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MINISTERIAL INTRODUCTION

The first Road Safety

Strategy, which related

to the period of 5 years

from 1998 to 2002, was

developed against a

background of unpre-

cendented growth in

our economy.

That growth has continued and has featured

massive investment in upgrading our road

network and sustained increases in the vehicle

fleet.

In pursuing the first Strategy, the Government

was faced with a need to address a rising trend

in road fatalities. It was determined that in the

absence of a systematic approach to road safety

planning involving all of the stakeholders, that

worrying trend would have been maintained.

That was not an acceptable option.

The success of that strategy can be gauged by

the fact that by its completion at the end of 2002,

the number of road deaths had fallen by over

20% from the level in 1997. It is a sobering

thought that if road deaths had been maintained

at the same level as 1997, by the end of the

period of the Strategy, some 286 additional lives

would have been lost. The implementation of

the Strategy, especially the initial roll out of the

operation of penalty points in respect of

speeding, seat belt and insurance offences, has

created a new environment for road safety.

There is now far less tolerance of the type of

behaviour that gave rise to the unacceptable

levels of casualties on our roads in the past.

The new challenge facing us now is to build on

the success of the past 6 years. Our overall goal

must be to strive to see Ireland placed among

the most advanced states in Europe in terms of

road safety. We must continue to tap into the

strong public support that exists for road safety

initatives and continue to set demanding targets

backed by policies that support and advance the

achievement of those targets.

The new Strategy establishes a very demanding

central target. The central aim of the Strategy is

to reduce road deaths to no more than 300 by

2006. This represents a 25% reduction on the

average number of road deaths between 1998

and 2003. The ambitious nature of this target is

clear when compared with the fact that the target

in the last Strategy was to achieve a 20%

reduction over a 5-year period.

All of the agencies represented on the High Level

Group who have contributed to the success of

the implementation of the first Strategy and the

preparation of this Strategy, are committed to

carrying out the programme established for the

next 3 years so that that challenge can be met.

Seamus Brennan TD

Minister for Transport
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CHAPTER 1 - INTRODUCTION

Road Safety is an area of vital public concern. This has been
a matter of consensus among the public, in the political
sphere, and among the agencies and Government
Departments responsible for dealing with road safety
related issues.

The human cost of road collisions is obvious. 376 people
were killed on Irish roads in 2002. Many more were
seriously injured. Road fatalities affect many more people
than those who are killed - relations, friends, communities
and those involved in the incident are victims as well.
Serious injuries also have an effect beyond the immediate
victim.

The cost of road collisions can also be expressed in
economic terms. These measurements allow us to
appreciate the scale of the problem, and to put it in context.
They also provide a way of evaluating the cost relative to
benefit of particular actions to tackle road safety problems,
and this can help us prioritise our responses to these
problems. Good road safety policies, when properly
resourced and implemented, can have significant positive
effects. These include reduced pressure on the health
service, financial savings to the community, and reduced
demand on the courts system. On foot of a commitment in
The Road to Safety, a study carried out in 1999 by Peter
Bacon & Associates Economic Consultants for the National
Safety Council estimated that the first national road safety
strategy would have a cost-benefit ratio of 1:8.3 after
complete implementation.

This is the second national road safety strategy. The first
national strategy, The Road to Safety, covered the period
1998 - 2002. The performance of that strategy is outlined in
chapter 2. The Road to Safety made the case for a national
road safety strategy in detail. It is not necessary to make
that case again now, but it is worthwhile to briefly reiterate
the basis for having a national road safety strategy.

It allows all this to be done systematically across the wide
range of agencies which are, of necessity, involved in road
safety issues, and also across the period of time covered by
the Strategy.

This Strategy, like the last one, sets a target for minimum
reductions in road deaths. Having ambitious, but
achievable, targets is an important element in a successful
approach to planning road safety. It means we have a clear 

vision of what we aim to achieve. It encourages the relevant
agencies to make greater efforts in implementing the
Strategy. It gains public and political attention and makes it
clear that real, significant benefits can be realised by
achieving the strategy’s goals. It provides a benchmark for
ongoing review of the strategy over the period of its
operation. International research shows that countries with
specific targets for road safety typically fare better than
those with none. For all these reasons, best practice
internationally recognises the importance of setting
suitable targets.

Of course, this does not mean that the target represents
acceptable levels of road deaths and serious injuries.
Rather, it should be seen as representing significant
progress in an ongoing effort to minimise deaths and
injuries on our roads.

As indicated in the Programme for Government, this
strategy covers a three year period. Our strategic approach
to road safety is, of course, a long-term one, and reflects the
ten-year framework of the European Road Safety Action
Plan published in 2003 (ref. Com(2003) 311 final). It also
represents our efforts in support of the Verona Declaration,
signed by European Ministers for Transport in October
2003.

The short period covered by this strategy also presents
certain difficulties in the setting of targets. We realise that
tying these to specific levels of fatalities and serious injuries
in two given years, at the beginning and end of the period
covered, means that anomalous results in either of these
years may obscure the real trends and the real level of
success of the Strategy. For this reason, this Strategy
targets a reduction in the average level of fatalities. The
headline target of this Strategy is a 25% reduction in the
average number of road deaths between 1998 and 2003
which should result in no more than 300 deaths per annum
by the end of the period of this Strategy.

Background - Ireland’s Road Safety
Position

Ireland’s current position is one where the country has the
potential for considerable improvements in road safety
performance.  As part of the preparatory work for the new
road safety strategy, the High Level Group on Road Safety
commissioned a review of The Road to Safety, carried out
by Mr. Fred Wegman of the SWOV Institute for Road Safety
Research in the Netherlands.  This report, discussed in
detail in chapter 3, indicated that Ireland has already taken 
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critical steps towards the road safety practices in place in
the best-performing foreign countries, and that there is also
considerable scope for further improvement.

International experience indicates that a co-ordinated,
properly planned and suitably resourced approach to road
safety can lead to a rapid fall in road deaths and injuries.
This typically leads to a position where the most readily
accomplished improvements have been made and further
progress is rather slower.  It would seem reasonable to
believe that Ireland is in that first period of rapid
improvement.  For this to continue, the detailed planning in
this Strategy must be successfully implemented.  That is
the challenge that currently faces us.

Road Safety in Ireland - Key Figures and
Trends

�� In 2002 there were 376 deaths on the roads in
Ireland.  This is the lowest figure since 1965 and
has been realised against the background of 
constant increases in the number of vehicles on
the road.  In 1977 there were 748,000 registered 
vehicles compared to 1,850,046 in 2002.  Of the 
1.85m vehicles on the road in 2002, cars represent
1.45m.  

�� Over the period of The Road to Safety, the number
of road deaths fell by approximately 20% from the
1997 figure of 472. 

�� The road fatality rate in Ireland in 2001 was 108 per
1,000,000 population, which placed Ireland in 7th
place in the European Union.   The lowest fatality
rate was in the United Kingdom, with 60 fatalities
per 1,000,000 population, while the highest was in
Greece, with 180 (estimated). Ireland’s fatality rate
in 2002 was 97 per 1,000,000 population. 

�� The fatality rate per 1,000,000 registered vehicles
was 330 in 1997.  This dropped to 200 in 2002.  This
rate has declined steadily from a peak of 1,070 
deaths per 1,000,000 registered vehicles in 1972.

Fatalities per population and registered vehicles
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CHAPTER 2 - PROGRESS REPORT ON
‘THE ROAD TO SAFETY’

The Government Strategy for Road Safety 1998 – 2002 set

a primary target of a reduction of a minimum of 20% in

road deaths and serious injuries.  It also set a number of

secondary targets relating to speeding, driving under the

influence of alcohol, seat-belt wearing and engineering

measures to reduce collision rates at high-collision

locations.  A further secondary target area, relating to

vulnerable road users, was added in the second progress

report, but without a specific target being set.

In overall terms, the targets set at the outset have been

achieved. However before commenting on the

achievements in relation to the targets identified, it is clear

that progress in reducing road casualties was not uniform

over the lifetime of the Strategy. The application of the

penalty points system in late 2002 significantly raised

awareness of road safety. This was followed by a dramatic

reduction in road deaths in the last two months of 2002.

For the period of three years prior to 2002, and for most of

that year, the position had remained steady and we had

not maintained the rate of progress achieved in the first

two years of the Strategy.

PRIMARY TARGETS
Considerable progress was made in reducing the number

of fatalities over the period of the Strategy.  Statistics

published by the National Roads Authority show that

fatalities fell from 472 in 1997 to 376 in 2002, a reduction

of 20.3% - the target 20% reduction was therefore

achieved.    Had the levels of road deaths pertaining in

1997 been maintained, an additional 286 road deaths

would have occurred over the period of the first Strategy.

There is also a substantial economic benefit related to this

reduction in fatalities, which on the basis of NRA cost

estimates would approximate to €325.5 million. 

The most significant reductions were achieved between

1997 and 1999 (a reduction of 12.5% over two years) and

between 2001 and 2002 (a reduction of 8.5% over one

year), while there was little change in the number of

fatalities between 1999 and 2001. 

In general, it is difficult to identify a direct correlation

between a particular measure and a decrease in road 

deaths. Penalty points have, however, undoubtedly played

a major part in the reduction experienced in 2002. 

Data for 2002 show that the primary target of reducing the

number of serious injuries by at least 20% over the period

of the Strategy was exceeded by a very significant margin.

According to figures published by the National Roads

Authority, serious injuries fell from 2182 in 1997 to 1150 in

2002, a reduction of 47%.  This is significantly higher than

the rate of reduction in road deaths over the same period.

However, these figures must be regarded with caution, as

international experience indicates that injuries are subject

to levels of underreporting.  As indicated in Chapter 4, a

full review of reporting mechanisms for injury accidents

will be undertaken.  In overall terms however, it is clear

that the number of serious injuries has fallen dramatically

over the period of the Strategy.

SUPPORTING TARGETS
The Strategy set supporting targets for four key action

areas.  The High Level Group recommended in their

second progress report that vulnerable road users should

be added as a further area of particular focus.

1. Speeding

Original target: to reduce the incidence of excess
speeding by 50% from present levels.

This target was refined in the second progress report to

the following:

To reduce the number of vehicles exceeding the
60mph speed limit on single carriageway national
primary routes from 51% to 40% by 2002.

This revised target was selected after examination of the

results of the national free speed survey carried out by the

National Roads Authority in 1999. This showed that the

percentage of cars exceeding the 60mph limit on such

roads had risen from 36% to 51% since 1991 (at free speed,

that is, when unconstrained by preceding traffic).  Over

40% of collisions occur on two-lane national roads, and

collisions are 50% more likely to occur on them than on

dual carriageways.  The 1999 survey provided a very

comprehensive and robust indication of actual speeding

behaviour and the High Level Group considered it 
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appropriate to make use of it in setting targets, especially

given that it represented an improvement in the quality of

data over the figures on which the original target was

based.  The latter were based on data from NRA traffic

counts. 

The National Roads Authority carried out another survey

of free speeds in 2002 and this showed that the percentage

of cars exceeding the speed limit on two-lane national

primary roads had reduced from 51% in 1999 to 44%.  The

average speed of cars on these roads remained similar (60

in 2002 as against 61 in 1999).  Overall, both car free

speeds and the percentage of cars exceeding the speed

limit have fallen across all road types.  The percentage

speeding has increased however for articulated vehicles

on two lane national secondary roads and county and

regional roads.  The percentage speeding has also

increased for rigid vehicles on all road types except for

two-lane national primary routes.

While this means that the revised target was not met by

the time of the 2002 survey, that survey did not reflect the

impact of the implementation of penalty points for

speeding offences.  Speeding will remain a priority area

over the period of this Strategy.

2.   Seat-belt wearing

Target:  to increase the wearing rate for front and
rear seat-belts to at least 85%.

Substantial progress was made towards the target figure

for front seat-belt wearing.  In 2002 the NRA carried out a

new survey of front seat-belt wearing which showed an

overall rate of 72%.  At the time the first Strategy was

drawn up the most recent figures were from 1991, and

indicated an overall wearing rate of 51%.  It must be

accepted, in retrospect, that the target set was too

ambitious.  A national seat-belt survey carried out by the

National Roads Authority in 1999 showed a rise to 57%.

While the 1999 survey indicated (on the basis of a

relatively small sample in the greater Dublin area) that

rear-seat belt  wearing rates were approximately 20%, no

data is available from the 2002 survey – there were too few

records of vehicles with more than one passenger for a

statistically valid analysis to be carried out.

3.   Driving under the influence of alcohol

Target: to reduce by 25% the number of fatal road
collisions (commonly alcohol-related) occurring
during the hours of darkness.

Most EU Member States experience problems in trying to

determine the level of drink driving which occurs and its

association with road collisions.  The only information

available in Ireland comes from Garda arrests for drink-

driving and the test results from the Medical Bureau of

Road Safety.  Limited information is also available from

coroners’ inquests into road traffic deaths.  These are

neither adequate measures of the rate of offending nor

suitable measures for targeted reductions given that

increased enforcement levels will result in higher

detection rates and changes related to the basis for

preliminary breath testing would presumably alter the

proportion of positive test results even if there was no

change in the extent of the underlying problem.  As a

substitute measure, given that collisions during the hours

of darkness are frequently drink-related, the target of

reducing fatal road collisions during the hours of darkness

by 25% was adopted.

Figures for 2002 indicate that the number of fatal collisions

occurring between 21.00 and 03.00 hours was 10.4% lower

than in 1997.  The target set out in the Strategy was

therefore not achieved by the end  of 2002.  However,

figures for 2001 show a 26.4% drop in fatal collisions

during these hours.  It should be noted that a decrease in

Road Safety Strategy 2004 - 2006
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the number of fatal collisions during these hours does not

necessarily mean that a reduction in the level of drink

driving has taken place.  The level of detections for drink

driving and the number of samples being submitted for

analysis to the Medical Bureau of Road Safety have

increased indicating that the extent of the problem has not

diminished. 

As discussed below, substantial improvements in

enforcement have been made.  However, there has only

been a very limited application of roadside breath testing.

This remains a priority area for this Strategy.  Measures

were taken with effect from 1st December 2003 to extend

the basis for the taking of preliminary breath tests and

further extensions are planned.

4.   Engineering measures

Target: to complete specific collision reduction
measures at more than 400 additional national road
locations.

The low cost remedial measures programme for national

roads was initiated by the National Roads Authority in

1994.  Early indications were that the programme was

successful, and this conclusion was borne out by the NRA’s

evaluation, published in 2001, of the first programme

which was completed during 1994/1995.  The evaluation

indicated that the average annual economic rate of return

of the 104 schemes assessed was 595%. This figure was

arrived at by comparing the collision rate before the

implemention of the schemes with the collision rate after

completion.  The annual saving in economic costs of

collisions was estimated on this basis in line with NRA

practice (based on the then Department of the

Environment’s 1996 Guide to Road Safety Engineering in

Ireland) and set against the cost of implementation to

estimate the rate of return.

The target of 400 further locations over the lifetime of the

Strategy was achieved, with 418 schemes completed by

the end of 2002. 

5.   Vulnerable road users

The second progress report recommended the addition to

the Strategy of a further focus area, the safety of vulnerable

road users.  No specific target for this area was set.  

A number of measures have been taken in this area,

including An Garda Síochána pedestrian road safety

campaign launched in June 2000 and the National Safety

Council’s “Be Safe” resource for primary schools and its

transition year resource project on road safety for

secondary schools. The “Crush”, “Text” and “Home”

media campaigns focus on dangers to vulnerable road

users. In addition, the Department of Transport has

provided funding to the Irish Rider Training Association

with a view to providing a national network of motorcycle

riding instructors.

Pedestrian deaths have been declining: in 2002 pedestrians

represented 22.9% of all fatalities compared with 28% a

decade earlier. While this is a far higher proportion than in

many EU states, pedestrian exposure in Ireland is probably

considerably higher due to dispersed settlement patterns

and the relatively low proportion of traffic on motorways.

The installation of traffic calming measures in 71 locations

over the lifetime of the Strategy has had a positive impact

on the level of deaths in built–up areas.  An evaluation of

traffic calming schemes published in 2002 indicates that

one of the main changes in accident type after the

installation of traffic calming schemes is that pedestrian

accidents decreased in all categories, particularly fatal

accidents.

Cyclists represented 4.8% of deaths in 2002 compared with

8% a decade earlier.  The number of fatalities increased to

18 in 2002 from 12 the previous year. The National Safety

Council has developed Safe Cycling leaflets to promote the

use of reflective clothing and safe cycling practices.  The

Council also issues road safety advice through the media

on a regular basis and generally refers to the vulnerability

of cyclists in order to make both cyclists and drivers aware

of the importance of road safety.  170km of two-way cycle

track has been put in place in the Dublin Transportation

Office’s area. 

Motorcycle fatality rates have been extremely volatile. In

2002 44 motorcyclists were killed on the roads

representing almost 12% of fatalities.  While this

represents a reduction on 2001, an increasing trend has

been noted in 2003 with 49 motorcyclists and 3 pillion

passengers killed during that year.  Given that motorcycles

represent just 1.9% of the vehicle fleet, they are

disproportionately represented in collisions at 
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approximately 16% of fatalities in 2003. 

The previous Strategy identified the need to address initial

practical training for motorcyclists and financial support

was provided by the Department of Transport to the Irish

Rider Training Association (IRTA) for the establishment of a

network of motorcycle instructors. This Strategy sets out a

number of additional measures aimed at reducing the level

of deaths and serious injuries amongst motorcyclists.  

INTERIM TARGETS
The Road to Safety set two indicative interim targets for

end 2000, and both of these were achieved.  The targets

were:

1. Ireland’s road collision fatality rate per million

inhabitants not to exceed 116 by end 2000. The fatality rate

per million inhabitants for 2000 was 110.

2. Specific collision reduction measures  to be completed at

240 locations on the national road network by end 2000.

The National Roads Authority completed specific collision

reduction measures at 268 locations on the national road

network by end 2000.

EDUCATION AND INFORMATION

Over the period of the Strategy, the National Safety

Council, which receives considerable financial support

from the Irish Insurance Federation, launched four major

media campaigns, with television commercials addressing

the issues of speeding, drink-driving, seat-belt use and

pedestrian safety.  These commercials, produced with the

assistance of AXA Insurance, aimed to present a disturbing

but realistic presentation of the known  causes of deaths

and collisions on our roads.  Cut-down versions were

produced for television use before the 9pm watershed.

These campaigns were all carried out jointly with the

Department for the Environment in Northern Ireland.  

Evaluation research on the three earlier campaigns

indicated that they were succeeding in gaining viewer

attention, and most respondents indicated that their

behaviour and attitudes had been influenced by the

campaigns.

The road safety TV commercial 'DAMAGE', aimed at

increasing the level of seat-belt wearing, was awarded the

'Grand Prix' supreme award at the Institute of Advertising

Practitioners in Ireland (IAPI) Advertising Effectiveness

Awards 2002.  Both 'DAMAGE' and 'SHAME', the Council's

anti-drink driving commercial also picked up IAPI Gold

Awards for their effectiveness in influencing people's

behaviour.

A number of smaller campaigns complemented these by

focusing on issues such as the danger of driver fatigue

(‘Driver Reviver’) and road safety at bank holiday weekends

(‘Only the Good Die Young’ and ‘Eyes Wide Open’).

‘Infomercials’ produced with the NRA about real traffic

collisions and educational short films about safe driving

practice have also been used. 

Advertising campaigns to inform road users of the

implications of penalty points for speeding have been

produced both for television and radio with the assistance

of the Irish Insurance Federation.  A penalty point website

(www.penaltypoints.ie) has been set up as a source of

information regarding the operation of the penalty points

system. 

A range of educational programmes has been developed

aimed at conveying the road safety message to school

pupils.  The National Safety Council’s ‘Be Safe’ resource,

which covers road, fire and water safety, has been

distributed to 3,300 primary schools and heavily promoted.

The NSC has also developed a secondary school transition

year resource project, ‘Staying Alive’, launched in

September 2001.

At the local level, there has been a number of activities

undertaken through Road Safety Together Working Groups

in local authorities.  The National Accident Prevention

Committee established by the NSC has been operating in

ten health board demarcated areas.  Road safety has also

been promoted in the Community Alert Areas programme

as a result of a memorandum of agreement between the

NSC and Community Alert.  However, the progress made at

local level has not been as significant as was hoped.  The

potential of the Road Safety Together Working Groups has

been realised in a few cases, but in general a better take-up

is required.  Over the period of this Strategy, more

attention will be paid to this area and efforts will be made 

Road Safety Strategy 2004 - 2006
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to find new approaches to local community involvement in

promoting road safety.

In general, an aggressive approach to the mass media, with

press releases, launches, and advertising, has paid off –

road safety has become a major topic of media attention.  

An Garda Síochána has also made use of both national and

local media to promote road safety.  Road safety for

children is a central focus of the Community Relations

Section School Programme for Primary Schools.  An Garda

Síochána has also established a pilot Education Unit

attached to the Dublin Metropolitan Traffic Division at

Dublin Castle.

ENFORCEMENT

An Garda Síochána has continued Operation Lifesaver.

The focus of Operation Lifesaver is targeted at problems

such as speeding, traffic light violations and non-wearing

of seat belts.  In 2002 overweight HGVs were added as a

further traffic violation to be targeted in Operation

Lifesaver.

Major enforcement efforts have been made in relation to

speeding.  345,652 speeding offences were  detected in

2001, according to Garda figures.  Indications from the

Gardaí are that the number of detections for speeding in

the last two months of 2002 decreased due to the

introduction of penalty points for speeding in November,

2002, with a total of 337,162 detections in total in 2002. 

Fixed speed cameras are now being used on the N2, N3,

N4, M50 and the N1.  A sub-group of the High Level Group

on Road Safety was established to consider the use of

camera technology in a mixed traffic environment, and

aconsultancy study was commissioned on the topic.  An

Garda Síochána now has eight mobile speed detection

cameras (6 GATSO and 2 LASTEC).  They also have 368

mobile speed detection units (radar guns). 34 in-car camera

systems and two unmarked motorcycles with in-built

cameras are in use along with 20 4x4 high visibility patrol

vehicles and 34 marked motorcycles.

The extension of fixed speed cameras nationwide was not

pursued over the lifetime of the Strategy pending the

completion of the consultancy study, which has now been

presented and recommends a mixed approach to speed

enforcement.  

Measures relating to the deployment of camera technology

are outlined in Chapter 5.

On-the-spot fines for non-wearing of seat belts were

introduced in July 1999, and there were a total of 53,522

detections in 2002.

Drink-driving has also been the subject of greatly enhanced

enforcement activities.  12,668 blood, urine and breath

samples were analysed in 2002, representing over a 60%

increase on the number of blood and urine samples

analysed in 1998.  Evidential breath testing was introduced

in 1999 and instruments have since been provided by the

Medical Bureau of Road Safety in 61 Garda stations.

A number of High Court and Supreme Court challenges

have been taken in relation to evidential breath testing, and

some of these are still in progress at the time of going to

press.  

The Medical Bureau of Road Safety started analysing blood

and urine samples for the presence of drugs in 2000.  Since

the beginning of 2002, all blood and urine samples found

under the legal limit for alcohol are being tested for the

presence of drugs, as well as all samples where testing for

drugs is requested by the Gardaí. 
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A new Traffic Watch scheme was introduced by the Gardaí

on a pilot basis in the south-east in 2001.  The public was

encouraged to report inappropriate driving behaviour to

the Gardai using a low-cost telephone number.  An

evaluation of the pilot scheme concluded that it was

effective, and the Garda Síochána have now extended the

scheme nationwide.

The Garda Síochána Crash Prevention Programme, initially

run on a pilot basis in the south-east, was extended

nationwide in 2002.  This involves Garda liaison with local

authorities to consider appropriate remedial action, either

through enforcement or through engineering measures, at

specific crash locations. 

LEGISLATION

The Road Traffic Act 2002 was passed by the Oireachtas in

April 2002.  It provides for a wide range of improvements

in the legal framework for road safety enforcement,

including provision for the penalty points system, which

has now been introduced for speeding, seat belt offences

and driving without insurance.

The Act provides extended grounds for a Garda to require

a motorist to provide a preliminary breath sample.

However, difficulties with the wording of the provision in

that Act gave rise to its replacement.  This was facilitated

by the Road Traffic Act 2003 which was brought into effect

on 1 December 2003 in order to coincide with the pre-

Christmas anti-drink driving campaign organised by the

National Safety Council and the Gardai.  Under the new

Act, the Gardai can require a motorist who has been

involved in a collision or who has committed a road traffic

offence to submit to a preliminary breath test.  This is in

addition to circumstances where a member of the Gardai

has formed an opinion that a motorist has consumed

alcohol.  

Seminars on the Road Traffic Act 2002 have been held for

local authority staff.

As proposed in The Road to Safety, the system of on-the-

spot fines was extended from July 1999 to cover additional

road traffic offences, including non-wearing of seat belts,

defective tyres, traffic light infringements and yield and

stop sign infringements.  The Road Traffic Act 2002 

provides for a new system of fixed charges to replace on-

the-spot fines.  This system is now operational for

speeding offences and seat belt offences committed by

drivers.

At the end of the last Strategy a penalty points system was

in operation on an interim basis solely for speeding

offences.  By June 2003, penalty points for driving without

insurance had become effective and were extended to non-

wearing of seat belts in August 2003.  Full implementation

of the system is planned for 2004 when the interface

between the Garda Síochána and courts computer systems

and the National Driver File is completed.  

Regrettably, the penalty points system was not introduced 

within the indicative timeframe set out in The Road to

Safety and this was a serious setback in terms of the

progress to which the Strategy aspired.  Difficulties were

encountered in the drafting of the legislation in relation to

the need to protect the constitutional role of the courts in

the Irish legal system which meant that the development of

the legislation was the subject of considerable consultation

with the Office of the Attorney General.  The subsequent

development of the Garda and Courts IT systems have also

been subject to setbacks.  It is expected, subject to

successful completion of other requirements including the

roll-out of the second release of PULSE, that these systems

will be operational during 2004 and a major output from

this Strategy will be the full roll-out of penalty points.

In some areas progress was made but was slower than

originally indicated in The Road to Safety.  The Driver

Theory Test was introduced in June 2001 rather than in

1999, the indicative date in The Road to Safety, while

regulations to make the carrying of a driving licence while

driving obligatory, which were also planned for 1999, were

only brought into effect at the start of 2003.

VEHICLE ENGINEERING

The National Car Test was introduced in January 2000.  A

number of test failure reasons which were initially "fail-

advisory" were changed to "fail-refusal" in January 2002,

meaning that an NCT certificate would not be issued until

the fault had been rectified.  The elimination of all 
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remaining "fail-advisory" items took place in September

2003. 

A scheme for the annual inspection and certification of

vehicles used to carry dangerous goods was introduced in

April 2002.  

Other vehicle engineering measures currently being

developed include regulations on use of blue and amber

flashing lights, spray suppression equipment on certain

large commercial vehicles, mirrors and anti-lock brakes.

Regulations on the maximum weights and dimensions of

vehicles have been made and there is a range of other

vehicle-related measures under consideration.

A day-time running lights pilot scheme was carried out by

Dublin City Council in July- August 2002.  

The public response to the scheme was positive, with

increased use of day-time running lights. An evaluation of

its road safety impact is being carried out for Dublin City

Council based on the collision statistics for the period of

the pilot project which were compiled and collated by the

National Roads Authority and published late in 2003.  

ROAD ENGINEERING

As provided for in The Road to Safety, the National Roads

Authority completed 418 new schemes on national roads

as part of its low-cost remedial measures programme.  In

2000 a low-cost safety improvement works programme for

non-national roads was introduced, and works under the

programme were carried out at over 320 locations up to the

end of 2002.  

An NRA evaluation study on the first group of low-cost

remedial measures schemes, those carried out in 1994-

1995, indicated that they had an excellent economic rate of

return due to improved road safety outcomes.

The NRA also continued its programme of traffic calming

schemes for national roads passing through towns and

villages, with an annual investment of €1.27m, and

published guidelines for local authorities on the subject. 

Over the period 1998 - 2002 traffic calming schemes were  

put in place in 71 towns and villages on the national road 

network, at a total cost of approximately €10m. An NRA 
evaluation of the traffic calming schemes carried out
between 1993 and 1996 showed that schemes where traffic
calming measures were put in place on both approaches to
towns or villages had an excellent economic rate of return.

Weather Stations

The NRA has installed weather stations at 52 key locations

covering most of the national road network.  These relay

meteorological information directly to Met Éireann. The

data is then used to give forecasts on ice locations on the

network. The forecasts are automatically relayed to the

relevant local authority and provide a valuable

management tool to aid authorities with their road salting

and snow ploughing programmes.  This information is

now available through an internet interface developed by

the NRA (www.nra.ie/RoadWeatherInformation/).

Road Safety Audits

As part of its work on road safety, the National Roads

Authority, in early 2001, incorporated a road safety audit

procedure into the design standards for national roads.

Road safety audit aims to prevent crashes from occurring

on a new road scheme, rather than trying to improve the

situation after crashes have taken place.

The audits involve the evaluation of road schemes during

design and construction to identify potential hazards that

may affect any type of road user, and to agree the

appropriate measures to eliminate or mitigate any such

hazards.  All works that involve a permanent change to the

existing layout of a national road require a road safety

audit. 

Road safety audit teams are drawn from regional road

design offices, local authorities and consulting engineering

firms.  The NRA is responsible for approving all members

of the safety audit teams.

NON-NATIONAL ROADS

Between 1998 and 2002, road pavements on 22,620km of

non-national roads were improved under the ongoing non-

national roads restoration programme which was launched 
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in 1995.  This represents 25% of the non-national road

network.

Between 2000 and 2002 over 320 low-cost safety

improvement schemes were completed. In 2000, funding

was provided for traffic management schemes on non-

national roads in Cork, Galway, Limerick and Waterford

cities. A total of 84 such schemes were completed over the

2000 – 2002 period.

ORGANISATION/FINANCE

The National Driver File has been rolled out and will be

connected to the courts and Garda Síochána computer

systems. The Criminal Case Tracking System for the District

Courts is to be rolled out and connected to the National

Driver File.  The contractor appointed for the development

of the Garda fixed charge processing system, is developing

an IT system which will take account of the requirements of

the penalty points system.  

The National Safety Council and An Garda Síochána have

appointed representatives to the Motor Insurance Advisory

Board and to the Strategic Task Force on Alcohol, both of

which issued reports in early 2002 the conclusions of which

have important implications for road safety work.

The National Safety Council has successfully pursued

private-sector sponsorship for its own campaigns as well

as mobilising commercial companies to engage in direct

initiatives.  It is planned to build on and enhance this

component of the Council’s activities.

The Driver Instructor Register has received ISO 9000

certification.

Road Safety Together Working Groups in local authorities

have been used to promote community-level activities.

The experience of these has varied between areas and on

foot of an evaluation of the initiative this Strategy includes

measures aimed at renewing local road safety activities. 

New liaison arrangements with local authorities were put

in place following on from the reform of local government

which provides for more formal contact between the

Department of Transport, the Department of the 

Environment, Heritage and Local Government and local

authorities covering a range of transport matters.  The

County and City Managers Association is represented on

the High Level Group on Road Safety as is the Department

of the Environment, Heritage and Local Government which

provides for greater co-ordination on issues relating to the

role of local government in road safety.

The North-South Ministerial Council in transport sector

format met in December 2000, when it approved a

programme for enhancing north-south co-operation on

road safety.  The programme includes a continuation of the

joint road safety campaigns between the National Safety

Council and the Department of the Environment (Northern

Ireland), an examination of the possibility of joint

promotion of road safety educational initiatives, an

exploration of the scope for developing mutual recognition

of penalty points for road traffic offences and mutual

recognition and enforcement of driving disqualification

between both jurisdictions; and an exchange of

information between authorities North and South on road

safety programmes, targets and priorities and the review of

these. 

A further meeting was held in April 2002 at which progress

with the work programme was assessed. The Council

approved the development of the most recent advertising

campaign targeting vulnerable road users.

In relation to Road Safety Education Initiatives, the Council

noted and endorsed the existing levels of activity, North

and South, and confirmed its continued commitment to co-

operation in the area of road safety education.

The Council noted the position with regard to both penalty

points in the Republic and the existing penalty points

system in Northern Ireland and the position with regard to

the European Convention on Driving Disqualifications. The

pursuit of the mutual recognition of penalty points is

included as a measure in this Strategy and the

implementation of the European Convention on Driving

Disqualifications has been provided for in the Road Traffic

Act 2002. 

The Council noted the arrangements that currently exist for

the exchange of road safety information between road

safety officials North and South.

Road Safety Strategy 2004 - 2006
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The question of the potential for the mutual recognition of

penalty points is also being considered by the British Irish

Council given the differences between the systems in Great

Britain, Northern Ireland and here.   

Ireland joined the EuroRAP programme in 2003.  The aim

of EuroRAP is to 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

badly, their roads are performing compared with others,

both in their own and other countries.    

A major change in organisation has taken place with the

formation of the Department of Transport which now has

responsibility for road safety matters.  Road safety had

previously been the responsibility of the Department of the

Environment and Local Government.  The Department of

Transport is responsible for road and rail infrastructure,

road haulage, public transport and aviation.  

The Department’s mission is to underpin Ireland’s

economic growth and competitiveness and contribute to

social development through the efficient and effective

delivery of a sustainable, appropriately regulated, safe and

integrated transport system.  It is one of the Department’s

main goals to ensure that transport infrastructure and

services are provided, managed and used in a manner that

protects people from death and injury.

RESEARCH

The National Roads Authority has completed studies of

various aspects of the road safety situation.  These include:

�� "Young Driver Accidents 2000", which provided

extensive analysis of data on road collisions

involving young  drivers, indicating, inter alia,

that higher proportion of young driver  collisions

result in fatality or serious injury, and that the 2000

road collision rate was far higher for those aged 18-

24 than for any other age cohort and far higher 

for males than for females;

�� Yearly "Road Accident Facts" reports, giving 

detailed breakdowns of road  collisions reported

through An Garda Síochána;

�� Surveys of free speeds on various classes of road 

and of seat-belt wearing rates were carried out in

1999, 2002 and 2003.

The NRA has also carried out evaluations of road safety

programmes.  These include:

�� A study of the initial phase of the low cost remedial

measures programme for national roads, which

concluded that the programme had an excellent

rate of return. 

�� A study of the initial phase of the traffic calming

programme for national roads passing through

towns and villages, concluded that these  schemes 

were very beneficial in road safety terms, 

particularly those where measures were carried

out at both approaches to the town or village. 

�� A study of the effectiveness of the pilot of 

Operation Lifesaver in the  Louth-Meath Garda 

division, which concluded that as a result of the

operation there was an 18% reduction in serious

injuries and a 9% reduction in minor collisions.

The NRA has received a significant report which they

commissioned on behalf of the High Level Group on Road

Safety, relating to the use of cameras in speed limit

enforcement.  The report, carried out by a team of

internationally recognised experts from Victoria, Australia

presents strong recommendations relating to the

deployment of a mixture of enforcement measures. 

In 1999 the National Safety Council commissioned a study

of the cost benefit aspects of The Road to Safety and

associated issues.  The study, carried out by Peter Bacon

and Associates Economic Consultants, developed a

provisional robust estimate of the overall benefit cost ratio

of The Road to Safety as being  1:4.5 over the period of

implementation rising to an annual ratio of 1:8.3 after

implementation is completed.  The study also made a

number of recommendations as to future data collection

and policy analysis.  Some of these issues are being

pursued in discussions between members of the High

Level Group on Road Safety and in the cross-departmental

review of road safety expenditure referred to in chapter 5.
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Additional funding was provided to the Medical Bureau of

Road Safety in 2000 and 2001 for a two-year programme of

drug analysis of blood and urine samples.  Analysis

indicated that 33.1% of samples under the alcohol limit and

14.2% of those over the limit contained a drug or drugs.

The complete confirmatory results of the survey will

identify trends in the types of drugs being taken, their

combination with alcohol, and the incidence of polydrug

use. The confirmation analysis of specimens continued in

2002 and the data collection and report was published  in

June 2004.

The Government has agreed to a cross-departmental

review of road safety expenditure.  This will seek to

evaluate the effectiveness of all public spending on road

safety and, if necessary, recommend an adjustment in

spending on particular  policies and measures based on

their effectiveness.  The review will also seek to establish

the impact of road safety performance on areas, such as

health and emergency services, which are not directly in

receipt of road safety funding but for which road safety

outcomes have significant effects.  A Steering Committee

to oversee the review is being chaired by the Department

of Transport and consists of representatives from the

Department of Justice, Equality and Law Reform, the

Department of Health and Children, the Department of

Finance and the Department of Environment, Heritage and

Local Government.

Evaluations of the NSC advertising campaigns have shown

positive shifts in attitudes in relation to drink-driving,

speeding and seat-belt wearing.

NATIONAL ROAD NETWORK IMPROVEMENTS

While improvements to the national road network are not

expressly provided for in The Road to Safety, the road

safety benefits which accrue from such developments

which have taken place over the lifetime of the Strategy

should not be understated. 

Planned investment in the State’s network of national and

other roads for the period 2000 to 2006 is set out in the

National Development Plan.  This sets out targets for

investment for 2006 as well as mid-term targets for 2003. 

Over the period of The Road to Safety, 284km of major

improvements to the national roads network were

completed. This represents 5% of the total national road

network.  These included 39km of motorways, 46km of dual

carriageway and 200km of single carriageway. 

In general, these improvements should bring significant

safety benefits.  The single carriageway schemes have

generally replaced narrow, poorly-aligned substandard

roads.  The new roads involved realignment, improving

sight distances and carriageway width, and provision of

hard shoulders.

The provision of dual carriageways and motorways  should

also have significant benefits.  It is widely accepted that

these roads deliver a high safety performance.  The

National Roads Need Study technical report, based on 1998

and 1999 data, indicated that the collision rate on

motorways was 65% lower than on two-lane roads, and

that collisions on motorways had a lower fatality rate and

lower injury rate than those on two-lane roads.  On the

basis of these figures, it is calculated that the NDP objective

of providing 875km of motorway and "high-quality dual

carriageway"1 roads on the national primary network –

representing 32% of the network – would reduce fatalities

by 52 and serious injuries by 108 per annum.

Median crash barriers on motorways and dual
carriageways

The question of median crash barriers on motorways and

dual carriageways was reviewed by the National Roads

Authority in 2001.  Previous Irish design standards

favoured the provision of a wide central median, without a

crash barrier.

The central reservation area enables the vast majority of

drivers to regain control of their vehicles without loss of life

or injury to themselves or others, or indeed, damage to

vehicles.  As traffic volumes rise, however, the chances of

avoiding traffic in the opposing carriageway become lower

for those few drivers who do not manage to regain control

of their vehicle within the central reserve area.  The review 

resulted in the Authority amending their design standards

regarding the provision of median crash barriers on

motorways and dual carriageways.  Median crash barriers

must now be provided on all new schemes where the width 
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of the central median on motorways and dual carriageways

is 15 metres or less.  The Authority has also decided to

retrofit barriers in existing medians falling into this

category. Unfortunately, the provision of purpose designed

crash barriers on motorways and dual carriageways is not

without risk and cannot guarantee that fatalities will be

avoided in the future.  Occupants of vehicles out of control

may sustain injury or death on impact with a barrier,

depending on the angle and speed of impact.  There is also

a risk of the vehicle concerned being projected back onto

the carriageway from which it has come with potential

serious consequences for the occupants and other road

users.  However, overall, the NRA expects that the

installation of purpose-designed crash barriers will have

the effect of supplementing the high safety record of

motorways and dual carriageways.
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CHAPTER 3 - REVIEW OF ROAD
SAFETY IN IRELAND BY MR. FRED
WEGMAN

In 2002 the Department of Transport engaged Mr. Fred

Wegman, Director of SWOV, the Institute of Road Safety

Research in the Netherlands, to carry out a review of The

Road to Safety.  This was to review developments and

progress made under the Strategy, to place Ireland’s

performance in an appropriate international context and,

having regard to recent developments, to suggest options

for priorities for the next road safety strategy to cover the

period 2003 to 2007 (and beyond if considered necessary).

The review was to include an analysis of the road safety

policies employed during the life of the strategy and gauge

these against the policies employed by most successful

countries such as the Netherlands, Sweden and the United

Kingdom.

In his report, Mr. Wegman commended The Road to Safety

as a good start in road safety planning, particularly with

regard to:

�� The formulation of a national target

�� The definition of a limited number of well-

founded supporting targets

�� The creation of the High Level Group on Road 

Safety as a mechanism for policy co-ordination at

national level

�� The publication of annual progress reports.

Mr. Wegman’s critique of the approach adopted in The

Road to Safety commended the basic approach of the

Strategy, with a concrete target for reductions in persons

killed and seriously injured.  He also stated that the

hierarchical model, with a build-up of supporting targets, is

excellent.  Mr. Wegman pointed to the benefits of

ambitious targets, which tend to lead to the formulation of

more and better policy.  He also commended the

commitment to monitoring of achievements towards these

targets, while suggesting that more monitoring and

evaluation would be required.

Mr. Wegman suggested that the rationale for the targets

chosen in The Road to Safety was not explicit.  Neither, in

his view, was there a clear explanation as to how the

specific performance indicators chosen as supporting

targets, or the implementation measures related to these,

would have the stated impact on achieving the overall

target in the manner described.  He suggested that this

aspect of the next Strategy may need to be elaborated in

more detail.  There is a need for clearer information

relating to road safety, and the need to develop expertise

and research in order to have as informed an approach as

possible.

Mr. Wegman considered that in general it may be desirable

to consider presenting road safety in the context of a vision

of an overall desired outcome and that this approach

should inform the thinking behind the selection of

particular targets being proposed.  He also suggested that

successful road safety programmes have to be monitored

and implemented over realistic periods.

In his report, Mr. Wegman commended the effective

implementation by the National Roads Authority and the

National Safety Council of their programmes relating to the

Strategy.  He remarked that implementation of specific

measures has not always been fully achieved in other

areas.  The means of implementing measures, and the

procedures for doing so, will have to be set out as part of

the process of drawing up the next Strategy.  This will

require the commitment of all stakeholders and

implementing agencies.

Mr Wegman emphasised that increased enforcement is

absolutely vital for improved road safety, and the level of

increase in enforcement activity in Ireland may have to be

very high indeed.  Enforcement campaigns and public

education and information campaigns should go together.

He also suggested that political commitment and

significant investment in road safety measures are

prerequisites to improved road safety performance. 

A full summary of the recommendations made by Mr.

Wegman is included at Appendix A.

Road Safety Strategy 2004 - 2006
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Response of the High Level Group on Road
Safety to Mr. Wegman’s report

Mr. Wegman’s study is a valuable tool in considering where

Ireland stands at the moment and how we should approach

the next stage of our work on road safety, the drawing up

and implementation of the second Road Safety Strategy.

The High Level Group welcomes Mr. Wegman’s view that

Ireland has taken critically important first steps in engaging

in a best-practice approach to road safety.  The new

Strategy continues the targeted approach commended by

Mr. Wegman and aims to build on our experience in

implementing and reviewing the first Strategy as well as on

his recommendations.  While this Strategy covers a three-

year period rather than the longer period recommended by

Mr. Wegman, we have positioned its actions in a longer-

term context.

This Strategy addresses many of the points raised by Mr.

Wegman. A closer link has been made between the primary

target and the supporting measures relating to driving

under the influence of intoxicants, speeding and seat-belt

wearing.  The information gap identified by Mr. Wegman is

also being addressed with an expansion of the existing

information-gathering activities, and this will enhance the

value of our target-setting as well as aiding an accurate

evaluation of progress on the Strategy.  In particular, the

cross-departmental review of road safety expenditure,

local authority participation in the High Level Group, and

more regular contact with the insurance industry will

enhance information available to us and facilitate sharing

of knowledge.

An issue raised by Mr. Wegman is the question of

enforcement levels.  Mr. Wegman has referred to the

experience of the Australian state of Victoria where after a

series of progressive increases in levels of technological

enforcement activity, a sharp reduction in road fatalities

was achieved, and he has indicated that such a progressive

approach should be, in his view, adopted in Ireland. This

Strategy includes specific, measurable targets for

enforcement action and commits to higher levels of

enforcement action in the key areas of speeding, seat belt

wearing and drink driving.

A significant recommendation in the Wegman report is that

the structures for institutional co-operation should be

strengthened.  He suggested that all the stakeholder

organisations should indicate the resources, manpower

and expertise required to deliver on the actions set out in

the Strategy to which they have committed. The availability

of adequate resources across a broad range of activities

and disciplines will be critical to the success of the new

Strategy.  This is particularly the case in relation to the

necessary financial, staffing and IT support needed to

implement various elements of the programmes identified

such as the full roll-out of penalty points and the

implementation and enforcement of the new speed limit

structure. 

The need for adequate resourcing of the Strategy is

confirmed by the acceptance by all of the stakeholders of

the need to make a commitment to realising the

implementation of that programme, as recommended by

Mr. Wegman.   

Mr. Wegman also made a considerable number of specific

recommendations which have been considered in detail in

the process of drafting this Strategy. The responses to

these are discussed in the text on the road safety activities

to which they relate.
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