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SWOYV research for ERSF:
Road safety measures for
interurban roads

The European Commission decided to set up a Working Party ‘Infrastructure’.to recommend a limited

number of road safety measures suitable for applicatlon in the short term. Mr. P. Elsenaar, drector of

the Traffic Research Centre of the Dutch Ministry of Transport is the chairman of this Working Party.

The activities should focus on interurban roads because these roads are relatively dangerous -

According to the country, between 50 and 70% of all road fatalities occur on them- A report on this

matter was compiled by SWOV on behalf of the European Road Safety Federation (ERSF).

About 90% of all casualtics on non-motorway roads
outside built-up areas can be connected with Just four

kinds of manoeuvre:

m Part of driving task Mature of most accidents Approx. %

Keeping course
Intersecting
Following

Overtaking

Golng off the foad

Callislons with intersecting vehicles 20
Rear-end collis bns 5
Head-on collisions 20

All pereentages mentioncd are slightly lower on roads
passing through villagcs because there, a fifth type of
accident (E), i.e.collisions with vulnerable road users such
as pedestrians or cychists.occur more ofien (around 15%)
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The average conscquence of th's
type of accident 1y usually mor¢
serious- M easures to combat road
hazard .mostly called counter-
measurts . should locus on the
prevention of these five kinds of
acadents.

Questionnaire
A questionnaire was sent out to the
Member States asking lor relevant
inlormation on the subjeet -1t was
the itention to base the subsequent
stlection ol the measuits marnly on
the answers to thiy guestionnanc-

The measurcs (in the broad sense of
the word) 1o be selected must be
those most likely to lead to a deCrease
in the number of road victims in the
short term. An indication of the
effect of each measure on road safety
should possibly be given, tog ¢ther
with the preterred order of priority
among the measur - An ternational
review of the road safety situation
musl be added, to show the scope
and the nature of the problem.

Ten countermeasures
The study has resulted in the
sclection of ten countlermeasures-
A distinction is made between
countermcasures on three levels:
analyses. traffic engineering and
trallic opcration - A separate column
in the table on the next page indicates
which ol the live manocuvr e categorics
mentiondd might be addressed by
cvach countermeasure

Attractiveness of the
countermeasures
Onc of the factors - though dcfinitely
not the only one - dctcrmiming the »
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attractivenes Sof a countermeasure
to be taken i sits cost -€ffectiveness:
Three groups of countermeasures
can be formed, with diff @rent degrees
of cost effectiveness. (A high cost -
effectiveness means that the money
is well spent). There is also a group
for which no cost-effectiveness could
be established.

No cost-effe tivene % to be established

I Road, traffic and accident data
collection.

2 Road safely inspection.

3a Black spot analysis.

4 Road safety impact assessment
(RIA).

Relatively high cost-effectiveness’

3b Black spot treatment.

6a Building small roundabouts
instead of intersections.

9  Consistency n the signing and
marking of (sharp) bends.

10a Alternative routing of slow
traffic without building parallel
link.

Ana yses
R0, traffic and accident data collection all
Black spot analsis and treatment all
Traficengineering
Tratfic calming on %or cughfares through small towns and v llages BE
Building roundabouts Instead of Intersections
Safety barrlers at hazardous locations A
Restricting the possibility of overtaking B G
Tratfic oper & lon
c y in the signing and marking of {sharp) bends
E Alternative routing of slow traffic

Medium cost-effectiveness

5 Traffic calming on thoroughfares
through small towns and villages.

7 Safety barricrs at hazardous
locations.

Relatively 'low cost tffectivenes’s

6b Building large roundabout s
instead of intersections.

8 Restricting the possibilitie sof
overtaking.

10b Alternative routing of slow t tiffic

with the building of parallel links.

In the mean time SWOV hashe ,m

a %ked by the ERSF to conduct
another study on this subject.

The project is called Intersafe and
the goal is to prepare a Technical
Guide .describing the current
practice on cerlain values which
influence road salety most. The study
provides the latest information in
order to clear up confusion and to
harmonisc opinions. It gives the
optimal values together with the
reasoning behind their selection.

The results.asa compilation of read y
for ust knowledge, will be suitable
for designing and operating roads
with special regdrd 1o road safety.

Recommended safely measures

for application on interurban roads
in the short term

Report of the Working Party 4
Infrastructure, to the High Leve |
Group of Representatives of the
Member States on Road Safety ad to
the Directorate General for Tran ort
of the Eurapean Commission

M.Slop & J.WD .Catshoek

R-95-18 .28 pp -
(in English)

New list of SWOV-publications available

SWOV has made a new hist of
publications which are written in
Enghsh, German or French The list
conltains reports -pdpers and articles
published in 19851395

If you want to receive a free copy of
this st .pleasi'send a letter or t defax
to Sandrd Rietveld and dsk for the
publicdtion with number R 96 2.

If you want to reccivea list ol our

publication s 1995.andudmngthe
contributionsin Dut ch .ask for
publiGition R 964.
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Betteradjustment
of head rests is necessary

e

Bent u al
- op de hoogtg?
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In Nevember 1995 a campargn was started e order to mform road wsiers how 't ad kst thew head resn:

The danger of whiplash injuries due to a rear collision can be reduced when
head rests are positioned correctly. Therefore it is crucial that head rests

in passenger cars are set correclly- The SWOV has carried out a field survey
to find out how much people know about whiplash and head rests, and how
head rests are positioned in passenger cars. Another study concerned

the technical aspects of Nead rests. Measurements of new cars were
performed at car dealers and surveys were carried out in public parking

areas. This field study was supp lemented by a technical study.

At present, hevad 1ests'in cars are not

(yc1) compulsory i the Netherlands-

If they are fitted -d s virtually
always the case - a Dutch law called
the new vehicle regulation . 4 ttes
that they should comply with dn
(obsolete) EC guideline - At prosent -
partly at the insistence of the
Nctherlands.an adaptation to

the guideline 15 being preparad in

1 Europcan context .where the
requirement concerning the minimal
herght of head restswill bocome
markedly stiieter

Studies
Surveys dnd measurements werd
used to gather information.
The measurements were mdade in
large car parks outside shopping
cuntres and roadside restaurants.
amongst others-The cars v est gted
had just come out ol road tratfic.

The tollowing criteria were applicd

to determine the corrcet positioning

of head rests:

= herght the upp @ cdgc of the hevd
rest had to ¢veeed the pasen s«

- horiZontal distance berw'ecn head
and head rest this distance must
not execed 10 em.

Eighty percent of the male front-seal

occupants proved to have their head

rests set 1oo low. On this point the
percentage of women at fault proved
to be lower (48 pcreent) due to therr
average h¢ight. For 28 percent of
front-seat occupants, the horizontal
distance between head and head rest

was incorrect - This was mainly due 1o

the back rest of the seat being

positioned incorrcetly.

Knowledge
Passcenger car occupants proved to
havt an imperfect understanding of
the correct positioning of head rusts.
This fact can be pointed to asthe
main causc ol the Irequent icorreal
positioning Their understanding of
the function of the head rest-and the
phcnomenon of whiplash-can be
viewed ay adequate.



Proper adjustment not
always possible
It has been shown that it is not
possible to raise the head rests
sufficiently in many cars.
If all front passengers were to adjust
their head rest to the highest

position, this would still not be
sufficient in 46% of the cases.

This 1s an obvious point of attention
for the industry as improper
adjustment of head rests increases
the chance of whiplash injury due to
a rear collision.

Thivhead rest v adpusied too low .

Head rests and seat belt height
adjusters

Results of field research concerning
the knowledge and use

C.C. Schoon, M.L.J. Coini
& D. Burggraaf

R-95-19. 60 pp.
{in Duteh)

Technical aspects concerning the
presence and use of head rests

C.C. Schoon

R-95-30. 44 pp.
(in Duteh)

Safety of bicyclistsonroundabouts

Research has been conducted into three subjects

that relate to the safety of roundabouts.

The f st subject concerns t he development of safety in the long term.

The res ults of a p eevious st udy gave the impression that, after some time,

the number of road accident victims on roundabouts was aga h increasing -

This new study,in wh'ch the accident history of about 200 ro itndabo Ws was

expanded by the years 1992 to 1994 inclusive, shows that safety is certainly

not declin Ing in the bng erm

The expdnsion of the previously
performed accident study agamn
shows that replacement of an
intersection by a roundabout reduccy
both thenumber (by 50°6) and the
severity of accidents. Also .the
replacement of an sntersection
controlled by traffic lights by a
roundabout leads to positive results
The study demonstrates.cven more
clearly than the previous study did .
that -certdinly on the somewhat

bu der roundabouts -d sepdrate cycle
path is dlmost always 4 sdfer solution

than a cycle lanc on the carriageway
or the absence of d cycle facility.
Ruplacement of intersections by
rounddbouts with scparate cycl
paths (cyclists do not have night of
way) has'led to an dverage decer tase
of the number of casualties by 90 %% .

Priority
The sccond subject concerns the
regulation of priornty’ for cycl €traffic
on separate cycle path saround
roundabouts .In follow up to a tudy
conducted 1n 1994 .the road hazdrd

deserves special attention

J a a (]
59 years old, studied
mechanics and psysics and has been
working at the SWOV Institute for Road
Safety Research as a researcher since
1965 . His main field of interest i1s infra-
the development of a

van Minnen,

structure and
sustainably safe traffic system.

on 17 roundabouts where cyclists have
priority was compared with the road
hazard on 62 roundabouts wherc
cychsts do not have right of way.
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Again, it was determmed that more
accidents and road accident victims
were registered, on average, on those
roundabouts where cyclists had right
of way. More than 90° of these
victims related to cyclists and moped
riders. The large variation in the
number of road accident victims on
these roundabouts represents an
indication that the design and
organisation of the roundabout could
have a major influence on safety
where this priority rule applies.

Apart from considering safety,
this study also devotes attention to
how the priority rule for cyclists
influences the capacity of the
roundabout for motorised traffic.
Cyclists who have priority indeed
exert a deleterious effect on that
capacity, but this is only of
significance with very busy
roundabouts that carry a large
volume of cycle traffic.

Uniformity
The third subject relates to the
change in the priority rule for
existing roundabouts that are older
and generally somewhat larger.
Accident studies on roundabouts
where the priority rule was amended,
whether or not in combination with
(limited) reconstruction, offer a
conflicting impression . The number

gwio RESE
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Roundabout with seperare cycle track i the Dutch tonn Ensihede:
The bicyclists have right of way.

of accidents continues to fall, while
the number of road accident victims
sometimes increases - and this
generally relates to cyclists and
moped riders.

Experts that have been
consulted on this matter tend 1o be
unanimous in their opinion that the
priority rule should be linked to a
reconstruction of the roundabout in
the sense of radially-oriented
approach roads, tighter curves and

often narrowing of the carriageways.

An analysis of the problem, which
also involves the desired uniformity.
led to the recommendation to
impose priority for traffic on the
roundabouts for all roundabouts in
the short term, provided that a safc

solution for cycle traffic is ensured at
the same time. Depending on traffic
intensities and the local possibilities,
these will be in the form of separate
cycle paths, flyover solutions or
alternative cycle roads.

A full reconstruction of the
roundabout is recommended, but in
order to prevent a delay in the
priority rule amendment, this could
also be done at a later stage.

Rotondes en voorrangsregelingen

(Roundabouls and the prionity rule)

J. van Minnen
R-95-58. 61 pp.
{in Dutch)

Developing a strategy to reduce the use of

motor vehicles

The Dutch Ministry of Transpomn asked the SWOV

and the Leyden Institute for Law & Public Policy to conduct a study under

with the needs of the mdividual
citizen - The problems asso Gdted
with motor vehicle use should concur
with the personal experiencce and
perccption of thy motorist.

That 1s why the rescirchers have
been guided in this explordtion by
the notion that the new approach to
this policy subjcet should be based
-more than 1s the cdse dt prosent -

the project name: ‘Innovative Strategies to Influence the Mobility of Motorists "-
The objective of the project was to describe an innovative stfategy on
the basis of which a policy can be developed, to reduce the use of motor

veh kcles, with emphasis on the perception of the citizen -

This assignment was based on the
observation that those measures
which the government deems

necessary to reduce the mobulity
of motorists do not torrespond.,
or correspond 1 su fMlicicntly.



on communication and exchange
between government and citizen.
More specifically, the processes

of exchange and negotiation between
government and citizen has been
emphasized, in order to realise

the envisaged policy objectives.

Negotiated government
SWOV assumes that, given
the nature of the policy subject,
an abstract dialogue between

R o el of
Wittink 1s 47 years old and studied psychol-
ogy at the State University of Groningen -
He has been working at SWOV since 1979 .
firstly as a scientific editor, later as a
researcher mainly inv dved with research
concerming behaviour of rdad users and

social marketing -

R
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government and the individual
citizen at micro-level will have little
elfect. Therefore, there was ¢ xplicitly
chosen for policy making at meso
level, where diverse governme nt
organisations negotiate and
exchange with various ‘organiscd
citizens' and other social
organisations. Only at such a meso
level a worthwhile exchange
agreement can be established
between citizen and government
In this sensc. a recent scientific
debale is jomed. entitled ‘negotiated
government’, which refers to now.
horizontal forms of government
administration

Inview of the characteristics of
this specilic policy issue, the insights
and study results derived from public
administration scicnee, organisational
saciology, psychology and social
marke ting are used in this rescaich.
Using public adminstration and
organisational sociol bgy msights.
the question is answered how
exchange and structures of
negotiation could work or could be
developed within the given policy
context.Using principles of
psychology -1t was investigat €d what
relevant behdvioural dcterminants
are important, given an hy pothe szed
¢ Xchange and negotiation situation -

VariouSinsights from soCial

mark €ting were used to indicate how,
within the context of negotiated
government, different individual
nceds and preferences can b¢ mel.

Platform
The approach led to a plan that
describes step by step how to
organiZ a platform in which
negotiated government can bc
formed A further explanation
of the method as described 1n
the stepwise plan iv offered. based
on the application of ths plan to
an actual case, namely theregon
of Rynmond, that contains the large
mainport of Rotterdam.

Onderhandelend bestuur

Een innovatieve strategie Yoor de
ontwikkeling van automobilitertsbelerd
(Negotiated government . Innovative
Strategies to Influence the Mobility
of Motorists)

Dr. B-de Vroom & R. van der Ent
(Recht & Beleid). Dr. Ch- Goldenbeld
& R-D. Wittink (SWOV)

R-95-22. 76 pp -

{(in Dutch)
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Mopeds on the carriageway:
——" ®
a s afe solution

Dutch law prescribes that moped riders should drive on the cycle track if there
is one prese nt, rather than on the carrlageway. SWOV was asked to
investigate whether it is safer to allow moped riders to use the carriageway

designated for motor vehicles inside the built up area.

To this end, an accident study was Because not all thinkabl e road related only to road sectionSin Sde

performed in the form of a before types were included in the trial the built up areq; no re mmendation' s

and after study including trial and sections it is difficult to predict can be made on the basis of this

control sections, where registered the exact effect of the measure study with respect to situations

injury accidents were subjected ‘moped on the carriageway’ when outside the built up area.

to an analysis. Three municipalities the measure would be applied on January 1996 a working group

participated in the trial: Apeldoorn, a larger scale. SWOV is convinced has been set up whicth is'to draw up

Tiel and The Hague. that the effect will be positive: guidelines in mid 1996 indicating
probably a little less than found in where and how th € measure moped

Trial the trial sections. on the carriag tway' should b

On November 1, 199 |, moped riders applied.

were requested to move from the Recommendations

cycle track to the main carriageway Based on the results of the study,

on i number of roads inSide the built it is recommended to introduce the

up area of these municipalities measure ‘moped on the carriageway’ %

The before period included the last on a larger scale. This is best realised
three years prior to introduction by making ‘moped on the carrniage - BESMIIBIRRIR Bx-B5-Li[bNAW)
i ongevallenstudie

of the measure (November 1988 way’ generally applicable 1n the :

ber 1991 inclusive); Netherlands for locations inside the Plupaig o the carribgayny;
to October pim . "] ! S Accident investigation)
the follow-up period mclude‘ . built up art?a- o M.P. Hagenzieker
the years from 1992 to 1994 inclusive . The trial applhication ol .thc ‘ R-95-33. 58 pp.

measure ‘mop ed on the carrniageway (in Dutch)

Less accidents
When the before and after periods
of thestudy were comapred, the trial
sections showed a marked reduction
in moped accidents involving injury
with reference 1o the increase in this
t yp¢€ of accident on the control
seclions,

The number of moped accidents
invol Ving injury was reduced by 1%
with respect 1o the before period on
the trial sections, while on the control
sections - analogous 1o the
nationwide trend -a reduction of
about 20% in this type of accident
was shown.The same cifect is shown
for the number of accident victims,
which was al %o reduced by almost 70% .
In particular.colhsions between
mopeds and motor vehicl os
(at intersections) and beétween
mopeds and cycles (on road stretches)
werc reduced consid *-Tdhly 1 number. On they rowed i The Hagueas huc i is part of 1l el onsp ety avd o den o the Garn@sovn
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The four-wheeled moped:
aalll anewphenomenon
in the Netherlands

A new phenomenon on the

Dutch road is the four-wheeled moped. A four-wheeled moped is a mini
passenger car with a top speed of 45 km/h. In compliance with the guidelines
of the European Union (EU), the four-wheeled moped should be admitted

on Dutch roads; however, it is up to the member states to impose their own

the four wheeled moped offe &
a reasonable degree of safety to

specific user rules. In the present situation in the Netherlands,

a four-wheeled moped is permitted to use the cycle tracks; the minimum

age for the drivers is 16 years.

The Ministry of Transport and Public
Works has asked the SWOV to carry
out an initial e ¥ploration of the

%n %equence Sof introducing the
four wheeled moped in the
Netherlands with re $pect to road

saf ey. For this s tudy most important
information was obtamned from
importers of the four wheeled
mopeds, from sister organisations

o fthe SWOV in France, Italy and
Belgium and from th € Road Traffic
Division of the Dutch Mini %ry of
Transport and PublicWork $

Market
It was establish ed that the prime
largct group consists of people aged
from fifty five to si My and above,
who do nol posse $ 4 driving licence -

The selling price of a four-wheeled
moped is high in comparison to a
small passenger car. For this reason
too, the number of vehicles on the
road 1s expect & to remain small
overall (sales on an annual basis

of 500 to 700 of such cars)

Safety
In France, the risk figure (injury
accidents per 10’ vehicle kilometres)
is higher for the four wheeled moped
than for the passenger car -
Relatively many accidents occurred
with left hand turning manoeuvres
and when crossing the road -

If seat belts are worn and
the four wheeled moped 1s not us «d
in an environment wherc spueds
above 50 km/h ar¢ permitted .

its occupants; th €sides ofthe four-
wheeled moped appear to be
the weak &1 €ement.

Restrictions
It was concluded that the four-
wheeled moped does not fit into
the development of a sustainably
safe road and traffic system,

After all, this system is designed

to make traffic situations simpler
and clearer, also by restricting

the number of vehicle types on

the road. The arrival of the four-
wheeled moped 1n contrast implies
an expansion 1n scope -It is therefore
desirable to restrict the user option s
such that their use does not lead 1o
hazardous situations.

With respect 1o use, 1L 18
recommended to prohibit admission
of the four wheeled moped to cycle
paths Inside the built up area.
the four wheeled moped could in
principle only be permitted on road s
with a maximum speed of 50 km h :
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outside the built up area, the four-
wheeled moped should not be
permitted at all.

Drivers of these vehicles should
have a specific type of driving licence;
it is recommended 1o set the mimimum
age for driving a four-wheeled moped
al eighteen years. With respect 1o
the vehicle, it is recommended 1o

introduce a vehicle document for

the four-wheeled moped for purposes
of enforcement, and to devote extra
attention to the recognition of this
category of vehicle by fellow road
userTs,

Verkeersveiligheidsconsequenties
van de brommobiel

(Road safety consequences of
the four-wheeled moped)

C.C. Schoon & P.C. Noordzi]
R-95-31. 32 pp.
(in Dutch)

SWOV REPORTS

R R

SWOV carries out research
concerning road safety. Ourmain
client is the Dutch Ministry of
Transport and Public Works.
Therefore, most reports are written
in Dutch.Sometimes however when
research iScarried out e.g. for

the EU or other international bodie s
reports are written in English.
SWOV researchers also participate
in international conference§
workshops and séminars and
contribute to int€rnational journals.
These contributions are normally
written in English, Sometimes in

G erman or French.Some of those
are published by SWOV.

In this quarterly the available reports
in English, German or Freénch are
mentioned and a summarYyof the
contents is given.Also some Dutch
reports are summarized.

The complete reports can bt obtained
by writing a letter or sending a telefax
to Sandra Rietveld of the public
information department of SWOV.

Safety devices in passenger cars

The presence and use of seat belts.
children restraint systems and head fests
JAG Mulder R-95-20 129 pp

(tn Dutch)

Surveys on the presence and use of
seal belts by drivers and passengers
on the front seats of passengcr cars

are almost yearly conduct ed by
SWOV sinte 1968. The surveys were
extended to seat belts on the back
seats and to children restraint
systems since 1989. All of these
studies were conducted on behalf of
the Dutch Ministry of Transport.

Data were gathered in actual
traffic by observationSat tfaffic
lights on several types of roads and
by setting up an inquiry into a part of
the observed drivers and passengers-
The main conclusions of the survey
arethat Snce1992:

Seat belt use

L IO

P

a0 4

- the use o fseat belts by diivers and
front seat passengers did not
actually change. About 30% of the
motorists 15 not wearing a seat belt;

- the use of seat belts by back seat
passengers has dropped considerably.
from 34° in 1992 to 27% in 1994;

- the use of children restraini systéms
is still high and has even increased
10 a certain extent. 94%,

- head rests present are at best
adjusted in a proper way only half.

It isrecommended to pay more
altention to the necessity of (proper)

1989 1980

"1 Drvers inside built up areas

1 passengers in%de buill up ateas

1991 19982 1985

=1 Drivers oulside buill up areas

= Passengars outside bulll up areas
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seal belt use. The increase of seat
belt use has good prospects as can

be seen from foreign experiences.

A combination of information and
enforcement campaigns 1s the proper
way to realise this.

Besides people should be better
informed about the benefits of
proper adjusted head fests.
Moreover technical improvements
can bc considered which can help
overcome cerlain often mentioned
problems by drivers and passengers
like discomfort, forgetfulness, etc.

Module for eval Uating traffic
safety consequences of transport
and traffic prognoses

F. Poppe. R-95-21. 29 pp.
(tn Dugch)

The Ministry of Transport, Public
Works and Water Management and
the Ministry of Housing, Spacial
Planning and Environment, have
ordered the development of a
module (called EVV) for evaluating
transport and traffic prognoses on
various aspects. Commissioned by
the state, SWOYV, together with a firm
of consulting engineers called AGV
has executed a so-called ‘definition-
study’ into the possibilities of
incorporating a traffic safety module
into the EVV. To answer policy
questions main aggregated figures
should be available. To compute
these figures, more disaggregated
risk figures arc needed. The report
points out how, from the nced for
main aggregate figures, it can be
figured out which risk figurcs are
needed.-

These risk figures can be spht
into hgures for road sections.
for intersections, and for inner
rgions (traffic space not part of
the cvaluatwd nctwork) The report
further deals with differences
between varous types of roads,
and between firures for motonzed
traffic and for bicycle traffic Cic-

Also attention 15 given to the
probltms attached to the development
ol raffi risk over e’ for the

snov RE RARCH

general traffic safety level as well as

for the different parts (road type etc.).

The use of dayfime running lights
(DRL) in the Netherlands:
November 1989 to December
1993, inclusive

A documentation on the freld research
J.E. Lindeijer & F.D - Bijleveld.
R-94-88 47 pp.

(tn Dutch)

From November 1, 1989 to the end
of December 1993, monthly
measurements were conducted at
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measurement nefwork;

- thearguments which formed the
basis of the choiceys that needed
to be made,

- qusttfication of the quality control
of the data collected;

- Justification of the value of the data
as an instrument to éstimate the use
of DRL in the Netherlands.

In general, it can be concluded that

the use of DRL has only increased to

a limited degree, taking into account

all circumstances which may be of

influence.

various locations in the Netherlands
to investigate the use of daytime
running lights (DRL)-
The measurement programme and
measurement network that
commenced in 1989 underwent
various changes in the course of
time. The introduction of these
changes rclated in part to the Cost
of the projcet, in part also to the
political uncertainty as to whether
DRL would be introduced s 1
compulsory road salely medsurc.
In anticipation of the posibility
that DRL may still be considered
for introduction as a compulsory
measure in the futur€. this report
documents the following subjects:
- the setup and execunion of the
measurem ent programme and
the measurement nemwork,
- the changes miroduced ov or ume.
both i the measurdm ent
programme and mr the

Advanced driving courses In the
Netherlands

An inventory of advanced driVing courses
for motorists. motor Cyclists and of
courses for moped riders, conducted in
the summer of 1995

Dr Ch Goldenbeld. R-9548 172 pp

(1n Dutch)

The field of advanced driving
courses in the Netherlands was
explored. Most courses arc one -day
courses, with emphasis placed to

a1 greater or lesser degree on vehicle
control or on the prevention of
accidents. With training courses

for motor cyclists. the public road 15
often used for practical lessons.

The advanced driving courses
in the Nctherlands can contribute to
1 modest degree to road safcty when
considered in the short term (onc or
two years) *Modest 1n the sense that
only a small proportion ol Dulch
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drivers per year follow thesc courses

(amongst motor cyclists less than 4%,

amongst motorists less than one half

percent) and also modest in the
sens € that Lthe one-day courses
generally available offer a limited
opportunity to learn new.reliable
automatic behaviour patterns;
furthermore, these courses can only
cover part of driving behaviour
overall.

In order to make a significant

contribution towards road safety.

six conditions are of importance:

1. A good quality programme/
instructor.

2. A relatively high number of
kilometres driven by the target
group annually, or frequent
exposire to those potential
hazardous situations dealt with
during the training course.

3. No biased emphasis on vehicle
control; besides attention to vehicle
control skills, alvo attention to 1oad
safety attitudes.

4. Use of the group process, e.g. by
way of group discussion, to devdop
norms of safe driving.

5. Voluntary participation. the
authority of the instructor must be
aceepted.-

6. Ensure that the course suits the
target group.
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describes the recent developments in
the safety of the low speed moped
rider-Sincc 1985 the number of
killed and injured low speed mop td
riders has been increasing -

Since 1990 it is especially a problem
of the young drivers (16 and 17 years
old)-In the Netherlands the riders
of low speed mopeds have to be

16 years old -Wearing a hclmet 15 not
compulsory and th¢y don’t need any
kind of licens €. The maximum speed
1s 25 km h. It was found oul that a lot
of mopeds and low spced mopeds in
the Nethcrlands are tuned up-which
is one of the main causes for the
unsafety of this type of road user.

Recent development in the road
safety of low speed mopeds

PC Noordziy-D-95-14 11 pp.
(in Dutch)

Characteristics of acc idents
involving mopeds and low speed
mopeds

PC NoordZy R-9528 27 pp-

(in Dutch)

SWOV has made two reports on the
safety of the riders of mopeds and
low speed mopeds-In report R95 28
an extensive description 1s offered of
victims of serious accidents involving
mopeds and low speed mopeds and
of the charactcristics of these
accidents- The description of the
accidents 1s dealt with on the basis
of the road situation -Report D 95-14

The leading role

An analysis of a Sustainably safe
behaviour

PC NoordZyj & R D. Wittink (SWQV)
T Rooijers (VSC) H Korbee (AGV)
R9549. 142 pp

(tn Dutch)

The present traffic system offers
ample opportunily for hazardous
¢ncounters-and this ts viewed as the
underlying cause of road accidents-
The proposdls given to bring ibout
a sustainable.safe traffic and
transport system reprtsent the basis
tor four design rules that have been
formulated to combit the undcerlying
causes:
- avoid unnecovsary wse of the vaffic
and transport system e mmmisg
the numbcr of kilomares dinven,

- avoid unnecessarily' hazardous
road use, r.e. employ the safest

posdible vehicles over the safest
possible road by the most suitable¢
ustrs

whén using the System, exclude or
minimise hazardous encounters
and make the remaining encounters
manageable for road users; protct
road users against wjury in the
event of a collision;
- no disruptions to the system or
unintenddd use of the system-
With the application of these rules
to the behaviour of road users,
it has been demontrated that such
behaviour should exhibit four
characteristics-
1. Users' must ha Ve an understanding
of, and agree with, the organisation
of the road nctwork. Road usery
must feel that their ncedy ai¢ ban g
met and hence be prepared to
adherc to the conditions and
limutattons' associated with the usc
ol the road.
When choosin 8 mod s of relocanon.
wiers' munt cenSid & the mherent

by

safery’ for themselves and for others.
3. Users st have at therr disposal
the knowlcdg ¢ and skilly necded
1o deal with the syseem and take
into account the mrervests of other
road wsers.
4. Uscrs should be able to handle
amergency' stuations.
The apphecability of theexisting
theories and modcls used to anal ¥s¢
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and influence behaviour in traffic has
becn investigated. In the report

a description is given of what 18
needed to make the transition from
current behaviour in traffic towards
the desired Situation as part of

a sustainable, safe transport and
traffic system.

The final part of the assignment
investigates what forms of behaviour
modification are ne¢ded to assure
the sustainable, saf € conduct of road
users.

The Mentor system:
how promising is it?

Advantages and disadvantages and
practical implications of a mentor
system as an integrated part of the
policy of transport companies to prevent
accidents and material damage

J.E. Lindeijer. R-95-55. 83 pp.

(in Dutch)

Young lorry drivers form a group
that carries an increased traffic risk,
both for themselves but, more
particularly, for others. This situation
could be improved by introducing

a so-called mentor system, implying
that novice drivers receive practical
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guidance from a more €xperienced

driver for a particular period of time.

Young drivers are then periodically

examined in fields such as driving

skill, safe driving behaviour and

customer awareness.

A SWOV study’ on this subject shows

the following:

Advaniage subject to condition:

a guidance system offers optimal

returns (low damage pattern,

reduced absenteeism and fuel

Consumption), provided the company

culture iSbased on mutual respect

and good cooperation -in thought

and deed - at all levels within

the organisation (people -oriented

management).

Disadvantages.a mentor system as

a separate element of a quality policy

which is only aimed at taking driving

skill tests, offers less return.

The relationship between cost

and bene [it soon becomes (too)

unfavourable in that case.

The following factors play a role

in this:

- efforts invested in a change in
company culture are time
consuming and hence costly,

people do not change from onc day
to the next. A long-term investmdnt
should be taken into account

a periodical driving skill test is
aimed at maintaining existing

[

knowledge and skill.
Professtonal drivers need more
This added value is offercd by
safety training courses, which
should thcrefore form pairt of an
ovcrall guidance system, whethcr
organised intcrnally or externally
Attention should alse be paid to
training in emotional stability and
immunity to stress.
Added value: it appears that only
a fraction of the total damage sum
sustained by transport companics
relates to traffic accidents involving
(severe) injury. The greater majority
of damages 1s due Lo material
damage, sustained on th¢ public road
or otherwise.

Based on thesc data, the added
value ol a mentor system for
companies will be mainly of ¢cconomic
significance. The greatest gain
(in terms of a reduction in damage)
is anticipated from companies that
at present apply a sanction-oriented
policy.



