




















Countries. The only innovations were =cme Combinations of ‘arieties Gf
similar measures which were judged to vield a more optimal effect. The
Eifert Committee listed &4 probosals for such concrete medsures. These
iroposed measures can be taken on differeft levels, either by the
Tommura Uy tnstitutlens o by autherities on the fational, Yegimnal or
local level,

Hot all sroposed measures belong to the European level., but on the lavel
of the European Community action also should ke taken toward the lower
crganization levels by dissemination of knowledge and the poolirg ot
puperience in Member States. The EC should actively facilitate the
adoption of proposed heasures and 1ssue racommendaticns for actions, «nd
if necessary, urbie the adoption of =ome measures by Member States. For
this active role of the European Community, the Expert Committee listed 14

proposals of a more process and organizaticn oriented nature.

dere 1t is not the place to elaborate on the latter 14 proposals directed
tet the level of the European Community. Nor can I discuss all the 44
concrete feasures that has been proposed, but I shall try to highlight and
illustrate some general ideas beyond the scope of these measures. First of
all and beyond these proposed measures, we have realized that human
behaviour 1s not infallible and alsc that no one really waiits to Petcome
invalved in an accident by his own behaviour, but that the +requency of
the seldom failures of millions of road users, which nonetheless results
in the enormous amounts of losses 1n road safety, is larqely dependent on
the human made traffic system. Since one can not create an infallible
human being by measures, the reduction of that failure frequency must be
sought in an improved traffic system which elicits less Opportunity +or
+ailure. Such failure opportunities, however. are also elicited by the
road user behaviours of others. Of the concrete proposals 74 measures
concern that improvement of road user behaviour with respect to the others
directly. The idea bevond them lies 1in the fundamental principal that
human behaviour is conditional to circumstances and individial backgrounds
ac well &s to the expected utility of the cutcome of that behaviour. The
individual background i= mainly shaped by public information, education
and trainifig as well as by the erperience in traffic which dre conditioned
by stimuli from the physical trafflc strilcture as well as by traffic laws
ar regulations and their entorcement and penalties. The 24 behaviotwral
oraposals are dir€cted teo these dGmains which condition the road user
behaviour - Such & proposal like the Compulsory use of Jddy time rurning

lights 1llustrates in &4 =imple way whdt [ mean by improvement of the












traffic mode area fatality rate passenger km.
road Eur. Comm. 1) T.Eual0e

rail West Eur. 2) 1.86u10-10

air USA | D.4i10-20

Tabhle 1. Risk per transport mode
1) Gerondeau report (1.3 pascengers per vehicle).
2) Schopf (19891,
%) Rased on NTSR publications.

The gradual upgrading of the road system nowadays constitutes a network

of roads which 1s more an unpredictable concatenation of & r=arly endless
variety of road sections by an also endless variety of cross-ccnnections.
The result 1s a road system which 1s too compleyx for the road user to
4llow reliable predictions for the next oncoming situation. Only the
layout of the motorway system permits relative reliakle predicticns. Since
This road category 1¢ relative well Predictable and because cpeed
variaticn is relative low 1t 1s a relative safe type of road, in spite of
the high speeds driven. The fatality rate per kilometrage on motorwavs
anpproximates the safety of rail and air transport. The same level of
safety holds for well designed residential calming areas, where speeds are

0 low that the variation in cpeeds is also low.

Road type Max. Mixinag Level crossings Injury rate per
km/h  fast/slow Oncoming traffic million veh. km.

calming area + 50 yes ves 0,05
resid. street 50 ves yees 0.80
urban main road S50 yes/no yes 1.20
rural main road 80 yes/no ves 1.40
rural motor road 890 no ves 0.30
rural motey road 109 no no 0-11
motorways 1007120 no no 0.07

Table 2. Injury *ate for road categories with different speed limits,
road user mix and traffic directions in The Netherlands 1936.

As can be seen from the above table of injury rates on Dutch roads, which
helong to cone of Europe’s most safe road networks, all cther road tynes
than motorways and calming areas have considerable higher 1injury rates.
The lack of safety varies with the combination ot the level of speeds and

the amount of variation in speeds due to discontinuities {(level crossings












