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ABSTRACT 

Speeding as a traffic violation is responsible for many accidents and for many fatalities and 
injuries all over the world. In Greece speeding was and still is a common traffic violation that 
causes many deaths and serious injuries to car passengers and to pedestrians both in urban 
and in rural areas. The Greek Government prepared 2 years ago and launched a new Road 
Safety Plan, setting the priority areas and the policies / measures necessary to be followed 
or taken. The Plan also set specific goals and specific measurable objectives. Two of them 
were the improvement of Traffic Police enforcement and the training of Traffic Police Staff. 
The available figures expressed in terms of accident and casualty data as well as in terms of 
quantity of enforcement reveal that most of the goals set are being achieved. Improvement 
of enforcement in terms of quality was also found to be a decisive factor in this. The 
differences from the past refer to the strict control of vehicle speed using modern radar 
equipment, continuous presence of Police at heavy traffic locations, rationalization of speed 
limits, reduction of speed limits at urban areas, alcohol controls especially during night and 
more patrolling in the highways. The training of Traffic Police Staff was performed using 
Academics and other experts in different areas as trainers. For 2001 reductions in fatal 
accidents of 8% and in heavy injuries of 23% were achieved, showing that there is still 
margin for further improvement. 

INTRODUCTION 

Traffic accidents have been a quite severe issue in Greece during the last decade of the 20th 
century. Several reasons and causes were pinpointed for this fact, addressing all accident 
related factors. Studies and research undertaken by traffic analysts and researchers revealed 
that many things were wrong and consequently many of them could be improved. As in 
most countries speeding and evasive driving proved to be one of the most important 
violations leading to accidents; drink and driving too. In addition Greek drivers are charged 
as being less obedient than the other European drivers meaning that they often develop 
non-compliant behaviour. 

From both EU road safety Organisations and EU member state Agencies it has been stressed 
that certain violations are of importance because they lead to accidents and severe accident 
consequences including fatalities and heavy injuries. These violations are speeding, drinking 
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and driving, non-use of safety belts and finally reckless driving [1]. Driving after consumption 
of drugs is also considered as a serious reason for accident occurrence. 

In Greece, for many years, the focus of Traffic Police, especially in the big urban areas, has 
been to maintain traffic running. A lot of effort was given to book car park offenders and 
other highway-code offenders without focusing on violations that usually lead to accidents 
and/or casualties. The result of course was not satisfactory at all. Traffic accident and 
casualty figures continued to increase, though several measures such as vehicle technical 
control or black spot identification and treatment had been already implemented. Table 1 
shows the accident and casualty data for the period 1995-2001. Table 2 shows some safety 
indicators based on the number of vehicles in Greece.  

 

Table 1: Accident and casualty data for the period 1885-2001 in Greece. 
Year 1995 1996 1997 1998 1999 2000 2001 

Total number of accidents in built-up areas 
Fatal acc. 932 898 910 902 904 893 806 

Serious acc. 1.399 1.327 2.070 2.171 2.187 1.916 1.558 
Light acc. 14.067 14.883 14.468 14.729 14.544 13.370 12.349 

Total number of accidents outside built-up areas 
Fatal acc. 967 1.002 982 1.048 1.020 974 905 

Serious acc. 1.076 1.043 1.497 1.597 1.509 1.345 954 
Light acc. 5.051 5.116 4.704 4.417 4.125 4.454 3.082 

All accidents  
Total 23.492 24.269 24.631 24.864 24.289 22.952 19.654 

Total number of fatalities, serious & light injuries 
Fatalities 2.144 2.176 2.141 2.229 2.181 2.103 1.911 

Seriously inj. 31.801 33.081 32.849 33.113 4.702 4.213 3.250 
Light inj.     27.649 26.166 22.728 

Total 33.945 35.257 34.990 35.342 34.532 32.482 27.889 
Number of accidents due to excess speed 

Total 3.389 3.474 3.129 2.533 2.101 1.512 1.384 
Change   2.5% -9.9% -19.0% -17.1% -28.0% -8.5% 

Number of accidents due to slippery pavement  
Total 624 692 461 552 547 218 190 

Change   10.9% -33.4% 19.7% -0.9% -60.1% -12.8% 

Source: Traffic Police Statistical Data 

 

Table 2: Safety Indicators in Greece for the period 1995-2000 

Year 1995 1996 1997 1998 1999 2000 

Accidents / 
100000 vehicles 425,77 423,06 407,33 392,59 358,33 326,30 

Fatalities / 
100000 vehicles 38,86 37,93 35,41 35,19 32,18 29,90 

Heavy injuries/ 
100000 vehicles 0,00 0,00 0,00 0,00 69,37 59,89 

 

A quite important and alarming indicator is the number of casualties per 100.000 inhabitants 
per age group. Table 3 below gives the average figures for this indicator for the period 1991-
1995. 
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Table 3: Number of casualties per age group, Average figures for period 1991-1995 

Age 
group 0-4 5-9 10-14 15-19 20-24 25-29 30-34 35-39 40-44 45-49 50-54 55-59 60-64 65-69 70-74

Casual
-ties/ 
10000

0 

55 95 107 488 742 617 403 338 292 297 231 220 210 212 198 

Source: Accident Data Analysis, Special report for the Hellenic Institute of Transport 

 

It is obvious that non compliant behaviour which is more often the case for younger drivers 
in combination with lack of driving experience are the main causes for accidents involving 
young or novice drivers. A recent research study in Northern Greece [2] found that there is a 
general admittance from the majority of drivers that they develop non-compliant behaviour, 
and that police enforcement must be stricter. 

However, during the last 2-3 years, things changed considerably. Traffic Police and the 
responsible Ministry of Public Order formulated a plan for better enforcement and for 
reduction of violations that lead to accidents. Soon after, the National Road Safety Strategic 
Plan, (supported by all involved Ministries), has followed. The main goals and actions of that 
Plan are given in the next sections. This paper aims at presenting both the changes that took 
place in these years and the effects of the new policy and related measures on accidents and 
casualties. 

SPEEDING AND (SPEED) ENFORCEMENT 

Speeding 

Speeding is considered to be a major cause for many accidents and also a major cause for 
accident fatalities and heavy injuries both in rural and urban areas. According to Nilsson, 
(1990), Finch et al, (1994) and Taylor et al, (2000), a speed reduction in the mean speed of 
traffic by 1 mile/hour could produce a reduction in the number of injury accidents by 2-7%  
[1].  
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Figure 1 reproduced from an ETSC report [3] shows 
the relationship of speed to possibility of death. 
Variation of vehicles’ speed in a traffic stream, also 
seems to contribute to the creation of accidents [4]. 

Reduced speed limits in inhabited areas have proven 
to be a very effective measure for reducing accident 
rates but mainly for reducing the impacts of 
accidents on passengers and pedestrians. Many case 
studies from EU countries support this conclusion 
[3,5].  

Speeding (inappropriate speed) is one of the 
violations along with drink driving, non-use of seating 
belts and reckless driving (red light violation, close 
following, improper overtaking) which are considered 
as main contributors to accident occurrence. 

Figure 1: Relationship between impact 
speed and probability of death 

Many studies have indicated that there is a positive relationship between illegal behaviour 
and un-safety, the latter being expressed either in accident frequency or in accident severity. 
MASTER project [6] has reached to the conclusion that speed seems to be in the core of the 
safety problem, since several other violations are associated with it. 

When it comes to young drivers, it has been found that common factors contributing to 
accidents are driving too fast for the prevailing conditions and also high passenger 
occupancy [7]. It has been also found that the overall tendency is that countries with a 
relatively low safety level among experienced drivers also do badly with respect to the safety 
of young drivers/novice drivers and relatively safe countries also have “good” safety levels 
for youngsters [8]. Finally, apart from any relative measures, every driver is influenced by its 
environment (e.g. social, traffic), which means that when he/she drives in a foreign country 
there is a change to his/her driving behaviour (e.g. he/she follows the rules of Highway 
Code) [9]. This is considerably true for Greece where a significant number of visitors drive 
during summer with conditions completely different than those of their country of origin.       

Speed enforcement 

Controlling speed has become a main priority for safety people and certainly for traffic 
police. In addition changing speeding behaviour and attitudes towards speeding is an equally 
important task in every involved central government agency or local authority. Police 
enforcement as a means for changing behaviour and preventing drivers from speeding is 
achieved through several techniques. The most common one is stationary police 
enforcement. The so-called time halo effect and the distance halo effect are two measures of 
the effect of enforcement on speeds. Typical values for distance halo effect are 1,6 – 3,5 km 
downstream from the enforcement site and 0,5 km upstream [3]. On the other hand mobile 
enforcement, as an alternative way of police enforcement is recommended for giving a 
possibility to monitor driving styles rather than isolated – often unintentional mistakes.  

The effect of enforcement to a driver is directly related to the possibility of getting caught. In 
fact what is of importance is the perceived possibility and not the real one. The role of 
enforcement is mainly to keep actual driving speeds within the legal limits. However, the 
impact of enforcement on actual speeds depends on other factors as well, such as actual 
speed level, penalty system and publicity. 
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In recent years speed cameras have been extensively introduced for speed enforcement, 
because among others they create the perception that police can be everywhere. However, 
though speed cameras are more effective than conventional speed enforcement techniques, 
there are concerns about privacy rights and there is often need for legal arrangements. 

In terms of cost efficiency, conventional speed enforcement is not the best method. Studies 
have proven that traditional speed enforcement [6], with police measuring speeds by radar 
and stopping offenders to give tickets, are resource intensive and not very cost effective. 
Furthermore, they are limited to time and space and therefore they do not cater to the 
drivers’ perception that there is a high probability of getting caught. Alternative ways of 
speed control have been suggested as follows: 

• Use of speed cameras that are activated when the speed limits are violated 

• Automatic speed warning system near school areas 

• Presence of real or dummy policemen to affect driving behaviour 

• In-vehicle units that warn drivers about speeding or even intervening automatically to 
reduce speed (ISA) 

Rothengatter summarises the ways by which automated enforcement methods can 
contribute to increase the effectiveness of police enforcement [10]. According to 
Rothengatter automatic enforcement methods: 

• can provide support to systematically increase the probability of the detection of a 
violation without requiring a substantial increase in police manpower. 

• can be of use to provide immediate feedback after a violation was detected. 

• may be perceived as more “objective” by road users and by this way increasing the 
perceived fairness and acceptance of police enforcement. 

Speed enforcement and police enforcement in general seems to be the most cost effective 
way of all possible road safety measures. Table 4 provides figures of benefit Cost rations 
calculated for Norway by Elvik [11,13]: 

 

Table 4: Cost effectiveness of various road safety measures. 

Group of measure Benefit cost ratio 
Road safety audits 1.1 
Improving road design and roadside equipment etc 1.9 
Improving road maintenance, especially in winter 2.5 
Traffic control, including new speed limits 2.2 
New motor vehicle safety standards 1.3 
Driver training, public information and education 
campaigns 

3.0 

Increasing traffic police enforcement  3.3 
All road safety measures 1.8 

Source: [13] 

It is quite clear that police enforcement and training are the most cost efficient ways for 
tackling safety problems in the long run. 
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Evaluation of enforcement 

The effectiveness of police enforcement can be also measured by a set of indicators 
pertaining to both effort undertaken by the Police and outcome achieved. The following table 
5 is reproduced from the ESCAPE project.  

 

Table 5: Possible targets / indicators for evaluation of police enforcement (Christ, 2000). 
Possible Targets Type of indicator 

1. Resources spent 
2. Activities performed (e.g. number of drivers checked, tickets issued etc.)  

“ Effort” indicators 

3. Number of tickets/sanctions imposed 
4. Perceived safety 
5. Non-compliance 
6. Accidents 

“Outcome” indicators 
 

Source: ESCAPE project 

Effort indicators can be police presence duration, number of Staff, police staff per km of 
highway, police patrolling hours, equipment used etc. Outcome indicators are those referring 
to accident or safety level improvements, violations figures or indices and other quality 
indicators including attitudinal indices. From all the above police enforcement possible 
targets, behavioural compliance is considered as the most important one 

Non-police enforcement is also vital to reducing non-compliant behaviour and especially 
among young drives. Exploitation of relevant support systems such as demerit point 
systems, rehabilitation systems for young offenders or other drivers who lose their licences, 
re-educating drivers, etc is according to ESCAPE project means for achieving some of the 
above mentioned targets. 

Recommendations for speed enforcement 

To summarise, the following list of recommendations has been suggested for effective speed 
enforcement: 

• Formulation of explicit and quantifiable objectives regarding speed and accident / 
casualty reduction 

• Use of speed cameras enforcement instead of conventional radar enforcement 

• Focus on the preventive character of enforcement and not on the punishment or financial 
gain character 

• Modification of demerit point system to reflect the severity of speeding 

• Adequate publicity and awareness of people through proper general awareness or 
targeted campaigns. 

• Use, where possible, of new technologies. 

• Random in space and time enforcement 
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RECENT DEVELOPMENTS IN GREECE 

Road Safety Strategic Plan 

Following a long period of almost entire lack of road safety strategy and policies in the 
respective domains, the Greek Government prepared a Strategic Plan for the whole country, 
entitled “On the Road 2001-2005, Road Safety Programme” [12]. A number of priority areas 
were set covering all accident related factors. Actions and measures addressing these priority 
areas were also chosen. Needless to say that speeding control was one of the priority areas.  

Table 6 presents in summary form the priority areas and the respective actions / measures. 
It also includes the time horizon for implementation and the measurable targets or expected 
benefits. The strategic plan has a target to reduce the numbers of fatalities by 20% in the 
period 2001-2005 and by 40% until 2015 compared to the 2000 figures. 
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Table 6: Priority areas, actions/measures and time horizon of Greek Strategic Road Safety 
Plan 

Actions / 
Measures Priority Areas Time Horizon 

Measurable 
Objectives/ 

expected benefits 
Police 
Enforcement 

Speeding 
Seat belts 
Drink and Drive, Drugs 
Close following 
Reckless driving 
Tyres’ condition 
Red light violation 
30 km zones 

Immediate and  
Continuous Over 20% 

Vehicle 
Technology 

Technical Control 
Safety Equipment Continuous 

Long term solutions 
(no exact 
expectation) 

Education Training of Police and 
Ministry of Transport 
Staff  
Novice drivers training 
Training of professional 
drivers 
Traffic education at 
schools 

Preparation in 2001 
Full Implementation 
in 2002 

Significant, but long 
term improvement 

Regulatory 
issues 

Insurance issues 
Probation licences for 
novice drivers 
Medical checks 
Driving tests 

From 2001 Not estimated 

Research Studies Accident cost studies 
Special safety studies Continuous Not immediate 

improvement 
Infrastructure Black Spot treatment 

VMS 
Driver friendly 
infrastructure 

Immediate and 
periodic 

Over 20%,  
medium term 

 

Legal / Institutional changes - Novice Drivers 

Legal and Institutional changes have been brought by the New Highway Code that was 
approved two years ago. Additional changes that are taking place now, are mainly focused 
on Novice Drivers and on driving testing as well as on the demerit point system. According to 
the Greek Highway Code, drivers are considered to be “novice” when they hold a driving 
license for a period of less than a year. Recent regulations concerning driving and alcohol 
put up the limit to two years while, in the framework of redesigning the existing demerit 
point system, this limit goes to three years. Currently there are no special measures in 
Greece for novice drivers (e.g. special post-licensing measures, second phase compulsory 
driver training) like in other E.U. countries such as Germany, Austria, Finland, etc. Recently 
(August 2002) the Greek Government decided to lower the alcohol limits for novice drivers in 
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order to prevent their involvement in road accidents. The new alcohol limits are the following 
(practically no alcohol is permitted for novice drivers):  

• From 0,10 to 0,40 mg of alcohol per litre of exhaled air (e.g. one glass of whiskey or 
beer, two glasses of wine). The respective fine for the driver is 73,5 euro. 

• From 0,41 to 0,60 mg of alcohol per litre of exhaled air (e.g., three glasses of whiskey or 
beer, four glasses of wine). The respective fine for the driver is 146,5 euro.  

• From 0,61 mg of alcohol per litre of exhaled air and above (e.g., five glasses o whiskey 
or beer, six glasses of wine) the penalty for the driver is at least two months in prison.   

The existing demerit point system sets a maximum of 25 demerit points before a driver’s 
licence is suspended. Penalty points for a violation are deleted after 4 years from the 
booking date. For professional drivers the respective period is 2 yeas. The licence is 
suspended the first for 6 months. Reaching the sum of 25 point for a second and a third time 
results to 12 month and 5 years suspension of the licence respectively. 

Regarding novice drivers, new stricter penalty points have been proposed. The penalty 
points for experienced and novice drivers are presented in Table 7. Under the existing 
legislation framework, speed in excess of the posted limit by 20-40 km/h results to a penalty 
of 3 points, speed in excess by 40-60 km/h to a penalty of 5 points and speed in excess of 
the limit by 60 km/h or more results to a penalty of 9 points. 

 

Table 7: Proposed new point system for novice drivers  

 
Traffic violation 

Penalty points 
for experienced 

drivers 

Penalty points 
for novice 

drivers 
Disobedience to policeman signs  3 6 
Violation of STOP & sign for parking of drivers with special needs 7 10 
Violation of regulatory signing   5 8 
Outside built-up areas : driving in the wrong direction 7 10 
Inside built-up areas : driving in the wrong direction   5 8 
Illegal parking & violation of yellow lines area in junctions 3 6 
Red light violation 7 10 
Improper driving 3 6 
Illegal position of vehicle on the road 5 8 
Illegal overtaking 5 8 
Driving at a high speed (excess of speed limit by 20-40 km/h)  3 6 
Absence of tachograph 5 8 
Change of direction/lane without warning other road users 3 6 
Dangerous manoeuvres 7 10 
Violation of priority of other road users  7 10 
Improper driving in highways/motorways   5 8 
Improper transport of children  3 6 
Improper behaviour to pedestrians  7 10 
Alcohol concentration in blood : 0,5-0,8 gr/lit  3 6 
Driving under the influence of toxic substances 7 10 
Not giving priority to emergency vehicles  5 8 
Not use of vehicle stopping lights  3 6 
Illegal extra vehicle equipment  5 8 

Source: [14] 
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Police Staff Training 

Training of Police Staff has been another priority area according to the Strategic Plan but 
also to the Police Business Plan. A programme was prepared by the Ministry of Public Order 
for this purpose. Teachers and trainers from the Universities of Athens and Thessaloniki 
among other Institutions were selected from different disciplines, such as Road Safety, 
Traffic Engineering and Planning, Traffic and Speed Management, Legislation, New 
Technologies and Equipment, Enforcement Techniques, Statistics, Psychology, Sociology, 
etc. The majority of traffic police officers and policemen were given lectures in special 
courses that took place in these two Greek cities. A total of approximately 250 hours was 
completed covering some 20 broad subjects. In addition, Traffic Police quarters in the two 
cities were catered by useful material on road safety from researchers and experts in the 
field of road safety. Some of this material was obtained from European research projects and 
from other EU initiatives. 

Other measures 

Other measures include among others, the reorganization of traffic police departments and 
the establishment of new ones, new staffing, acquisition of new equipment (radars & devices 
for alcohol tests) and new vehicles, publicity using leaflets, tv and radio campaigns, 
exhibitions and also visits to schools. During massive car movements (Christmas, Easter 
periods etc) police and the responsible authorities distribute pamphlets and other material 
and also hold press release. Finally, traffic police implements pilot enforcement programs 
along the primary national road network. Details of these programmes are not known yet. 

COMPARISON OF BEFORE-AFTER DATA AND STATISTICS 

An attempt to evaluate the effectiveness of the new Police enforcement programme in 
combination with the other measures and actions prescribed in the Road Safety Plan is made 
in this part, by using all possible available data from the Police records. To do so figures 
about, police checks, violations of certain type and bookings per offence type according to 
the Greek Highway Code are used. The data refer to the whole of Greece and in some cases 
to the area of Thessaloniki. Certain indicators are calculated whenever possible to facilitate 
the drawing of conclusions. 

It must be noted that, as in most EU member states, the enforcement priorities of the Traffic 
Police address speeding, seat belt and helmet use, drinking-driving and reckless driving, 
including close following, red light violation and other overtaking. Specific goals were set by 
the Traffic Police business plan, in terms of enforcement duration, location and time 
selection, and number of vehicle checks at each location. Target figures for alcohol checks 
were also set, mainly in major urban areas during the week day nights and during the 
weekends. Special attention was also given to the holiday periods and to the long weekends. 
However no information is available for the exact targets of the Traffic Police yet. 

Table 8 presents state-wide summary statistics for police checks for the period 1994-2002. 
Two indicators are calculated based on number of police checks – in general and for alcohol 
– and on the number of motor vehicles and passenger cars in Greece. From the table figures 
it is evident that there is a continuous intensification of police checks and hence a higher 
figure for recorded violations should be expected. The evolution in the number of checks 
over time is given in Figure 2 
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Table 9 gives some more details for the police checks in the whole country for years 1999, 
2000 and 2001 such as number of bookings by severity of offence. The inverse trend in the 
change of light and heavy offences is due to a change of the Highway Code and 
reclassification of offences. On the other hand the big differences between 2000 and 2001 in 
the figures of violations and offences is attributed to the police enforcement intensification. 

 

Table 8: Summary statistics for police checks, violations and bookings. Greece, 1994-2002 

Year 

Police 
checks 

for 
alcohol 

Drivers 
checked 

Safety 
belt 

checks 

Helmet 
checks 

Total 
number of 
vehicles in 

Greece 

Indicator 1 
Alcohol checks per 
100.000 registered 

vehicles 

Indicator 2 
Driver checks per 

100.000 
registered vehicles 

1994 4.499 50.035 - - 5.186.695 86,7 964,7 
1995 4.473 47.363 - - 5.517.536 81,1 858,4 
1996 4.451 64.577 - - 5.736.561 77,6 1125,7 
1997 7.341 105.436 - - 6.046.949 121,4 1743,6 
1998 13.646 202.161 - - 6.333.397 215,5 3192,0 
1999 16.415 246.611 60.866 81.205 6.778.374 242,2 3638,2 
2000 22.166 365.388 63.061 81.252 7.034.017 315,1 5194,6 
2001 26.150 710.998 98.486 151.909 7.491.000** 349,1 9491,4 
2002* - 682.224 - - -  - 

*Data only for the period January – August   **Provisional data 
 
 

 

By combining data from those two tables for 
years 1999, 2000 and 2001, it can be seen 
that compliant behaviour has been improved 
between 2000 and 2001, while a reverse 
picture appears for years 1999 and 2000. 
The same Table 9 gives the number of 
bookings for light and serious offences and 
speed violations per police check by 
adjusting the absolute figures by the number 
of checks for every 100.000 registered 
vehicles. 
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Figure 2: Evolution of police checks over time 

 

Table 9: Comparisons of compliance behaviour indicators for years 1999, 2000, 2001 

 
Year 

Bookings 
for Light 
Offences 

Bookings 
for Serious 
offences 

Speed limit 
violations 

Bookings 
 for light 

offences adjusted 
for 100 checks 

Bookings  
for serious 
offences 
adjusted 

for100 checks 

Speed limit 
violations 

adjusted for 
100 police 

checks 
1999 8.209 9.456 117.639 3,33 3,83 47,70 
2000 22.211 8.296 175.075 6,08 2,27 47,91 
2001 36.903 12.561 316.451 5,19 1,77 44,51 

Change 
1999/2000 170,6% -12,3% 40,8 82,6% -40,8% 0,4% 

Change 
2000/2001 66,1% +51,4 80,8 -14,6% -22,2% -7,1% 
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The above figures clearly indicate that between 2000, when the new enforcement started, 
and 2001 there is a reduction in the number of bookings and violations per 100 police 
checks. In other words the cases of non compliant behaviour in relative terms were reduced.  

Concerning year 2002 data (January-August), a number of 26.443 police checks for alcohol 
were made and 682.224 drivers were checked. The respective numbers for the same period 
in year 2001 were 23.216 and 484.817 respectively. It is worth mentioning that the number 
of drivers under the influence of alcohol was reduced by 7,7% in year 2002 compared to the 
year 2001, something which can be mainly explained by the fact that police controls are 
increased all over the country. The total number of accidents was also reduced by 15,7% 
during the same period (first 8 months of 2002 compared to the first 8 months of 2001). 
Finally, Table 10 gives similar figures for years 1999-2002 for the Greater (Metropolitan) 
Area of Thessaloniki by type of violation.  

 

Table 10: Highway Code Violations recorded in Thessaloniki Metropolitan Area (1999-2002) 

Highway Code Violations 1999 2000 1999/2000 2001 2001/2000 2002* 
Speed (Offence) 15.042 16.166 7.5% 25.091 55.2% 29.472 
Speed ((Serious Offence) 5.143 5.871 14.2% 9.155 55.9% 3.711 
Illegal overtaking 2.252 3.253 44.4% 3.784 16.3% 2.748 
Driving in the opposite direction 1.123 1.972 75.6% 2.208 12.0% 1.503 
Red light violation 3.574 5.156 44.3% 6.535 26.7% 4.688 
Violation of priority 43 345 702.3% 401 16.2% 113 
Absence of helmet 5.146 9.028 75.4% 11.553 28.0% 11.85 
Absence of driving license 4.087 7.213 76.5% 7.858 8.9% 4.47 
No use of safety belt 2.89 5.179 79.2% 9.043 74.6% 10.367 
Driving on the left lane  99 90 -9.1% 257 185.6% 306 
Total 39.399 54.273 37.8% 75.896 39.8% 69.212 
Source: Traffic Police data  *data until 31st August 2002 

 

The data clearly indicate that bookings have been significantly increased over time. However, 
since there are no police check figures to adjust them, as it was done for the whole country, 
it is not possible to draw conclusions.  

CONCLUSIONS 

From the available data pertaining both to police enforcement activity and to accident 
statistics, it is clear that a positive relationship between enforcement effort and safety level 
can be established. For Greece, it is perhaps the first time that a systematic reduction in 
accidents and casualties, both fatalities and injuries, is noticed. Though the general feeling is 
that drivers develop less compliant behaviour over time, due to reasons such as high value 
of time or good performance cars, the overall result is definitely an improvement in the road 
safety level. The analysis made previously reveals that the number of bookings per 100 
police checks is getting smaller during the last two years. Similarly the number of speed 
violations is getting smaller, though speeds are nowadays in average higher than they used 
to be in the past. The achieved improvements can be considered as satisfactory, since they 
meet the targets set by the Strategic Safety Plan. Both the fatality reduction criterion (5% 
per year) and the accident reduction criterion (20% per year) were easily met for year 2001. 
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The achieved figures are 8,3% and 23% respectively. One point to mention is that Greek 
efforts were targeted to the speed violators and the drunk drivers, as it is the case in most 
European countries [15] 

It should me mentioned of course that these results are also due to the improved quality of 
enforcement. The intensive training of Traffic Police manpower, along with the measures 
taken from various involved Agencies have created an additive effect in the improvement of 
the safety level.  

When it comes to legal changes, post licensing measures proved to be a useful tool for 
improving driving behaviour of novice drivers. The experience from Austria [16], where the 
introduction of probation resulted in a continuous decrease of accident involvement by 
32,5% in 5 years time within the group of novice drivers, as compared to an average 
decrease of 8,9% in the other groups, is quite encouraging. It is believed that similar results, 
and even better, would be derived once the new regulations about novice drivers (and 
driving testing) will be in force. 
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