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Young beginning drivers experience

higher crash risk per mile driven
than any other age group. The intro-
duction of graduated driver licensing
(GDL), or the three-part licensing
process to full driving privileges, has
gone a long way to reduce teen deaths
and injuries in car crashes. Many states
have implemented GDL programs, and
data showing their impact are becom-
ing available.

Teens and Driving Risk
In the U.S., each year more than

8,000 people die in motor vehicle
crashes in which the driver is between
the ages of 15 and 20. These young driv-
ers comprise about 7 percent of the
total driving population, but account
for nearly 15 percent of all driver fatali-
ties. National research shows that crash
rates, per mile driven, are higher for
drivers ages 16 to 19 than for all other
age groups, and the crash risk of 16- 
to 17-year-old drivers is almost three 

times as high as for 18- to 19-year-
old drivers.

Young drinking drivers are twice as
likely as drivers over age 21 to be
involved in a fatal crash. Almost three-
quarters of people ages 16 to 20 who
died in passenger vehicle crashes were
not wearing safety belts, and almost
one quarter of youth who died in
speed-related crashes were not wearing
safety belts.

Graduated Driver Licensing—Graduated Driver Licensing—
Three Steps to Saving Teens’ Lives



The National Highway Transpor-
tation Safety Administration states that
teens experience high crash rates due
to driving inexperience and lack of ade-
quate driving skills, driving during
nighttime high risk hours, risk-taking
behavior, poor driving judgment and
decision-making, and drinking and
driving. Researchers also believe that
young drivers’ inexperience and risk
taking have contributed to the high
incidence of crashes. The inexperience
of young drivers makes it difficult for
them to recognize and respond to 
hazards, resulting in unsafe driving
practices, while their immaturity leads
to risky driving behavior such as speed-
ing, tailgating, and not wearing seat
belts. Driving is a complex psychomo-
tor skill best acquired with considerable
practice, starting in low-risk situations
to gain essential experience. 

GDL and Risk Reduction
So what’s the answer? Increasingly,

GDL. It lets young drivers phase into
full driving privileges as they develop
their driving skills. This usually occurs
in three stages: a supervised learner’s
period, an intermediate license that
limits unsupervised driving in high-risk
situations, and then a full license.
Young drivers are required to demon-
strate responsible driving behavior in
each stage of licensing before advanc-
ing to the next stage. Specifics vary
from state to province to country, but
can include some level of adult super-
vision, limited or restricted nighttime
driving, and limits on transporting
young passengers. 

The National Committee on
Uniform Traffic Laws and Ordinances
has developed a model GDL program
using recommendations from the
Insurance Institute for Highway Safety,

National Highway Traffic Safety
Administration, and other national
organizations. It calls for a minimum
of six months in the learner’s stage, 
and limits on late-night unsupervised 
driving and transporting teenage pas-
sengers in the intermediate stage.
Certification that a learner’s permit
holder has driven a minimum number
of supervised hours is also important.
Some state programs meet or exceed
these core requirements, while others
incorporate some aspects of them.
States may augment their GDL sys-
tems with additional features including
driver education innovations, an
extended learning period, and require-
ments for a clean driving record to
move on to the next level.

Results from U.S. Programs
In a recent study, UMTRI re-

searchers Jean Shope and Lisa Molnar
examined and evaluated the results 
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Figure 1.
Overall crash involvement, crashes per 1,000 population, and crashes per 1,000 drivers for 16-year-old drivers in Michigan.
Michigan’s GDL program began in 1997, with reduced crash involvement in 1998 and beyond. 1996 shows pre-GDL figures.



from early GDL programs in the U.S.
They reviewed reports from programs,
launched from 1996 through 1999, in
six states. Shope says, “Graduated driv-
er licensing is an exciting development
with a large impact on traffic safety. 
As a result of GDL, there has been a
notable decrease in crash rates for 
16-year-olds. Even though each state
measures its results differently, the
overall outcomes are encouraging.”

The six states reported crash
reductions among teen drivers following
GDL implementation. This positive
effect was observed across different
geographical regions, and with differ-
ent GDL programs—fewer teens are
experiencing crashes and becoming
injured. Even after adjusting for
changes in the population of licensed
drivers, reductions were still generally
found. For example, the risk of a 
16-year-old driver being involved in a
fatal or injury crash in Michigan and
Florida was reduced 11 percent and 24
percent, respectively. The overall risk of
a 16-year-old driver being involved in
any crash was reduced 25 percent 
in Michigan and 27 percent in North
Carolina. Reductions of crash risk 
during restricted night hours were 
particularly impressive. 

In another study, Shope and Molnar
evaluated the first four years of Michigan's
GDL program, comparing crash rates
of 16-year-old drivers in 1996 (before
GDL) with crash rates from 1998 to
2001. They examined overall crashes,

as well as several subtypes of crashes
(casualty, night, late evening, and pas-
senger). Significant reductions in crash
risk following GDL were found and
generally maintained for all crash cate-
gories examined. Night crashes showed
the greatest reduction. (See Figure 1 
for details.)

Results from 
New Zealand and Canada

Other states and countries have
seen similar trends. New Zealand has
had a national GDL program since
August, 1987, and was the first loca-
tion anywhere in the world to adopt
GDL. Dorothy Begg, a senior research
fellow in the Injury Prevention Re-
search Unit at the University of Otago,
New Zealand, says, “There has been a
very significant reduction in traffic
crash injury among young people since
the GDL system was introduced, and
there is good evidence that the driving
restrictions of the GDL have contri-
buted significantly to this reduction, 
in particular the night-time curfew, 
and also the restriction on carrying
young passengers.”

In 1985, New Zealand’s traffic
crash fatality rate for drivers age 15 to
24 was nearly 48 per 100,000 popula-
tion. In 1999, twelve years after GDL
was implemented, the rate was cut in
half to 24.2. After the implementation
of GDL, crash-related serious injury
among 15- to 19-year-olds decreased
by 23 percent, while crashes for drivers
over age 25 were down by 16 percent.

This means at least a 7 percent
decrease is attributable to GDL.

After GDL was instituted in New
Zealand, the following showed a sub-
stantial reduction: 

• Rate of reported crashes for 
15- to 19-year-old car drivers 
(1981–1991)

• Ratio of reported crashes for 
15- to 19-year-old drivers com-
pared with crashes for drivers
over 25

• Rate of hospital admissions as a
result of car crashes for 15- to
19-year-old car drivers 
(1983–1990)

• Ratio of 15- to 19-
year-old drivers admitted to hospital
compared to drivers over 25

A study by Begg, Jonathan Alsop,
Shaun Stephenson, and John Langley
showed that some of the reduction in
young driver crashes can be attributed
to GDL restrictions. The nighttime
curfew in particular had a significant
impact, with 34 percent fewer night-
time crashes for those with a restricted
license, and 23 percent fewer for those
with a full GDL, compared with those
licensed pre-GDL.

Elsewhere, a report from the
Traffic Injury Research Foundation
showed that the GDL program in
Nova Scotia, Canada, has been associ-
ated with a significant reduction in
crashes and casualties. Among 16-year-
old drivers, all collisions decreased by
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24 percent during the first full year of
the program, and by 37 percent over
the first three years of the program.
Comparable decreases also occurred in
injury and fatal crashes. Improvements
were also observed for all novice driv-
ers (Nova Scotia requires the GDL
program for all novice drivers, not just
young ones), with a 19 percent drop
in the collision rate. 

Parents’ and Teens’ 
Views on GDL

GDL has been shown to improve
young drivers’ safety on the roads, but
how do teens and their parents feel
about the program? Parents, on the
whole, are extremely positive about
GDL, according to a study by Patricia

Waller, Michelle Olk, and Shope. 
In Michigan, parents reported spend-
ing about 75 hours supervising their
kids’ driving (25 more than required
by law). They had many positive opin-
ions about the program, citing not
only improved driving and safety, but
also a welcome opportunity to be
involved in their children’s driving and
to spend more time with them.
Illustrative responses include “I felt
more involved in my son’s education,
and he takes it more seriously,” “It has
made my daughter an excellent driv-
er,” and “Nine older siblings did not
go through this program, and I feel
this extra practice time is helpful and at
times essential.” Negative comments
about GDL focused mainly on the lack
of adequate information about the

program when it was first introduced. 
(Since that time, much more informa-
tion is available on GDL, both
through state and national organiza-
tions, to first-time drivers and their
parents/guardians.)

Begg, Langley, Anthony Reeder,
and David Chalmers investigated the
attitudes and experiences of young
people going through the GDL system
in New Zealand. The participants were
born between 1972 and 1973 and
were regularly followed up since birth.
They were 15 years old at the time
GDL system was introduced in New
Zealand in 1987. Overall, 79 percent
agreed or strongly agreed with GDL at
age 15, and 70 percent felt the same at
age 18 after going through the program.
The drivers were most affected by the
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nighttime curfew (34 percent) and the
passenger restriction (44 percent).
Only 32 percent said they had not bro-
ken any of the conditions of the GDL.
Of those who did break GDL condi-
tions, 88 percent said they broke the
passenger restriction at least once, and
55 percent said they broke the curfew
restriction at least once. 

Recent research has demonstrated
that simple motivational strategies can
persuade parents to adopt driving
agreements and impose greater restric-
tions on early teen driving. Bruce
Simons-Morton and Jessica Hartos
state that while GDL provides a frame-
work for licensing young drivers, “a
framework is needed to guide parental
management. Parent-teen driving
agreements or contracts are a poten-
tially important tool for framing and
promoting parental management prac-
tices regarding teen driving. Driving
agreements…have been employed suc-
cessfully in a wide range of contexts.” 

How It All Began
While the proliferation of GDL

programs across the country seems to
have happened fairly suddenly—almost
every state now has some form of pro-
gram—the process to this level of
implementation actually took several
decades. In fact, the research upon
which the idea of graduated driver
licensing is based took place in the
early 1970s at the University of North
Carolina Highway Safety Research
Center (UNC HSRC). One of these
studies linked enhanced origin and
destination (O&D) data to crash data
from the same time and area, and
another linked data on passengers
derived from supplemental data col-
lected on state crash report forms. The
results from these studies showed that
young drivers were overrepresented in
nighttime crashes and in crashes with a
young person in the passenger seat.

Patricia Waller, who served as the
director of UMTRI from 1989 to
1999, conducted these early studies at
UNC HSRC. Shope says, “Pat realized
the need to evaluate GDL programs.
She was instrumental in getting legisla-
tion passed in Michigan, and made
countless trips to the state capitol. She
was key in obtaining NHTSA funding
to start the evaluation of Michigan’s
program, and led the GDL research at
UMTRI before she retired.”

In the 1970s and 1980s, Waller
gave many presentations proposing
GDL to state and national meetings of
driver educators, and says the response
was “almost unanimously positive and
often enthusiastic.” In 1976, Waller
was invited to testify before a Blue
Ribbon Panel of the Toronto legislature
about the proposal for a GDL system.
They asked many questions, raising
concerns about the younger age at
which the driver would start. The vote
fell one short of endorsing and recom-
mending a GDL system.

Working with the legislature in
North Carolina, Waller discovered the
main concern there was also about 
the lower initial age. However, the 
legislature did vote to lower the age 
of obtaining a driver’s permit from 
15-and-a-half to 15. (The lower age of
obtaining a permit lengthens the time
for practice before full licensure.)

In 1984, Waller was invited to
New Zealand to discuss various 
proposals for modifying their driver
licensing system, including GDL. In
August, 1987, New Zealand launched
the first GDL program in the world.
Prior to GDL in New Zealand, a 
15-year-old could be fully licensed
simply by passing a standard driving
test (on-road plus a few oral ques-
tions). Post GDL, 15- to 24-year-old
new drivers start with a learner license
obtained by passing written, oral, and
vision tests. The learner phase lasts six
months and requires supervision by a

licensed driver. Next, the driver gets a
restricted license by passing a practical
driving test. Unless supervised, the
restricted license allows no driving
from 10 p.m. to 5 a.m. and no passen-
gers under 20 years of age. A BAC of
0.03 or less applied to learner and
restricted-license drivers. After 18
months of the restricted license, the
driver graduates to a full license. 

Since 1987, several changes have
been made to the New Zealand GDL
program. In 1992 the 0.03 BAC limit
was applied to all drivers under 20
years of age, regardless of license sta-
tus. In 1999 several further changes
were made. For example, the GDL
program was extended to all new driv-
ers (not only those ages 15 to 24), a
new full license driving test based on
driving skill and hazard perception was
introduced between the restricted and
full license stages, and a much stronger
penalty regimen of demerit points and
fines was adopted for breaches of the
GDL conditions. 

Since then, many jurisdictions have
adopted similar programs. The Insur-
ance Institute for Highway Safety’s
Highway Loss Data Institute provides
detailed information about all GDL
laws in the United States and Canada
at http://www.hwysafety.org/safety_
facts/state_laws/grad_license.htm.

In Michigan, an interest in addressing
crashes by young drivers was precipi-
tated by a particularly terrible crash in
the 1990s that killed several young
people and happened to take place
near the home of legislator Dan
Gustafson. Waller and her colleagues
met with him and outlined their ideal
GDL program, which included a
nighttime driving restriction, a one-
passenger restriction, and parent/adult
supervision of at least 50 hours of driv-
ing (10 of which must be at night). 
The legislation was sponsored, 
amended to remove the passenger
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restriction (and include a few small
changes), and passed into law. 
The program was implemented in 
April, 1997. 

Shope says, “Michigan was one 
of the first states to implement GDL,
and the first to require both certifica-
tion of 50 hours of parent-supervised
driving and a two-phase driver educa-
tion program.”

Where GDL Is Going
To build on the current laws and

further reduce teen driving deaths, the
National Transportation Safety Board
encourages states to implement
stronger nighttime and passenger
restrictions, and the Insurance Institute
for Highway Safety has recommended
a blueprint GDL program.

Shope and Molnar conclude that
the impact of these studies and others
to come will guide future GDL
research, practice, and policy. Shope 
also feels future research is necessary to 

determine if these crash reductions are
maintained and if other jurisdictions
continue receiving similar results.
Shope says, “The reductions in crash
risk are great, but we have to work to
make sure they stay low. If GDL is not
enforced and parents are not highly in-
volved, the perception of its importance
will decrease, as will its effectiveness.
Reducing teen drivers’ crash risk is
essential, and GDL is certainly a step
in the right direction.”
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I n the last decade, the
number of trucks regis-

tered in the U.S. with gross
vehicle weights above
10,000 pounds has increased
25 percent, and the number
of miles traveled by these
large trucks has increased
41 percent. In 2000, 5,211
people were killed and
about 140,000 were injured
in crashes involving trucks1.
Ninety-eight percent of
these fatalities and injuries 
occurred to occupants in
passenger cars. A team of
UMTRI researchers decided 

to find out why and how to
mitigate this number. 

A literature review sug-
gested that car drivers are
poor judges of truck speed,
maneuverability, braking,
and acceleration. Many car
drivers assume trucks are
operated in the same way as
cars, and do not seem to
recognize the risks associat-
ed with driving near trucks.

Information on unsafe
driving actions is available in
crash data files, but contains
uncertainty that is inherent
in police judgments and

unsworn witness and crash
survivor statements. For
example, the physical evi-
dence on which police officers
base their opinions may be
conflicting or ambiguous,
and crash survivors and 
witnesses may not clearly
remember the events leading
up to the crash. In addition,
straightforward tabulations
and associated statistical
techniques are inadequate.

Understanding 
Unsafe Driving

These problems were
addressed in a recent
UMTRI study, sponsored
by the AAA Foundation for
Traffic Safety, to better
understand the actions of
drivers preceding fatal car-
truck crashes. Researchers
Lidia P. Kostyniuk,
Frederick M. Streff, and
Jennifer Zakrajsek used
crash data2 to examine 
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1 A “truck” is defined as having a gross vehicle weight of

over 10,000 pounds and a body type of single unit

straight truck, tractor-trailer(s), unknown with

trailer(s), or combinations of these.

2 The researchers examined crash data, using the Bayesian

approach, the Fatality Analysis Reporting System

(FARS), and UMTRI’s Center for National Truck

Statistics file, Trucks Involved in Fatal Accidents (TIFA).

The samples contained 35,244 fatal car-car crashes

and 10,732 fatal car-truck crashes for the period

1995–1998.

At right: Lidia Kostyniuk, research scien-
tist in UMTRI’s Social and Behavioral
Analysis Division, attends the AAA 
release of the study at the National
Press Club in Washington, D.C.
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Unsafe Driver Actions 
That Lead to Fatal 
Car-Truck Crashes
UMTRI Researchers Determine 
Which Driver Actions Attribute to 
the Majority of Crashes



C
O

L
L
A

BO
R

AT
IO

N
S

unsafe driver actions and
identify which ones were
more likely in car-truck
crashes than in car-car crashes.
They also discovered behav-
ioral patterns associated with
these actions and suggested
educational interventions.

The crash data used in
the study classified 94 driver
factors or conditions (unsafe
driving actions or driver
conditions) that preceded a
crash. Up to four unsafe
actions could be recorded
for each driver in each
crash. Of all the driver fac-
tors in fatal car-truck crashes,
75 percent were linked to
car drivers and 25 percent
were linked to truck drivers—
that suggests car drivers are
three times more likely to
commit unsafe actions in
fatal car-truck crashes.
Additionally, about 80 per-
cent of car drivers in fatal
crashes had at least one unsafe
driving act or condition re-
corded, compared with only
27 percent of truck drivers. 

Yet, the majority of
crashes were related to a 
few unsafe driving actions.
In fact, just five driver 
factors contributed to 65
percent of the dangerous
actions by car drivers in
both fatal car-truck and fatal
car-car crashes:

• Failing to keep 
in the lane or run-
ning off the road
(21 percent)

• Failing to yield
the right of way 
(16 percent)

• Driving too fast
for conditions or
above the speed
limit (12 percent)

• Failing to obey
signs and signals 
(9 percent)

• Not paying atten-
tion (9 percent)

These statistics suggest
that motorists drive the
same way around trucks as
they do around cars, and a

reduction in the general
crash risk will also reduce the
number of car-truck crashes.

These same five unsafe
driving acts were also the
most common factors for
truck drivers, accounting for
51 percent of all unsafe
actions by truck drivers.
Moreover, the study found
that four driver factors were
more likely in fatal car-truck
crashes than in fatal car-car
crashes—improper following,
improper lane change,
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Below: Of the 94 possible
driving factors recorded in
the data, just five were asso-
ciated with 65 percent of the
crashes. Car and truck driv-
ers had similar distributions
of each of the five main fac-
tors, except failing to keep
the lane, which was associat-
ed with car drivers almost
twice as often—21 percent
versus 12 percent for truck
drivers. Of all unsafe driving
actions (in addition to the
five recorded in fatal car-
truck crashes that are shown
here), 75 percent were
linked to car drivers and 
25 percent were linked to
truck drivers.



obscured vision, and
drowsiness/being asleep—
though these are recorded
for relatively few crashes.
The consequence of each of
these four actions or condi-
tions is more severe in 
car-truck crashes than in
car-car crashes, and should
be the focus of
education.

The good
news is, because
truck drivers com-
mit fewer unsafe
driving actions,
that car drivers are
largely in control
of their own safety
when driving near
large trucks. Car
drivers who are
aware of the char-
acteristics of large trucks
and drive accordingly are
likely to be safer driving
near them than are drivers
who are unaware.

Improving 
Driving Safety

Based on the research
findings, the UMTRI in-
vestigators determined
strategies that could be used

to teach motor-
ists about the
risks associated
with the major
unsafe driving 
actions. They
recommend us-
ing various
instructional meth-
ods—from passive
education to
active participa-
tion—to match
whether the
desired change is

in knowledge, behavior, or
attitude. Among other
things, they suggest creating
an interactive world wide
web site that not only edu-
cates drivers about the 
dangers of driving near
trucks, but allows them to
test their knowledge.

Another type of training to
engage the user is a person-
al computer-based driving
simulation, demonstration,
or game that shows the
interaction between cars and
large trucks. 

In response to the study
findings and recommenda-
tions, the AAA Foundation
for Traffic Safety launched a
nationwide campaign to

educate drivers about ways
to reduce car-truck crashes.
Part of the campaign
involves a Share with Care
program that offers practical
advice to car and truck 
drivers on ways to avoid 
truck-car crashes. The safety
education campaign is pro-
liferated through AAA’s 80
clubs and more than 1,100
offices, to reach about 45
million AAA members as
well as the general public.
AAA will provide the safety
information through publi-
cations and through driver
education and improve-
ment programs.

The findings of this
study are consistent with
findings of a similar study
that also included nonfatal
accidents (Stuster, 1999)3.

The study is available in its
entirety at http://www.
aaafoundation.org/pdf/
CarTruck.pdf.

3 Stuster, J. 1999. The Unsafe Driving Acts

of Motorists in the Vicinity of Large

Trucks. Final Report. Santa Barbara,

California: Anacapa Services, Inc.
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Likelihood of being
Driver factor in a fatal car-truck

versus car-car crash

Improper following 2.5

Vision obscured by 2.0
rain/snow/fog/sand/dust

Drowsiness/fatigue or sleeping 1.7

Improper or erratic lane change 1.5

Tips for Driving Near Trucks

• Never change lanes abruptly around a truck.

• Slow down to let trucks have right of way.

• Drive at a safe speed, appropriate to the condi-
tions and posted speed limit.

• Use turn signals when changing lanes.

• Do not drive alongside or immediately behind 
a truck.

• Never cut in front of a truck, especially if doing
so will require the truck to brake.
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At left: Four driving factors
are more likely in car-truck
crashes than in car-car crash-
es. The highest likelihood is
for following improperly,
which is two and a half times
more likely to be recorded in
a fatal car-truck crash than
in a fatal car-car crash.
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Improving
Worldwide 
Traffic Safety
WHO and FIA Join Efforts 
for Road Safety

In 2000, over 1.2 million people
were killed in road-traffic inci-
dents, which are the world’s ninth

leading cause of death, and the figure
is expected to nearly double by 2020.
To address this growing concern, lead-
ers from around the world met in
London in February 2003 in a joint
effort to improve road safety and
reduce road-traffic-related deaths.
Attendees included Gro Harlem
Brundtland, director general of the
World Health Organization (WHO),
Max Mosley, president of the Feder-
ation Internationale de l’Automobile
(FIA), several government ministers,
and experts in road safety from around the
world. In addition to the staggering
death rates, injuries due to road-traffic
crashes are a major drain on health and
health-care-system resources. Data
show that in some countries, 1 of
every 10 hospital beds is occupied by a

victim of a road-traffic crash. 
Dr. Brundtland says, “We must multi-
ply our efforts to prevent people from
falling victim to road-traffic collisions.”

“Road safety is an issue of
immense human proportions.
It is also an issue of equity.
Road safety very much affects
poor people,” says James D.
Wolfensohn, president of the
World Bank. Indeed, developing
countries have only 40 percent
of all motor vehicles and 86
percent of all traffic fatalities. In
addition, the greatest increase in traffic
fatalities each year takes place in devel-
oping countries. The majority of the
victims of these incidents are people
who will never be able to afford a car:
pedestrians, cyclists, and users of public
transportation. UMTRI visiting
research scientist Kåre Rumar reports
that the most overrepresented crash
type in developing countries is pedes-
trian collisions in the dark, and that
the risk of a fatality is three to seven

times greater than during the day-
time. Worldwide, about 200,000
pedestrians are killed in night traffic
each year, and over 90 percent of these
fatalities occur in developing countries.

Mosley says, “Poor road safety
causes one of the greatest inequities in
the world today. More than a million
people—the vast majority in the poor-
est countries of the world—are being

killed each year, often
because unsuitable vehicles
are being driven on unsuit-
able roads by poorly trained
drivers,” Conference partic-
ipants reviewed proven 
strategies for reducing road-
traffic injuries. “The main
obstacles for improving road
safety are ignorance about
the magnitude of the prob-
lem and its preventability”
says Dr Etienne Krug, direc-

tor of WHO’s Department of Injuries
and Violence Prevention. “If policy
makers were fully aware of the gains to
be achieved by implement-

ing policies on issues such 
as drunk driving, speeding,
motorcycle helmets, and 
visibility, many lives could 
be saved.”

WORLD HEALTH ORGANIZATION
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UMTRI’s Involvement in
Worldwide Traffic Safety

Many UMTRI research studies
incorporate worldwide data. 
For example:

• Headlighting
studies com-
pare U.S. and
European
standards.

• Collaborative
studies to
develop 
a world-
harmonized,
side-impact
crash dummy.

• Various UMTRI researchers
serve on international standards
organizations and help develop
those policies, including SAE
recommended practice J2364
(“the 15-second rule”).

• The Office for the Study of
Automotive Transportation’s
Delphi market-research studies
detail the differences in North 
American, European, and Asian
manufacturers and suppliers.
In addition, the results of many

UMTRI studies are relevant for world-
wide use in automotive design or 
further research—for example, various
telematics and ergonomics research
results, world-class manufacturing
best-practice recommendations, and
truck braking, load, and roll data. In
another recent study, Rumar examined
future headlighting development in
developed versus developing countries.
Specifically, the study investigated what
direction future automobile lighting
should take, based on a worldwide 
perspective that takes developing coun-
tries into consideration. The report
provides a list of countermeasures and
further research to be undertaken to
address this problem.

World Health Day
2004—“Safe Roads”

WHO has dedicated
World Health Day 2004 to
“Safe Roads,” creating an
opportunity to draw the gen-
eral public’s attention to the
growing but preventable prob-
lem of road-traffic injuries. 

The objectives of the
Safe Roads World Health Day are to:

• Draw global attention to the
growing but preventable human and
economic costs of road-traffic injuries

• Advocate for increased and sus-
tained action in policy, programs,
funding, and research

• Place road-traffic-injury preven-
tion high on the agenda of governments,
international organizations, development
agencies, nongovernmental organiza-
tions, and the private sector

• Launch the World Report on
Road Traffic Injury Prevention

• Build partnerships and
collaboration for road traffic
injury prevention.

Events will be organized
around the world by govern-
ments, organizations, and
other groups.

World Report on Road-Traffic
Injury Prevention

World Health Day 2004 will also
see the launch of the joint WHO/
World Bank World Report on Road
Traffic Injury Prevention, which will
provide facts on the global magnitude
of the problem and point out directions
for road-traffic-injury prevention.

It is the first major, authoritative
report produced and issued by the
World Health Organization. The
World Report on Road Traffic Injury
Prevention will be issued jointly by the
World Health Organization and the
World Bank. The report emphasizes
that road-traffic injuries are a major
but neglected public health problem,
requiring concerted efforts for effec-
tive and sustainable prevention. The
report is structured into five chapters
devoted to fundamental concepts 
of world traffic safety; the 
global burden, intensity and
impacts of road-traffic injuries;
key determinants of the 
situation; intervention
strategies; and conclu-
sions and recommendations
for improvement.
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Transportation Tidbits
• New Zealand implemented the world’s first graduated
driver licensing (GDL) system on August 1, 1987. The
three-stage program applied to all new drivers aged 15 to 24
at the time of introduction. Today, most states and pro-
vinces, and many countries, have some form of GDL program.

• In October 1966, a seventy-five-year-old male driver in
McKinney, Texas, drove on the wrong side of the road four
times, committed four hit-and-run offenses, and caused six
accidents, all within twenty minutes. This is ironic as Texans,
especially residents of Houston, are consistently ranked as
the best drivers in the nation.∞

• In 1955, the California Vehicle Code is amended to
require state approval of seat belts before their sale or use.‡

• In 1954, American Medical Association House of
Delegates votes to support installation of lap belts in all
automobiles.‡

• In 1953, the Colorado State Medical Society publishes
policy supporting installation of lap belts in all automobiles.‡

• In 1948, a week before the organization was officially
incorporated, NASCAR held its first race for modified stock
cars on a 3.2 mile course at Daytona Beach, Florida.∞

• In the 1930s, several U.S. physicians equip their own cars
with lap belts and begin urging manufacturers to provide
them in all new cars.‡

• Rudolf Diesel received a German patent for the diesel
engine on February 23, 1893. The diesel engine burns fuel
oil rather than gasoline and uses compressed air in the cylin-
der rather than a spark to ignite the fuel. Diesel engines
were used widely in Europe for their efficiency and power,
and are still used today in most heavy industrial machinery.∞

Sources
∞“This Day in Automotive History,” www.historychannel.com
‡ “Seat Belt History,” www.stnonline.com/
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