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Even though the annual number of road fatalities have fallen by 25 % since 1993 in the EEA-31 area, they still numbered close to 55 000 in 2003. To reach the ambitious EU-25 target from the White Paper of halving the numbers of fatalities between 2000 and 2010, while transport volumes are expected to continue growing, further accident preventing policies are necessary. 

Figure 1:
Road transport fatalities per year in EEA-31
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Source: CARE, 2005.

Results and assessment

Policy relevance

Fatal transport accidents every year claim around 50 000 lives and leave about 1.9 million injured in the EU-25. This represents a huge cost to society. Only for the old EU-15 member states the annual costs are estimated at around € 160 billion, which is around 2 % of the region’s gross national product. The situation is even worse in accession countries.
Road crashes are the number one cause of death in the Union for people under 45. Therefore the EU-25 has committed itself to reduce the number of persons killed in road transport accidents by half between 2000 and 2010 (European Commission, 2001b; European Commission, 2003).

Policy context

During the last decade, a considerable effort has been made to reduce the number and severity of transport accidents. This has been achieved via educational programmes, limitation of permitted blood alcohol level, speed limits, technical measures such as safety belts and air bags, and traffic control measures.

In 1997, the European Commission launched a programme for promoting road safety in the EU (European Commission, 1997) and set out a programme for the period 1997–2001 (referred to as the second road safety programme). In March 2000, the Commission came forward with a progress report on EU road safety, including a ranking of actions (European Commission, 2000):

· Continue to work with and develop the European new car assessment programme (EuroNCAP);

· Campaigns and legislation on seat belts and child restraints;

· Recommendation to the Member States on maximum blood/alcohol levels (0.5 mg/ml) when driving;

· Legislation on speed limiters for light commercial vehicles;

· Develop guidelines for ‘black spot’ management (places with a concentration of accidents) and the design of ‘forgiving’ roadsides (i.e. less likely to cause injury in the event of an accident);

· legislation on car fronts that are safer for pedestrians and cyclists.

In June 2003, the Commission came with a new action programme to increase the safety on European roads (European Commission, 2003). Three pillars can be recognised from this strategy to improve road safety, that elaborate one the fore mentioned actions:

· Encouraging road users to improve their behaviour in particular through greater respect of existing rules, initial and continuous training of private and professional drivers and a better enforcement against dangerous behaviour;

· Using technical progress to make vehicles safer through improved technical safety performance standards;

· Encouraging the improvement of road infrastructure, in particular through the identification and diffusion of best practices and the elimination of black spots (Euro-RAP & Euro-TAP
)

The target of halving the number of road deaths by 2010 that is proposed in the White paper on Common Transport Policy is quoted in this programme. To commit all stakeholders to the strategy and to obtain maximum effectiveness, the stakeholders are invited to sign the road safety charter, in which they can promise to proactively contribute to speed up progress in road safety. 

The accident statistics database (CARE) was set up to evaluate the efficiency of road safety measures, determine the relevance of Community actions and facilitate the exchange of experience in this field. The database is available through the Internet: (http://europa.eu.int/comm/transport/home/care/index_en.htm). 

The EU Phare
 Multi-Country Road safety project transferred road safety expertise from the EU-15 to the relevant authorities in Phare-countries as to improve the safety of the transport system in these countries. Herewith, the basis for road safety awareness was laid down, as to ease the transposition and implementation of the Community acquis into the national legislations.

Environmental context

The main consequences of traffic accidents are social, namely lives lost and persons injured. Other important consequences are material damage, cost of treatment of accident victims and to some extent additional congestion and pollution possibly caused by accidents.

Assessment

The number of fatalities in transport continues to decrease, but the media coverage of accidents gives a disproportional picture of the risk. Accidents in air, sea and rail transport receive much more attention, partly because accidents are rare, partly because it often involves a larger number of people. Road accidents generally receive much less attention in the press. The result is a skewed perception of real risks.

Even though the number of deaths due to road accidents has fallen significantly during the past decade, road traffic still makes heavy demands on society. Significant efforts will be needed to reach the ambitious target drawn up in the Common Transport Policy and the European road safety action programme. However, with improved enforcement a major step can be taken. Changing behaviour in the use of alcohol and drugs when driving, observe speed limits and wearing of seatbelts can reduce the number of victims significantly, as these factors explain around half of the fatalities in road traffic. So with improved observance of road users, the target of halving the number of deaths in road accidents between 2000 and 2010 can be reached. The target can therefore be assumed as feasible.  

Road

The annual number of road fatalities in the EU-25 is gradually falling, despite the growth in passenger and freight transport. This fall is attributed to amongst others improved road design, changes in legislation and enforcement on drinking and driving, higher vehicle safety standards, introduction of speed limits, stricter rules on truck and bus driving times and reduced truck overloads (ESCAPE, 2003):

· The number of road accident fatalities in the enlarged Union fell by 25 % between 1993 and 2003. In spite of this respectable reduction, the number of persons killed each day on the European roads is still equivalent of one medium-sized aircraft crashing somewhere in Europe each day.

· There are significant differences between the old EU-15 member states and the 10 new ones. The rate of reduction of fatalities is higher (31 %) in the old EU-15 than in the 10 new states (21 %), probably reflecting the effects of safety improvements, which may receive more priority in the old EU-15. Also the higher increase in car ownership
 and hence transport movements in the new EU-10 may play a role here. Based on passenger or vehicle km, the improvement in traffic safety might more close to each other. 
· The level of safety is higher in Northern Europe. Safety experts speak about the “North-South Divide” which is now complemented with a “West-East Divide”, referring to the developed and implemented plans and policies that have significantly improved road safety performance in Northern Europe.  

· Road traffic accidents are the main cause of death for persons under 45 in the 15 old EU states. For this region, some aggregated information on the principal causes of road deaths is available: Excessive speed (15 000 fatalities), consumption of alcohol or drugs, fatigue (10 000 fatalities) and non-wearing of seat belts or of protective helmets (7 000 fatalities)
 (European Commission, 2001a).

· In the 15 old EU countries, most people killed on roads are occupant of a private car (84 %). About 78 % of all road victims die outside urban areas. The urban mileage share ranges from about 25 % up to 45 % over the old EU-15 area (LAT, 2002), which is higher than the 22 % urban share in fatal accidents. Lower speeds in urban areas probably play an important role in this, but also effective safety improvements (road design, legislation) (CARE, 2004). Cyclists and motorcyclists are relatively more often victim inside urban areas than outside, reflecting their concentration in urban areas and the danger of a mix of vulnerable road users and car drivers on city roads.

There is considerable evidence that substantial increase in the extent of police enforcement is associated with fewer accidents. Based on Norwegian data, it appeared that speed enforcement by stationary methods (speed bumps) drunk-driving enforcement by random breath tests, seatbelt enforcement and speed cameras give the best value for money. This conclusion is likely to apply to most EU countries where speeding, drunk driving and not wearing seatbelts are common violations (ESCAPE, 2003).

Rail, air and shipping

Far fewer deaths are caused by rail, air and shipping. The main reason for this is the limited size of these sectors, but also the limited amount of vehicles on the networks (rail, air), better protection (rail, bus) and the need for certificates to access the networks as driver may play a role. Due to the last, problems with excessive speeds and alcohol consumption are small compared to private car transport. An overview of recent fatality numbers is shown in table 1. These sectors show as well as road transport a continuing decline in the number of victims.
Table 1:
Number of persons killed in rail, air and sea accidents in the EU-15 in 2003 (DG TREN, 2004)
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Note: The number of persons killed at sea represents the fatalities throughout the whole world. 
There have been warnings that the levels of safety could decrease as a result of the opening of the markets of rail and air traffic, but this is not supported by statistics. As a result of the improved safety requirements
 of the Commission during the liberalisation of these sectors the safety levels were maintained. However, the issue of aircraft safety in a strongly liberalised and competing market was discussed again in 2005 due to landing bans and accidents.  
Sub-indicator: Fatality rates 

(
The modes of road transport that can be accessed freely have the highest fatality rates. But the number of victims per passenger kilometre is declining fast. However, further actions can significantly reduce the number of victims since differences between countries remain high.
Figure 2:
a) Fatality rates in the EU-15 and b) Number of fatalities of car occupants per million private vehicles in EU-25 between 1994 and 2002.
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Note: 
a) The scale on the horizontal axis of the graph is logarithmic. The data refers to the year 2001. See Table 3 for details.  b) Number of fatalities per vehicle-km or passenger-km would have been a better indicator, but passenger transport performance data is rather scarce for the new member states. Supposing the annual mileage constant over space and time, the number of fatalities per million vehicles also gives information about the development of road safety. However the mileage in the new EU-10 seems to be lower (15 000 vs. 10 000), suggesting that the difference is higher than depicted. Figures for EFTA and CC regions are not available.


Source: CARE, 2005; European Commission, 2003b/2004
Assessment for the sub-indicator

Comparison across modes

If we make a comparison between modes, we find that the modes on road that can be accessed freely have the highest fatality rates. But comparing the safety rates of walking, cycling and passenger cars with bus, rail and air transport is not fully accurate, since only licensed and certified personnel are granted access to the networks. Furthermore, airplanes have much higher risks during the take-off, climb, descent, approach and landing manoeuvres than when cruising. Therefore, air travel trips have higher risks per distance with short trips. So such a safety ranking should be interpreted carefully.
For the freely accessible modes the differences in fatality rates between age-groups are relatively high and average risks are biased. Numerous issues influence the risks for different circumstances, amongst others:

· Bicycles do not ride on the relatively safe highways. Therefore only risks on secondary and tertiary roads should be compared, which is actually not the case.

· People under 18 that do not have the caution or the experience of their elders are not allowed to drive a car, but do drive bicycles, raising the average risk for bicycles. 

· An often ignored aspect is the added risk of combined journeys. Because the risk as pedestrian is much higher than as car-user, and because bus trips often include significant walking distances, it may in some cases be safer to take the car to the city centre than to walk to the bus, travel by bus and then walk from the bus stop, despite public transport being very safe. Therefore location of bus/tram stops is an important parameter in safety design.

For the age-group 18-24, the car fatality rates are much higher then the cycling fatality rates, contradicting the overall picture in figure 2a. This emphasises again the care, which must be taken by interpreting such general figures.

Exposure figures for different groups and type of trips would therefore better reflect actual safety rates. These data comprises the denominators used as normalizing factors for safety analysis. The denominators include measures of traffic volume, length of road network, registered vehicles, licensed drivers, yearly mileages and population. Normalization allows valid comparisons across locations, types of vehicles or groups of people while accounting for differences in usage or population. Such data is, however, not available on the European level.

Differences between the regions in Europe are high. The average fatality rate is about three times higher in the new EU-10 than in the old EU-15. Within these regions, the differences are also big. France and the UK have about the same number of inhabitants, but the risk in France is twice as high as the UK. The situation in Greece is even worse. A variety of factors may have influence on this:

· The recent strong growth of private traffic in the new EU-10 and southern EU-15;

· The differences in road design and quality; 

· higher availability of safety features in vehicles (ABS, airbag); 

· Lack of availability of modern detection equipment in the new-10 (speed and alcohol); 

· Culture (recklessness, seat belts and driving with alcohol).  
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Data

Table 2:
Number of persons killed in road accidents

[image: image5.emf]1991 1992 1993 1994 1995 1996 1997 1998 1999 2000 2001 2002 2003 03/92

Austria 1 551   1 403   1 283   1 338   1 210   1 027   1 105    963   1 079    976    958    956    931   -40%

Belgium 1 873   1 671   1 660   1 692   1 449   1 356   1 364   1 500   1 397   1 470   1 486   1 315   1 315   -30%

Bulgaria

1 114   1 299   1 307   1 390   1 264   1 014    915   1 003   1 047   1 012   1 011  

 959    960  

-14%

Cyprus  103    132    115    133    118    128    115    111    113    111    98    94    97   -6%

Czech Republic #N/B 1 571   1 524   1 637   1 588   1 562   1 597   1 360   1 455   1 486   1 334   1 431   1 447   -8%

Denmark  606    577    559    546    582    514    489    499    514    498    431    463    432   -29%

Estonia #N/B  287    321    364    332    213    280    284    232    204    199    224    164   -43%

Finland  632    601    484    480    441    404    438    400    431    396    433    415    379   -40%

France 10 483   9 900   9 867   9 019   8 891   8 541   8 444   8 918   8 487   8 079   8 160   7 655   6 058   -42%

Germany 11 300   10 631   9 949   9 814   9 454   8 758   8 549   7 792   7 772   7 503   6 977   6 842   6 613   -41%

Greece 2 112   2 158   2 159   2 253   2 411   2 157   2 105   2 182   2 116   2 037   1 880   1 654   1 605   -24%

Hungary 2 120   2 101   1 678   1 562   1 589   1 370   1 391   1 371   1 306   1 200   1 239   1 429   1 326   -37%

Iceland #N/B #N/B  17    12    24    10    15    27    21    32  

 24    29    22  

29%

Ireland  445    415    431    404    437    453    473    458    414    418    412    376    339   -24%

Italy 8 109   8 053   7 188   7 091   7 020   6 676   6 713   6 314   6 633   6 410   6 682   6 775   6 015   -26%

Latvia #N/B  729    670    717    611    550    525    627    604    588    517    518    493   -32%

Lithuania 1 093    779    958    765    672    667    725    829    748    641    706    697    709   -35%

Luxembourg  83    69    78    65    70    71    60    57    58    70    69    62    53   -36%

Malta  16    11    14    6    14    19    18    17    4    15    16    16    16   0%

Netherlands 1 281   1 253   1 235   1 298   1 334   1 180   1 163   1 066   1 090   1 082    993    987   1 028   -20%

Norway #N/B #N/B  281    283    305    255    303    352    304    341    275  

 310    280  

0%

Poland 7 901   6 946   6 341   6 744   6 900   6 359   7 301   7 080   6 730   6 294   5 534   5 827   5 640   -29%

Portugal 3 218   3 084   2 700   2 504   2 711   2 730   2 521   2 126   2 028   1 874   1 671   1 655   1 542   -52%

Romania

3 078   2 816   2 826   2 877   2 845   2 845   2 863   2 778   2 505   2 499   2 450  

2 398   2 235  

-27%

Slovakia #N/B  677    584    633    660    616    788    819    647    628    614    610    653   -4%

Slovenia #N/B  492    493    505    415    389    357    309    334    313    278    269    242   -51%

Spain 8 836   7 818   6 376   5 614   5 749   5 482   5 604   5 957   5 738   5 777   5 516   5 347   5 394   -39%

Sweden  745    759    632    589    572    537    541    531    580    591    583    560    529   -29%

Switzerland #N/B #N/B  723    679    692    616    587    597    583    592    544  

 513    546  

-24%

Turkey

6 231   6 214   6 457   5 942   6 004   5 428   5 125   4 935   5 713   5 510   4 386  

4 093   3 966  

-30%

United Kingdom 4 753   4 379   3 957   3 807   3 765   3 740   3 743   3 581   3 564   3 580   3 598   3 581   3 658   -23%

old EU-15 56 027   52 771   48 558   46 514   46 096   43 626   43 312   42 344   41 901   40 761   39 849   38 643   35 891   -36%

new EU-10 #N/B 13 725   12 698   13 066   12 899   11 873   13 097   12 807   12 173   11 480   10 535   11 115   10 787   -21%

EU-25 #N/B 66 496   61 256   59 580   58 995   55 499   56 409   55 151   54 074   52 241   50 384   49 758   46 678   -30%

CC-3 10 423   10 329   10 590   10 209   10 113   9 287   8 903   8 716   9 265   9 021   7 847   7 450   7 161   -25%

EFTA-3 #N/B #N/B 1 021    974   1 021    881    905    976    908    965    843    852    848   -17%


Note: The reduction percentages for the countries are calculated over the longest available time period. Data in italic is preliminary.

Source: CARE, 2005; UNECE, 2003; ECMT, 2002/2003/2004
Table 3:
Fatality rates between different transport modes (fatalities per billion pkm)

	Powered two-wheelers
	44,8

	Pedestrians
	38,6

	Bicycles
	30,0

	Passenger cars
	5,9

	Buses and coaches
	0,4

	Airline passengers
	0,4

	Railway passengers 
	0,2


Source: European Commission, 2003

Note: Fatality rates include drivers and passengers. 

Metadata
Web presentation information

1. Abstract / description / teaser: 


Even though road fatalities per year have fallen by 25 % since 1993 in the EEA-31 area, they still numbered around 55 000 in 2002. To reach the ambitious target of halving the numbers of fatalities by half between 2000 and 2010, while transport volumes are expected to continue growing, further accident preventing policies are necessary.

2. Policy issue / question:


Fatal transport accidents every year claim around 55 000 lives and lots of injuries in the EEA-31 area. This represents a huge cost to society. Road crashes are the number one cause of death in the Union for people under 45. Therefore the EU-25 has committed itself to reduce the number of persons killed in road transport accidents by half between 2000 and 2010. 

3. EEA dissemination themes: Transport  

4. DPSIR: P

Technical information

5. Data source: EU-25 road fatalities are from the CARE website (CARE, 2005) data for CC-3 and EFTA-3 is from UNECE and ECMT.

6. Description of data: Road fatalities for passenger cars, powered two-wheelers, buses and coaches, cyclists and pedestrians. Rail fatalities and injuries for passengers, rail employees and others. Number of persons killed or injured per year. Persons killed are all persons killed outright or within 30 days as a result of the accident. 


Original measure units: Number of people killed in transport accidents.


File: TERM 2005 09 EEA-31 — Transport accident fatalities.xls

7. Geographical coverage: EU-25: (Belgium, Denmark, Germany, Greece, Spain, France, Ireland, Italy, Luxembourg, the Netherlands, Austria, Portugal, Finland, Sweden, United Kingdom, Cyprus, Czech Republic, Estonia, Hungary, Latvia, Lithuania, Malta, Poland, Slovakia, Slovenia), Norway, Switzerland, Iceland, Bulgaria, Romania, and Turkey. 

8. Temporal coverage: 1991–2003
9. Methodology and frequency of data collection: Yearly by DG TREN (CARE database)

10. Methodology of data manipulation, including making ‘early estimates’: Some data is taken from ECMT or UNECE. For Belgium and Slovakia, no information for 2003 was available. Therefore 2002 information has been used as an estimate. Data for EFTA-3 and CC-3 was taken from UNECE and ECMT.

Quality information

11. Strength and weakness (at data level): Due to differences in the definition of persons killed (some countries use ‘dying within 3 or even 1 day(s) after the accident’ instead of 30) and the application correction factors for this, the comparability between sources of the data poses problems.
This may give an uncertainty of about 3 % (see TERM 2002 09 - EU15 Number of transport accidents and fatalities) 

12. Reliability, accuracy, robustness, uncertainty (at data level): Road data can be considered as reliable, accurate and robust.  Data for other modes is sufficiently available. Presenting the number of fatalities per vehicle-km (and vehicle types) would be a relevant addition.

13. Overall scoring (give 1 to 3 points: 1 = no major problems, 3 = major reservations): 1


Relevancy: 1


Accuracy: 1


Comparability over time: 1


Comparability over space: 1

Further work required

Comparisons of fatality rates of different modes depend on whether they are expressed as deaths per vehicle per year, per passenger-kilometre, or per vehicle-kilometre. More work is needed to establish reasonable coefficients for rates per transport unit (e.g. vehicle-kilometres) for each vehicle type.  

Further development of this indicator requires a more detailed analysis of comparison of modes as shown above. Ideally, such comparison should take into account the specific driving situations and other factors (e.g. type of road, population, type of vehicle etc.).

Box 1: Saturday night fever can be fatal
Road accidents are the main cause of death of young people. Youth and inexperience in driving are two significant determinants of the accident risk. Most of the 15-24 year olds killed in EU traffic (over 10 000 in 1998) die in the first year after obtaining a driving licence. This crash risk increases once again after drinking alcohol. The total effects are illustrated in Figure 3. Spain and France show high increases of the numbers of deaths during going out periods, and this applies to certain extent to the whole EU. Therefore public institutions all over the EU go on campaign to make the young public conscious of risks of drunk-driving, e.g. by the ‘Bob’ campaign used in many European countries
. Improving their behaviour can largely contribute to improving road safety, especially if combined with actions to enforce traffic rules.
Figure 3: People aged 18-25 killed in road accidents, for each hour and day of the week
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Source : CARE, 2005 

� These are the road assessment programme and the tunnel assessment programme, following the Euro-NCAP programme. These programmes provide a safety rating for roads across Europe. This will generate consumer information for the public and give road engineers and planners vital benchmarking information to show them how well, or how badly, their roads are performing compared with others, both in their own and other countries.


� Phare stands for Poland Hungary Aid for Reconstruction of Economy and has provided support to the new EU-10 and some other countries.


� Car ownership increased with 37 % in the new EU-10 and with 20 % in the old EU-15.


� These figures are not cumulative because of the interaction between several causes.


� COM(2002)0021, OJ C 126E of 28.5.2002


� The campaign was introduced in Belgium in 1995 and the concept was also introduced in the Netherlands, France, Greece, Denmark, Spain, Portugal and the United Kingdom in recent years.
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