Involving Personal Injury by Accident Type, Nature of Accident.

Number of downloads from UNECE Database in 2008 for certain indicators

400

350

300

250

200

150 ~

100 ~

50 1

Jan Feb Mar Apr May Jun Jul Aug Sep Oct

‘l Nunber of killed orinjured B Road vehiclefleet bytypeand age ‘

However there is huge room for improvement:

e Important work is needed to provide missing data for all member States;

e Collection of data has to be reviewed to take into account user needs in particular for road safety experts and policy
makers;

e The possibilities offered by the use of geographical information system (GIS) could also have an important impact on
this work.

In this chapter we will read articles that cast more light on regional and national experience from which we all can benefit:
see articles with regard to the UNECE region on Armenia by H. Beglaryan, on France by M. Merli, on Italy by L. lorio, on
Kazakhstan by D. Kuterbekov, on the Netherlands by P. Aland, on Poland by R. Krystek and J. Zukowska, on Russia by A.
Kvasov, on Sweden by R. Johansson, on a number of US States by M. Vegega, on Uzbekistan by A. Khashimov; with regard to
the Africa region the regional overview is given by R. Lisinge, UNECA, and the article on Nigeria by O. Chidoka; with regard
to the Asia Pacific region the regional overview is given by B. Cable, UNESCAP, and the case study on New Delhi by R. Baluja;
With regard to the Middle East and North Africa the regional overview is given by N. Safwat, UNESCWA; and with regard to
the Latin American countries see the article by M. del Carmen Giron Tomas, Spain.
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Fatalities per 100 000 inhabitants, 2007
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Armenia’s recent legislative initiatives in the

field of fransport

Hrant Beglaryan, First Deputy Minister, Ministry of Transport and Communication, Armenia

Recently the Government of the Republic of Armenia has
undertaken certain measures with the purpose of developing
optimal regulations for the transport sector, based on its
previous experiences and studies. In this regard, the following
draft regulations are now being prepared by the Ministry of
Transport and Communication of the Republic of Armenia.

According to the RA Prime-Minister’s decision N123-A dated
February 19% 2007 entitled “RA laws application measures
adoption”, the Transport Department of the Administration of
the Ministry of Transport and Communication of RA developed
and presented to the Government of RA for further discussion
the draft “The general conditions of the agreement between
regular bus transportation management body and carriers” in
which the general rights, commitments and responsibilities
of the Agreement’s parties are defined. The developed draft
takes into consideration the existing regulations for passenger
transportation in urban, inner-regional, interregional and
interstate transportations, and has established unique general
conditions for the agreement between the transportation
management body and carriers. As a result, it is expected,
that it will be possible to coordinate the regular transportation
companies’ activities and to realize their activity’s monitoring,
as well as to guarantee the carriers’ rights protection.

In accordance with the RA Government decision N491-A dated
May 22" 2008 entitled “Weighting international certificate
application in CIS states”, the Transport Department of the
Administration of the Ministry of Transport and Communication
of RA developed and presented to the Government of RA for
further discussion the draft “Cargo transport means weighting
stations/places requirements, international certificate delivery
and application procedures, weighting international certificate
form and description”. The developed draft will simplify the
procedure at border crossing points. In particular, it will avoid
several (duplicate) weighting procedures within the country’s
territory. It will also create unified conditions and procedures
for the cargo transportation sector, thus facilitating international
communication and excluding actual obstacles. The decision
aims to establish in weighting stations in the Republic of
Armenia, which will be corresponding to the relevant agreement
requirements and will be in a position to deliver the weighting
international certificate to the transport means, which are
involved in interstate cargo transportation operations. As a
result of the application of the above mentioned decision, via
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introducing transports means weighting international certificate
it is envisaged to facilitate to the harmonization and unification
of cargo transportation sector activity, thus simplifying border
crossing protocols, excluding obstacles and several weighting
requirements within the country’s territory.

Also, according to the RA Government decision N 1440-N dated
November 29™ 2007 entitled “RA Government Action Plan
2008 and priority issues adoption”, the Ministry of Transport
and Communication of RA developed and presented to the
Government of RA for further discussion the draft “ Road
cargo transportation management regulation adoption”, which
was accepted by decision N852-N dated July 31t 2008. The
above mentioned decision aims to coordinate internal cargo
transportation and guarantee transportation safety, carriers,
expenditures and customers/clients interests. This decision
defines cargo transportation management’s main principles,
transported cargos acceptance procedures, cargo sealing and
identification requirements and also loading and unloading
conditions requirements. As a result, it will be possible to provide
sufficient coordination and monitoring of the internal (within
the Republic of Armenia) cargo transportation activities.

Also, there are two other major strategic transport initiatives
with are being implemented. (1) With the World Bank
technical assistance, a draft Strategy for Road Safety is under
development focusing on national and Yerevan City Levels. (2)
With the co-financing of the Asian Development Bank (ADB),
TA 4973-ARM Technical Assistance Project For the Transport
Sector Development Strategy is being implemented. The main
purposes of the TA is to support the development of a new
transport sector strategy. The TA will assess in detail all modes
of transport and identify strategic uses of resources for priority
areas for sector development and operation needs for the next
10 years. The new transport sector strategy with a new vision
and road map, will be the Government’s key document guiding
the policies and investments in the transport sector, including
transport facilitation for 2009-2019. Specifically the TA will
(i) develop a reform action plan, (ii) develop management
information systems, (iii) define a long-term transport sector
investment plan, (iv) support international transport facilitation
and logistic sector development, (v) provide a capacity building
development plan in all aspects for the transport sector,
(vi) systematic resource mobilization for transport sector

investments.



Mobiliser les ressources politiques

L'exemple de la France pour améliorer le niveau
de sécurité routiere

Michéle Merli, Déléguée interministérielle a la sécurité routiére,

MEEDDAT / DSCR, France

Récit basé sur une intervention de Mme Merli lors d’un colloque a 'OCDE

Ce texte expligue comment la France est parvenue a réduire de
43% le nombre des tués sur ses routes entre 2001 et 2007 grace
a une forte volonté politique, au plus haut niveau.

En 2001, le nombre de tués sur les routes de France s’éleve
a 8253 tués, soit 138 tués par million d’habitants, plagant la
France au 13 rang de I"'Union européenne des 15, au 18®m¢
rang des 27 pays constituant I'union européenne d’aujourd’hui.
Pourtant la situation avait nettement progressé depuis 'année
1972, olu I'on dénombrait alors environ 16 000 tués et ceci,
grace aux premieres grandes mesures prises concernant l'alcool
(« boire ou conduire, il faut choisir » 1977, ou « un verre ¢a va,
trois verres, bonjour les dégats »), la ceinture (« un petit clic vaut
mieux qu’un grand choc » 1975), la mise en place de limitations
de vitesse sur les routes (90-110-130) et le permis a points en
1992. 'ensemble de ces mesures auxquelles il faut ajouter
I'amélioration de la sécurité des véhicules et des infrastructures
a généré pendant la période 1975-2001 une baisse moyenne du
nombre des tués de 2,1 % par an.

L'année 2002 marque une rupture, avec une baisse du nombre
des tués de 6,2 % par rapport a 'année précédente, confirmée
les années suivantes. Ainsi sur la période 2001-2006, on a
enregistré une baisse annuelle moyenne de 10,6 %. Que s’est-
il donc passé a cette époque, avant et apres, pour expliquer
ce tournant, et cette baisse de 43% entre 2001 et 2006, ou le
nombre de tués a été « réduit » a 4620.

1. 1997-2002 : des actions isolées mais porteuses

e En 1997, la France fixe un objectif de réduction du nombre
des tués de 50 % en cing ans qui na pas été atteint, mais
cette déclaration marquait une différence avec le passé en
affichant une volonté politique.

e 1999-2002 : La communication de sécurité routiére se
durcit, fait appel notamment a un cinéaste Raymond
Depardon et frappe le grand public en montrant la réalité
d’un accident et ses conséquences dramatiques.

e En 2000, année de la sécurité routiere, grande cause
nationale, est organisée notamment la premiere semaine
nationale de la sécurité routiére.

e 2001:

mise en place du conseil national de la sécurité routiere,

dont une des premiéres résolutions votées fut de s‘opposer

a l'amnistie présidentielle en matiere de circulation

routiere

I’'Union européenne adopte 'objectif de diviser par deux le

nombre des tués d’ici 2010.

e Campagne présidentielle de 2002 mobilisation des
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associations de victimes de la route contre I'amnistie
présidentielle accordée traditionnellement y compris
pour les infractions au code de la route et engagements a
différents degrés des candidats pour cette cause.
2. Mai 2002, élection de Jacques Chirac et 14 juillet, discours
lors de la féte nationale ou le Président annonce que la
sécurité routiére est I'un des trois chantiers prioritaires de
sa présidence qui ne soit pas de pierre.

Le Président de la République en faisant de la lutte contre
I'insécurité routiére I'un des trois grands chantiers de son
quinquennat, a engagé une mobilisation nationale et a souhaité
un programme d’actions permettant une véritable rupture dans
la lutte contre ce fléau inacceptable pour notre société. Cette
volonté politique au plus haut niveau a été relayée dans I'action
par une mobilisation du gouvernement trées énergique et en
particulier par le ministre de l'intérieur. Celui-ci, responsable
des forces de l'ordre a renforcé les dispositifs de controle sur
tout le territoire en donnant instruction aux préfets de veiller
a la mise en place de ce dispositif sur le terrain et d’en évaluer
les résultats en concertation permanente avec les collectivités
locales.

Cette prise de conscience a également été largement relayée
par les médias puisque les émissions télé et radio ou les articles
de presse ont été multipliés par 6 pendant cette période.

3. Les priorités mises en ceuvre a partir de 2002

Lors des Etats Généraux de la sécurité routiére le 17 septembre
2002, lesacteurs de lasociété civile se sont également prononcés
endemandant avant tout de faire respecter les regles existantes,

notamment pour les infractions relatives aux principaux facteurs
de I'insécurité routiére (alcool, vitesse, ceinture).

Dans ce contexte, le Comité Interministériel de Sécurité
Routiére réuni sous la présidence du Premier ministre le 18
décembre 2002 a marqué le point de départ d’'un programme
pluriannuel de lutte contre l'insécurité routiére et fixé les
grandes orientations de l'action publique autour des deux
grands themes suivants :

e Accroitre les contréles et aggraver les sanctions pour
changer les comportements et faire respecter la regle :

e Agirsurlaformation etl'information pour faire émerger une
culture sécurité routiére et impliquer tous les acteurs :



Cette rupture souhaitée par le Gouvernement contre I'insécurité
routiére, qui doit faire partie intégrante des objectifs de
prévention de la délinquance et des objectifs de lutte contre
I'insécurité, releve notamment de l'engagement, au niveau
local, de I'ensemble du corps social -institutions, collectivités
territoriales, entreprises et associations.

Ainsi, au plan local, la sécurité routiére doit étre traitée dans
le cadre des nouveaux dispositifs territoriaux de prévention et
de lutte contre la délinquance : le Conseil départemental de
prévention, le Conseil local de sécurité et de prévention de la
délinquance, la Conférence départementale de sécurité mis en
place par décret du ministére de 'intérieur du 17 juillet 2002.
12 juin 2003, promulgation de la loi contre la violence routiére,
permettant la mise en ceuvre des mesures du CISR.

En sanctionnant plus séverement les usagers et en mettant finau
permis de conduire a vie, les dispositions de cette loi entendent
sensibiliser, éduquer 'ensemble des usagers d pour tous.

1. Aggravation des peines

Aggravation des peines en cas d’accident mortel ou corporel
causé par I'imprudence du conducteur

2. Suppression du permis blanc

Suppression de la possibilité d’obtention d’un permis blanc pour
les conducteurs ayant eu un comportement dangereux

3. Peines complémentaires

Stage de sensibilisation a la Sécurité routiére, immobilisation
du véhicule..., de nouvelles peines complémentaires pour
améliorer la prise de conscience collective

4. Récidivistes

Durcissement des régles applicables aux récidivistes

5. Confiscation du véhicule

Confiscation définitive du véhicule en cas de faute grave
6 : Rétention du permis : Rétention du permis de conduire aprés
usage de stupéfiants

7. Radars et débridage

Aggravation des sanctions a I'égard des professionnels
commercialisant des détecteurs de radars ou des kits de
débridage pour cyclomoteurs

8. Inspecteurs du permis

Dispositions relatives a la protection des inspecteurs du permis
de conduire et de la sécurité routiere

9. Alcool

Mieux sanctionner la conduite en état alcoolique

10. Contentieux

Amélioration du traitement du contentieux routier

11.Permis probatoire

Fin du permis a vie avec I'instauration du permis probatoire

De toutes ces mesures c’est indéniablement la mise place du
controéle sanction automatisé qui a été la plus efficace.

Des travaux préparatoires, expérimentations et analyses
juridiques, ont permis au CISR de décembre 2002 de retenir le
principe du contréle automatisé des infractions. Une mission
interministérielle a été mise en place en mars 2003 et la loi de
juin 2003 a fixé le cadre légal indispensable a son application : 4
mois plus tard (27 octobre 2003), le 1€f radar ét ait installé.

Une réussite : comme le montre le rapport d’évaluation de
I'observatoire interministériel de sécurité routiére de 2006 :
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Au niveau des radars, le nombre des accidents mortels a baissé
de 70% sur la période 2003-2005, mais le vrai enjeu est l'effet
global de ce dispositif : entre 2001 et 2006, baisse de la vitesse
moyenne de 8% et baisse du nombre des tués de 8253 a 4709,
soit — 43%.

Pres des trois quarts de la baisse des accidents mortels sur
cette période est attribuable a la mise en place du contréle
automatisé

La situation actuelle

Nombre de radars installés au 31/08/08 : 2 103 (fixes
et mobiles)

Nombre de Messages d’Infractions : 14,9 millions en
2007, dont :

- 11,25 millions = plaques frangaises

3,65 millions = plaques étrangeres, soit 25 %
de I'ensemble

Il existe un probléeme d’équité entre les voitures immatriculées
en France et celles immatriculées a I'étranger. Des négociations
pour des accords bilatéraux avec nos voisins sont en cours,
pour échanger les données des fichiers d’immatriculation
afin d’identifier les propriétaires des véhicules. Pendant sa
présidence de I'Union européenne, la France essayera de faire
aboutir la proposition de directive de la commission européenne
qui vise le méme objectif. Ce n’est pas facile, car il y a beaucoup
de réticences. De méme, la France est disposée dés 2009 a
renforcer la confiscation des véhicules francgais et étrangers
interceptés pour délit de grande vitesse.

Des objectifs ambitieux pour 2012

Suite a I'engagement du Président de la République, la rupture
est trés largement liée a la mobilisation avant la lettre d’une
gouvernance a cing, c’est-a-dire I'engagement dans le combat
contre I'insécurité routiére de toutes les forces vives du pays.

Maintenant, nous devons poursuivre notre action. Le Président
de la République, dans la continuité d’une action efficace, nous
demande de franchir une nouvelle étape tres ambitieuse :
moins de 3000 morts en 2012. Nous nous rapprocherons ainsi
du peloton de téte de I"'Union européenne, au 7°™ rang en
2007. Notre objectif est également de faire diminuer le nombre
de blessés : nous en déplorons 104 000 en 2007, dont beaucoup
de jeunes qui deviennent handicapés a vie. Cela représente un
colt humain, psychologique et social incomparablement plus
lourd que les actions menées pour lutter contre I'insécurité
routiere.

Nous savons que les tués et les blessés sur la route ne sont
pas une fatalité et c’est toute la société qui doit continuer a se
mobiliser. Cette mobilisation est totale au plus haut niveau de
I’Etat et nous devons maintenant nous engager dans une étape
plus large : réexaminer completement I'apprentissage initial
des conducteurs et mettre en place un apprentissage continu.
Car nous sommes de plus en plus nombreux et mobiles, nous
devons changer nos comportements : intégrer la dimension
« écoconduite », favoriser I'intermodalité, c’est a dire assurer
nos déplacements dans le cadre d’une mobilité raisonnée pour
une meilleure sécurité, une sécurité durable.



Road safety in ltaly

Luciana lorio, Legal Officer, Ministry of Infrastructure and Transport, Italy

With traffic safety being such a high priority for the whole EU
region, governments are daily pressed by the need to find
cost effective solutions to the growing international flow of
goods and passengers. New and efficient transport policies are
expected to bring the answer.

Inthis context, road safety stands outasa subject of paramount
importance and , at the same time, difficult and complicated to
deal with because its inherent nature touches different fields.

Indeed , it is well known that to “make” road safety, we have
to deal with the three entwined factors; human, vehicle and
infrastructure.

But a new challenge could be to study and consider all the
factors related to road safety, and to bring them together as
part of a wider transport strategy.

In this way, actions to be taken will also answer economic
efficiency criteria and have vyielding effects of well thought
through transport and eco compatible policies.

Bearing this multidisciplinary context in mind, what is it that
authorities, both at European and national levels, are really
trying to achieve? What are the problems? And what are the
smartest solutions, that would make it possible to cut the
terrible price of casualties or to curb the devastating effect of
pollution?
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If we could jot down the known elements and evaluate what
has been done then we could track the way forward, in a mutual
exchange of best practices and ideas .

Indeed, we could start by saying that it is vital to have:
Safer Infrastructure

Responsible behaviour

Safer cars

National Road Safety Plans set the guidelines for all categories
of infrastructures and the standards to follow to upgrade the
structure by specific criteria: Italy issued a National Plan for Road
Safety, dealing with all aspects of road safety (enforcement,
improving infrastructures, awareness campaigns, etc.) to be in
line with the EU goals of halving the casualties.

Within this plan, the development of infrastructures and of the
most dangerous stretches and tunnels has been considered as
one of the most effective measures to increase road safety,
with a dedicated budget.

Moreover, several measures have been settled to make drivers
more responsible. Lately, in order to fight back the large
number of alcohol-related road accidents and deaths on roads,
the Italian Government has issued a decree, in which the public
display of posters indicating the allowed BAC has been made
mandatory .



Hence all bars and public places serving alcohol or alcoholic
beverages must have on clear display the posters in which
thereis:

An estimation of the BAC which is reached following the
ingestion of different alcoholic drinks (beer, wine, spirits)
and the weight of the person who is drinking it.

A description of the effects of alcohol on body performance.

Utmost relevance is also given to car performances and car
manufacturers play an active part in all reasearch involving
active and passive safety ( i.e. ISA intelligent speed adaptation,
elettronic stability control (ESC), blind spot monitoring, adaptive
head lights, obstacle and collision warning, etc.), and also the
latest high tech fittings for efficient and affordable in-vehicle
information and communication systems.

But we also want to protect the environment and lessen the
impact of carbon footprints by making obsolete infrastructure
more efficient and by planning accurate traffic management
using technology to deal with bottlenecks and stop & go
situations which often impair traffic and safety.

Moving ahead, it is not only the environmentally friendly we
need to be. We must also have realistic, “economical friendly”,
transport solutions, because we have to consider factors, scale,
and situations in which contact, inter modality, goods exchange,
and passenger flow are important.

Although this is an incredibly difficult context to match, it is
surely a worthwhile challenge.

By combining all these elements, we reach the conclusion that
only through the technological upgrade of two factors, namely
infrastructure and vehicles, and through new policies fostering
road safety culture and enforcement, can targets be reached.

Still, reaching these point, still means we are just half way.
We have not yet gone global, an essential part in competitive
policies dealing with transport and cross border traffic flow .

All the elements mentioned above should be framed in an
international context so as to arrive at a “glocal” model of
transport policies, meaning strategies valuable in a wide
context, profitable for industrialised economies and beneficial
for the development in other situations.
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International forums, such as the EU or the UN regional
committees play, undoubtedly an important part, because only
through them can harmonisation of technical standards and
agreed principles become a common reality.

International partnerships, bilateral agreements, and macro
regional projects have already opened the way for this new
approach to deal with transport issues. It has become evident,
especially since the outset of the UN actions of harmonisation,
that legal and technical instruments approved by the countries
of the region "facilitate their economic relations, create links
and help to overcome differences”, “and their common efforts
over the last sixty years have resulted in a wealth of conventions,
harmonized technical regulations, norms and standards” (Mr.
Belka , former UNECE Executive Secretary).

Italy, as well as many EU or UNECE member States, has already
committed to these actions, sharing research achievements and
cross border enforc ement policies, planning ITS deployments
along international corridors and using common wording
or pictograms to ease the traffic management in normal and
critical situations.

As Italy is crossed by the Trans-European Network corridors and
part of the Motorways of the sea project, the importance given
to transport policies and to road safety, such as roadworthiness
testing, random roadside check to verify the chronotachograph
(HGV and some categories of buses), infrastructure upgrade
and deployment, traffic management through harmonised VMS
measures, is self-evident.

Therefore, itisatrue priority to be involved in the harmonisation
and synchronised deployment of ITS systems and services along
these corridors.

Moreover, these experiences could be used in partnership and
tutoring actions in new projects involving areas of new economy
bordering Europe or new developing countries.

There are still many challenges ahead, and many wider plans
should be drafted along the way, to answer to the different
needs of a changing economic environment, shifting the
technical deployment in new geographical areas and be ready
to cast and mould the road safety knowledge in order to answer
with appropriate customised projects where necessary.

The definite messageis : it is not possible to stand and play alone
in this new era of transport policies. Results, both profitable
medium term acquirements and long termreliable winning steps
can be achieved only through an effective common effort.



CnpaBka nNo obecrneyeHmto
©Ee30MACHOCTM ABMXXEHMI HO ABTOAOPOIAxX
PECMYDAMKAOHCKOIO 3HAYEHMUS

Dulat Kuterbekov, Vice-Minister, Ministry of Transport and Communication, Kazakhstan

Summary in English

MpoTAXKeHHOCTb  aBTOMOOW/IbHBLIX  gopor  Pecnybaunku
KasaxcTaH cerogHs coctasnset 128 Tbic. KM, U3 KOTopbix 6onee
93 TbiC. KM aBToZOpOrM obliero nonb3oBaHuA. M3 obuei
NPOTSAXKEHHOCTM aBToAopor obuiero nosnb3oBaHMA 23,5 Thbic.
KM pecnyb/iMKaHCKOro 3HayeHusa, 69,5 Tbic. KM OTHOCATCA K
MECTHOM ceTu.

Road safety on motorways of
national importance in Kazakhstan

The total length of motorways in the Republic of
Kazakhstaniscurrently128thousandkm,including
93 thousand km of general use motorways. 23,5
thousand km of these are of national and 69,5
thousand km are of local importance. The largest
part of the exisitng network was constructed
between the 1960s and 1980s and corresponded
to technical category Ill. With the rapid increase
in the number of transport means and their
capacity, the network was incapable of ensuring
the proper turnover, which led to a general
deterioration of the motorways and an increased
number of accidents.

Bonbluiaa 4acTb CylecTBylOWEeN ceTu aBToaopor obuiero
Nnonb30BaHMA noctpoeHa B 60-80 roabl Npowaoro cronetma
nog, 3 TEXHUYECKYH KaTeroputo C LUMPUHOM NPOe3Kel YacTn 7m
N TOHKOC/IOMHOW [0POXKHOW OAEMAOM C YepHO-LLebeHOYHbIM
NOKPbITUEM, NMog, 6 TOHHYI HArpysKy Ha OAMHOYHYH OCb. B
YC/IOBUAX PE3KOro YBE/NIMYEHWS MapKa aBTOTPAHCMOPTHbIX
CpeacT8 M WX Tpy30noAbEMHOCTM MMEWAAca AOpPOoXKHaA
MHOPACTPYKTypa  OKasanacb HecrnocobHon  obecneunTb
HOPMasbHbIN nponyck obpasoBasLueroca NnoToKa
aBTOTPAHCNOPTa, YTO B CBOEM 3aKOHOMEPHOCTU MNPUBENO
K /laBMHOOOpasHOMY poOCTy paspyweHuin aBTog4opoOr U

YBE/IMYEHUIO aBaPUMHOCTM HA HUX. : - :
In 2001 the Republic adopted its first national

road development programme for 2001-2005,
which foresaw the reconstruction of exisitng
roads and the construction of new roads using
the new parameters not lower than technical
category Il. In 2006 the Transport strategy until
2015 was adopted, where half of the USD 30
billion transport budget was allocated to roads.
By the end of 2012, an improvement of 86% for
national and 70% for local networks is expected.

2001 rop obbsaBneH [naBol rocygapcteBa rogom AoOpor wm
yTBEPXKAEHA nepsasa ocygaapcTBeHHAA Mporpamma pPassBuTUA
aBTOA0pPOXKHOM oTpacam Ha 2001-2005 roabl, B COOTBETCTBUM,
C KoTopo ocBoeHo 184,6 mapa.TeHre N BOCCTAHOB/IEHO BCEMM
BMAAMMU peMoHTa 6onee 11 Tbic.KM Aopor pecnybanKaHCKoro
3HaYyeHus.

HaunHaa c 2005 roga B pecnybivMKe CTPOUTENLCTBO U
PEKOHCTPYKLUMA [OPOr BeAeTcA C PacyeTHOM HarpysKoMn
Ha ocb po 13 TOHH, BCe MeXAyHapOAHble KOopuaopbl
PEKOHCTPYMPYIOTCA NO NapameTpam He HuKe |l TexHUYecKoM
KaTeropun. ApMOHU3NpPOBaHblI 72 cTaHaapTta. BHeapeH 5-tn
CTYNEHYaTbI KOHTPO/Ib KayecTBa.

However, despite the measures taken, the number
of accidents and the severity of injuries increase
with unacceptable speed. 50% of accidents
happen on roads of national importance. The
largest part of accidents take place on straight
and even roads with good visibility. The usual
causes are speeding and driving in the opposite
lane during overtaking. Most accidents happen
between 18.00 and 24.00 and 50% involve drivers
under 30 years old without sufficient experience.
Decreasing the number of accidents is the main
task for today and largely determines the road
parameters and equipment (multiple lanes,
electronic notices on the traffic, light-reflecting

B 2006 roay Ykasom lpe3naeHTa yTBepXaeHa TpaHCNOpPTHaA
cTpaterns Pecny6amkm KasaxctaH go 2015 roga ¢ obuwum
o6bemMom  GMHAHCMPOBAHMA  PA3BUTUA  TPAHCMOPTHOrO
komnnekca 30 wmapa.gonn.CLUA, w3  KOTOpbIX MNOAOBMHA
NPUXOANTCA Ha aBTOAOPOXKHYH OTPAC/b.

B pekabpe 2005 roga noctaHoBneHuem [lpaBuTtenbctBa PK
yTBepKaeHa [Mporpamma pasBUTUSA aBTOAOPOXKHOW OTPacu
Ha 2006-2012 ropbl, COMNAacHO KOTOPOM BCEMMU BUAAMM
pemMoHTa NaaHnpyeTca oxBaTUTb 42 TbIC.KM aBToZOpOr obuero
nosib30BaHMA, ¢ obbemMom ¢uHaHcupoBaHua 1,3 Tpun.TeHre
nnn cebiwe 10 mapa.gonn.CLUA, npun atom HaumHaa ¢ 2007 roga
13 PB BblaenstoTca TpaHchepTbl Ha MECTHYHO CeTb A0POT, BCETO




00 2013 roga nnaHupyetca Bbliaenuts 141 mapa.teHre.

K koHuy 2012 ropga oxmpaetca ynayqywuTb cocTtosaHue 86%
aBTogopor pecnyb/MKaHCKOro 3HayeHua W nopagka 70%
MeCTHOW ceTu.

3a nocnegHue 7 neT Ha pasBUTME OTPAC/IU, BKIOYAA MECTHYIO
ceTb, BblgeneHo 6onee 420 mnpa. TeHre, npy aTom ecam B8 2001
rofy npoduHaHcnpoBaHo 24,5 mnpga,. TeHre, To yxe B 2007 rogy
134,3 mnpga. TeHre. 3a 31 rogbl 13 93 TbiC. KM gopor obuero
No/sb30BaHMA MNOABEPrHYTO PEKOHCTPYKLUMU M PasANYHbIM
BMAAM pemoHTa 6onee 22 TbiC. KM AOPOr, B TOM YMCAE HaA
pecnybnanKkaHcKkon cetu — 16,4 TbiC.KM.

B 2008 roay Ha pa3BuTMe aBTOAOPOr OOLLEro NO/b30BaAHUA
npeaycmotrpeHo 128,5 mapa. TeHre, B TOM u4ucie w3
pecnybnunkaHckoro 6toaxkeTta 103 mnpg.TeHre, us Kotopbix 20,9
M/IpA.TeHre TpaHcPepTbl HAa MECTHyl ceTb. Bcemu Bugamu
pemoHTa byaet oxBayeHo 4,3 TbIC.KM

B TeKkyLiem rogy no aBTogoporam pecnybiMKaHCKOro 3Ha4YeHnn
NAaHWpyeTcA 3aBepwnTb  CcTpouTenbcTBo HOxHoro obxoaa
r.ACTaHbl, PEKOHCTPYKLUMIO aBTOA0pOrn «HYyHaxka — Konbxat»
M ydyactka «Joccop-BeiHey» asTogoporn ATtbipay-beiiHey.
ByoyT npoaonkeHbl paboTbl Ha yyacTkax «Ypanbck — AkTobe»
n «KapabyTtak-Uprus- rp.KbisbliopgmHckon oba.» asTogoporu
Camapa-LUbimKkeHT, aBTOmOpOr «AcTaHa KocTaHait
YenabuHck», «ActaHa —LlyumHcK», «lUyynmHck — KoKweTay»,
«OMmcK — MNaenogap — Mavikanwarali», «TackeckeH — baxTbi».

K coxaneHwto, HecmoTpA, Ha MNPUHUMAEMble Mepbl,
ctatuctmka AT nocnegHux neT He uMMeeT TeHAEHUMWU K
CHUMKEHMIO, M C KaxgblM rogoM pacteT C HegomnycTUMOM
nporpeccuen. HaunHaa c 2001 roga C POCTOM PEMOHTHbIX
pabot, Habnwogaetca ysennveHue [ATM M nosbllaeTca WX
TAXecTb. EcAn Ha aBTogoporax pecnyb/MKaHCKOro 3HayeHus
8 2001 roay npowusowno 1797 ATMN, npwu KoTopbix nornbno
706 n paHeHo 2514 yenosek, To 3a 2007 rog coseplueHo 3543
OTN, npu kotopbix nornbao 2010 yenosek u 4672 — paHeHo.
M3 Bcex normbwmx 8 ATMN B Pecnybnnke KasaxctaH okono 50%
NPUXOAMTCA Ha aBTOA0POrM pecnybAnKaHCKOro 3HaYeHuA.

lpoBefeHHbI aHanu3 nokasbiBaeT, 4To npeobnagatouiee
Konuyectso ATl nponcxogAT Ha POBHbIX U MPAMbIX y4acTKax,
c obecneyeHHON BUAMMOCTbIO. OCHOBHbIMM NpuYnHamu AT
ABNAKOTCA NPEBbILLIEHWE CKOPOCTH (Kaxaoe 4) 1 Bblesa Ha nosocy
BCTPEYHOr0o ZBWMMKEHWUA NpWU coBeplueHnn obroHa (Kaxapoe 5).
bonblan vactb AT nponcxogAaT B BeyepHee Bpemsa CyTOK ¢ 18
00 24 vacos, 50% ATl coBepLuatoTcA BOAUTENAMMU B BO3pacTe
00 30 neT, He UMEeoLLNX A4OCTAaTOYHOro OnbITa.

CHUMKeHMe aBapuMMHOCTM Ha Aoporax obLliero nosb30BaHUA
ABNAETCA CEroAHA OAHOM U3 MaBHbIX 334,34 LOPOXKHOM OTPAC/M.
Mostomy MMporpammoli pa3BUTMA aBTOLOPOXKHOM OTpacau
Ha 2006-2012 roabl NpW PEKOHCTPYKLUUM K CTPOUTENbCTBE
aBToAoporyaenseTcanepBocTeneHHoe 3HaYeHne 6esonacHocTu
[OPOXKHOTO ABUXKEHUA.
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marking materials, etc.) foreseen in the Road
Development programme for 2006-2012 (full list
of measures is available in the Russian text).

These and additional measures (traffic control
centers, division of opposite lanes, etc.) will be
applied in the reconstruction of the highways,
including the Astana-Shuchinsk highway, which
will be transformed into a highway of | «a»
category. All international corridors will be
covered, including corridor «Western Europe-
Western China».

Presently, road safety work is carried out in
accordance with yearly plans which are elaborated
based on analysis of accident causes. Moreover,
the Ministry created a Scientific and Technical
Council, which approves all the construction and
reconstrcution plans.

At the same time, as it was mentioned earlier,
the largest part of the motorway network was
built between 1960 and 1980 and is insufficiently
equiped for heavy transport with high volume
capacity. To protect the network, limitations
on traffic are introduced during certain periods
of the year (early spring and the middle of
summer). However, these limitatons are not
respected by the majority of road users and the
Republic does not have the capacity to control
and enforce the limitations (there are only 65
road control centers in the entire Republic out of
which only 25 are internal). Therefore, to protect
the existing infrasctructure, together with the
planned development measures, it is necessary
to educate the motorway users about the need
for the protection of the roads.

C aTOM Uenbio:

1. BHeceHbl W3MeHeHMA W AO0NOJIHEeHMA B
CTpOUTENbHbIE HOPMbl W MNpasBuaa MO MNPOEKTUPOBAHUIO
aBTOAOPOr, B YAaCTHOCTW, MpeaycMaTpuBaeTcAa CTPOUTENbCTBO
4-Xx 1 6-T MONOCHbIX AaBTOAOPOr Ha Hambosiee 3arpyKeHHbIX
y4yacTKax, nepesos B | KaTeropuio nogbe3foB K KPYMHbIM
ropogam W 06/MacTHbIM  LEHTpam, BCe  aBTOAOPOru
MeKAYHapOoaHOro 3HavyeHMa byayT nepeBeseHbl Kak MUHUMYM
BO |l KaTeropuio, rae WKMpPUHa NOKPbLITUA COCTaBAAET 9 METpoB,
yBe/IMYeHa pacyeTHas Harpy3Ka Ha oCb 0 13 TOHH.

2. Ha CcKopocTHbIX pgoporax (aBTomarmcrpansx)
M MEXAYHAaPOAHbIX KOopuAopax MaaHuMpyeTcAa MpUMeHATb
MHTENNeKTya/ibHble CUMCTEMbI GE30MACHOCTU C OMOBELLEHMEM



Ha 31EeKTPOHHOM Tab/s0 COCTOAHUA AOPOXKHOTO MOKPbLITUA C
YCTPOMCTBOM aBapUIHO-BbI3bIBHOM CBA3MN.

3. NpuMmeHeHMe COBPEMEHHbIX CBETOOTPaXKatoLLMX
pPa3MeTOYHbIX MaTePMaNoB Ha JOPONKHbIX 3HAKax, bapbepHbIX
Orpa*kAeHMUAX U pasmeTKe.

4. Ha yyacTKkax fopor ¢ orpaHM4eHHOW BUAMMOCTbIO
M ManbiM Paguycom KpWBbIX MPOM3BOAUTb MepeycTPOMCTBO
3eMNIAHOrO  MOMOTHA Ans  obecneyeHMAa  MaKCMMalbHOWM
6e3onacHocTy.

5. [0nAa  WCKNOYEHUA BEpPOATHOCTM  BCTPEYHOro
CTONIKHOBEHMA W OMPOKWUAbIBAHWA HaA asTogoporax 1
TEXHUYECKOW  KAaTeropMm C  WHTEHCUBHbIM  ABUMKEHUEM
yCTaHaBANBAIOTCA bapbepHbIE OrparkAeHMA Ha Pa3AeINTeNIbHOM
nonoce n 0604MHax.

6. Mpwn PEKOHCTPYKLMU MEXKAYHapPOAHbIX
KOpPWMAOPOB MNpenycmMaTpuMBaeTcA CTPOUTENbCTBO 06be3nos
KPYMHbIX rOpogoB. B HaceneHHbIX MyHKTaX, PacronoMKeHHbIX
BAO/Mb MarucTpasibHbIX Tpacc, Npoweawux peabunuTtauuio,
roe nmeetca 6onbluoe CKoMNeHWe Noaen, NpegycmaTpmusaeTca
YCTPOICTBO OCBELLEHWNA U Ha3EeMHbIX MeLlexoAHbIX MepexofoB.

Kpome Toro B cootseTcTBuM ¢ NnyHKTOM 4.3.5 yKazaHHoro CHull,
BCce pa3pabaTtbiBaemble Ha CTPOUTENbCTBO U PEKOHCTPYKLMIO
NnpoekTbl  npoxogAT  obAsaTenbHoe  COrlacoBaHWe  C
opraHaMu [OpPOXKHOM MNOAULMM Ha NpegMeT COOTBETCTBMUA
TpeboBaHMAM  6E30MacCHOCTM  [AOPOMKHOMO  ABMMKEHMUS.

Bce  yKazaHHble  MeponpuATMA  NPeaycMOTPeHbl  Ha
PEKOHCTPYKLMHK aBToA0poOrn «AcTaHa-LLy4mHCK»,
NPOTAXEHHOCTblO 224 KM C nepeBoAOM B KaTeropuio |
«a» ¢ 6-TM MNoNOCHbIM ABWKeHuem. B uenax obecneuveHun
6e30nNacHOCTN [JOPOMKHOIO ABWMKEHWUA HA BCEM MPOTAXKEHUU
npesycMOTPEHO  pa3fefieHne  BCTPeYHbIX  MOTOKOB, C
YCTaHOBKON 6apbepHOro OrpaxkAeHWs Ha pasfaeinTe/ibHOM
nonoce U Ha 0604MHaX, B HACENEHHbIX MYHKTaX U TPAHCMOPTHbIX
pa3BA3Kax MNJIAHUPYETCA YCTPOMCTBO OCBELLLEHWA, YCTPOMCTBO
WHTENNEKTya IbHbIX TPAHCMOPTHbIX CUCTEM YNpaBAeHWA 3a
OOPOXKHbBIM ABUNKEHNEM, CIEKEHWNA 33 NMOFOLHbIMU YCI0BUAMM
C oTobpa)keHMeM WHOOPMALMM  HA 3SNEKTPOHHbIX Tabso
M  aBapWMHO-BbI3bIBHON CBA3blO. YNpaBieHWe CUCTEMOM
OCYLLECTB/AEGTCA C LEHTPa/JbHOrO AMUCMEeTYEPCKOro MyHKTa,
roe cobupaetcs BCA MHOOPMAUMA O COCTOAHWUKM NpOE3Kel
YacTM W NOroAHbIX YCNOBMAX. A TaKke Ha ydyacTke b6yageT
NOCTPOEHO 5 0OBEKTOB A0POMKHO-3KCMIYaTaLMOHHOM CAyKObl
M 3 COBpPEeMEHHbIX KOMMJEeKca NPUOOPOXKHOIO CepBUCa,
BK/IIOYAIOLWMX KEMMUHT C Kade M MapKOBKOM, CTaHUMIO
TexobcnyKnBaHMA, aBTO3aNPaBOYHYO CTaHLMIO.

MofobHble  MeponpuATUA  NAAHUPYeTca  MpeaycMoTpeTb
Ha BCEX MeXAyHapoAHbIX KopuAopax, B TOM 4ucie U npu
peanvsauMM NpoeKTa PasBUTMA MEXAYHAPOAHOro Kopuaopa
«3anagHasn EBpona-3anagHbin Kutain» npoxoafLLero
yepes ropoga AkTHOOUMHCK, Kbidbiiopaa, LWbimkeHT, Tapas,
AnmaTbl Cc Bbixogamu B Y3bekucTtaH (Ha TawkeHT) u KHP
(Ha Xoproc), a TaKkKe Ha y4acTKax aBTO4OpOr, «Anmatbl-
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Kanwarait», «AcTtaHa-KaparaHga», «BAKALl», KoTopble
byayT peann3oBaHbl Ha KOHLLECCUOHHOM OCHOBe.
B HacToslee Bpema paboTbl MO MOBbIWEHUIO YPOBHA

6€e30MacHOCTM  ABUXEHUA Mpoun3BOAATCA
C eXerogHbiMy naaHamu, GOPMMPYEMbIMM Ha OCHOBE
aHanMsa npuvuyvH aBapuMIMHOCTM Ha Joporax. BecHoi u
OCEHbI0 MPOBOAWUTCA KOMMUCCMOHHbIA OCMOTP aBTO40pOr
C yyacTMem  npeacTaBuTeneil  OpraHOB  [AOPOXKHOM
noAUUMM  Ha  MpeamMeT  TEeXHMYECKOro  COCTOSIHMS U
COOTBETCTBMA 6E30MacHOCTM ABUXKEHWA, uTo Mo3BOMSET
CBOEBPEMEHHO M/1aHMpPOBaTb HeobXxoaMMble MEPONPUATHS.

B COOTBETCTBUU

ExkerogHo Ha aBTOMOBUbHBIX Aoporax HaHocutca 11 Tbic. Km
[OPOXKHOW pasMeTKn 1 3ameHa 6osee 19 TbiC. WT. AOPONKHbIX
3HaKOB C MPUMEHEHWEeM CBETOOTParKaloWmMx MaTepuasnos, B
TOM 4YMCNe U Ha aBToAopoOrax pecnybanKaHCKOro 3HayeHus 9
TbIC. KM JOPOXKHOMN PasMeTKM 1 13 TbiC. WT. AOPOXKHbIX 3HAKOB.

Kpome Toro, B MuHucTepcTBe cosgaH Hay4dyHO-TEXHWUYECKUA
coset (HTC) B cocTtase npeacrtasutesnein Komuteta 4OPOXKHOMN
noavumm, KomuTteta no Aenam CTPOUTENbCTBA M Hay4HbIX
opraHv3aumin. Bce MNpPOEKTHble peleHns Ha CTPOWTE/bCTBO
N PEKOHCTPYKUMIO MpUHUMatOTCa ¢ ogobpeHuna HTC. Mpwu
NpMemKe B 3KCMayaTauuio 3aBepLieHHbIX 06beKToB, B COCTaB
NPMEMOYHOMNTaKKe BXOAATNPEACTaBUTENN LOPOXKHOM MOANLMM.

Bmecte ¢ Tem, Kak O6bl1I0 U3NOXKEHO paHee, OCHOBHaA
ceTb aBToAoOpor o6llero nosb3oBaHMA nocTpoeHa B 60-80
rogbl, C TOHKOCNOMHOM [OOPOXMHOW oO4eXAoW C  4YepHo-
LWebeHOYHbIM MOKPbITUEM, KOTOPAaA B YCOBUAX NEpPerpysku
noABepraeTca MHTEHCMBHOMY PaspyLUEHUIO OT TAXKENOBECHbIX
ABTOTPAHCMOPTHBIX  CPeACTB. B uenax obecneyeHus
COXPaHHOCTU aBTOMOOUALHBIX AOPOr eXEerofHo B BECEHHWUM
NaBOAKOBbIN U }KapPKUI NEeTHUIN Nepuoabl Ha pecnybanKaHCKoM
CEeTU BBOAATCA OFPaHUYEHUA [ABUMKEHWA ABTOTPAHCMOPTHbIX
CpeacTs, Harpyska Ha OAMHOYHYK OCb KOTOPbIX MpPeBbIaeT
8TOHH, 3@ WCK/OYEHWEM MEepPeBO3YMKOB OCYLLECTBAAOLLUX
MEXKAYHapoaHble MNepeBO3KM [Py30B UM MaccaXkMpoB B
COOTBETCTBUM C MEXAYHAPOAHbIMU COMNALUIEHUAMM, 3aHATbIX
Ha MeponpUATUAX MO NPeaynpexAeHU0 U  NIMKBMAALMMK
ypesBblYalHbIX  CUTyauuid, a  TaKkxke nepeBo3ALLMX
cKoponopTawmecs ToBapbl. OAHAKO cerogHsA 60MbLIMHCTBO
nonb3oBaTesiell aBTOAOPOr He CcobAAAlOT YCTaHOB/EHHbIE
TpeboBaHUA, YTO NPUBOAWUT K MHTEHCMBHOMY pPa3pyLUEHWIO
nopor. B pecnybnvke umeetcs Bcero 65 NocToB TPAHCNOPTHOTO
KOHTPOJIA U3 HUX 25 BHYTPEHHME NOCTbI, KOTOPbIE HE CMIOCOOHDI
obecneyntb KOHTPOJb Ha BCEX Y4YacTKax CeTW aBTOLOPOT.

MosTomyansaobecrneyeHna coxpaHHOCTUMMEIOLLLEMCA AOPOMKHOM
MHGPACTPYKTYpbl Hapsady C MPOBOAMMbBIMM MePONpPUATUAMM,
BaXKHOEe 3HayeHne MmeeT BoCnuTaHne 6eperKHOro OTHOLWeHMA
K aBTOA0POram 1 cammx nosib3oBaTtesiei aBToA0pOr, TaK Kak OT
HWX BO MHOTO 3aBUCUT UX Aa/ibHelllee COCTOAHME.




Never change a winning concept

Road safety in the Netherlands: “from, for and by everyone”

Petronella Aland, Senior Advisor, Ministry of transport, public works
and water management, The Netherlands

Road safety in the Netherlands is among the very best in the
world. We have been called ‘world champion in road safety’
due to the low numbers of road fatalities. In ten years’ time, the
number of injuries has dropped by over 10% and the number
of road fatalities has decreased by 30%, even though there has
been a 20% increase in mobility during the same period.

World-class athletes mostly decide to stop competing at the
peak of their career, but we intend to keep going. We have to.
Every day two people leave their house to never return safely.
Since traffic accidents take place over the course of a year and
are considered ordinary occurrences, they do not have the same
impact as a plane crash, but the accident statistics still represent
major human suffering and huge costs for society. Preventing
that suffering and limiting those costs are our motivations for a
new strategy plan.

The Road Safety Strategy 2008-2020 was drawn up in the past
year as an extension of the Mobility Policy Document. The
strategy assumes a target of a maximum of 500! fatalities in

t1n 2007 there were 791 fatalities. In the seventies there were more
than 3000.
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2020 and no more than 12,250 injuries in traffic. We will not
achieve such a significant decrease without any effort. We need
to cooperate with other government parties, enforcement
authorities, knowledge institutes and civil society organisations,
but also with other countries, sharing best practices.

Our Road Safety Strategy

The easy pickings have already been harvested; there are not
many quick wins left. Three cornerstones have been at the heart
of road safety policies over the past years and will continue to
be essential in the coming years: sustainable safety, cooperation
and an integrated approach.

Sustainable Safety has been a source of inspiration for ten years
now, a vision that will be continued to further reduce the risk
of accidents.

Cooperation with other government bodies, enforcement
agencies and civil society organisations is also essential.
Regulations that cannot be enforced are futile.
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Licht aan

Finally, we take an integrated approach to road safety: we make
cross-connections with other areas of policy. This includes the
environment and accessibility spatial planning. However, there
is more to achieve. We will therefore focus specific attention on
two target groups by imposing stricter consequences on people
who cause unsafe situations and protecting vulnerable groups
in traffic even more effectively.

First, we will be taking a tougher approach to people who cause
unsafe situations. Relatively speaking, it is people who break
the speed limit and people who drive after drinking alcohol who
cause the most accidents. In a new development, these violators
will be experiencing more direct consequences. This means: tit-
for-tat, compulsory measures such as alcohol lock-out, speed
limiting devices or behavioural modification courses — paid for
by the violator. Such measures would not be compulsory for
all road users, only for drivers who do not follow the rules. We
want road users to take personal responsibility for their driving
behaviour.

Second, we will be arranging extra protection for people who
are particularly vulnerable to road safety issues. For example,
it is known that the elderly, motorcyclists, cyclists and children
are relatively more at risk in traffic. Taking specific measures on
behalf of these groups should improve their position. In an EU
context, we will stimulate the market to introduce technological
innovations, invest in schooling and rewards, and engage in
coalitions with associations for cyclists and the elderly, among
others.

From, for and by everyone
Everyone contributesto road safetyin our country, because every
road user is personally responsible for his own safety and the
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safety of others. Besides that factor of personal responsibility,
the Government is responsible for ensuring safety in public
areas; road safety falls within the scope of that mandate. One
way in which the Government takes responsibility is by creating
limiting conditions. We set requirements for people, vehicles
and road design. The Government also works at international,
national, provincial and local levels to achieve safe infrastructure
and rules that promote safety.

It is crucial to realise that proper participation in road traffic
also benefits road users by providing them a safe space in which
they can travel from one place to another, encounter others and
transport goods. Free mobility thus contributes to our welfare,
increasing social cohesion and strengthening the economy.
Keeping the mobility system we know now is one of our key
principles.

Global competition

Working on road safety is an ongoing process. It means
permanently seeking out improvements and assimilating new
knowledge, insights and techniques.

We should not think exclusively in terms of deaths and injuries.
No level of deaths or injuries can ever be considered acceptable.
Because the victims are spread out over time and geographic
locations, it is increasingly difficult to keep road safety on the
agenda - while human suffering and economic losses continue
unabated. We face an additional challenge in maintaining
sufficient focus on this topic in the coming years, nationally as
well as globally. The Ministerial meeting in 2009 in Moscow is
an important step for road safety globally. The outcome should
be that it is within every countries’ reach to become the next
world champion on road safety.



Road safety in Poland

Prof. Ryszard Krystek and Dr Joanna Zukowska?, Gdarsk University of Technology,
Highway Engineering Department, Poland

Twenty years into the process of political and social change,
Poland’s market economy and living standards have improved
significantly. Economic growth has produced a greater demand
for transport leading to an increase in the vehicle fleet and
miles travelled. Sadly, the growing motorization has not been
accompanied by new roads or policies to improve the safety of
traffic, vehicles or drivers. As a result, a sharp increase in road
accidents and casualties reached a peak in 1991 with 7901 road
deaths (Figure 1).

Today, looking back, the team of international experts, called the
Gerondeau group, and their report “Road Safety in Poland” are
considered the milestone for Poland’s road safety improvement
process. The report established that the main reasons for
Poland’s poor road safety performance is because it lacks a
central body to coordinate safety policies or a longterm road
safety programme.

The Polish Government gave the report the consideration it
required and establishedin 1993 the National Road Safety Board,
an inter-ministerial body chaired by the Deputy Prime Minister.
Next, the Minister of Transport commissioned the Scientific
Research Committee to prepare the National Road Safety
Programme. Developed by a team of Polish specialists headed
by the Gdansk University of Technology, the programme was

called GAMBIT’96 and became Poland’s first road safety policy
bringing together a number of actors under the then popular
principle of 3E: engineering, enforcement and education.

In 1999 the Parliament passed a new act on Poland’s
administrative division and the transport minister ordered an
updated version called GAMBIT 2000 to reflect the administrative
changes.

Between 1991-2000 Poland achieved a significant improvement
in the state of safety on Polish roads. The annual fatality number
went down from nearly 8,000 to 5,500. Sadly, this has now
levelled off, suggesting that the current safety measures are no
longer able to cope with the growing road traffic.

Five years after Poland’s accession to the European Union, the
Government adopted several important road transport policy
documents. These include:

e TheNational TransportPolicy for 2006—2025 setting out how
Poland’s transport will develop, especially in the first period
of financing the transport system in the years 2007-2013.
The document was developed based on guidelines from
the 2001 paper “EU Transport Policy — time to decide”

Figure 1. Road fatalities in Poland
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The National Road Safety Programme GAMBIT 2005
based on the guidelines of the 3rd Road Safety Action
Plan for the EU.

The new national GAMBIT 2005 is the Government’s road
safety programme for the years 2005-2007-2013 (Figure 2).
Implementation efforts took up the first two years, prior to the
funding period 2007-2013, when EU money becomes available
for transport infrastructure. Poland made clear its intention to
join the European road safety policy by signing the European
Road Safety Charter and adopting the target of halving fatalities
in 2013 compared with 2003, which is not more than 2,800
road deaths annually. Sadly, the rate in Poland now is 14 killed
per 100,000 population, a outomce significantly above the EU
average.

GAMBIT 2005 has 5 main goals:

1. Build a basis for a longterm road safety policy
Implement measures to significantly change road user
behaviour

3. Protect pedestrians, bicyclists and children in road
traffic

4. Develop and maintain road infrastructure

5. Reduce accident severity, i.e. reduce the percentage of

people killed per 100 people injured.

Under the Road Traffic Law the Transport Minister is the
chairman of the National Road Safety Board and oversees the
work of the national GAMBIT programme team. The team’s
other responsibilities include developing prevention measures,
ensuring funding to support the measures, monitoring
implementation and effectiveness evaluation. The work carried
out between 2005-2007 included the implementation of the
programme at several levels:

Operational programmes include the framework
measures that ensure that lower level programmes
can be implemented, controlled and evaluated

Sectoral programmes are implemented by the
ministries and central bodies and cover policies
within the individual ministry’s remit. For example,
a safety education programme for children and
students is the responsibility of the Ministry of
Education whilst the Ministry of the Interior is
responsible for safety programmes implemented by
the Road Police and the Fire Service Headquarters
is responsible for technical rescue programmes

Regional programmes cover issues that are the
responsibility of regional authorities such as regional
roadinfrastructure, education and driver exams, vehicle
inspection, etc. Regional road safety programmes are
prepared by multi-disciplinary teams coordinated
by regional road safety councils and headed by
the region’s marshal. The work of regional councils
largely depends on the level of activity of regional
road traffic centres, an organisation which runs driver

examinations. It also provides the secretariat for the
regional road safety council. Regional programmes
are based on National GAMBIT 2005 guidelines

Local programmes are developed by local authorities
and are designed to increase safety of the local
communities. The programmes cover primary school
education, modernisation of local road infrastructure,
road traffic enforcement, etc. Similarly to regional
structures, local authorities have their local or city road
safety councils responsible for managing safety locally.
The voluntary sector with NGOs has an important role
to play, especially in the area of education, local road
infrastructure and traffic control.

While the National Road Safety Programme is a priority
for those who wrote it, it does not have the support of a
professional body dedicated to the development of operational
programmes, monitoring the progress, evaluating the measures
and correcting them, if necessary. Because the National Road
Safety Board is an advisory body and meets twice a year only, it
is not suited for such work. But there is hope for improvement.

Under an initiative of the Prime Minister, a parliamentary group
has been established with members from different political
parties who care about the state of road safety in Poland.
Additionally, work has begun on setting up a national and regional
road safety observatories following SafetyNET guidelines. This
should prove a good tool for monitoring preventative measures
designed to reach the common European target of halving road
deaths.

GAMBIT 2005

The authors participate in the ZEUS (the Integrated System of Transport Safety) project which is a research project designed to develop
a transport safety model. Its objective is to integrate safety issues in all the modes and support decisions concerning Poland’s new and
existing transport infrastructure. The project has five modules studying the possible ways to integrate Poland’s transport safety systems
from the organisational, legal, technical, spatial and human resources aspects.
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State Road Safety Policy in

the Russian Federation

Victor N. Kiryanov, Chief State Inspector of Traffic Security,
Ministry of Internal Affairs, Russian Federation

dopmupoBaHue U peannsaumna rocyaapcTBEHHON NOMUTUKM B
obnactu obecneyeHus 6e€30MacCHOCTU AOPOXKHOIO ABUXKEHUA
B Poccuiickoi deaepauumn
[JOpOXKHO-TpaHCNOPTHAA aBapUMHOCTb EXerogHo YHOCUT
M3HM OKoMo 30 TbiCAY YeNOBEK, YTO BbI3bIBAET KpalHIOW
06ecnoKoeHHOCTb PYKOBOACTBA CTpaHbl. B aToi ceasu B 2005
rogy coctoasnocb 3acefaHue lMpesnanyma locynapcTBEHHOIO
Coseta nog npeacepatensctBom [pesngeHta Poccuinckoi
depepaunn. Mocne o06CTOATENBHOTO aHaNM3a MOMOXKEHUA
6bIN0 MPUHATO pelleHne O HeobXxoAMMOCTM KapAMHaNbHbIX
nsMmeHeHu B chepe obecneyeHns 6€30MNacHOCTU LOPONKHOTO
OBUXKEHUA.

OcHOBY HaUMOHaAbHOW cTpaTernm coctaBuan deaepanbHan
uenesaa nporpamma «losbieHWe 6e30MacHOCTM LOPOXKHOMo
nsukenusa B 2006-2012 rogax» WM MpUHATbIE B ee pas3BuTMe
peruoHasnbHble M MyHULMNaNbHblE MPOrPamMMbl, B KOTOPbIX
daKTMyeckn BonioTMAOCL TpeboBaHME PYKOBOACTBA CTPaHbI
06 aKTMBM3aLMWM PONU TOCYHAPCTBA B CHUMKEHUW [OPOXKHO-

TPAHCNOPTHOrO TpaBMaTU3Ma.

Briepsble noctaBneHa nporpammHasn 3agadva - COKpatuTtb K 2012
roZy Y1Mca0 NorvbLIMX B LOPOXKHBIX MPOUCLLECTBMAX B NOATOPA pPasa
K ypoBHto 2004 roga.

KntoueBbIMM  HaNpPaBNEHUAMW  OOCTUMKEHWA  MOCTABNEHHOM
uenn ABNAAIOTCA NpegynpexaeHue ONAacHOro noseaeHUA
BOAMTENEeN, COBEPLIEHCTBOBAHME OpPraHM3aLmMM OBUMKEHUA
TPAHCMOPTHbIX CPeAcTB M Melwexo4oB B KPYMHbIX ropofax,
npodunakTmKa LEeTCKoro [0POXHO-TPAHCMOPTHOIO
TpaBMaTM3ma, OpraHM3aumnA OKasaHWA NOMOLLM NMOCTPaLaBLUIMM
B [OPOXHO-TPAHCMOPTHbIX MPOUCLIECTBUAX W  pAL,  APYruX

MepPOnpPUATUN.

MNpefycMoOTpeH Uenbli KOMMAEKC NPOrpaMMHbIX Mep no
OanbHeNWen onNTMMM3aLMKM CUCTEMbI YNpPaBaeHus B 061acTu
6e30MacHOCTU ABUMKEHUS, YTOUHEHUIO QYHKLMN, KOMMNETEHLMMN
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M OTBETCTBEHHOCTM denepasibHbIX, PErMoHaIbHbIX U MECTHbIX
OpraHoOB WCMONHUTENBbHOW BNACTM, pa3paboTKke pernameHToB
MX B3aMMOAENCTBYSA.

B KOHEYHOM UTOre, «UEHTP TAMECTU» OEATe/bHOCTM Mo
NpoduNaKTUKe aBapUMHOCTU CreayeT MepeHecT B CyObeKTbl
Poccuiickoit Peaepaumn, a COCTOAHME AOPOXKHO-TPAHCMOPTHOIO
TPaBMaTM3Ma LO/IKHO CTaTb OAHUM W3 MOKa3aTeNei 1x CoLupanbHO-

3KOHOMMYECKOrOo pa3BUTUA.

OnpepeneHHbIe NOJIOKUTENbHbIE CABUTMBITOMHANPaBAEHUM
ye HabnogatorcA. MMpaKTUYEeCKM BO BCEX pernmoHax uaet
aKTUBHAA peanmnsaumna NPorpammMHbIX MeponpPUATUIA.

CerogHA MOXHO

ropoputb O TOM, 4YTO CO34aHa CUCTEMA

MHOOPMMPOBAHUA HaceneHMs O CoCToAHMKM  6e30nacHoCTM
[OPOXHOIO ABMMKEHWA. YCTaHOB/IEHO [E/10BOE B3anMOAEeNCTBMe
C Beaywy MM CPeAcTBamM MaccoBOr MHbOPMAaLMKM, HanaxKeHo
COTPYAHMYECTBO C OBLWIECTBEHHbIMM M MPaBO3aLUTHLIMM

OpraHnsaumnaAMmmn, NpeacTasUTeNAMM PENUTMO3HbIX KOHd)ECCVIﬁ.

MoBblWEHHOE BHMMaHWE yAenseTcs Bonpocam obydyeHus W
BOCMUTAHWNA YYaCTHUKOB ABUMKEHMA U, MPEXAE BCEro, AeTeNn.
CerofHa B WKOMAX CTpaHbl paboTatoT okoso 70 TbicAy
KabWHETOB M yrosKkos No 6e30nacHOCTU ABUNKEHUA.

Bonee 270 TbicAY y4yalwmxca obbeanHeHbl B 406p0BO/bHbIE
oTpAAbl IOHbIX MHCNEKTOPOB ABUXKeHUA. Pa3BepHyTa paboTa
Nno CTPOUTENBLCTBY AETCKMX aBTOFOPOAKOB.

HauaT npouecc BHegpeHWA  NEPCNeKTUBHbIX

dopm

M MeTo40B nNnpunema 3K3aMeHOB Ha nojsydyeHune npasa

ynpasaeHna TPaHCNOPTHbIMU CpeacTBaMM C UCMON1b30BaHNEM
dBTOMATU3NPOBAHHbIX KOMM/1EKCOB, cnocobHbIx obecneynTb

OObEKTUBHOCTb OLLEHKM 3HaHUW NpPaBUA  AOPONKHOTO
OBVKEHUA Y HaBbIKOB BOXKAEHUA.
Ocoboe  BHMMaHWe  yaenseTcd  MPUMEHEHUIO  PeMHEeMN



6e3onacHocTH, AETCKUX yaepKnBatoLwmx yCTpOﬁCTB, MoToLnemos,
MCNONb30BaHUIO CBETOBO3BpPALLAOWKMX 3/1EMEHTOB Ha oJexae
LLUKOIbHNKOB.

MpeanpuvHYMaemble  YCUAMA  HaxoAAT  COOTBETCTBYHOLLYHO

peakumio obuwectea. MOHUTOPUHI OBLLECTBEHHOrO MHEHUA

CBUOETENbCTBYET, YTO YXXEe OKOJI0 40% ONPOLWEHHbIX rpaxgaH

OoTmMme4aloT yayduweHune B obecneyeHun 6HesonacHocTU

ABMXKEeHNA WU NONOXKUTENIbHO OUueHUBAOT AOeATe/NIbHOCTb

rocyZ,apcTsa B 3TOM HanpasneHuu. MNpu sTomM fiBe TPeTU Kutenen
CTPaHbl NOAAEPHKMBAOT Y)KECTOUYEHNE HAKa3aHWIA 3@ COBepLUEHUNE
rpyobIX HapyLLEeHWI NPaBUa SOPOXKHOTO ABUMKEHUSA.

OyeBMAHO, YTO YyCUAEHME CaHKuuii 6e3  LMPOKOoro

KOMMNAeKca MNPodUNAKTUYECKUX Mep Mo (GOPMUPOBAHUID

3aKoHOMNocaywHoro noseageHnA Y4aCTHUKOB AOPOXKHOro

OBWKeHWsA, BecnepcnekTMBHo. B apceHane y rocygapcrtea

MMetoTCA PasinyHble GOPMbl SKOHOMUYECKOTO U COLMANbHOTO

BO3JENCTBMA HA HapywuTeneit, KoTopble 6yayT aKTUBHO
MCMO/b30BaTLCA.
MpuHATbIE  Mepbl  MO3BOAWAM  AOCTMYL  OMpefeneHHbIX

pe3ynsraToB. Brnepsble 33 nocneaHve 8 NeT Havyanocb CHUXKeHue
YnCNa  [OPOMKHO-TPAHCMOPTHLIX MPOMUCLLECTBUI M KOAMYECTBa
PaHEHbIX, CHU3UIACh TAMXKECTb NOCNEACTBUM, COKPATUICA AETCKUM
[OPOXKHO-TPAHCMOPTHbIV TpaBmaTuam. [Mpryem sTm pesynbraTbl
OTMEYAlTCA B YC/IOBUAX OYEHb BbICOKMX TEMMOB MNpPUPOCTa
aBTonapka. Tak, Tonbko B 2007 r. KOANMYeCTBO TpaHcnopTa B Poccum
yBEeNNUYMNOCh Ha 2,8 MaH. egyHuml,. B 2008 r. napK TPaHCNOPTHbIX
CPeACTB BblpacTeT eLle Ha 4 MJTH. eOUHUL,.

OfHaKo nepeble MO3UTUBHbIE pe3ybTaTbl HE 4at0T OCHOBaHUM
/1A YCNOKOEHHOCTU, MOCKO/IbKY MacluTabbl aBapuitHOCTH elle
CMWKOM BeNUKU. TpebyeTca fanbHellee HapallyBaHWe YU,
npuaaH1e Halel cCoBMecTHoW paboTe elue 6oAbLIE CUCTEMHOCTU
1 CKOOPAMHMPOBAHHOCTM.

B HacToswwee Bpema B Poccuiickoit ®egepaumm naet aktMeHan
paboTa No nNpuMBEAEHMI0O HALMOHANbHbIX HOPMATUBHbIX
NpaBoOBbIX aKTOB B 06/acTM 6e30MacHOCTU AOPOXKHOTO
OBWKEHUA B COOTBETCTBME C MEXAYHAPOAHbIMM NpaBMaaMmu
B
KoHBEHUMA 0 B3aMMHOM MPU3HAHMU U UCTIONHEHUW PeLleHWi

M MpUHLMNAMM. YyacTHocTH, Oblla  patTMdMLMPOBAHA

no genam o6 aAMUHUCTPATUBHbLIX MPABOHAPYLLUEHUAX NPABUA
LOPOXKHOTO ABMXeHMA B pamKkax CoapykectBa HesaBucumbix
[ocypapcTs.
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Ocywectensetca peanusauma TpeboBaHUit KoHBeHUMN
O [OPOKHOM [ABWMMKEHWUM U O OOPONKHbIX 3HAKaX U CUrHanNax.
PaspabatbiBaeTca HOBaA cucTemMa AOMycKka BoguTtenen K
YYacTUIO B OBUMKEHWM C YYEeTOM WX MOATOTOBKM WM ONbITa

ynpasaeHna TPaHCNOPTHbIMW CPEeACTBaMMU.

Ha 62-i ceccum leHepanbHol Accambien OOH 6bin10 ogobpeHo
pelweHue o nposeaeHun B 2009 roay B Poccuiickon Penepaumn
npu cogevicteun OOH nepsoit MexayHapoaHoM KoHdpepeHL MK
no 6e30MacHOCTN [OPOXKHOFO ABWMMKEHWUA Ha MWHUCTEPCKOM
yposHe. Poccuitckan GesepalLims akTMBHO rOTOBUTCS K MPOBEAEHNIO
3TOrO Ba¥KHOIO MepPOnpUATUA.

KoHdpepeHUMIO NNaHUPYEeTCa MNOCBATUTb  KOMMAEKCHOMY
0bcyKaeHuo cuTyaumm B 06/1aCcTM 6€30MacHOCTU LOPOXKHOIO
OBVXKEHNA B MUPE U ee BAUAHUIO Ha COLLMANbHO-3KOHOMMYECKOe
pasBuTMe CTpaH. B yacTHocT, gonkeH GbiTb NpoBegeH 0630p
nporpecca B BbINOIHEHUW CTPAHAMM pekomMeHZaLmMi1 BcemmpHoro
JOKMaga O NpefoTBpalleHny  AOPOXHO-TPAHCMOPTHOrO
nyTu
YKpenaeHua MexayHapoaHOro COTPYAHUYECTBA.

TpaBMaTU3Ma, a TaKXKe onpeaeneHbl p,aaneVlmero

Mpepnonaraetca, YTO OCHOBHbIM MAPTHEPOM CO CTOPOHbI
OOH crtaHeT BcemupHasa opraHuM3auma 34paBOOXPaHEHUA.

K npoBeseHMIO MeponpuATMA  MNPUBAEYEHbl  areHTCTBa
OOH, BK/ItOYaA pernoHanbHble 3KOHOMMYECKMe
KOMUCCUMM,  yyperkaeHHaa BcemupHolt  opraHusauuen

34pasBooxpaHeHuMa pynna no coTpyaHudecTsy B pamkax OOH
B 06/1aCTM 6€30MaCHOCTU LOPOKHOIO ABUMKEHUS, A TaKKe Apyrue
OpraH13aLmm 1 yYpexaeHus.

Mo nHnupmatmee BO3 co3gaH MexAyHAPOAHbIA KOHCYLTaTUBHbIN
KOMMTET MO MOAFOTOBKE K NpoBeaeHuto KoHdbepeHumu, nepsoe
3acefiaHMe KOTOpPOro COCTosAN0Ch B Hosibpe 2008 roga B LWTab-
KBapTupe BO3 B HKeHese.

KoHdepeHuma npoingeT B Hoabpe 2009 roga. K yyactuto B Helt
6yayT npuUrnaweHbl NpeacTaBUTENN BCEX CTPAH-Y/eHOB
OOH,
opraHvsaumm.

a TaKXe HenpaBWUTENbCTBEHHbIE U 06LLEeCTBEHHble
Mpeanonaraetca, 4To B COCTaB  Aenerauuii
BOMAYT KaK PYKOBOAMTE/IM OPraHoB, OTBeYatoLMX 3a obecneyeHne
6€30MacHOCTN JOPOKHOMO ABUMKEHUA HA YPOBHE MUHUCTPOB, TaK
M 3KCMepTbl N0 6e30MacHOCTU LOPOKHOTO ABUMKEHMS.

MmetoTca BCce OCHOBaHWA nosarate, u4to KoHbepeHuus
NpUAACT oYyepesHoOr UMMNYAbC YCUAUAM, NPesnpUHUMAEMbIM
MeXAYyHapOoAHbIM coobuecteom no npeoaoneHuIo
rnobanbHOro Kpusuca B obnactm obecnevyeHmns 6esonacHocTm

AOPOXKHOro ABUXKEHUA.



On some of the peculiarities of road safety
stfate management in the Russian Federation

Alexander Kvasov, Assistant to the General Director of the Russian Automobile Federation

By the time of the collapse of the Soviet Union, the Russian
Federation had accumulated a lot of problems in the financial
and social spheres.

Colossal salary indebtedness, inflation, crime and a threat of
separatism in the newly formed State meant that due attention
was not paid to the threatening figures of mortality and rates of
traumatism resultanting from road accidents.

The outdated nature of the road infrastructure and low salaries
of road inspection staff did not have a positive influence on the
road safety situation.

Before 2000, there had been no notion of a State strategy for
road safety, and attempts to introduce systematic solutions
found response from neither participants of the road movement
nor the State, and were disparate and episodic.

The avalanche-like increase in the private car stock has caused
chaos on the roads.

After changes in the country’s leadership and the appointment
of V. Kiryanov as Head of the Main Road Safety Inspectorate,
a new epoch has emerged in the activities of state structures
responsible for affairs in this field.

In our opinion, the main achievement of the new leadership of
the Road Safety Inspectorate was acknowledging the problem at
the highest level of State leadership, and applying new, though
not always unambiguous, methods for its solution.

The holding of the State Council Presidium dedicated to
road safety issues, under the leadership of V.V. Putin, former
President of the Russian Federation, marked the beginning of a
breakthrough in the awareness of the country’s leadership.

At the State Council, the President linked the high rate of
mortality and traumatism on roads directly to the threat on
national security, and the material loss of road accidents to the
substantial factors which impede national economic growth.

The next step in implementation of the new strategy was
the adoption of the Federal Target Program “Road Safety
2006-2012”, envisaging an additional state financing of USD2.2
billion for road safety programs.

Several amendments were made to the Administrative Code of
the Russian Federation, toughening the penalty for infringement
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of road safety rules.

Also, several Decrees of the President of the Russian
Federation V. Putin were issued, motivating State authorities
to work more activly to improve the situation.

It is noteworthy that the mentioned steps were fundamental
compared with what was being done to improve road safety
in the previous years.

Within all this time, however, the biggest mistake in the field
of state road safety policy committed at the time of the Soviet
Union existence, was not corrected.

At a time when the number of cars in our country was
substantially behind the rate of developed countries, all issues
associated with the registration and control of the car stock,
as well as the management in the field of road safety, could
be easily commissioned to the subdivision of the Ministry for
Internal Affairs.

However, due to changes in the countries which caused
a sharp, unpredictable growth in the number of cars, the
old system system became defective, and all attempts to
transform and strengthen the situation, through submission
of additional authority and financial injections, move us away
from civilized approaches to solving the problem.

Today, Russia is the world’s only country which commissioned
coordination and, consequently elaboration of the main
solutions in the field of road safety, to the Ministry for Internal
Affairs, specifically, The Main Road Safety Inspectorate.

This explains the poor progress in problem resolution, the
difficulty in coordinating infrastructural change and the
growth of the country’s car stock, for in our country there
are five structures responsible for road safety: the Ministry
for Internal Affairs, The Ministry for Emergency Situations,
the Ministry of Education, the Healthcare Ministry, and the
Transport Ministry.

In our view, until this system faultis eliminated by the country’s
leadership and the coordination of the road safety activities is
commissioned to the Transport Ministry, substantial changes
in the situation are impossible.



The implementation of Electronic Stability

Control in Sweden

Roger Johansson, Chief Strategist Traffic Safety, Vidgverket /Swedish Road Administration, Sweden

Background

Electronic Stability Control (ESC) has been proven to be very
effective in reducing crashes related to loss of control. The
first studies of the effectiveness of ESC were published in 2003
by the Swedish Road Administration and Folksam Insurance
Group. Several studies followed in 2004 and 2005 establishing
a scientific ground for declaring that ESC was effective, in fact
one of the most effective safety initiatives ever. At the time
of the first study, 15 % of the new cars sold in Sweden were
equipped with ESC. 48 months later, the penetration rate was
over 90%, which is the highest in the world. By the end of 2008,
the fitment rate will reach almost 100 %.

Actions to improve penetration

The first mass market car with ESC was introduced in late 1998,
when a specific car model was recalled and ESC was added to
improve handling, following an event in Sweden involving a
journalist tipping over the car in a manoeuvre test. ESC was then
gradually implemented on executive mid size and large cars and
reached a 15 % new car sales penetration in mid 2003.

The first scientific study of the real life effectiveness of ESC was
presentedin March 2003 by SRA and Folksam in cooperation with
the Swedish Magazine Auto, Motor och Sport. The effectiveness
of ESC was far higher than anyone could have expected. The
organisations involved also took the unusual step to act from
results of only one study, and issued a recommendation at the
same time that “all car buyers are recommended to choose
a car with ESC, and all vehicle manufacturers and importers
should make ESC available as soon as possible”. The results and
the recommendation caught major media interest.

At the same time, purchasing and rental car policies for SRA and
Folksam operations were changed so that all new cars bought
from the date of the presentation must have ESC, and also
stating that in the near future all cars rented for short term or
long term renting and used by staff of Folksam and SRA must
have ESC. This decision was taken to influence the rental car
market that has a fair market share for new cars (in the order
of 7-8 %). The change in policy was also intended to influence
other fleet buyers to change their policies.

Later in 2003, the first screening of how car manufacturers and
importers of cars had reacted, and to what extent ESC fitment
was increasing, was made. Some manufacturers and importers
were contacted to discuss their plans for ESC fitment, especially
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those who were to introduce new models. The intention was to
get in touch with the market departments to show the interest
in ESC and thereby possibly influence their decision to make
ESC standard fitment. It is likely that several manufacturers
and importers changed their intended decision after those
contacts.

Late 2004, when more scientific evidence showed that ESC was
highly effective, the Director General of SRA sent a letter to all
manufacturers and importers asking them to stop selling cars
without ESC equipment as quickly as possible. This letter had of
course no legislative or other legal basis, it was simply a request
based on the scientific findings.

In 2004 and 2005, the Swedish Occupational and Health Safety
(OHS) Administration brought in ESC in their checkpoints when
employers were asked about a systematic improvement of OHS.
By the same time, many fleet buyers had picked up ESC in their
purchasing and rental car policies. At this point, almost 70 % of
new car sales had ESC.

In 2004, SRA, as a member of Euro NCAP, proposed that ESC
should be promoted through Euro NCAP, which Euro NCAP did
in 2005 as a “strong recommendation to consumers”. This was
later followed by the involvement in ChooseESC, the major
campaign from e-safety, FIA, the European Commission and
many others.

A new scientific study of the effectiveness of ESC was presented
in 2005, demonstrating both more long term effects as well
as more broken down effectiveness estimates. At the same
time, a special commission on crashes in wintertime was
formed, with members from many stakeholders, like the tyre
industry. The Commission also issued a recommendation on
ESC and all stakeholders took a decision to buy and use cars
with ESC only. Both the results of the new study and the results
of the Commission were brought to media attention. The
recommendation from SRA was now changed to “all new car
buyers are discouraged from buying a car without ESC. The
effect of ESC is so big and well documented that there is no
doubt that ESC is one of the most important safety systems”.

In 2007, Folksam Insurance Group adjusted their premiums
according to the fitment of ESC. The differentiation was set
to 15 %. SRA at this time initiated that the national vehicle
registry should contain the possibility for car manufacturers
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and importers to register all cars with ESC on a voluntary basis.
In 2007 when the Government as a whole made a purchasing
contract with all interested importers of cars, ESC was a
mandatory requirement. In 2008 this will be expanded to all
vehicles except HGV.

In late 2008, the fitment rate was 97.3 % and will most probably
rise to almost 99 % in early 2009. The only current signal that
is not promising is that one importer plans to sell a low cost
vehicle without ESC (Renault Logan). There is no other sign of
the process moving backwards.

The most critical criteria for ESC implementation
seems to have been the following:
e The scientific results: without these findings there

would be no action from all stakeholders involved
e The involvement of media: the media was involved
from the beginning, even in presenting the first
scientific results, and followed this up by mentioning
ESC in most car tests and by asking car manufacturers

and importers when new cars were launched

e The purchasing behaviour from the stakeholders
involved: the fact that SRA and Folksam only used
cars with ESC sent a signal that the issue was serious
and created a demand from the market place

e The constant contact with manufacturers and
importers about their plans showed the seriousness
of both the Government and the insurance group

e The constant monitoring of the implementation process
and the benchmarking with other countries.

| CHOOSE ESC!

Given the fast penetration that took place in Sweden, it is now
time to implement regulation for all cars. The resistance from
manufacturers should be gone at this stage, and with the major
safety effects, it would be harmful if not all cars were equipped
with ESC.

At the same time, preparations for the “next ESC” should
be made. New systems are being brought to the market and
countries should joinin to collect data and perform effectiveness
studies in order to drive the penetration of highly effective
integrated safety systems. The Swedish experience shows that a
structured process can lead to fast implementation of effective
technologies.

Table 1. ESC fitment among new cars sold in Sweden
by the end of 2003 to 2008 (2008 estimate).
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Effectiveness of seven publicized
enforcement demonstration programs
to reduce impaired driving in USA

Georgia, Louisiana, Pennsylvaniq,
Tennessee, Indiana, Michigan and Texas

Maria Vegega, Chief, Behavioral Research Division, National Highway Traffic Safety
Administration, US Department of Transportation, USA

Between 2000 and 2003, the National Highway Traffic Safety
Administration (NHTSA) funded seven alcohol demonstration
programs designed to reduce alcohol impaired driving
through well-publicized and highly visible enforcement. These
demonstration programs were not specifically designed to be
research evaluation studies; instead, they were designed to
reduce drinking-and-driving behavior and ultimately alcohol
related crashes. The States varied widely in their enforcement
methods, media methods, and their paid and earned media
budgets and messages.

Four of the programs (GA, TN, IN, MI) were conducted
statewide or nearly statewide. Paid advertising was used in
Georgia, Indiana and Michigan. In GA, TN, IN, and PA sobriety
checkpoints were conducted throughout the data collection
period. In Louisiana checkpoints were permitted part way
through data collection; in Texas and Michigan, checkpoints
were not permitted. The number and types of enforcement
activities varied considerably from state to state (see in Table 1).
For example, Georgia reported using over 2,800 checkpoints;
while Tennessee used a combination of checkpoints (535),
enforcement roadblocks (approximately 270), and saturation
patrols (270), and Michigan used 1,122 saturation and routine
patrols. The number of DUI (driving under the influence) or DWI
(driving while intoxicated) arrests varied considerably - from a
few hundred to a few thousand.

Survey Findings: In five of the seven States (GA, LA, PA, TN and
TX) random digit dial telephone survey waves of 1,000 drivers
were conducted before program implementation, midway
through the program, and at the completion of the program.
Due to logistical reasons, similar surveys in Indiana and Michigan
were not conducted so the impact of their paid advertising is
less well understood.

There was a positive change in awareness of the enforcement
program and a positive change in self reported behavior in one
state (GA). None of the other four States employing essentially
the same survey showed positive changes in self-reported
behavior (See Table 1). Hence, the findings from the driver
surveys in the five States were disappointing.

Impact Analysis: Time series analyses (ARIMA) were used
to determine if the ratio of drinking drivers to non-drinking
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drivers involved in fatal crashes experienced changes during
the enforcement program. NHTSA’s Fatality Analysis Reporting
System (FARS) was used in the analyses with neighboring States
serving as comparisons. This ratio was also used in comparing
intervention counties to non-intervention counties. In addition,
alcohol-related fatalities were expressed in a ratio relative to
annual vehicle miles traveled (VMT).

The results of these analyses are presented in Table 1. There
was considerable variation in the impact measures, with GA, TN,
IN and Ml showing a statistically significant difference in at least
one measure. As compared to neighboring States, GA showed
a statistically significant decrease (14 percent; p<.005) in the
ratio of drinking drivers to non-drinking drivers in fatal crashes.
Using this measure, an estimated 60 lives were saved in the first
year associated with the Georgia program. TN experienced a
significant decrease (10.6 %, p<0.35) in the driver ratio relative
to neighboring States. Intervention counties in IN experienced
a statistically significant decrease of 13 percent (p<.02) in the
ratio of drinking drivers to non-drinking drivers involved in
fatal crashes and a 20 percent decrease (p<.002) in alcohol-
related fatalities per 100 million VMT. Indiana also experienced
significant decreases in the nonintervention counties compared
to neighboring States. Using the drinking driver ratio measure,
it was estimated that 25 lives were saved in the intervention
counties and 17 in the rest of the State. MI experienced a 14
percent decrease (p<.07) in the ratio of drinking drivers to non-
drinking drivers involved in fatal crashes in the intervention
counties compared to neighboring States. This resulted in an
estimated 57 lives saved during the program. Michigan also
experienced a significant decrease of 18 percent (p<.003) in
alcohol-related fatalities per 100 million VMT. (See Table 1 for
more information)

A major finding concerned the use of paid advertising. Three of
the four States (GA, IN, MIl) demonstrating a decrease in drinking
driver fatal crashes used paid advertising in their programs.

Summary: It appears that a variety of media and enforcement
procedures that supplement ongoing statewide efforts can yield
meaningful crash reduction effects among alcohol impaired
drivers. In general, States employing sobriety checkpoints,
using paid advertising and programs implemented statewide
were associated with crash reductions relative to surrounding



States. In addition, the use of saturation patrols alone may
result in crash reduction.

This study was very complex. Each of the demonstration
programs was unique and was superimposed on existing State
program activities targeting drinking drivers. As a result, simple
relationships were not obtained between crash reductions and
(a) amount, type, and target of publicity campaigns; (b) amount
and type of enforcement activities; and (c) driver awareness,
perceptions and self reported behavior. Based upon previous
research and some of the implications from this study, a State
impaired driving enforcement program is more likely to be
successful if it incorporates (a) numerous checkpoints or highly
visible saturation patrols conducted routinely throughout

the year along with mobilized crackdowns (at least two per
year) and (b) intensive publicity coverage of the enforcement
activities, including paid advertising.

The results from these seven high-visibility enforcement
demonstration programs have helped shape NHTSA’s current
annual Over the Limit Under Arrest national crackdown
mobilization around Labor Day (in September) and in
December. The lessons learned include the need for sustained
high-visibility enforcement, for sufficient enforcement efforts
that create the impression of increased risk of detection by
impaired drivers, and the need for intensive publicity about the
increased enforcement activity that reaches the impaired driver
population.

Table 1. Summary of site characteristics and results

2000-2001

2002-2003

Georgia

(GA)

Louisiana

(LA)

Pennsylvania

(PA)

Indiana

(IN)

Texas

(TX)

Tennessee

(TN)

Michigan
(ML)

Implementation
period

Start:
Duration:

6/28/00
12 months

7/6/00
12 months

7/1/00
12 months

11/11/00
12 months

7/1/00
12 months

12/1/02
12 months

7/1/02
18 months

Portion of State
covered by
intervention

Statewide

16 of 64
parishes

(i.e., counties)

14 of 67 counties

14 of 254
counties

80% of the
population

SEEEE SEEIEE

Population

8,186,453

4,468,976

12,281,054

5,689,283 20,851,820 16,159,068 110,050,446

icensed drivers

5,550,176

2,759,120

8,229,490

4,251,228 13,462,023 14,221,123 17,025,357

DWI enforcement
activities

2,837
checkpoints

217
saturation
patrols

300 checkpoints,
360 mobile
awareness,

480 roving patrols

535
checkpoints,
529 patrols

Increased
DWI arrests

3,805 patrol
hours on
DWI

1,122
saturation
patrols

Est. No. of vehicles
witnessing
enforcement

355,480

80,000

850,000

Not reported |Not reported |70,624 60,000

Publicity activities

Paid and
earned media

PSAs and
newspaper

700 media “hits”

PSAs and
earned media

$250,000
paid media

$375,000
paid media

$225,000 paid
media

Targeted drivers

Not reported

Ages 18-24

Not reported

Not reported |Males, aged

18-34

Males, aged
21-34

Males, aged
18-34

Public survey
results

Reported
driving after
drinking
decreased
from 26% to
19%

Small
decrease

in reported
driving after
drinking

Small decrease in
reported driving
after drinking too
much

Increase in No data
reported
avoiding
driving after
drinking

Reported
driving after
drinking

too much
decreased
from 19% to
16%

Reported
driving after
drinking
decreased
from 34% to
25%

DWI arrests (FBI)

21,708

23,668 90,617

Intoxicated drivers
in fatal crashes
(BAC >.08) (FARS)

371

13,592
314

36,752
495

48,382
317

404 1,357

DWI arrests per
intoxicated driver
in fatal crashes
(EBI, FARS)

67

Change in ratio of
drinking drivers
to nondrinking
drivers in fatal
crashes compared
to adjacent States

Change in alcohol-
related fatalities
per 100M VMT
compared to
adjacent States

—20%
(p<.002)

—18%
(p<.003)

Lives saved per
year due to
intervention

25—
intervention
17 —rest of
State




Road fraffic safety: dimensions and follow-up
measures in Uzbekistan

Abdulla Khashimov, Director of Department, Ministry of Foreign Economic Relations,
Investments and Trade, Republic of Uzbekistan

The Republic of Uzbekistan’s volume of economy has grown
by 45 per cent for the last six years, industrial production has
gone up 1.6 times, agricultural production 1.5 times and foreign
trade turnover is 1.7 times higher. The GDP growth rate for the
last four years has been kept at a level of 7 and 9 per cent.

Stimulation of foreign economic activity of the Republic
of Uzbekistan predetermines the primary objectives in
strengthening the transport system and road infrastructure.

The transport infrastructure consist of approximately 4,600 km
of railways and over 43,600 km of highways of State importance.
185 000 km roads have been paved with asphalt.

The Republic of Uzbekistan serves as a transit country for the
Republics of Iran, Turkey, Kazakhstan, Kyrgyzstan, Turkmenistan,
Tajikistan and Afghanistan, as well as China, Russia, CIS and the
European Union. Uzbekistan, shares 137 km of border with
Afghanistan 2203 km with Kazakhstan, 1099 km with Kyrgyzstan,
and 1621 kilometers with Tajikistan and Turkmenistan.

Road transport plays a key role in the transport system.
More than 80 per cent of freight in Uzbekistan is carried
by vehicles. Four international routes crosses the territory,
providing transport linkage between Europe and Asia. At
the same time the Republic of Uzbekistan has joined 12
Agreements and Conventions of the United Nations Economic
Commission for Europe in the field of road transport.

At present, Uzbekistan is considering the possibilities of joining
13 other international agreements and conventions.

Currently the government of the Republic of Uzbekistan is
giving prominence to integrating the transport sector with the
international corridors.

In the last years a number of projects aimed at the further
development of transport communications have been
implemented, work to modernize and increase capacity of the
internal and external transport system.

The state budget allocates substantial funds annually to
reconstruct and rehabilitate existing roads, as well as to build
new ones. In 2008 the dispensed funds from the state budget
exceeded four times those of 2007.

91

The Government has undertaken structural reforms in road
infrastructure safety, improving its legal framework. The
following normative acts have been adopted recently:

The law of the Republic of Uzbekistan, of 19.08.1999, on
«Road traffic safety»

«Approvement of road guidance» of 11.12.2000.

«Carrying out in proper regulation of technical inspection
of transport facilities» of 31.01.2003.

«Requirements for securing safety of bus carriages» of
04.11.2003.

«Additional measures on securing road traffic safety» of
21.11.2006.

«On additional measures to ensuring road traffic safety» of
16.10.2007.

«On measures to securing drivers and passengers safety»
of 06.03.2007.

In accordance with the Decision «On additional measures on
securing road traffic safety» the rule that prohibits the use of
mobile phones whilst driving a car was adopted from 1 January,
2008.

In  accordance with the Decision «Measures on
securing safety of drivers and passengers» the rule that
during the car operation the drivers and passengers
must use safety belts was adopted from 1 July, 2007.

Road Safety Months are held on a regular basis in accordance
with the decree of the Cabinet of Ministers of the Republic
of Uzbekistan. The main objectives of implementing Road
Safety Months are to avoid transport accidents, reduce the
harm (death, injures and property damage) resulting from
crashes of road vehicles, securing road traffic safety and
accomplishment of effective provision of safety traffic, in
particular accurate re-check of active, crowded roads and rural
areas with the intensive traffic, eliminating revealed defects.



Road traffic accidents are preventable and to educate the
public on the impact of accidents, officials are working
with bilateral and multilateral partners, non-governmental
organizations, universities and schools to raise awareness
about road safety through road safety seminars. At public
schools there are special programs included in the lessons
and the Ministry of higher and public education has
invested in the on issue with text-books on road safety.

Students test practical actions in special areas on how to prevent
accidents and what measures should be taken by them in various
circumstances following the rules of road signs and signals.

In the last four years, road traffic increased 5-6 times. The total
amount of transport vehicles in 2008 increased nearly 1.8 times
compared with 2003. Annually, over 200,000 cars are produced
in the Republic of Uzbekistan. Regular renovation of roads and
technical inspections of transport facilities are carried out,
attracting new technologies and renovating the motor car fleet.

Sharp turns, steep grades, sections with poor visibility and
sections with dangerous roadside conditions are being improved
on national and provincial roads.

The main priorities to further implement road traffic safety are
as follows;

e Strengthen the supervision of transportation enterprises

e Launch transportation safety inspection and special
rectifying movement toward dangerous freight

e  Strengthen the training and operation administration of
drivers

e Concerns of the public and public dissemination and
education.

e Realization of advanced approaches in upgrading road
traffic safety.

We highly appreciate and support the activity of the United
Nations Economic Commission for Europe in the contribution
for further enhancement of road traffic safety.

Growth of GDP (in %)

2005 2006

2007 2008 (9 month)

Trade turnover (US billion)

2004

2005

2006

2007 2008 (6

month)
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s sustainable road safety

achievable in Africa?¢

Robert Tama Lisinge, Transport Specialist, United Nations Economic Commission for Africa (UNECA)

African road safety policy makers and practitioners are well
aware of the requirements for sustainable road safety, as this
has been the subject of discussions at numerous workshops,
seminars and conferences on the continent. These requirements
include prioritizing road safety at the political level, establishing
institutional structures responsible for planning, implementing,
monitoring and evaluating road safety programmes; having a
critical mass of competent personnel; and securing a sustainable
funding mechanism. This article examines, using concrete
examples, the extent to which these conditions have been met
in Africa.

Political priority is generally seen as the primary requirement,
and indeed can facilitate the delivery of the other requirements
for sustainable road safety. It is therefore encouraging to note
that there has been progress in recent years in mobilizing
political will for road safety in Africa.

For instance, in 2005, African Ministers responsible for
transport and infrastructure, meeting in Addis Ababa, adopted
a Declaration in which they resolved to reduce by half the rate
of accident fatalities arising from road transport by 2015, and to
comply with international transport conventions on safety and
security.

In the Bamako Declaration also adopted in 2005, during the
Annual Meeting of the Sub-Saharan African Transport Policy
Programme (SSATP), African Ministers of Transport committed
to “prioritise and implement a multi-sectoral, holistic and
integrated approach to road safety and incorporate it as a
major socio-economic issue”.

Furthermore, the African Ministers of Transport and those
responsible for health adopted another Declaration during the
African Road Safety Conference, held in Accra in 2007, in which
they committed to establishing lead road safety agencies with
proper legal backing, empowered and supported by adequate
financial resources to ensure that they are well staffed with
appropriately trained personnel.

Once the necessary political will is secured, it becomes critical
to put in place institutional structures to lead and coordinate
road safety activities within countries. In this regard, it is
important to note that several African countries, over the years,
have established road safety coordinating bodies. These bodies,
some of which where established since the early 1970s, are
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located in a variety of Government Ministries including those
responsible for transport, and home affairs.

In terms of legislative mandate, Acts of Parliament have
established some of these bodies. A good example is the
Zambian National Road Safety Council. In the case of Uganda,
the responsibilities of the National Road Safety Council are spelt
out in the Traffic and Road Safety Act of 1998. While the roles
and names may differ, road safety institutions in Africa share
the same main problems including funding and technical skills
shortages, which hinder implementation of plans.

Basically, there are two methods of financing road safety in
Africa, namely, self-financing and development aid financing.
Self-financing in the form of Government grants is the main
source of funding for road safety activities in Africa such as
providing traffic policing and traffic signs, among others. A
few African countries including Ethiopia and Ghana have also
dedicated part of their Road Funds to road safety work. In
Ethiopia, the Road Fund was used in financing the rehabilitation
of traffic signs in Addis Ababa, while the Road Fund in Ghana
is reported to have allocated resources to the National Safety
Commission.

African countries have also benefited from bilateral and
multilateral aid for road safety. Bilateral assistance most
often takes the form of technology transfer through technical
assistance and training to develop local road safety agencies.
Similarly, financial institutions have provided technical
assistance for training, studies, institution building, and finance
for equipment and infrastructure improvements. The African
Development Bank is reported to have funded the Malawi
Road Safety Project. The Tanzanian and Ethiopia Road Safety
Programmes are also examples of programmes funded as
components of Road Sector Development Programmes, with
substantial contributions from donors.

Although the private sector could play a major role in ensuring
sustainable road safety in Africa, its contribution so far has been
generally very limited. Road safety structures in most African
countries are essentially public bodies that respond to various
political, budgetary and institutional pressures, which inhibit
effective service delivery. Clearly, the most effective approach
would be to involve the private sector and to concentrate efforts
at the local level, mostly in provinces and municipalities.



Overall, efforts to raise awareness, communicate and ensure
collaboration among stakeholders have been insufficient
although these are critical to establishing and sustaining national
road safety programmes. Therefore, relevant agencies need to
make specific efforts to engage all significant groups concerned
in road safety, including the wider community, especially the
civil society and NGOs. This is necessary in order to change
the perception that road safety is “owned” by bureaucratic
agencies while road users are mere policy recipients, and
that its enforcement is the responsibility of the police. Such
perceptions result in insufficient support from the community
in the implementation of road safety programmes. Involving
members of the community in policy formulation will ensure
that they accept and effectively discharge their responsibilities.

The limited progress made so far in improving road safety in
Africa will only be sustained if ongoing efforts by countries on
the continent are complemented by support from development
partners, including the donor community and international
organisations. The United Nations Regional Commissions (RCs)
could continue to play a useful role in that regard through
Development Account projects such as the current project
that aims at setting regional and national road traffic casualty
reduction targets. The RCs could also play a useful role in
ensuring that their member States derive maximum benefit
from road safety initiatives and partnerships such as the UN
Global Road Safety Collaboration; the Commission for Global
Road Safety; the UN Global Road Safety Stakeholders’ Forum,
the FIA Foundation for the Automobile Society; the Global Road
Safety Partnership; and the World Bank Global Road Safety
Facility (GRSF).

Overall, cooperation among RCs should provide a platform for
exchange of experiences on road safety issues, including the
identification and documentation of best practices. ECA has
always been committed to improving road safety in Africa and
recognizes the importance of sharing experiences. That is why,
as part of its 2008-9 programme of work, the Commission will
prepare a non-recurrent publication entitled “Enhancing road
safety in Africa: Learning from best practices”.
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Vehicular movement and safety across

border posts in Nigeria

Osita Chidoka, Corps Marshal and Chief Executive, Federal Road Safety Commission, Nigeria

BACKGROUND

The Federal Road Safety Commission (FRSC) was established as a
strategic response to road traffic crashes and traffic management
in Nigeria. The key mandate is to prevent and minimize traffic
accidents, clear obstructions on the highway, educate road
users and drivers and enforce road safety regulations on the
highways.

The direct relationship between regular traffic volume and
road traffic crashes makes the traffic census a prerequisite for
effective planning and formulation of endurable policies. It is
against this background and in line with its mandate that the
Federal Road Safety Commission conducted traffic census at
international borders around Nigeria with a view to determining
vehicular traffic pressure on Nigerian roads.

METHODOLOGY

Even though there are many un-established routes bordering
the country, the study focused on 20 out of the 74 established
border posts in the country. This represents 27% of the total
number of established border posts in this exercise. Vehicular
traffic surveysin and out of the country’s borders between 06 hrs
on Monday 2™ June 2008 and 06hrs Monday 9t June, 2008 were
conducted. The week long vehicular census is a representative

of traffic flow and density along Nigerian borders.

FINDINGS

From the surveys the daily vehicular traffic, movement in and
out of the 20 border towns in the country is 90,727. About 58%
of all categories of vehicles depart the country daily from these
border posts while 42% are identified to be entering the country
within the same period [see table 1].

From the survey also a total of 41,120 motor bikes move in and
out of Nigeria daily. Which represent 45.3% of the vehicular
composition by types [see figure 1 below]. However, the FRSC
by law has granted all motorbike riders till 1% of January 2009
to ensure the full implementation of compulsory use of safety
helmets. This is in line with the recommendation of the World
Health Organization [WHO] on minimizing injuries of road traffic
crashes.

The average daily movement of lorries, trailers and tankers is also
phenomenal, totaling 18,588. This is an indication of the volume
of trade along these international routes. It also suggests that
with anincrease in trading activities, the vehicular flow of these
categories of vehicle may also increase along these routes.

Table 1 - Vehicle types moving in and out of the country

Tanker/Trailer 13683 113402

127085

267455 367562 635088

Total

Source: FRSC Fieldwork 2008

42.1% 57.9% 100%




Figure 1 - Composition of traffic census per vehicle types

Vehicle Types / % Composion of Traffic Census

@ Motor bike B Car O Taxi O Pickup B Omni bus @ Lux bus B Lorry/Tank O Tanker/Trailer

Source: FRSC Fieldwork 2008

Table 2 - Categories of vehicles moving each day of the week

Days Private | Commercial Unregistered | Government | Foreign | Total
1 15702 11050 36807 8395 4337 76291
2 15621 13645 29595 11060 7949 77870
3 16392 15342 26226 11953 14037 83950
4 14363 17172 109100 12241 12319 165195
5 14817 12485 22427 18261 9953 77943
6 15806 12772 24150 19313 8260 80301
7 18815 8794 20568 13794 11497 73468
111516 | 91260 268873 95017 68352 635018
Total 17.6% | 14.4% 42.3% 15.0% 10.8% | 100%

Source: FRSC Fieldwork 2008

OBSERVATION

From the survey, it was observed that the presence of law
enforcement agencies at the established border posts makes
illegal routes profitable to vehicle operators evading checks.
This, not withstanding Table Il reveals that we have about 42%
unregistered vehicles, 15% government vehicles, and 17%
private vehicles respectively moving in and out of the country
weekly. On the overall, we have 41,120 vehicles daily moving in
and out of the country from the sample points.

It is further observed that the large number of un-registered
vehicles crossing the country’s borders have both safety and
security implications. The futility witnessed in arresting most
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of the international car theft syndicates and the inadequacy
noticed in the vehicle registration statistics are some of the
consequence resulting in a poor vehicle databank. The traffic
censusis however expected to guide the FRSCin the deployment
of personnel in terms of routes to cover for patrol activities.

CONCLUSION

The result of the survey is expected to be utilized in assisting
the Federal Government of Nigeria in making realistic revenue
projections which ought to accrue to the country if the border
posts including the illegal routes are effectively policed.



Road safety in the Asia Pacific region

Barry Cable, Chief, Transport and Tourism Division,
United Nations Economic and Social Commission for Asia-Pacific (UNESCAP)

The ESCAP secretariat estimates that approximately 470,000
people were killed and up to 20-30 million were injured in road
crashes in the ESCAP region in 2007.

The overall number of road users killed in crashes has quickly
increased in Asia in recent decades, mainly due to rapid
motorization, despite the fact that vehicles have become safer
and despite the impressive progress in improving road safety in
some Asian countries.

The Asian Highway, a transnational road network of 140,000
kilometres is safer than other Asian roads. Yet, on each 100
kilometre stretch an average of 14 people die in road accidents
each year.

The ESCAP secretariat estimates that, unless additional
measures are taken, about 610,000 road deaths might occur in
the ESCAP region by 2020.

The nature of road safety issues in ESCAP developing countries
differs. In Asia, most of those killed or injured in road accidents
arevulnerable road users, such as pedestrians and motorcyclists.
In South Asian countries, typically more than 50 per cent of
all road fatalities are pedestrians. In East and Southeast Asian
countries, more than two thirds of the victims are motorcyclists.
In contrast, North and Central Asian countries typically have a
similar mix in terms of the casualties as that of countries of
the Organization for Economic Co-operation and Development
(OECD). Yet all the developing ESCAP countries have higher
fatality rates than OECD countries.

The economic cost of Asian road crashes is in the range of 1 to 3
per cent of GDP in each ESCAP member country, indicating the
potential for substantial returns on investments in road safety
interventions. The secretariat estimates the economic costs at
USS 106 billion (including indirect costs), equivalent to 2.3 per
cent of the GDP of the developing and transition economies in
the ESCAP region.

The Commission for Global Road Safety recommends committing
roughly 10 per cent of overall investments in roads for road
safety, in order to make a real difference. The overall costs of
measures to achieve the ESCAP goals and targets on road safety
are large indeed.

However, economic returns on such safety investments are also
significant. Economic savings from the successful achievement of
the goals contained in the Ministerial Declaration on Improving
Road Safety in Asia and the Pacific, in the order of USS$ 15 billion
per year, would far outweigh the costs of increased road safety
measures.

With increasing recognition of the cost-benefit ratio of road
safety interventions, many ESCAP members and associate
members are implementing ambitious road safety initiatives at
the national and regional level.
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A range of innovative GIS-based technologies are beginning to
be used. On the other hand, low tech road design decisions have
proven to be successful too. For example, where roundabouts
replaced common T-junctions, they have saved many lives. Due
to the large vehicle mix in developing Asia, measures to separate
different types of vehicles have been decisive. Upgrading Asian
Highway segments to access-controlled primary roads with
median separation has typically reduced fatality rates by as
much as 80 per cent.

Aside from technical progress, political commitment is key to
improvements in Asian countries. The ESCAP secretariat has
been promoting such commitment, with significant progress
achieved during the first decade of the 21 century. The parties
to the Intergovernmental Agreement on the Asian Highway
Network which came into force in 2005 have made a formal road
safety commitment. The Ministerial Declaration on Improving
Road Safety in Asia and the Pacific, which was adopted in Busan,
Republic of Korea, on 11 November 2006, includes the goal “to
save 600,000 lives and to prevent a commensurate number of
serious injuries on the roads of Asia and the Pacific over the
period 2007 to 2015”. The Ministerial Declaration requests the
development of “a set of goals, targets and indicators, to be
achieved by 2015, in order to assess and evaluate road safety
progress”.

The Commission adopted resolution 63/9 onthe implementation
of the Busan Declaration on Transport Development in Asia and
the Pacific and the Regional Action Programme for Transport
Development in Asia and the Pacific, phase | (2007-2011). The
resolution encourages members and associate members to
continue to act upon the recommendations contained in the
Ministerial Declaration on Improving Road Safety in Asia and
the Pacific.

The first session of the Committee on Transport which was
just concluded in October 2008 emphasized the urgency
of implementing measures to improve road safety. The
Committee supported further work on the road safety targets
and indicators for 2015, and proposed that the Commission at
its 65™ session consider the steps to be taken to enhance the
effective implementation of the Declaration.

In summary, the road safety challenges in Asia are enormous,
indeed. But with will and determination the wide range of issues
can be properly and, in the longer term, adequately addressed.
International collaboration can support national efforts in
dealing with this development issue. ESCAP is committed to
expanding collaboration with its sister organizations such as
ECE in introducing and promoting more effective road safety
initiatives to assist its member countries in making roads safer.
ESCAP encourages governments, NGOs and the private sector
to work together to save 600,000 lives on the roads of Asia and
the Pacific by 2015.



Assessing road safety through the factor of

road traffic violations

A case study of New Delhi, India

Rohit Baluja, President, Institute of Road Safety Education, New Delhi, India

Introduction

Road safety is traditionally assessed by the extent of the rate of
road crashes, road traffic injuries (RTls) and fatalities on an annual
basis. Investigations are carried out to identify underlying causal
factors and their impacts on public health burdens as outlined
by the World Report on Road Traffic Safety Injury Prevention
(WHO 2004). While crashes are often the outcomes of pre-crash
catalyzing factors, the reasons for their occurrences are not fully
known. The road environment in which the driver, the vehicle and
the road interact with each other is not fully assessed to identify
pre-crash conditions in India.

Numerous studies and organizational practices around the world
have developed extensive information on road crashes, their
frequency and rate, and contributing factors. However, road
traffic violations (RTVs), the dangerous situations that precede a
crash—which may result in a crash or near-miss unsafe condition
and contribute to poor road user culture— are not scientifically
studied in developing countries. While the Government of
India (2008) attributes over 77% of crashes to driver faults, no
definition of driver fault is provided, nor reasons why drivers
commit violations prior to a crash, and a large percentage of
crashes cannot be properly recorded and analyzed. Thus, there
is a wide gap in India and other developing countries on scientific
method to establish driver fault, including violations commited
prior to a crash.

Study Methodology

To understand the pre-crash phenomenon, IRTE initiated a field
study that addressed this gap by defining a symptomatic concept
of Road Traffic Violations (RTVs). The study developed a yardstick
to assess road safety and underlying casual factors to crashes,
including violations committed by drivers. Using a measure of
RTV, local authorities and policy makers can take corrective
actions to reduce, retard or even eliminate RTVs. The problem of
violations is rampant in India and the RTV rhetoric helps create
awareness among concerned stakeholders.

To develop this innovative approach with a proper set of
analysis tools, three extensive studies were carried out on the
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road traffic environment in Delhi. The first study created a
better understanding of the road safety situation by exploring
various types of violations committed by motorised vehicles,
which amounted to over 146 million daily violations (33 million
violations or 26% were due to faulty road environments). These
include moving or dynamic violations, parking violations, driver
and passenger related violations, and miscellaneous violations.
The RTVs were recorded on the eighteen most accident-prone
locations and stretches across the nine districts of Delhi.

The second study explored the Traffic Control Device deficiencies
(TCDs) causing part of the above 33 million violations. The third
study further linked these deficiencies to violations caused by
drivers. This relationship between deficient road environments
and RTVs, by assessing deficiencies in the traffic signals and their
supporting TCDs such as Stop line and Pedestrian crossings at 67
selected intersections from a total of 674 in Delhi, has developed
a body of knowledge and measures to deal with violations.

Key Findings
The following valuable findings were reported:

78% of the primary traffic signals had obstructed visibility
causing drivers to make extensive violations. Obstructed
visibility alone could amount to an estimated 16% of the
total violations

Deficient traffic signal operation and conditions could
contribute to 30% of the violations

Deficiencies in supporting TCDs were estimated to have
caused 36% of the total violations. Drivers commit
greater violations when one or both supporting TCDs
are absent at the signalized intersection

An estimated 18% of the total violations resulted from
the wrongful placement of TCDs, suggesting ample room
to improve TCD practice in Delhi to reduce violations
52% of all the total violators were two-wheelers,
followed by car/jeeps at 32%. This suggests that specific
corrective steps for two-wheelers may be necessary to
improve road safety in Delhi

The concept and understanding of involuntary and
hidden violations were discovered by this study



Conclusion

Extensive consultations with stakeholders, including police,
engineers, institutions, transport department officials, the
automotive industry and NGOs, road users, violators and drivers
confirmed a strong linkage between deficiencies and RTVs.
On the spot field interviews held with 100 violators yielded
significant revelations on reasons for their violations in line with
the observation data.

This study has conclusively established RTVs as symptoms of
underdeveloped road safety and traffic management systems.
The findings have linked the symptoms (violations) to their
causative factors (deficiencies).

Local traffic management agencies in developing countries
desiring to improve road safety in urban areas should also
consider the message of this study. The concerned agencies
should conduct regular research to understand the importance,
standardizationand operation of TCDs. The tools forunderstanding
involuntary and hidden violations could help traffic engineers in
conducting road safety audits and implementing corrective traffic
management practices.

A very important recommendation of this study is the need for
adherence to the standards and practices in the installation and
operation of Traffic Control Devices. The United Nations has
reiterated the need for participating countries to adhere to the
Convention of Road Signs and Signals. The Working Party (WP.1) of
the United Nations Economic Commission for Europe has further
deliberated in updating both Conventions. It is in the interest of
all developing nations to take advantage of the updated materials
and ratify the same in their respective countries.
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An overview of the road safety situation in

the UNESCWA region

Nabil Safwat, Chief, Transport Section, United Nations Economic and Social Commission for

Western Asia (UNESCWA)

A. ESCWA road safety review

The road safety situation in the ESCWA region varies widely
between several extremes, almost resembling the wide variation
in its per capita incomes. For example, some countries enjoy
well-designed and high-speed roads while others suffer from
lack of basic road infrastructure safety allocation. Even as certain
countries have developed advanced injury surveillance systems,
others still require basic injury and crash data. This variation
was clearly documented and published in a two-volume report
entitled: Overview of Road Safety in ESCWA countries™. Since
it is difficult to generalize due to each country’s specificity, the
report presented each country’s road safety profile individually,
and then highlighted some of the prevalent features. Below are
examples of some characteristics of road safety in countries in
the ESCWA region.

1. Use of Point System
Six countries of the 14 member countries in ESCWA have
specified in their traffic laws a point system for various
traffic violations with wide difference in the number of
points enforced for traffic violations. However, none of the
countries actually implement the point system and force
withdrawal of license.

2. Organizing and participating in Road Safety Weeks

Arab Road Safety Weeks and Gulf Road Safety Weeks
have been organized in many ESCWA countries over the
past years. These Weeks claim wide attention but remain
individual annual celebrations that are not linked to clear
strategies and plans. Therefore, although the presence of
such Weeks is a positive indication, their impact is still not
significant.

3. Presence of non-governmental organizations active in the
field of road safety
Certain countries such as Lebanon and Jordan have recently
experienced the emergence of active non-governmental
organizations (NGOs) that are playing an increasingly
importantroleinraising awareness on road safety. However,
NGOs dedicated to road safety are still not present in many
countries. There is therefore a need to empower civil
societies and encourage their involvement.

4. Lack of law enforcement
Lack of law enforcement is probably the most important
feature that leads to frequent traffic accidents by drivers
who occasionally do not even have a driving license. Due
to a common trait in many ESCWA countries where traffic
laws (especially those related to use of seatbelts, driving at
inappropriate speeds, disregarding traffic signs, etc.)

! E/ESCWA/GRID/2005/6 and E/ESCWA/GRID/2007/13

are regularly and openly disrespected. Most countries lack
the means to ensure compliance.

5. Poor data collection systems

Data collection in the ESCWA region suffers from many
problems. In several countries, not all road traffic crashes
are documented (for example, crashes that do not cause
injuries). In addition, detailed information on the type of
crash, place, cause, or number of persons injured is often
missing. Not only that, but most countries do not abide by
the international standards of 30 days post crash as death
caused by road traffic crash. Furthermore, even when data
is available it is often not appropriately analyzed and used.
Therefore the economic and social costs of road traffic
crashes are not realized. Jordan has recently developed a
data collection system that can serve as a good example
for other countries and has become a member of IRTAD,
supplying crash data to the international organization.

6. Poor road infrastructure

Middle and low-income countriesinthe ESCWA region suffer
from inadequate infrastructure that increases road users’
exposure to road traffic injuries. High-income countries
that have new road systems place more emphasis on road
design than on safety. Safety audits are not implemented
in the design stage and standards are not met during
construction. Road safety around maintenance spots is a
major source of traffic accidents due to improper signage
and lack of proper lighting at night.

B. An example of good road safety management in the ESCWA
Region

Saudi Arabia, in common with many countries throughout the
Middle East, has a serious road accident problem. Compared
with other countries in the region, road accident fatality
rates and risk levels are increasing steadily with no prospect
for controlling them in the near future due to lack of proper
intervention measures.

Road accidents in the city of Riyadh reflect the national picture.
About 30 per cent of accidents occurring in the Kingdom of
Saudi Arabia happen within the city limits and, despite its urban
environment, it still has about a quarter of all road accident
casualties and more than 21 per cent of the country’s fatalities.
It is worth noting in particular that pedestrians constitute 30
per cent of road accident fatalities in the city; about 30 per cent
(24,900) of drivers involved in accidents are under 18 years of
age; and speeding is the most frequent driving law violation.

The High Commission for the Development of Riyadh (ADA) has
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recently completed a strategic traffic safety study for the City of
Riyadh. This detailed study included three phases, with the first
phase directed towards “Establishing the facts”. The objectives
of this Phase were to assess the traffic safety situation in the
city, to review the stakeholders’ roles and the management
and co-ordination of traffic safety; and finally to assess the
performance of the main sectors involved so that the key issues
could be identified.

The second phase was concerned with “Examining the options”.
This phase extended the fact-finding of the initial phase to
further areas, including the operation of heavy goods vehicles,
transportation of hazardous loads, and a review of the existing
accident information system. It also examined the possible
options in each sector classified on three levels of (i) do nothing,
(ii) gradual change and (iii) radical change.

The final stage, Phase lll, focused on formulating an overall
strategy for road safety improvement based on the outcome of

the above work; that is, the recommended actions that were
accepted in principle by the various sectors.

Since Traffic safety is a multi-dimensional issue, which depends
greatly on the level of performance of the relevant agencies in
Riyadh city, the main components of the strategic plan include
the following:  Traffic Safety Management and the process of
creating a strong coordination between the relevant agencies in
order to monitor and assess the work progress in executing the
strategic plan for traffic safety; traffic engineering; education;
strict law enforcement on all types of violation with special
focus on speed and law enforcement; emergency and medical
care, and finally; research.

Implementing the strategy of Riyadh traffic safety has resulted
in a significant decrease in the number of fatalities and serious
injures. In 2007 the number of fatalities reached 357, showing a
slight difference from the previous year’s fatalities.

In addition the percentage of serious injuries resulting from accidents has also decreased to 1178

cases in the year 2007, compared to 481 and 1276 cases in the years 2006 and 2005 respectively.
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Road safety in Latin American countries

Maria del Carmen Girén Tomds, Head of International Affairs Division, Direccion General du
Trafico-Unidad de Apoyo al Directo General, Spain

7th Meeting between Spain and Latin American countries on road safety - 2-5 July 2008 in Ecuador

Since 2002, the DGT (Spanish Traffic General Directorate) has
held meetings on road safety public policies with Latin American
Traffic Authorities. These meetings are organized annually in
different cities of the region. The exchange of knowledge insists
on necessary aspects to be implemented in order to safeguard
human lives in road traffic accidents.

Along these years, we have seen the evolution of good practices
in road safety that traffic authorities have implemented in
their respective countries; thus, an informative campaign on
accidents launched by Ecuador has been exported to other
Latin American countries. Likewise, the training of future drivers
has settled in various countries as a consequence of the ideas
proposed in these meetings. Road safety education has been
another topic addressed in the meetings and, throughout the
years, it has gradually been implemented in the educational
curriculum of the countries.

First aid at the scene of an accident is another priority issue
discussed in these meetings, as well as how to provide support
to the family of victims.

Given that all these actions require the support and approval of
Ministers responsible for road safety, it was deemed necessary
to create a Latin American Association on Road Safety where
the States would be represented by the relevant Ministers. This
initiative was unanimously supported by all Latin American
Traffic representatives.

This wish was brought to the attention of the Secretaria
General Iberoamericana (Latin American General Secretariat),
which readily accepted and has closely cooperated with it. The
DGT prepared the Association statutes — which were studied
and commented on by all parties concerned, and all relevant
remarks were added to the original text.

Duringthe Council of Latin American Transportand Infrastructure
Ministers held on 2 September 2008 in San Salvador, the
“Declaration of San Salvador” was approved. This Declaration
suggested to present the initiative to create a Latin American
Association on Road Safety to the Summit of Latin American
Heads of State and Government — to be held at the end of
October.

The Association has now just been approved. The necessary
administrative mechanism will be activated to draw up a
Strategic Plan and an Action Plan in the short term, headed by
the DGT with the collaboration of representatives of several
countries, with a view to reducing the accident rate on the
Region’s roads.

The first measure will be to implement a document to gather
accident data, with minimum parameters, in order to make
reliable statistics that can be compared among all Latin American
countries. This could pave the way for a Latin American Road
Safety Observatory in the near future; an organization that
would be in charge of gathering, processing and analysing
accident related data, as well as researching the common
factors involved in accidents.

The second measure, in the short term, will be to establish
driver training and evaluation, the issuing of drivers’ licences
and developping regulations to validate drivers’ licences issued
by any country in the Region.

The Latin American and the Caribbean Road Safety High-Level
Meeting to be held on 23-24 February 2009 in Madrid, and
which is organized by the Secretaria General Iberoamericana
(Latin American General Secretariat), the World Bank, Mapfre
Foundation, United Nations, the FIA Foundation and the DGT;
will be an opportunity to gather Latin American Ministers and
to exchange opinions about public policies that should be
followed in this regard.
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Important EU tfransport news for UNECE

ITC members

Miodrag Pesut’s Column

UN level classification of hazardous substances to be
incorporated into EU law

MEPs adopted three legislative reports on the classification,
labelling and packing of substances and mixtures. The first-
reading agreement concerns the implementation of the UN level
agreed, GHS (Globally Harmonised System) on classification,
labelling and packaging of hazardous substances into EU
legislation. The new rules are similar to existing EU rules (which
will be replaced later) but certain technical changes will have to
be made.

EU Committee on Transport and Tourism

The Transport Committee heard on Wednesday 5 November five
TEN-T coordinators who reported on (lack of) progress made
on the trans-European transport network (TENs). MEPs were
updated on ERTMS, the European intelligent railway signalling
system (Karel Vinck), on the railway links Berlin-Palermo (Karel
van Miert), Rail Baltica Warsaw-Helsinki (Pavel Telicka) France-
Spain/Portugal (Etienne Davignon) and on the European
Motorways of the Sea (Luis Valente de Oliveira).

TEN-T Days 2008: Time for change?

The European Commission launched on 14 October a two-
day stakeholder conference as an opening for reviewing the
trans-European transport networks’ policy. The review process
addressed major challenges the European Union is facing in
the coming decades — climate change, competitiveness, social
and economic cohesion. The opening event or TEN-T Days
2008 hosted around 500 experts representing all transport
sectors, Member States, candidate and neighbouring countries,
researchers and users, constructors and investors.

TEN-T Days 2008 was dedicated to a broad discussion on the
development of the trans-European transport networks’ (TEN-T)
policy.lt is expected to have an important input for drafting the
Commission’s Green Paper on the future of TEN-T policy. This
Paper will be published in early 2009 and followed by a public
consultation. It will set out options for further developing this
policy area.

The TEN-T policy, building on fifteen years of experience, has
already led to major achievements, such us the completion
of important cross-border high-speed railway axes or the
development of the Galileo project. Options for its further
development in the next 10 to 20 years shall take account of
new technologies, both in transport and transport-related

energy sectors, respond to forward-looking needs and make
best possible use of transport infrastructure.

On the basis of the Green Paper, the public debate and more
technical analysis, the Commission will evaluate the need for
concrete measures for further developing TEN-T policy, among
others in 2010, a revision of Community Guidelines for TEN-T.
General information in the TEN-T Days is available on the
following website: <http://ten-t-days.teamwork.fr>.

Clean and energy efficient vehicles get go-ahead

The European Commission on 22 October welcomed support
of the European Parliament for its proposal to promote a broad
market introduction of clean and energy efficient vehicles
through public procurement. This will reduce fuel consumption
as well as CO2 and pollutant emissions from road vehicles. The
EP vote was based on a compromise reached with the Member
States, which are expected to adopt the proposal shortly.

The proposed Directive will introduce, for the first time, energy
consumption, CO2 and pollutant emissions as mandatory
award criteria into public procurement of vehicles. It applies
to public authorities and publicly owned undertakings and to
undertakings running public passenger transport services. As
a result, not only the price of a vehicle, but also the impact it
creates during its lifetime for the environment are reflected in
the purchase decision.

A harmonised methodology is defined for monetising lifetime
costs for energy consumption, CO2 and pollutant emissions.
This enables a transparent comparison of vehicle investment
costs with the costs linked to the operation of vehicles. This
facilitates an informed purchase decision and can avoid costs
both for operators and for society.

The Directive is expected to have an impact well beyond its
immediate scope. Public procurement is a key market of high
visibility and can lead the decisions in business and private
sectors. The Directive therefore is expected, over the long
term, to result in a considerably faster and broader market
introduction of clean and energy efficient vehicles and in a
reduction of their costs through economies of scale. This will
then contribute to improve energy efficiency, and reduce CO2
and pollutant emissions of the whole vehicle fleet in Europe.
For more information: <http://ec.europa.eu/transport/clean/
index_en.htm>, and

<http://ec.europa.eu/transport/clean/promotion/index_en.htm>
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Greening Transport: new Commission package to drive the
market towards sustainability

On 8 July 2008, The European Commission put forward a
package of new “Greening Transport” initiatives to steer
transport towards sustainability. The package contains a strategy
to ensure that the prices of transport better reflect their real
cost to society, so that environmental damage and congestion
can gradually be reduced in a way that boosts the efficiency of
transport and ultimately the economy as a whole. Second, a
proposal to enable Member States to help make this happen
through more efficient and greener road tolls for lorries, with
the revenue to be used to reduce environmental impacts from
transport and cut congestion. Third part is a communication
to reduce noise from rail freight. The package also includes an
inventory of existing EU measures on greening transport and a
communication will be issued before the end of 2009.

Road transport: new working time directive to cover false self-
employed drivers

The European Commission adopted on 15 October a proposal
to modify the directive on working time in road transport. The
new proposal aims to ensure that the existing working time
rules apply to all employed professional drivers, including false
self-employed workers. The Commission proposed to clarify
Directive 2002/15/EC* in order to guarantee that so-called
‘false self-employed drivers’? are fully covered by the rules
concerning mobile workers and reinforce controls to ensure a
correct application of this legislation.

For safer roads in cities: European Road Safety Day 2008

The second European Road Safety Day took place on 13 October.
To mark this event, the European Commission held a conference
in Paris on road safety in cities in cooperation with the French
Presidency. This conference was attended by more than 600
participants, including Antonio Tajani, the Commission Vice-
President responsible for transport, and Jacques Barrot, the
Vice-President responsible for justice, freedom and security,
as well as Dominique Bussereau, the French Minister of State
responsible for transport, and Altero Matteoli, the Italian
Transport Minister. UNECE Transport Division was also among
the exhibitors.

“Two thirds of all road accidents and one third of fatal accidents
occur in urban areas. This is why we have decided to devote
this second European Road Safety Day to road safety in our
cities. The event provides an excellent opportunity to raise
awareness among European citizens about this issue’, said Vice-
President Tajani, who has made road safety one of his priorities
for action.

The conference in Paris on road safety in urban areas covered
three main issues: the needs of vulnerable road users such as
pedestrians and users of two-wheeled vehicles; designing cities
to improve road safety; improving the behaviour of individuals
to develop a culture of preventing accidents. The event was
designed to promote the improvement of road safety in cities
by means of dialogue between all road users in urban areas,
and between users and policy-makers. On the fringes of the

1 Council Directive 2002/15/EC concerning the organisation of total
working time of persons performing mobile road transport activities.
2 False self-employment arises where the improper classification of

employment status is used as a means to evade statutory labour provisions
and obligations, and a method to reduce labour costs. The workers concerned
stay economically dependent. This bogus type of self-employment results in
circumvention of social protection and exclusion from basic workers rights.

discussions, some forty exhibitors presented the main European
initiatives and advances made to improve road safety. Like last
year, some Member States also organised national events linked
to the central event in Paris. The first European Road Safety Day
focused on young drivers. The symposium in Brussels provided
young people with a space in which to share their experience
and to call on the institutions and the traditional road safety
groups to improve road safety in Europe.

Dublin and Lisbon lead way in cutting road deaths

Although the number of deaths caused by road accidents has
been slowly decreasing in the past decade, no fewer than
24,000 people died on the roads of the EU’s 27 capitals alone,
a new report has shown.

Dublin and Lisbon have reduced the number of accidents the
most over the past two years — dropping respectively 12 and
10 percent per year, while in Helsinki, the figure has increased
slightly, according to a survey published on 8 October by the
European Transport Safety Council, a Brussels-based NGO.

Sofia, Bratislava, Madrid, Bucharest, Warsaw, Paris, Copenhagen
and Tallinn have also noted a reduction in accidents above the EU
average yearly cut of 4.1 percent. Vienna, Brussels, Amsterdam,
London and Rome have on the other hand not decreased the
number by more than three percent.

“This latest study has demonstrated that the city authorities who
had adopted strategic programmes have been most successful
in making their cities safer and friendlier for their residents,”
said Graziella Jost, programme manager for the survey.

The paper also notes that the pace of cutting road crashes in
cities has increased since the adoption of an EU target in 2001
to halve “the number of fatalities on our roads from 54,000
to 27,000” by 2010. It encourages cities to adopt a “strategic
approach to road safety” and take into consideration all kinds of
road users, with the most “vulnerable” ones — pedestrians and
cyclists — needing particular attention.

“One out of two road victims in capitals is either a pedestrian or
a cyclist,” according to the report.

Improving the quality of public transport and promoting 30
kilometres per hour speed limit zones in residential areas are
some of the suggestions the NGO makes to boost road safety.
Web address to be added!

EU cars to use daytime headlights from 2011

All cars in the EU will have to be equipped with headlights and
rear-end lighting that shine in the daytime as of 7 February
2011, the European Commission said on 24 September. Trucks
and buses will have to follow suit 18 months later, by August
2012.

The commission says its decision is based on the observation
that “in countries which have already made daytime running
lights (DRL) obligatory, the experience in the field of road safety
is very positive.”

Daytime lights automatically switch on as soon as the engine
is started, and go off when it gets dark and the driver turns on
the headlights. Scandinavian countries were among the first
to introduce them. According to Commission vice president
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Guenter Verheugen - in charge of enterprise and industry
policy: “the introduction of DRL for cars, trucks and buses makes
them more visible, which will increase road safety.” There are
currently around 40,000 road casualties per year in the EU, and
Brussels’ objective is to halve this figure by 2010.

Additionally, because of their lower energy consumption
- approximately 25-30 percent of the energy consumption
of normal headlights - DRL are also considered to be more
environmentally friendly.

The news was not welcomed by everybody, however, and the
car industry in particular has voiced concern at the proposal.

“There is a small risk that some drivers will forget to switch on
their headlights at night. We think there could also be confusion
among road users between these lights and front fog lamps,”
a spokesperson for the Society of Motor Manufacturers and
Traders told the UK’s Telegraph newspaper. “Even though we
accept this is supposed to be a safety measure, it could also
add to carbon emissions exactly when car makers are under
pressure from Brussels to cut them,” he added.

Timothy Kirkhope, a British Conservative MEP, also said that
what is aimed to be a measure increasing road safety could in
fact increase the risk for pedestrians and cyclists.

“When the commission first mooted compulsory daytime
running lights, MEPs were inundated with letters from cyclists
concerned that daytime lights would make it more difficult for
them to be seen,” he stated.

“If all cars have lights on, there is a concern that drivers start
looking out for lights, rather than pedestrians or cyclists,” he
stressed.

“At a time when we are pushing for reductions in the use of
fuel and resultant emissions, we must be certain we are not
causing extra carbon emissions without an additional benefit,”
said Mr Kirkhope, calling for an independent assessment of the
measure before any EU legislation is approved.

Commission boosts inland waterway transport through a new
platform — PLATINA

The European Commission launched on 1 October 2008 its
“PLATINA” project to implement more efficiently actions and
measures promoting inland waterway transport. The project,
which is bringing together 22 partners from 9 European
countries, is funded with € 8.5 million from the Commission.
PLATINA has been designed as a platform for helping to
implement the European inland navigation programme
NAIADES. The Commission also presented a guide to funding
opportunities in inland waterway transport, as well as the
outcomes of a study on administrative and regulatory barriers
affecting inland navigation, to which PLATINA will assist the
follow-up in a coordinated way. More use of inland waterway
transport is an efficient way to reduce congestion and CO2
emissions and to contribute, in a sustainable way, to Europe’s
industrial prosperity.

Commission calls on Member States to ensure correct
implementation of the First Rail Package

The European Commission sent letters of formal notice to
24 Member States in June 2008, regarding their failure to
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implement the First Railway Package legislation properly. As
part of its duty to monitor the transposition of EU legislation
into national law, the Commission came across failure or
improper implementation of the legislation in Austria,
Belgium, Bulgaria, the Czech Republic, Germany, Denmark,
Estonia, Greece, Spain, Finland, France, Hungary, Ireland, Italy,
Lithuania, Luxembourg, Latvia, Poland, Portugal, Romania,
Sweden, Slovenia, Slovakia and the United Kingdom. The
creation of an integrated railway market will be a key factor
in boosting its efficiency and competitiveness, as well as a
further step in ensuring sustainable mobility in Europe.

“Proper transposition of the first railway package is essential
for creating competition in the European railway markets
and increasing the competitiveness of railways in relation to
other modes of transport,” said Commission Vice-President
in charge of Transport, Mr Antonio Tajani.

In May 2006, the Commission found that, although Member
States had introduced the necessary legislation, some
countries needed to take further measures to ensure an
effective regulatory framework as well as the satisfactory
functioning of the railway markets. The deadline for
implementation of the First Package was March 2003.

Following a detailed analysis of the conformity of national
legislations, the Commission mainly noted shortcomings
such as: lack of independence of the infrastructure manager
in relation to railway operators;

Insufficient implementation of the rules of the Directive on
track access charging, such as the absence of a performance
regime to improve the performance of the railway network
and the lack of incentives of the Infrastructure Manager to
reduce costs and charges. Failure to set up an independent
Regulatory Body with strong powers to remedy competition
problems in the railway sector.

!

From left: Isabelle Kardacz, European
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UNDA Project Corner

Hosted by Virginia Tanase and Martine-Sophie Fouvez

The project, Improving Global Road Safety: setting regional
and national road traffic casualty reduction targets, represents
a continuation of efforts to implement the recommendations
made in the United Nations General Assembly resolution A/
RES/60/5 on Improving Global Road Safety.

A short time after the project was approved, the General
Assembly adopted, on 31 March 2008, the resolution A/
RES/62/244 on Improving Global Road Safety, reaffirming the
importance of addressing global road safety issues and the
need for further strengthening of international cooperation and
knowledge sharing taking into account the needs of developing

countries.

The objective of the project is to assist low and middle income
countries developping regional and national road traffic casualty
reduction targets and to provide them with examples of good
road safety practice that could help them to achieve the targets
selected by 2015.

The setting of targets at the regional level can be effective as
it unites countries with often similar problems. Governments
learn from each other’s experience and compare their progress
in contributing to the regional target. Africa and Asia and the
Pacific have developed ambitious regional road safety targets
and will require extensive assistance to be able to meet those

targets.

Regional casualty reduction targets include:
e  European Union and European Conference of Ministers
of Transport agreed to reduce fatalities by 50% by 2010
and 2012 respectively
e Within the regional goal additional steps are possible
e.g. Belarus (-100 accidents/year), Russian Federation

(-10% injured every year, on a province basis)

e Transport Ministers in Asia and the Pacific agreed to
cut deaths by 600,000 (about 20%) by 2015

e Ministers of Health & Transport in Africa agreed to
reduce road fatalities by 50% by 2015

To achieve these objectives or to set realistic objectives, research
expertise and guidance is needed for many of the countries
concerned. The preliminary report of the project will reflect

findings and relevant recommendations to

e Increase capacity to set regional and national road safety
targets;

e Increase understanding of good road safety practices that
countries can employ to help achieve their targets for
2015.

It is expected that Governments will establish a target for
improving their road safety situation and learn about ways that
they can realise the target and the benefits that this will bring.
Achieving the targets will lead to safer roads benefiting all road
users and reducing government spending. It is also expected
that the benefits derived from the project will extend well
beyond the life of the project. Setting targets is an exercise that
may be repeated and the good road safety practices presented
for achieving the targets will remain valid for the foreseeable
future.

The results of this project will be discussed by the high-level
Conference to take place in Russian Federation in November
2009 and might lead to the establishment of a global road
safety target.

The five UN Regional Commissions are working together on this
project to assist developing countries throughout the world in
setting and achieving national and regional road traffic casualty
targets. This common project is a recognition of road safety as a

matter of common concern within the UN entities.
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UNECE Transport Division updates

In addition to the regular meetings and activities of the various working parties, the Transport Division organized a few special
events which are summarized below. For more information about any particular event, please refer to our website, or email us at
infotransport@unece.org

Meeting of Transport Ministers from countries in the

Transport Ministers and High-Level Officials from countries across the Euro-Asian region and Western Europe, along with
representatives from UNECE, UNESCAP and UN-ORHLLS and international institutions, including the European Commission, OSCE,
BSEC, ITF, IRU, and UIC met on 19 February 2008 to discuss the development of Euro-Asian Transport Links at the Palais des
Nations, Geneva

The Meeting, which began the 70th Annual Session of the UNECE Inland Transport Committee*, opened to a full house and
culminated in Ministers signing a Joint Statement on Future Development of Euro-Asian Transport Links

e-CMR Signing Ceremony - 27 May 2008
!
y 1

In a signing ceremony on 27 May 2008, at the Palais des Nations, seven countries signed a new United Nations Economic Commis-
sion for Europe (UNECE) Protocol which will ease international road freight and further improve good governance in road transport
by allowing the use of electronic consignment notes.

The new Protocol is an Additional Protocol to the UNECE Convention on the Contract for the International Carriage of Goods by
Road (CMR). It sets out the legal framework and standards for using electronic means of recording and storing consignment note
data, making information transfer faster and more efficient than with paper-based systems. The CMR agreement, which is the
standard regulation for goods transport contracts, was established in 1956 and currently has 53 Contracting Parties.

109



Round table on Intelligent Transport Systems - S June

In conjunction with the European Congress on ITC, the Transport Division organized a round table on what UNECE can do for ITS.
Participants discussed questions such as:

e How to ensure that future transportation systems will be managed and operated to provide seamless, end-to-end intermodal
passenger travel regardless of age, disability, or location and efficient, seamless, end-to-end intermodal freight movement?

e How to make sure that ITS are developed and deployed in a coordinated, systematic and cost-effective manner? How to
ensure that ITS development and deployment are sustainable?

e How to enable national infrastructure’s ITS applications to be seamlessly integrated, compatible with systems in neighbouring
countries, and meet European and global ITS architecture standards?

e Whatactions atthe pan-European level are needed to well integrated ITS in the planning, design, construction and maintenance
of transport infrastructure?

e What roles in ITS development for the stakeholder groups: international actors, public sector, private sector, academia,
NGOs?

e What could be the UN contribution towards building an electronic information infrastructure that works in concert with
the physical infrastructure to maximize the efficiency and utility of transport system and encourage modal integration and
consumer choice?

50th Anniversary of the 1958 Agreement June 2008

5oth Anniversary of the
Agreement on Uniform Technical
Prescriptions for Vehicles

| -

Globally harmonized vehicle regulations are key in addressing shared problems like environmental damage and road safety. That
was one of the main messages at a UNECE Round Table celebrating the 50 th anniversary of the The Agreement concerning the
Adoption of Uniform Technical Prescriptions for Vehicles (The 1958 Agreement).

“In a global world, we need global rules,” said Glinter Verheugen, European Commission Vice-President Responsible for Enterprise
and Industrys, in a statement addressed to participants. He highlighted the fact that EU is replacing its rules on vehicle regulation
with those of UNECE, reducing bureaucratic procedures and allowing the industry to adapt faster to technical developments.
“This [Agreement] is a model for successful international collaboration which needs to be copied by other industrial sectors,” he
continued.

Around 160 people gathered for the Round Table which explored the historical and future significance of the 1958 Agreement
through panel presentations. Organized in conjunctionwith the World Forum for Harmonization of Vehicle Regulations 145t
sessions, the Round Table included a varied panel of WP.29 veterans as well as current stakeholders




Conference on the Hinterland Connection of Seaporis

17-18 September 2008 in Piraeus, Greece

United Nations Economic Commission for Europe

CONFERENCE
Hinterland Connections of Seaports

The Role of Seaports as a Link between Inland and Maritime Transport

17 -18 September 2008 - Piraeus, Greece

UNITED NATIONS

Growing volumes of international trade in goods cause major bottlenecks in From left: Georgios VLACHOS, General Secretary,
the hinterland connections of seaports which currently form the weakest Ministry of Mercantile Marine, The Aegean and
link in global supply chains. This issue was the focus of a UNECE conference Island POI’W.".E.-VG_ MOLNAR’. Director, UNECE
held in Piraeus, Greece, at which the key problems associated with hinterland Transport Division; Anastassis: PAPALIGOURAS,

] - . Minister of Mercantile Marine, The Aegean and
connections and possible solutions were debated. Island Policy, Greece; Anna WYPICH-NAMIOTKO,

Vice Minister of Infrastructure, Poland; and XU
The Greek Minister of Mercantile Marine, The Aegean and Island Policy, Mr. Zuyuan, Vice Minister of Transport, China

Anastassios Papaligouras highlighted in his opening speech the importance of
international cooperation in developing the transport sector and the role of the
United Nations in facilitating such cooperation, particularly at a time of rapid
transport growth.

World Day of Remembrance for Road Traffic Victims

On 16 November 2008 — the third Sunday of November

Each year, millions of newly bereaved and injured people from
every corner of the world are added to the many millions already

suffering as the result of a road crash. This special Remembrance .
Day responds to this global disaster by recognising publicly the loss

and pain of road crash victims and the impact on communities
and countries.

Initiated and observed by victim organisations for a decade,
the WHO and UN promoted the Day’s global recognition, which
resulted in UN resolution 60/5 adopting the day as World Day of

Remembrance for Road Traffic Victims on 26 October 2005.

World Day of Remembrance
for Road Traffic Victims

Next issue

The next issue of the UNECE Transport Review will deal with the topic of Trade and Transport, and
will be issued on the occassion of the Joint Conference on Trade and Transport between the UNECE
Transport and Trade Divisions on 24 February 2009
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