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M~t i~i j~ J. Ko Grns~ra 

1d r ec t.c,r of In s"t I t It t e h'.r KO ad 3C1 t Oe t 'l' f'es'? ~r c. I ~'vJOV 

;:~\ lnc:e the Tn?atv of Pome. the number of detlths i~: ro.ad t"rid·fi.c-- of ti:)e 

t..I!el'lf~ EC-countries teas reached ~.1A0 mllllC'n= the nUlTIt.er .t,t lnJured J.S L''.Ier 

40 mill :.i cjn. the economic loss due to r Otl d tlccidents i<;:. '..'erv substantitl.l 

~nd endctngers. the welfare H I . iie communI tv. ~ow Cl da't's t.t"le n< \Cro-E'COnt~m':c 

costs 'hr t.he .lack o·f road' safet.v are ;;"bout /0 billion Eeus. per .;Ie:.ir tn 

the EC-~ountries~ deper~ing on the calculdtion methcds estimates rtlnges 

behJeen 45 t.o 90 billic''i C::cus .• rhe fact ';hct"! this figure is. l.l r~er tha n 

~. h ~ Grc'ss Domes t ic Product of. for e?amp le. Greece. Ire and or fi il rt !\ycn. 

demon5trat~s the extent of the losses involved. 

If ~\e ccnlpare pa:::.senger transport on ·t he road uith <Iir or rtlil trans·!: 'ort 

t.htln the fatality rate per kilometers passenger travel revetlls that ~he 

r i~k to 112 kil led on the rOCld (s m ~f e than ~OO times higher than for ~he 

o ther' tlodes. f.he comr;<arison of the fatality rtlte per Idl("Lmetr;: I:p~ for rOCld 

tr~Ffic bet~een the EC'countries on the one hand and North-America and 

Japan on the other hand shows that road tra'ffic is. half less. dangerous i ll 

~orih-Amedcct and nearlv one-~l;)lrd less dangerous in Japeln theln in the lC· ~ 

countries ;;"s ~ t .ntal. But there ~re also IdFge differences in risk on the 

roads ir~ide the European Communitv. Per mIllion vehicles The ~eth9rlands 

Clnd Gr 'ecit Brit~in h~ve a rate of Y."r..:i.d deciths. which 1:. less or <Ibout ':2:,'(i. 

\llt l.i l e t he rates in S·p.:dn. l~ree[~ tir f'orb .lQctl are "[. to 4 tImes hi9her. 

FA'rALI'lIES PER MILLICM VEHICLES IN '1'IIB EEC 

[] 06300 

11 3016500 

.501e1eU 
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The fatality rate per ffiotorl=ed kilometrage differs even more with ~ 

factor UP to 7 for these countries (UK and NL about 1.4~ Portugal 10.5: 

per hundred million vehicle kiloffiQtersj. 

There are also differences in the chanQe~ over tiffie (Koorns1ra. 19Q 7 ~ 

Oppe. 19?1 i . ~earlv every industriali=ed country sho~s a decrease of 

f~t~lity r~te per kilometrage in the long r4n. It seems that the lonQer 

the unbroken history of mass Lhotori:ation is. like in the USA or th~ UK. 

the lower th. historical level as well as yearly : decre~se of t hat r~te is • 

As long as the percentages of growth in motorized kilometers is laQer 

. ' 

than the percentage of decrease in fatality rate. the number of fdtalities 

is increasing. In western Europe~ North America and Japan this has been 

the case up to the beginning of the seventies and also after the mid 

eighties in Japan and some Western countries. If the percentaQe of growth 

in motorized kilometers levels off and attains a level below the 

percentage of decrease in fatality rate~ the number of fatalities 

reduces. This results simply from the tautological expression of: 

Fatalities = Fatality Rate X Vehicle Kilometers 

TREND IN EXPOSURE 
X 

l1m. 

TREND IN FATALITY RATE 

"".. 

TREND IN FATALITIES 

exposure (vehicle kilometers) 
Is going up, fatality/accident 
rates will go down to reduce 
fatalities/accident. 
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In Greece~ Spain and Portugal the motor i zed kilometer:· qrew Qre ... tl '.' In t ~e 

last ten years and there we also saw a large increase in the number of 

fatalities. One may expect that the same wll1 hold for ~~ E~:{ ~ur Gpean 

countries in the next decade. In this ' respect the safety differences 

5etl£leen c E ~ ntlries may be reQar cled EIS ci matter of advance .... ~nd ~ Clckla <O' l:es 

1n m".cro-de'leI 5pment of mas:· -motori 2'citi«n. Nc1 tional policies are ci ma ili 

+~dor in the determination of the cour:€ of this developme t't arid . 

more,:-·Jer , the polic'.' in the EC· can influence that macro-d 2 \ ~elopmen t. 

In vi ew of the cl~ove figures 1,lI,Ihich mainl" can also be t-ound In t he Et ·

report ~f the high 1 :-"Iel e::pert group for Cln European Pol i !",y for ROCld 

3afety (Gerondeau, 1991) of which group I WClS Cl member) cind their 

developmental and polic'.' dependent nature. it must be concluded that road 

accidents are not an unavoidable coroll ~ry to the increasing motor 

~raffic. On the contrary~ Cluthorities and their policies can, if not to 

Clbolish. at lecist reduce the number and seriousness of road accidents. In 

t.his matter. so also states our Er.:-report (Gerondeau. 1991 p. 15): 

11 the ciut ' orities have a fundamental part to play. trough the action 

which they do (or do not ) take: 

the\} are responsible for the road netwr.,r ·k and its equipment; 

• the'.' are responsible for the standards applying in l"llildinQ and 

controlling vehicles 

they are responsible for organizinQ assistance; 

lastly. they cire to a very large degree responsible for the opinions and 

the behaviour of road users. whom they can influence through education 

and training~ informa tion~ trciffic regulation~ enforcement and 

penalties." 

l he Gerondeau-report acknowledges that individual mista~es or bad [«nduct 

can be demonstrated in 90% or more of road accidents. but warns not to 

draw the wrong conclusion t-rom that point. It shtes that: 

.. the behaviDur of every rocid user ' is in fact largely dependent on 

~ ir cumstcin ces of his journey outside his control ~ oad network 

lharcicteristics~ other users' behaviour. the regulations. the degree of 

ent-orcement. etc.)." 

A r:.onvincinQ il lus·h ation can be found in the fatality rate on mtrt-orll!avs· 

whic~j i s mciny times lower than on other main rural roads; i t is hardl'.' 

~[G~ptcible to ~s 5u~e that the responsibilit'.' of drivers on Lhese roads 15' 

suddenly chanlled. The t'requenq' of road user mistakes and the 

C)n=equenc.e:· v,~ry considerably with the j--hctracterist i cs of the elemen~- !:'.· Of 

the road trcit-fi c system he uses. 
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The Gerondeau-report concludes: I Whilst the part played in accidents by 

individual faulty actions of larqe numbers of users is oft~n used as an 

~ ~ Cuse for inaction. ther~ is d ~~ed for the awareness that. in spite of 

the ap Pearances. the responsibility for taking action against traffic 

accidents is primarily collective and that it falls firstly on the 

Y~rious public authorities which might take such action •••• Progress IS 

Only possible through this approac ~. as is shown by the experience o~ 

thcls.e Community coltntries which have ctchieved the best, results •••• £if 

course, other Qroups besides the authorities should and can take action on 

roitd s·afet·'J: the car makers. the insurance companies. ~ t. ~ e media (etc. j. 

And volur0 ary bodies also can play an important part in attaining pub l ic 

awareness and in changinQ attitudes in any coherent action. their 

~otential s kpport must be sought. Nonetheless, there is a ~ndamental need 

for a commitment of preventing accidents. from all the public authorities 

involved. That includes a commitment from the Community. 

2. A European Safety qtrategy 

The E::peds Committee recommend in the Gerondeau-report three general 

objectives for a European str~tegy for road safety. 

- Firstly, set a quanti{led multi-year target for ihe Whole of the 

Community. s'Ich as a reduction of between 20r. and 30r.· in the ntlmber o f 

victims in road accidents by the year ~~OO. 

- Secondly. establish gradually a European Road-Safety and Road-Traffic 

Zone by harmoni=ation of the safe~y levels in the ~ember Stdt~s. 

encouraging the countries with the worst problems of low safety to cdtch 

up without delaying progress in t he ~ountries more advanced in the ~ield. 

- Thirdly. set the target of bromoting a behaviour model for road IJ·s·ers 

mindful of others~ a model of !'r ivirlg Calmly and un aggressIvely. tioth in 

town and on rural roads. 

These three obJ'ectives can be reac.i1ed. aCcording tn the E,';'pert Commit tee. 

b'l adopti~g f1le asures throughout the COmmunity which hi:1ve shown to be 

effective in red'cing the number and seriousness of road accidents. ~ _t 

which dre not ~pplied in dll the EC-Member States. In the Expert Committee 

IJ/e were verv Pr aQmat i c -ind r"ealist-ic. l4e did not concen tr<1te on hodern 

electronics and telematic~. despite the potential value WhlC~ such 

meas·lIres may h«·ve in the fIJtllr 'e= nor did we made innovations {.ir PrQPC\gClte 

4ntil now un<1pplied measures. Nearly all our concrete proposals -ire 

«.l(eady at least applied HI !Jlie of the Meillber States with positIve re :'lI P -s 

on road safe~v which are j~dQed to be also effective in the other Member 
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Countries. The only innovations were ~ome combinations of ~ arieties tif 

similar measures which were judged to yie~ a more optimal effect. The 

E." ,[led Commi Hee listed 64 proPo:-Ci l s for s.uch concl'·et.e Iflecisurec;... T ~'ese 

~ roDos~d measures can be taken Gn di ffer~~t levels. either bv the 

!:·ommLI Pi I.V lnstlt.qtlt,ns cd· by Clut.rlc'I'·ities. on the r.ationai. reg i r.:. n"ll l or 

.Loc;:d level. 

~ot ~ll . rQPosed measures· belong to the European level. but on the !G \~l 

of the European Ci:emm\.lrl i t v ,Ict ion also should be tClken toward the lower 

organization levels by dissemination of ~nowledge and the poolir~ of 
e::·:perience in i'1ember states. The E.·C shO Uld actively facilitate the 

adoption of proposed heasures cind issue r~commendatiDns for actions. ~ nd 

if necessary, ur~e the adoption of some measures by Member States. For 

this active role of the European Community. the E~pert Committee listed 14 

proposals of a more process and organizatlon oriented nature. 

qere it is not ~he place to elaborate on the latter 14 pr ' posals directed 

tce t.he level of the European Community. Nor can I discuss all the 64 

concre te heasures l hat has been proposed. but I shall try to highlight and 

illustrate some general ideas beyond the scope of these measures. First of 

~11 ~nd beyond these proposed measures. we have realized that human 

behciviour J:s not infallible and also that no one really walite; to be! ome 

invDlved in an accident by his own behaviour, but, t·hat t,he t'reqllency of 

the <:;.eldom failures of millions of road users. which nonetheless resu l ts 

in the enormous amounts of losses in road safety. is lciroely dependen~ on 

the human made traffic system. Since one can not create an infcillible 

human being by measures, the reduction of that failure frequency must be 

sought in an improved traffic system which elicits less C{lportunity t·or 

~ailure. Such failure opportunities, however. are also elicited by the 

road L1ser behaviours of others. Of the concrete proposals ':4 measLlres· 

concern that improvement of road user behaviour with respect to lhe othe r! 

directly. The Idea beyond them lies in the fundamental principal that 

human behaviour i s conditional to circumstances and individ_al b~ckgrounrls 

as ~e1l ~s ~o the expected utility of the outcome of tha t behaviour. The 

individual background i~ mainly shaped by public information. edLlcation 

and traini r, Q as well as by the e >'Perience in tra·ffic which cire conditioned 

by stj·muli from the ph'lsical traff1c strdctLlre as 14ell ClS by trCiffic 10(\.<.15 

nr regulations and their enforcement cind penalties. The ~4 behavioLlral 

pr(\posals are directed to these d Gmainco. which condition the road us€r 

behaviour · Such Ci proposal like the Compulsory use of Jciy time r~nn ing 

lights illl~trates in ~ co.imple way whdt I mean by improvement of the 
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behaviour of other road users~ it simplv reduces the fai h re rate of not 

timely reactions of others ~Ith respect to your own behaviour. as the 

recent results from the new obl.Lgation il i Denmark has reaffIrmed. However. 

such "stand-a- Ione-proposals" ~re not the most impor~ant ones. I reg~rd. 

Jpart ~rom t he European harmonl=ation 1n the pr Gpo~~ls. t he integra t ed 

scope of t he proposals:. for 

- a) gr .!\ded l i censing c~ nd the practice <i f dt'c: c ~npanied learner dri'/i fi g. 

- b) speed reoulations and 

- c) specific and general enforcement practices 

as the mos:·t important behoivioural proposal e;,. for an effective road safe t ,/ 

strategy on this topic in the Gerondeau-report . 

If the proposals on the trainina and licensing of drivers of the report 

(Gerondeau. 1991 p. 20) would be oi pplied throuohout the Community. then 

the risks of young drivers could reduced considerably. The French 

experience with such a procedure shows that skills and knowledge alone are 

insufficient for safe driving by youngsters~ but that danger perception 

and responsible driving can be learned i n a very practical way. If the 

French result~ oipply in general then the risks reduction of young drivers 

reduces even t v a ~actor of seven times. which in the EC-States would mean 

more than 10% less serious accidents. that is more than 150.000 injured 

and about 5.000 fatalities per year less and a gain of 7 billion Ecus for 

the whole of the Community. A very cost effective and important live 

saving measure indeed. which only depends on the polItical willingness of 

their adoption. 

The level of mean speed given the road type and the variation In speeds 

are important factors in traffic saf~ty . The variation in speeds on t he 

road <also between catagories of r Dad ~ ... ers) determines to a loiroe e ::ten t 

the number of accidents. If the ~tandard deviation of s:peeds is reduced. 

then theory says that the n Uilber of accidents appro)(ltnately chCinges neCirly 

by a quadratic ef-t-ect of that reduction · The absolute level of speeds 

determines also quadr ~ t i clv thQ seriousness of the outcomes of a g i ~en 

dcc i ~~nts with the particular masses of vehicles involved. Since 

general ly variation of ... peed~ reduces· with a reduction of ~bsol qte meCin 

s pe~d, it f ollo~s that mean speed reduction easily can have ~ fourth 

fi o\IJer e-f+Qct- on sClfetv. which fIAr e ~:ample meoins th",t a redLlct-ion clr 

.increase of 107. in mean speed (fa ctor .90 or 1.10) can change the r,lun ber 

Gf fat Ci l it ies by ~4~ reduction !tad ur .904 = .656) or in r..rease of 46% 

( f~ctur 1.104 = 1.464). These theoretic ~ l Considerations are confirmed by 
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several empirical Swedish studles (Nilsson. 1982) and are also conFirmei 

for motorways in the USA and France. ~s shown in the ~wo pictures t~ken 

From the Gerondeau reoort ~~~e . 

2.1 

1.1 

1911 

Z.S 

" .. 

• ~ "",wu,. HJ'UiH.KAl::i 
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..... ...... 
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But not only on motorways thlS relations between speeds (and speed 

variations) and accidents holds. also the Danish actual speed reduction 

from the urban speed limit change of 60 km/h. to 50 km/h. and the Dut ch 

results on so called "woonerf" by traffic calming measures inside livinq 

areas which reduces speeds from 50 km/h limit to speeds below JO km/h. 

C\ffi.rmed these relations between speeds clnd accidents. The network related 

proposals of the E~pert Committee on speed limits~ speed enforcement ~nd 

~utomatic control dS well as the proposals for car-manufacturing and th~ir 

advertisement~ therefore. "dre of utmost importdnce. Their dpplication in ~ 

t ~rmonized way to all types of roads in the Member States could sdve mAny 

thol~sdnds of lives and also reduces billions of Ecus in the CommunI tv. 
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This includes their application to the German motorways and rural rDad~~ 

speed limits on these roads could stop the increase of fatalities ~hich is 

obsen"~.d in the last 5 vears on the German motorttlays .. nd 0115.0 can reduce 

the increasing share of traffic fatalities from rural roads in Gerndn~ ~ 

The import~nce the proposals for a renewed enforcement practices of 

sqecific ~nd general police control in the Gerondeau-report are 

illustrated by Lhe results o~ ~he inLensified r~ndom breath tesling in ~ew 

3buth ~ales 1n Australia. 

rana. ACCt ..... 

'111 

11', 

"' 

"" 
-.. 

--. ...... 
I .. 

.. " t,,, 'I" t_ I.' ._ ,_ ... ,* ,_ 

__ .... Tea 
pe. "'UI 
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-.. 
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,.. 
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SI 
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~ot only show these results that such a high density of testing leads to 

lasting reduction of 20% of the number of fatalliies. such a high density 

also is still cost effective since it yields a return rate of 2 for 1 cost 

unit as Dutch research has shown. 

The proposals of the Expert Committee in the Geronde~u-report which are 

directed to act10n for the infrastructure of the road network are 12 in 

number. The ideas beyond these infrastructure proposals are the based ~n 

a hierarchical ~ategori=ation of the roads in the network with homogeneous 

[haracteristics along the routes within each category and their uni~orh 

layout of connection sections within and between types of roads. 

Our road system evolved gradually from the network that was originallY 

fitted for carriage and pedestrian travel. The road transport system has 

never been designed in such a way that the opportunity for accidents I S 

prevented a priori~ like it has been in the rail- and air-transport 

systems. Rail and air pas~enger transport are more than a factor ~t 2Q~ 

~imes safer than passenger transport on our European roads. 
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traffic mode area f1:1tci lity rate passenf,ler km. 
- - - - - - - - - - - - ~ - - - - - - - - -
road Eur. Comm. 1 i ;. 5::~10-e 
red. 1 \.lJest Eur. 2) 1.6:-:10-10 

~it" USA :)') O. 4 ~:10-1O 

l~ble 1. Risk per transport mode 
1) Gerondeau report (1.3 passengers per vehicle). 
~) Schopf (1989i. 
;) Based on ~TSB publications. 

The gradual upgrading of the road system nowadays constitutes a network 

of roads lr,Ihich is more an llnpredictable r:.oneatenation of c:i rl<:'<.1rly endless 

variety of road sections by an also endless variety of cross-ccnnections. 

The result 1S a road syt.:.tem which it.:. telo comple): for the road user to 

~llow reliable predictions for the next oncoming situation. Only the 

layout of the motorway system permits relative reliable predictions. Since 

f.hit.:· road category is relati\je well Predictable and because speed 

variaticn is relative low it is a relative safe type of road, in spite Qf 

the high speeds driven. The fatality rate per kilometrage on motorways 

a~proximates the safety of rail and air transport. The same level of 

safety holds for well designed residential calming areas, where speeds are 

so low that the variation in speeds is also low. 

Road type 

calming area .:. 

reside street 

urban main road 

rural main road 

rural motor road 

rural motc'!' road 

motorways 

km/h 

7;0 

50 

50 

80 

80 

100 

Mi>:ing 
fast/slow 

yes 

yes 

yes/no 

yes/no 

no 

no 

100/120 no 

Level croc;sings 
Oncoming traffic 

yes 

yes· 

yes 

yes 

yes 

no 

no 

Injury rate per 
million veh. km. 

0.05 

0.80 

1. 20 

1.40 

0.7;0 

0 · 11 

0.07 

Tcible 2" Injury rate for road categories with different t.:.peed lilnits. 
road user mi~·~ and traffic directions in The Nether lands 1986. 

As can be seen from the above table of injury rates on Dutch roads, whiCh 

belonQ to one of Europe's most sa fe road networks. all other road t'l',l ~S 

than motorways and calming dreas have considerable higher injury rates. 

The lack of sdfety varies with the combinat1on o~ the level of speeds ~nd 

the amount of 'lariat ion in speeds due to discontinuities <level crossiliqs 
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and oncoming traffic) and mi ::ture of slow and fast categories of road 

users on the road type. The rural main roads and the urban arterial roads 

~re the most dangerous ones. The redesigning of the road ca~egorles 

bet~een motorways and residentidl calming areas to limited number of 

c~t~gories of self-explaining roads with well predictable uniform layouts 

of rou~es and crossing types is- most urgent. This is a major long term 

tasks which should be undertaken in d coordinated way on a Europ~dn level. 

since diversity in the Community increases the uijpredictability fOr th~ 

foreseen increase Qf cross-national travel of road users in ~urope. 

The ingredients of such a redesigned road network ask for more research 

on safer layouts, but some elements are know already. Separation of slow 

and fast traffic and traffic with large mass differences is one of the 

safe design principles. This means only pedestrians on sidewalks and 

cyclist on sepdrated cycle paths, while crossings for pedestrians and 

cyclists on rural main roads and arterial urban roads preferably should 

not be designed as level crossings. It also may mean special truck routes ~ 

for inter-reQional heavy good transport and limitation of masses of trucks 

in urban areas. where delivery by smaller vans from just-in-time transit 

(enters outside towns can be foreseen. Separation of tracks for oncoming 

traffic ~n rural main roads and urban arterial routes is also needed ~ 

combined ~ith increased safety on reconstructed crossings ~nd accesses to 

th~se roads. Research in France and The Netherlands has shown that the 

British round-about with priority for round-about traffic is a much safer 

level crossing than sign-regulated or unregulated crossings; reductions to 

even 10% of the accidents has been observed after reconstruction of 

crossings to round-abouts. The relative low share of fatal car-car 

accidents in the UK, compared to other Western European Countries may be 

explained by the frequency of the British round-abouts in their road 

network. On the other hand could the British authorities learn from other 

countries how their relative high share of fatal pedestrian and cyclist 

accidents can be reduced by safer road constructions for these road user5. 

There j~ a long way to go before such d consistent road categorization Cdn 

be established. The first steps, according to the proposals in the 

Gerondeau-rep ' rt are the conceptual creation of the hierarchical structure 

of the cdteQoriZed and homogenized road network and the clarificdtion of 

its prinCiples on a European level. We also have proposed to begin wit~1 

the in~roductiDn of a systematic. ~eriodiCdl e~ernal compulsory 

inspection of the safety of the road system and to prepare Rnd di55emin~te 

reference material with all the princIples ~nd rules for dn uPQr~ding to 
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the safest-possible road network by building new rodds ~nd rebuildinQ dnd 

modified maintenance of the existing rodd network. It must be possible t Q 

achieve such a sCifer rocid netwc'I'"k in t ime sc·ope of t ~ p. ne>:t ;.j 'lear"'. but 

we mlJst begin with it now otherwi ~:e t.here .,ill jje j .• g ml11 10n E.·,Jr Opedtrs 

killed Lin t··tie ro.;ds in the Communi tv in the ne ~-:t · -';'0 vectrs. 

The L:pert. Committee hctS 1Ilso pr'oposed 21 mectsures di.rected t!:l ciciiLirlS G rj 

vehicles and certctin categories of road users cts .. well cis , prbposals f~r 

t ~Ie improvement of the assistClnce to Hie injured. The proposals range t(Dm 

improved active Clnd Passive safety of motorcars. heClvy vehicles~ powered 

two-wheeler' s ctnd cyclist to programmatic schemes t 'or pedest. r ian sctfet~. 

first aid. alert and emergency services. Again nearly all proposals are 

proven to be effective in one or more 8f the ~ember States or the USA. but 

not generctlly applied or less intensive ctpplied in all Member states of 

the Community. E~cept the proposal for less dangerous car fronts to 

pedestrians and cyclists. the proposed measures in this area do not need 

much further research. The measures could be introduced to dcty. the only 

obstacle is the time needed for regulation if the willingness for the 

introduction of these measures is present. 

3. A Policy for Sustainctble RG~~ Safety 

In view of the sad record of European road safety. compared with other 

industrialized continents as well as compared with other modes of 

trcinsport. there clearly is a need for an active road safety policy. The 

Expert Committee has expressed the opinion that road ciccidents are too 

often seen as the inevitable price for the utility CIf t·ravel ctnd 

transport. And hence the possibility of an active road accident pre~ention 

policy is ignored. Such an active policy~ however~ can be po~~i.ble on ~ ~ p 

basis of the recommendations discussed above and formulated in more detciil 

in the report Of the E; ~'pp.rt Group to the Europectn CCfmmissioner for 

t.rctnsport <Gerondeau. 1991>. The E):pert Group has asked the Europfcin 

Community. ~hat is the Parlictment. the Ministers of Memb~r States ctnd the 

Europectn Counci l of Commissioners~ to provide cissistance in the work 

undertaken by th e Memb~r ';tctte~ · againc:.-t road ,ccidents~ becctuse the 

Community is in t~e right position to do so. It has done so in matter~ of 

environmental protection ctnd t-he ddvancement of science «·nd technolc. '<;IY ili 

ElIrope ctnd t.he Commllnity shou Id surely t-ake a comparable <'Ietion in ct 

mcltter t·o which i ts citizens dr,;. hiQh ly sensiti ""e. since i.t COnCE.'FOS Lhe 

preservation of life itself and the safety Of millions of tho:·e citi-;::ens . 
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It seems not a too ambitious task to bring the level of r uad safety in the 

whole of the Community on the level of the USA~ which is also level of 

safety in some of the more ~dV dnced countries in the CQmmunity~ this would 

save ~O.OOO lives and over half a million injured on a yearly basis. [n 

the ac hievem~nt of such a tarqet the natinnal it~!es ~nd th~ir reqional 

and local authorities) stil l have to jilay ... maJ'or role~ but on the 

Cbmmunlty level the promotlon of ~nd assistance to the implementation of ~ 

common transport policy within IIIhich roCt.d :'dfety.is an integrated major' 

element should be undertaken without further delay. At present there is no 

entit y on the Community level that matches these tasks and the 

establishment of such an organi:ation. comparable to the European 

environment or technology organizations. is needed barely in view of the 

economic and human problem de~cribed above. It is. however~ not only a 

matter of organization and political dedication. In a democratic Europe 

the basis for common action and their resource allocation is based on 

public support. the Community. therefore, ~hou1d by an active social 

marketing promote the need for a common road safety policy and defeat t he -

unjustified belief that road accidents are an inevitable phenomenon. Road 

transport is a man-made technology and what the Expert Cbmmittee~ at 

least~ has shown is that this man-made technology can be made much safer . 

The know-how is mainly there. the organization for that improved safet v 

and the measures for its realization are proposed in concrete terms. the 

response to the appeal of the Expert Committee has to come from the 

responsible bodies in the Community. 
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