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* Introduction

People need to be able to travel for their work, socia contacts and recreation, and to make use of
facilities and hedlth care. Goods need to be conveyed to companies, shops and consumers. Mobility
is an important eement in the socio-culturd development of people and society. An efficient, safe
and sugtainable transport system is an essentia precondition for prosperity and well-being. Mobility
must be possible for dl groups within society, yet under the limiting condition of assured road safety
and an acceptable environment. An efficient, safe and sudtainable trangport system, offering high
quality to the individua users, is an important basic principle.

With the Nationa Transport Plan NVVP 2001-2020, the Dutch government gives a new impetus to
strengthen the existing policy on road safety, and the implementation thereof.

* Present state of affairsin road safety

Since 1945, over 100,000 people have died in road accidents in The Netherlands, and over 1.5
million have been serioudy injured. Worldwide more people die in road accidents than as a result of
either AIDS or wars.

It must surely now be clear to everyone that road accidents are a serious public hedth problem. This
is substantiated by the following Dutch figures.

- Oneinthree desthsin the age group 5 to 25 is caused by aroad accident.

- The number of life-years lost due to road accidents lies between that due to cardiovascular
diseases and that due to cancer.

- One in ten road accident victims ill shows psycho-traumatic symptoms of greater or lesser
severity along time after the accident.

- Over 50% of rehabilitated invalids are road accident victims.

Trangport systems other than the roads are many times safer. A few facts, by way of illugtration.

- Passenger trangport by rail or air is 100 to 200 times safer, per kilometre travelled, than private
transport by road.

- The safety standards applied for work environments and technological/energy ingtalations, and for
protective measures againgt natural disasters are based on deeth risks per time unit which are many
times lower, in some cases even athousand times lower, than the actud death risk in road traffic.

A much greater number of casudtiesis dtill regarded as “norma” in road traffic compared with other
trangport sectors. It isbecoming increasingly difficult to explain to the generd public and to politicians
why the policy in the various government aress is so different, and has such different outcomes.

Advice recently issued by the Dutch Council for Trangport therefore makes the following
recommendations for improving the standard of road safety.



~ Adopt a combined gpproach for dl the fidds of activity of the Ministry of Trangport relaing to
road safety. Recognize that there are avoidable road accidents which must no longer be alowed to
occur.

~ Ensure that safety management is introduced or improved, so that the organizations concerned can
themsdves evduate their approach to safety, and organize subsequent improvement steps. All
interested parties, such as loca residents, pressure groups, media, etc., must be involved with the
road safety palicy.

~ Ensure that the regiond role of the Minigtry of Transport is more strongly fulfilled; not by executing
tasks itsdf, but rather by offering direction, providing preconditions and carrying out checks.
Successful introduction of safety management will dlow the nationd government to fulfil its regiond
role at adistance.

Whileit istrue that Snce 1972 safety on Dutch roads has greetly improved, the societa costs of road
accidents are il too high. Every year there are over one million road accidents in The Netherlands,
causing over 1,000 deaths, around 19,000 hospitd admissons, and 105,000 injuries requiring
treatment in hospita Accident & Emergency departments. Road accidents entail enormous societa
and individuad damage, both materid and non-materid.

The developmentsin road safety over the yearsin The Netherlands is shown in the Annex.

* Objectives and approach

The government supplies the infrastructure, regulates the market and commissions public transport,
and as such has an important influence on the qudity of the trangport system. Y et the government is
not solely responsible for transport, nor the sole owner of the problems. The users themsalves (road
users and commercid enterprises), through their individua choices, together determine the ultimate
outcomes. There is shared responshility for seeking solutions supported by society. Co-operation
between authorities and dso with the private sector is needed for issues such as reduction of
commuter traffic by car; policy on business siting and car parking; urban digtribution; and the area-
targeted gpproach of regiona transport plans and municipad plans. The basc principle of co-
operdion isaclear divison of roles and responghilities.

The Netherlands was the first country to formulate quantitetive targets for road safety. In 1987 the
fird Long-Range Plan for Road Safety MPV was published. The target formulated in this for the year
2000 was 25% fewer road accident victims compared with 1985.

The Second Trangport Structure Plan SVV subsequently narrowed the target for 2010, to 50%
fewer road degths and 40% fewer injuries compared with 1986. In order to redize these ambitious
targets, the policy chosen at that time had two lines firgly, the approach to the spearheads of
alcohol, speed and protective devices in cars, and secondly, the more peventive approach of
‘sustainable safety’ road infrastructure.

The current Nationd Transport Plan NVVP of 2001 maintains these objectives. This is ambitious,
because mohility has increased more than was expected ten years ago. Retaining the absolute target
thus represents a higher ambition in practice, especidly because the law of diminishing returnsisin
operation, so more complex and more expensive measures will have to be taken.

The present targets for 2010, with 1998 as the base year, are:



- fewer road deaths, decreasing to 750 per year;

- fewer hospital admissions due to road accidents, decreasing to 14,000 per year;

- fewer road deaths on railway crossings, decreasing to 25 per yedr.

In comparison with the new reference year 1998, these targets for 2010 mean that the number of
road deaths must be reduced by over 300, and the number of hospital admissions by 4,600.

These nationd targets will o be trandated into regiona targets.

In addition to these targets, there are dso societal codts attached to road accidents. These costs are
estimated at 7 billion US $ per year (loss of production, medica cogts, materia costs), or 13,5
million US $ per day.

The SAMOV Ingtitute for Road Safety Research has calculated the cost- effectiveness for many of the
measures proposed as an approach in the Nationd Transport Plan NVVP. The results of these
caculations provided grounds for announcing the expectation that there is a good chance of the 2010
target for road deeths being attained, provided that the increase in mobility remains moderate. The
target for hospital admissons will be more difficult to attain.

The principle of ALARA (As Low As Reasonably Achievable) measures will dso be increasingly
used in the future to keep the number of road accidents as low as is reasonably and practicaly
achievable. That is to say, the effectiveness of measures will be weighed againg the invesments.
Preference will be given to measures which are smple or inexpensive to implement, and produce
yieldsin increasing sfety.

Reduction in the number of road accidents aso produces economic yields. It has been caculated
that redization of the above policy will result in a reduction of societal costs amounting to 1,2 billion
US $ per year in 2010 and the years thereafter. In fact, there are no imaginable good reasons for not
investing in road safety!

In order to redize the ambitions in the area of road safety, an integrated safety approach to person+
vehide-road has been chosen. This results in a salection of measures which give the most effect a a
reasonable cost. A so-cdled ‘risk gpproach’ (numbers of victims in relaion to mobility) makes it
possible to determine where there is a hazardous Stuation, where the hazard is grestest, where and in
what combination measures should be taken. Targets for this are currently being formulated for each
region; these will be discussed with dl the regiond partners concerned, and in 2002 will be
definitively adopted in joint adminidrative discussons. Thiswill make it possble to set priorities.

Here too, the gpplicable maxim is that ‘we may have mobility, but must have road safety’! A
requirement, however, isthat sufficient support among road users must be created.

* Sustainable safety transport system

The *sugtainable safety’ approach to the transport system is catching on in The Netherlands, and is
being further intensified. Condderable experience has been gained snce its introduction just less than
ten years ago.

A ‘sugtainable safety’ trangport system comprises the co-ordination and interactions among road
users, the road infragtructure and the vehicle in interrdation with one another; there is dso an
organizationa co-operaion agreement. The concept is based on the principle that man is the



measure of things. A sudainable safety traffic system has a road infrastructure adapted to the
cgpacities and limitations of the road user; has vehicles which amplify the driving task, and are
congtructed in such a way that they effectively protect the vulnerable road users, and serves road
users who are adequately trained, and if necessary are subjected to checks.

This system gpproach was firg initiated by SMOV Indtitute for Road Safety Research in 1992 in the
document: Towards Sustainable Safety of Road Traffic (Naar een Duurzaam Veilig Wegver keer).
The basis for a sustainable safety trangport system lies in a systematic and consistent eaboration of
three safety principles:

- functiona use of the road network by preventing unintended use;

- homogeneous use of the road network by preventing large differences in vehicle speeds, vehicle
measses, and direction of travel;

- predictable use of the road network by rectifying uncertainties in road behaviour and introducing
predictability into the way in which the road proceeds.

The three safety principles are trandated into pecifications for roads, which are digtinguished into a
few different types of roads according to function:

- flow function: through roads with high intengities and high speeds;

- digrict digribution function: roads dividing and combining traffic from and to resdentid
neighbourhoods and from and to through roads,

- access function: roads giving access to resdentid areas, industry parks, shopping areas, sports
centres.

These basic principles result in two categories of roads within the built-up area (distributor roads and
access roads), and to three categories of roads outside the built-up area (freeways, rura distributors
and rura access roads).

Within the scope of an integrated approach in the intengfied policy of the Nationa Trangport Plan
NVVP, posshilities are being sought to strengthen the policy (in addition to the focus on road
infragtructure) with policy amed at influencing road behaviour and at vehicles. This is necessary
because infrastructural adaptations can only remove some of the causes of road accidents. In the
future policy, the behaviour of road users will be given a more centrd place than hitherto. Theam is
a more co-ordinated gpplication of measures for road behaviour, the vehicle and the road
infrastructure, and the organization of the totality of these. This can contribute to maximum safety
yidds being attained with the available resources.

The programme for a safe road infrastructure, introduced severd years ago, is being continued more
srongly. In consultation, dl the adminidrative partners are preparing the adminisrative agreements
for the coming period. Thelr integrated approach covers measures amed at the road user, the vehicle
and the road, and aso the possibilities in the area of business operations and spatid planning. An
elaboration of especidly the infrastructurd measures for the road is given in the Working Document
‘Sustainable Safety’, Phase 2; final report.

* Co-operation on road safety
The degree of co-operation and divison of responghilities anong dl the parties involved in the
transport policy isan important factor in producing results. In its safety policy, the government places



the respongbility with those who cause road accidents, or who have the keys to improving road
safety.

Some parts of the road safety policy are divided among severa minigiries. These include areas such
as enforcement of traffic regulations by the police; statutory fines for violations and pendties for
crimind offences, driving under the influence of acohol, drugs and medications, aspects of spatia
planning such as palicy on Sting businesses and regiond, locd and urban development plans, etc.
The Ministry of Trangport has a co-ordinating role in this; the respongibility for and approach to road
accidents is shared with the departments of the Minigtry of Jugtice, the Ministry of Housing, Spatia
Panning and Environment, the Ministry of Hedlth, Welfare and Sports, and the Ministry of Interndl
Affars and Kingdom Relaions.

The Netherlands is a country which encourages parties to co-operate by means of consultations and
persuasion, and then to make binding agreements on the issues. This method of operation is known
as the ‘polder modd’. In the context of road safety, the following adminidrative agreements can be
reported.

- Decentrdization Agreement, 1994

Thisis an agreement between the InterProvincia Consultations I PO, the Association of Netherlands
Municipdities VNG, the Union of Water Control Authorities, and the Minister of Transport. This
agreement lays down that each region will have an independent consultation platform in the shape of
a Regiond Road Safety Agency ROV. The purpose of an ROV isto establish a systematic approach
to road safety on the basis of mutual co-ordination with ingditutions and organizations within the
region concerned.

- VERDI Covenant, 1996

VERDI (in Dutch) stands for Trangport, Regiond, Decentraized and Integrated. This covenant has
the same sgnatories as the Decentrdization Agreement (PO, VNG, the Union of Water Control

Authorities, and the Minister of Transport). It relates to the main outlines for the future planning

Sructure, infrastructure, public transport, personnd issues and facilitation. The Nationa Transport
Pan NVVP is part of this covenant.

- Sugtainable Safety Starting Programme Covenant, 1997

In addition to a policy on certain aspects, and of a repressve and curative character, an integrated
policy with a clearly preventive character is chosen in this covenant. It was dso sgned by the
partners listed above, and its purpose is to lay down which activities will be chosen firgt to improve
road safety.

The basic principd of the integrated safety approach is that it focuses on al factors which have an
influence on safety, both primary and environmentd factors.

Firdly, this policy entals that the government brings the direct influence on the person-vehide-
infrastructure system into balance, and strengthens the interrelations among these three. To do this, it
uses, among other things, the traditiond means such as education, driving test requirements,
dandards for vehicles, enforcement, condgtruction and management of infrastructure, traffic
management and rules of behaviour.

Secondly, the government intervenes increasingly a the level of price policy, the organizationd
connections within which the road user resdes, works and lives (schools, neighbourhoods,
busnesses), mohility, and the possbilitiesin the area of spatid planning.



In dividing responshilities and resources among the various administrative drata, the applicable
maxim is decentrdized where possible, centralized where necessary. Financia resources are
decentraized, and the regional authorities pay the cogts associated with the respongbilities that they
bear. This means that these cogs are paid by the management authority of the infrastructure
concerned, and possibly by other interested parties. The basic principle is that dl parties together
make optimal efforts to increase road safety. For this purpose, a combination of measures is used,
focusing on road behaviour, technology and infrastructure.

A sudtainable safety trangport system with a very low number of road accidents stands or fdls
depending on the support among citizens, paliticians and the technologica world. The importance of
introducing aroad safety approach must be clear to everyone.

* Influencing behaviour

The most important key for the approach to road safety is the behaviour of road users. The vast
mgjority of road accidents are ultimatdy attributed to the consequences of human error; even if only
because legdly a guilty party must be found from whom to obtain redress for the consequences of
the accident.

Drivers are bombarded with a constant stream of information, both visua (the road, other vehicles,
pedestrians, road signs, intersections, etc.) and auditive (listening to the radio, mobile phone cals,
conversations with passengers, etc.). A driver processes dl this information to a greater or lesser
extent.

However, prior to this, it is dso possble that a driver may not have seen a Stuation. This could be
because the light or visibility was poor, or because by chance the driver was looking the other way.
Research has shown that observation errors play a part in one-third of road accidents. The fact is
that we are human, and we do not observe well.

However that may be, the Dutch Council for Trangport has made the point that the proportion of
professond road users is low: most people who drive vehicles are amateur drivers. In this
uncontrolled Stuation, there are no structura safety guarantees as there are in the case of raillways,
maritime shipping and aviation. Sdection, professona driving indruction, tests and retraining
courses, stringent regulations, etc. quite Smply do not exist in road traffic. It is, in fact, amazing thet
there are not more road accidents.

While it is true that wdl lad-out roads can reduce the risk of road accidents, the road users
themsdlves are ultimately a the whed. Through promation of safe road behaviour by means of
education and public information, road users become better able to take their responghility.
Knowledge about the relation between road infrastructure, road behaviour, road accidents and the
consequent injuries must therefore be increased.

An important principle is that dl road users must possess the required knowledge, skills and
motivation to behave safely in traffic. Specific target groups, such as children, young people and the
elderly, merit greater attention. The government therefore ams to introduce a beginners driving
licence for newly qualified drivers, and a practical driving test for mopeds and motorbicycles.
According to the SMOV cd culations, both measures are highly cost-€effective.



Road users are regularly confronted with aggressve driving behaviour. This results in accidents,
annoyance and tailbacks. The government is therefore continuing to run campaigns for this theme, in
combination with public information and enforcement.

Driving under the influence of dcohol remains a serious problem. Alcohal is a contributing factor in
24% of road accidents causing death and 10% of accidents causing serious injuries. Since acohol
has a drong effect on the driving behaviour of inexperienced drivers, new legidation is being
prepared in which the permitted blood acohol level for newly qualified car drivers and motorcycle
riders is reduced from 0.5 mg/ml to 0.2 mg/ml. A further investigation is being conducted into
whether this reduction can be implemented for dl drivers.

Surveys have shown that driving under the influence of drugs and medicationsis no longer a margina
phenomenon. These substances have an effect on the centrd nervous system which jeopardizes the
road safety of anyone driving under ther influence. Research must be conducted to determine the
best ways to approach this problem.

On the repressve sde of the gpproach, the regular enforcement of traffic regulations is being
intengfied. To strengthen this enforcement, the government is to issue a decree on the introduction of
adminigrative enforcement of traffic regulations. This decree indicates the space given to the
provincia and municipa authorities to supervise the enforcement of traffic regulations themsdaves.

Public information and communication are essentia in order to inform road users about the relation
between their behaviour and road safety. Nationd public information campaigns remain a fixed part
of the policy. The effectiveness of national and regiond campaigns is being increased by their
incluson as an integrd part of regiond projects and adminigtrative agreements on road safety.

* Road infrastructure

In an integrated approach to road safety, improvement of the road infrastructure cannot be an
isolated activity. One of the points of attention in the agreements about further work on a better
infrastructure is the more detailed e aboration of the categorization of the road network. The primary
respongbility for a safe lay-out of the infragtructure lies with the highways authority. Within this
framework, guiddines for a sustainable safety lay-out are being devel oped. Highways authorities will
be given the pace to goply the guiddines for infrastructure in a modified way, but reesons must be
given for any modifications

The most serious problems for road safety are found on the urban arterid roads and on the regiona
through roads. The biggest challenge therefore lies with the municipdities and provinces. Redlization
of a susanable safety infrastructure usudly has to be ‘made-to-measure’. Consequently, the
authorities within a region must together develop integrated packages of measures on the bag's of
regiond targets. To support the regions, afirst catalogue of measures has been formulated, outlining
the effects of various measures on road sofety.

Spatid planning can dso make an important contribution to road safety, if planners and designers
take account of road safety in the urban development design or landscape design. Road safety thus
becomes more firmly embedded within the spatid plan development, and it becomes possible to lay
out new infragtructure and its surroundingsin line with sustaineble safety.



* Vehicles and technology

Locd authorities are encouraging the use of the bicycle. Good, safe facilities for cycligts are
important for this. Municipdities and provinces are redizing and managing a network of safe routes
and paking fadlities for cycligs. In the condruction and management of infragtructure, the
government is co-responsible for maintaining and improving intersecting route networks for cycle
traffic. All authorities together are responsible for promoting bicycle use and knowledge trandfer.
Mopeds remain a hazardous form of road use. Without vehicle regigration, a driving test and a
separate road infrastructure for moped riders, it will be difficult to improve the road safety of this
category. Onein five road accident victimsis amoped rider.

The authorities are promoting the development, standardisation and implementation of technology to
improve road safety. New technology for motor vehicles can greatly improve road safety. The
prioritiesin gpplying new technologies lie in the following themes

Of top priority in the policy are the projects which reduce the risk of injury among vulnerable road
users, such as pedestrians and cyclists, and reduce serious injury of vehicle occupants. Attention is
focused on, among other things, the prevention of whiplash.

Intelligent speed adaptation (ISA) in and outdde of the vehicle is an example of technologicd
innovetion for grester safety. The speed of a car can be regulated externaly, which offers
opportunities to greetly improve road safety. In busy traffic or bad wegther, the speed of a stream of
traffic can be adapted to the circumstances, without magjor enforcement problems.

Intelligent speed adaptation is one of the options for making cars drive more dowly in resdentia

neighbourhoods. A trid is currently being conducted in the city of Tilburg. European cooperation in
thisfidd is underway.

The design of trucks could aso be safer. Examples here are speed governors, better side mirrors to
minimize the blind spot, anti-overturning systems for trucks, and side protection panels on trucks to
reduce underrun bicycle accidents.

The risk of injury decreases as vehicle desgns become more reciprocdly attuned. The improvement
of this so-called ‘ collison compatibility’ is being stimulated. For the long term, there are prospects
for the gpplication of collison prevention techniques.

An important point of attention in technologica innovation is its psychologica aspect. In order to get
new technologies accepted, it is not enough only to emphasize the advantages for society; the
advantages for the individud road user must dso be pointed out. On the other hand, new
technologies must not result in the driver being swamped with information, thus increasing the risk of
manoeuvring errors.

Technology can support road users in ther driving task. The indugtry is currently making mgor
investments o that in afew years devices for location specification, communication and identification
will be sandard equipment of new cars. This will mean that an increasing proportion of the vehicles
on the road will be equipped for services which support road users, such as traffic information,
navigation, parking information, SOS buttons, and methods for tracking down stolen vehicles. In the
area of sysem innovation, information and communication technology (ICT) in combination with



location specification technology offers opportunities for new logistics concepts in both passenger
and freight transport.

Technology can aso be used to influence driving behaviour, and is therefore an essentid part of the
road safety policy. Systems are being devel oped which support and smplify driving, such as various
forms of Automatic Vehicle Guidance (AVG).

* Stimulation from the national gover nment

As further eaboraion of the trangport policy, the government has naturdly dso formulated a
programme with an agenda, actions and research.

The government’ s agenda has the following lines of approach or agenda.

~ In the coming years the government will make agreements with municipalities and provinces about
the approach and further eaboration of a sustainable safety transport system. o this end, the
government together with the other authorities is developing methods to trandate the nationa road
safety objectivesinto regiond objectives.

~ Together with the decentrdized authorities, the private sector and societal organizations, the
government is developing a package of measures to improve the road safety of vulnerable road
users, such as pededrians, cydiss and moped/motorbicycle riders. This involves tightening
requirements for vehicles, regidration numbers, requirements of driving fithess and driving «ill,
measures for the lay-out of and place on the road, and the place of the various groups of road users
on the road.

~ In co-operation with the Motorcycle Riders platform, the sector and other organizations,
measures are being implemented to improve the road safety of motorcycle riders. This focuses on
improving vishility and risk perception, encouraging the wearing of appropriate clothing, and
improving vehicdle control.

~ The government is holding consultations on road safety with, among others, employers and
employees organizations, insurance companies and other relevant businesses and organizations, to
investigate the posshilities of interndizing the societal costs of road accidents. This entails thet the
person who causes the accident is liable for the costs. Options could be to increase premiums in the
event of culpable driving behaviour; to encourage the purchase of safety devices, and to influence
driving behaviour by checking driving Kkills

~ The government wishes to introduce, in conjunction with the private sector, insurance companies,
the other authorities and other parties concerned, a qudity incentive in the transport sector and
commercid traffic leading to guarantees for efforts in the area of safety. Specid attention will be
given hereto vans.

~ The government is aming for further tightening of requirements for driving skills and driving fitness
a the European and the nationd leve.

~ The government is developing regulations for the use of drugs and medications which influence
driving behaviour, and the testing of driversfor their use.

~ By means of experiments, the government is giving an impulse to the development of Advanced
Driver Assgance (ADA) systems. ADA is an umbrdla term for, among other things, various forms
of intelligent speed adaptation and lane departure warning systems. Large-scale tests will be carried
out as from 2003.

~ The government is setting up a caendar for the development of Automatic Vehicle Guidance
(AVG) for the coming years. This is being done in co-operation with the private sector, in particular



with the objective of improving road safety and road utilization. The intention is to fit in with
international developments and to redlize the necessary legd frameworks.

The government has further resolved to prepare and execute the following actions.

~ The government will determine the most hazardous sections and black spots in the nationa trunk
road network and improve them.

~ The government will start atria with a speed governor in light trucks and vans. Thiswill be donein
co-operation with the private sector. After the trid, and taking account of the results, the government
will commence efforts for amendment of the law in the European context.

~ A cabinet standpoint is being prepared on adminidrative enforcement of traffic regulaions. This
entails that municipdities and provinces will themsdaves be adle to decide on ther gpproach to the
enforcement of road safety. They may use the revenue from the administrative peralties themsdves,
for their own purposes.

~ The government aims to extend the five pilot studies with intensve police supervison of regiond
enforcement of traffic regulaionsto dl 25 police regions in The Netherlands.

~ The government will intensfy the enforcement of speed limits on the motorway network, through
extra deployment of the nationa police force.

~ The government ams to introduce a beginners' driving licence for newly qudified drivers.

~ Depending on the results of further research, a blood acohol limit of 0.2 mg/ml for ether newly
qudified driversor al drivers could be introduced in 2002.

~ The government will give an impulse to the introduction of Inteligent Speed Adaptation (ISA).
After thefirdt, successful trid in aresdentia neighbourhood in Tilburg, large-scae trids are planned.
~ The government is developing a strategy for the introduction of eectronic vehicle identification and
eectronic regidration numbers. In the firgt instance, this will relate to combating registration number
fraud. Later, it will be possble to add, for indance, enforcement of the traditiona vehicle
requirements.

~ The government will give an impulse to the development and gpplication of the on-board computer
and the driving behaviour data recorder (black box). The accent lies on the commercia market,
especidly freight trangport, with the objectives of redizing logistic advantages and contributing to
safer driving behaviour. A pilot study is being Started.

~ The government is developing measures which improve the protection of vehicle occupants, both
in individual and collective passenger trangport and in freight transport. These involve, among other
things, improving the seat and headrest congtructions of cars to hep prevent whiplash; collison
compdtibility; and requirements for the roof construction of buses.

Within the scope of the present policy, the government will start the following research studies.

~ Research into the possibilities of safer road behaviour have high priority: what means and activities
can be used to teach new road behaviour, redtrict undesirable road behaviour and encourage
desirable road behaviour. The background of this is the endeavour to further harmonize measures
focusing on the road infrastructure, road behaviour and the vehicle. The desired strengthening of the
policy on behaviour makes it necessary to conduct thorough research into the posshilities for
innovation of the ingrumentarium.

~ The government will start a study on the relation between road infrastructure, road behaviour, road
accidents and consequent injuries, so that a measures-oriented policy can be pursued. A point of
atention isrestriction of the number of seriousinjuries.
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~ Better embedding of road safety in policy areas outside the direct road safety policy can be very
effective. The rdaion with spatia planning and urban development will be further investigated. One
of the possibilitiesis to introduce aroad safety audit for spatia plans.

~ An gpproach focusing on the vulnerable road usersis extremey important for road safety. Further
research will be conducted concerning numerous effective measures for this category.

~ The government will take the initiative to research the influence of acohol, medications, drugs and
unhedthy lifestyle on driving behaviour in the freight transport sector, possibly followed by a package
of measures to be formulated in conjunction with the sector for a business-oriented approach (safety
culture).

* European co-oper ation

Co-operation on the European scae is essentid. Nationd legidation and regulations are incressingly
determined by European directives. Co-ordination of policy on the European scde will increase,
while the possihilities for subsidies to sectors are becoming ever smdler. The following topics have
priority in the Dutch contribution to policy-making in the European Union.

~ The Netherlands will intensify the efforts in the various European bodies to speed up European
harmonization of vehicle requirements and rules of behaviour. These rlae to, among other things,
improvement of the fidd of vison in new and exiging trucks, vans and buses, performance
requirements for sability (anti-overturning), and the introduction of a European dynamic overturning
test for new trucks.

~ The government will simulate further improvement of the collison safety of new cars by means of
contributions to EU research and policy-making, and by influencing car purchasing behaviour
(EURO-NCAP).

~ Electronic vehicle identification.

European co-operation aso involves atention for a number of Eastern European countries which in
time will become members of the European Union. Road sdfety in Eastern Europe is many times
worse than in Western Europe. A Memorandum of Understanding (MOU) has been concluded with
severd of these countries, which entails setting up specid joint ventures between The Netherlands
and the countries concerned. These can rdlate to, for instance, the exchange of information and the
providon of training courses for traffic expertsin those countries.

There is dso ajoint venture, again an MOU, with the United States, and pecia co-operation with
the Trangportation Systems Center Vol pe, the American government’ s research ingtitute.

* Effects of the Dutch policy
The Netherlands is dready one of the safest countries; yet this is no reason for satisfaction. The
number of road accidents must be further reduced, and so too must their costs to society.

Provided that the present policy is continued and intendfied, the ambitious targets can be
goproached or even attained. It may be expected that these revised policy resolutions will result in
greater road safety and less nuisance in road traffic.

The government tolerates mobility for everyone, dthough under the condition of an acceptable

degree of road safety. It will gpproach matters at the nationa level where necessary, but will further
dimulate aregiond gpproach to matters for which thisis possble.
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A Dutch maxim is: the polluter pays. This principle will o be increasingly applied to traffic.

Drivers will bear the consequences of road use: maintenance and management, damage to the
environment, and the costs of road accidents are going to be expressed as a price per kilometre. In a
few years time, road users will pay for their use d the road infrastructure, as a price for each
kilometre they drive; and in exchange, the present fixed-rate road taxes will be reduced.

The Netherlands is choosing qudity: qudity of human life and qudity of the environment. We may
have mobility, but must have road safety !
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