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Figure 1. Phase model of the accident process

There are many opportunities to intervene in this process. The earlier the intervention, the more
structural and effective it will be. In the end road users themselves will have to prevent accidents and
behaviour always plays a part in this. Others, though, (road authorities, road safety organisations etc.)
can influence circumstances such that the risk of human error is reduced. Preventing accidents or
lessening the seriousness of the outcome is not only the responsibility of the individual road user but
also of collective decision makers (authorities, private organisations, industry etc.).

Furthermore, people should realise that when it comes to decisions about road infrastructure and about
the vehicles that use it, there are more arguments involved than road safety considerations alone; these
include physical planning and land-use policy, transport and traffic policy, environmental
considerations, public health policy, etc (OECD, 1984). This means that road safety is just one of the
criteria used in decisions of this kind. It very often happens that road safety is not considered to be
the main objective, though decisions are made that may have consequences for road safety. Road
safety is one facet of these other areas of policy. This may mean that, unfortunately, insufficient or
no importance is attached to road safety, something that can happen consciously or unconsciously
(Wegman & Oppe, 1988).

3. Developments in road safety in CEECs

A number of reports have been written recently that give an indication of the road safety problems in
CEECs. For example, the World Bank and the European Community commissioned an initial survey
in Hungary, Poland, Bulgaria, Rumania, the Czech Republic and Slovakia. The Nordic Road Traffic
Safety Council has also issued a report on the road safety situation in the Czech Republic, Slovakia,
Hungary and Poland (NRTSC, 1992). The Technical Research Centre VIT from Finland has
published a study on road safety in Estonia, Latvia and Lithuania (Segercrantz, 1992). In all of these
reports an analysis is given of the developments in road safety, the conclusion is drawn that these
countries compare unfavourably on an international scale and it is anticipated that there are many
opportunities to improve the situation. At the end of 1992, the OECD organised a seminar on
"Technology transfer and diffusion for Central and East European Countries’ in the area of roads and
road transport (OECD, 1993). One of the themes of this seminar was road safety and the major
conclusion drawn was that "Traffic safety is a major concem and targeted and integrated actions


















statement of political will. A statement of this kind, supported by the Cabinet, legitimises activities
relating to harmonising policy in various areas in the context of the improvement of road safety. The
’competitive position’ of road safety is reinforced by the quantitative terms of reference which have
been in existence for some years now: 25% fewer casualties by the year 2000 and before 2010 50%
fewer deaths and 40% fewer casualties than in 1985 (Ministry of Transport, Public Works and Water
Management, 1991).

Over the years it has proved necessary to have a separate unit within central government where road
safety policy is coordinated and specific aspects of the policy can be implemented. Due to the
complexity of road safety problems, some countries have opted to house this 'Road Safety Agency’
within the offices of the Prime Minister (Japan, France). Other countries have brought a unit of this
kind within a specialised department, usually the department that is responsible for transport and/or
infrastructure. This agency organises (formal) discussions with other ministries. In addition,
discussions and consensus with other organisations and institutions, that are of relevance to road
safety, are very important,

If, in addition to coordination, a unit of this kind is also allocated executive tasks, two risks should
be combatted. First of all that other departments within central govemment (in the field of physical
planning for instance, the health care system or the police supervisory organisation etc.) think that,
because a road safety unit exists, they can be less involved. It might also happen that the dynamism
of the road safety unit takes the initiative away from other bodies.

To summarise, an attractive type of organisation is a separate unit or agency which combines
coordination of policy (road safety seen as a facet of other areas of policy) and implementation of
policy (particularly within the road safety sector, such as driving lessons, road safety campaigns). This
unit should have sufficient direct access to a Minister in order to be able to aim at an effective policy.
The unit has a relatively modest budget to enable policy to be implemented by others based on the
idea of ’setting a sprat to catch a mackerel’. In addition to carrying out its own tasks efficiently, the
unit will lay great emphasis on coordination by facilitating the activities of others, by providing
encouragement and by making it attractive for others to contribute to improving road safety.

Neither one Minister alone nor central government alone will be capable of pursuing an effective road
safety policy. In 1993, there are doubts about a ’makable society’, but the view that central
government could make a society finds little support any more. Other sections of government and
private organisations are vital links. Local and provincial government in every country in the world
has a crucial role to play in physical planning and in the construction and maintenance of road
infrastructure, where they enjoy a relatively large degree of policy freedom. The more active these
administrative layers are, the more knowledge that is available, the higher the budget allocated to
improve road safety, the more effective the efforts made in terms of a reduction in the number of road
accident casualties. Perhaps this is one of the most important organisational provisos for a successful
road safety policy.

Another effective means appears to be to allow private organisations to participate in formulating
policy and to involve them in implementing aspects of the policy. What is more, private organisations
need to work together and reinforce one another rather than hinder one another. The road safety unit
has an important part to play in this process. Private organisations and organised interest groups that
are working together must be considered capable of exerting social pressure and creating public
support within society . A road safety parliament or a road safety council might be seen as a formal
expression of these views.






A large part of the present Dutch road system, however, is still that roads and streets are expected to
fulfil several incompatible functions at the same time, where the road user has generally to guess what
to expect from the road traffic situation and is presumed to guess what others expect from him, where
road users can and do drive at relatively high speeds, where large differences in speed are possible
and do in fact occur, and where encounters with other road users coming from different directions are
possible (SWOV, 1993). These factors explain the relatively high risks on these roads. There is some
talk of a road system that has all the characteristics of gradual adaptations (not geared to one another)
of the increase in mobility. There are three principles which, if they were adopted systematically and
consistently, would result in a substantial decrease in the number of casualties. These three safety
principles are functional use (preventing unintended use of the infrastructure, related to the function
of the road), homogeneous use (preventing large discrepancies in speed, direction and mass at
moderate and high speeds) and predictable use (preventing road users from experiencing uncertainty).

If these principles were to be adopted, three functions of the road system would be clearly discemnible
for the road user: the flow function (rapidly processing with through traffic), the access function
(making residential areas and districts easy and rapid accessible) and the property and residential
function (making homes and shops accessible and at the same time making the street a safe meeting
place). The design of the roads should be adapted to the allotted function; combinations of functions
should be excluded as far as possible. A number of scientific institutes in the Netherlands have
elaborated this concept further and have found that for about 100,000 km of road an investment of
60 billion guilders (over a period of 30 years) is required. It would have been advisable when
constructing and expanding the road system to adopt the principles mentioned as far as possible,
which would have meant that such large investments were not necessary (in retrospect). For that, a
reference plan for the whole infrastructure would have been needed in which a hierarchically designed
road system should have been the starting point. Furthermore, there would have to have been design
guidelines in which road safety formed an important starting point and where (legal?) steps were taken
to prevent deviation from the required design quality.

Now that CEECs can expect an increase in mobility and expansion of the infrastructure, it would be
advisable to speak out in favour of such an approach instead of acquiring a higher degree of road
safety at a later date at a much higher cost, as is the case in highly motorised countries at present.

This does not mean though that no further improvement of road safety could be achieved in the short
term with infrastructural measures. On the contrary, it is advisable to take low-cost measures at
locations where many accidents occur. The SWOV has started work on a manual that could be used
in CEECs (Slop, 1993). In this manual, knowledge of the so-called ’black spot approach’, resulting
in low cost engineering measures, in highly motorised countries will be combined with the specific
problems in CEECs and the existing expertise in this area.

Furthermore, highly motorised countries have amassed a great deal of knowledge, which at present
is termed basic but which has been built up over many years, about the effect of road design, road
construction and materials on road safety. Examples include the use of marking and signposting, road
surfaces, road side safety and winter maintenance. From the point of view of harmonisation it is also
advisable for CEECs to adopt the general course of action of becoming a party to intemational treaties
and conventions in this field.

Road users
Safe participation in traffic is complex and is something which has to be leamnt. A person who has

just obtained a drivers licence has a traffic risk of approximately 3 times that of an experienced
driver. Safe driving is only possible when drivers have gained practical experience in traffic . Drivers
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