PAQ

PEDESTRIAN QUALITY NEEDS
www.walkeurope.org

Country Report
COST 358 Pedestrians' quality needs

ITALY

1. Facts and figures

National Delegates:
Lucia Martincigh

DIPSA - Department of Design and Study of the Architecture,
University Roma Tre, ltaly

Zuzana Simonova

Area Dipartimentale di Psicologia, Azienda Sanitaria Locale
Caserta 1, Italy

Researchers

Serena Baiani
Cosima Piergianni

Collaborator
Alessandra Bramato

Date: 31 July 2007
Status: draft



INDICE

1. Fact and figures 1

I 7Y 4T [ = o] YRR pag. 1
1.1.1Which statistics available and WhiCh YEArs? ...........oooiiiiiiiii e pag. 2
1.2 TransSpOort @nd trAVEI GALA  ......eeiiiiiiii ittt et e et e e e e pag. 2
0 A L T T N 1= 1110 o PP PPPPS pag. 2
1.2.2 Car fleet and MOTOMZALION .......cciioiriieieiitiii ettt s e e e e e e e e e snne s pag. 7
G B I = 1 011 oL o TP PP PP PP pag. 9

1.2.4 USE Of PIIVALE CAI ...iiiiieiiieiiiiieetiitit s e s s e s e e e e e e e e e et et et et e et ee e e e stete e aaesaas e aeseaeeeaeaaaeaeaaaeaeaeaeeeeeennnnnes pag. 13
1.2.5 RAIWAY TrANSPONT .....eeeeeiiiieiiie ettt ettt ekttt e ettt e sk et e e s ab e bt et e e ab et e e abb e e e e s e s pag. 14
1.2.6 LOCAI PUDBIIC TFANSPOIT ...ceeiiiiiee ettt e ekt e bbbt e bbb e b e e e pag. 15
1.2.7 Passengers OPiNiON ON frANSPOIT. .. ... .ttt e e et et et e et e e et e e e e een e reeaes pag. 18
1.2.8 The general frame of mobility as integration of more informative SOUICes ...........cccoovveeeiriiiieeennns pag. 26
1.2.9 The daily moving for Work and StUAYING .........eueeieiiiioiiiiieee e eea e pag. 26
I KO O 1= o) (= o PSSP PPPPPRPR pag. 33
2 I Y= o) o7 - o R EPPRRRR pag. 37
1.2.12 Use 0 buses, trolleybuses and trams ..........cccuuuiiiiiiiiiee e e e e pag. 39
1.2.13 DIffiCUItY 10 TEACH SEIVICES ....cieieiiieiiiieet ettt nb et e e e pag. 43
1.2.14 Which StatiStiCS @aVaIlAhIE? ........cooiiiii et e et e e pag. 47
R ST @fo | =Tox 1T o I 0 0= 1 T To oSO PRST pag. 47
G I I T o Lo 0 L PP PR PSRRI pag. 47
1.3.1 Resident BUIAINGS IN TEAIY ...ovveeiiieeie e e e a e e e e e e e e e e e e e e aaeaees pag. 48
1.3.2 COMMEICIAI CENEIES ... e e e e e e e e e e e e e e e e e e et e e e e ae e et e rsranan e s pag. 50
R 0 0 Yod T T £ pag. 50
R Y= 11 =T 0 =T ) pag. 51
1.3.5 Which statistics available and WhiCh YEaIS? ........c..ocoiiiiiiiii e pag. 52
1 | pag. 52
1.4.1 ODESIty AN OVEIWEIGNT.....cci itk b e e e e e pag. 55
1.4.2 Estimation of the number of diSable PErSONS ........cooiiiiiiiiiii e pag. 56
1.4.3 Which statistics available and WhiCh YEArS? ...........oooiiiiii e pag. 60
S 14T o<1 oo 1 o o [PPSO PPPPRPRRPP pag. 60
1.5.1 Mass Media and rEATING .......uuuiiiiiiieee e e e ittt e e e e e e e s e e e e e e s e e st e e aeraaea e s s e et raaaaaeaanas pag. 60
T2 =T 1T U = 1 SRS pag. 62
TG B o] T - £SO PSRRRRR pag. 65
R0 Ao Tod =Y I = g £ o] 0 = U o) oSSR pag. 66
1.5.5 Which statistics available and WhiCh YEars? ........cooi e pag. 69
R SIS T (= PRSPPI pag. 69
1.6.1 ROAd ACCIAENT SEALISTICS ...ttt e e e e e e ettt e e e e e e e e e e nbereeaaaaeaeans pag. 69
1.6.2 Where aCCidentS NAPPEIN .. ...ttt e e e ettt e e e e e e s e e annb e e e e e aeeeaaas pag. 70
1.6.3 TEMPOTAIY @QNAIYSIS ..ottt ettt e e e e e e e bbbttt e et e e e e e s o e e b et bbb e ettt eeea e e e s e e abbbeaeeaaaaaeeanns pag. 71
1.6.4 How and why accidents happen (the nature of accidents and presumed Causes)............cocvveeenne pag. 73
1.6.5 Who are involved: drivers, passengers and Pedestrians ..........ccueveeriiiieeriiiiiiee e pag. 76
1.6.6 ACCIAENT COSES STALISICS ..v.eieiiuriiiieiitiii ittt ettt e et e et e e e e e st e e e e e sn e e e e e aabereeeees pag. 82
1.6.7 Which statistics available and WhiCh YEars? ..o pag. 83

1.6.7 Nota Metodologica/ Collection Method ...........ccoo oo e pag.

83



Country Report

1. Fact and figures

1.1 Demography

The resident population in Italy has been increasing constantly in the last century, as show
Censuses presented the graph below (Thousand of people, Censuses 1911-2001).

Graphic 1.1.1 - Thousand of people, Census 1911- 20 01
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The last Census in 2001 indicates that there are 56.996 inhabitants (93,8 males every 100
females), equal to 22 millions of families, 1,3 millions of foreigners, 27 millions of residences.

The data has been updated in 2005 indicating further increase of resident population equal to
58.751.711 inhabitants. The calculation is effected on the base data referred to natural movement
(inscription for birth, cancellation for death) and migration. The increase of resident population in
2005 is almost exclusively due to the migration from abroad.

Italy is one of the most heavily populated countries in Europe with a density of 190 inhab./sq.km.
The population is irregularly distributed, therefore the density can reach much higher levels in
some parts of the country; this seems to be a direct consequence of the strong attraction exerted
over the last few decades by small and medium-size urban centres. Almost 30% of the population
in Italy is concentrated in about 50 centres with over 100.000 inhabitants and the overall urban
population amounts to roughly two thirds of the total. The rural population, which, at beginning of
the last World War, accounted for practically half of the total population, has been gradually
declining with the massive increase in urbanization and drift from the countryside, influenced by the
urban way of life, which has levelled what were once marked differences between town and
country. The geographical distribution of resident population for 2000 shows that there is slightly
major density of inhabitants in the North.

Table 1.1.1 — Resident Population for geographical  area January 2005

Nord 26.469.091
Centro 11.245.959
Mezzogiorno 20.747.325
Italia 58.462.375
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According to the data collection of Census 2001, 51.4% of the total population was female and

48.6% male. See tables 2:

Table 1.1.2 — Resident population for gender

sex resident population (2001) |resident population (1995)
male 28.094.457 |48.6% 27.817.419 |48.5%
female 29.749.160 |51.4% 29.515.577 |51.5%
tot. 57.844.017 |100% 57.332.996 |100%

The projection for next decades indicate increasing trend till 2010. From 2020 there is foreseen a
consistent decrease of the population. See table 3:

Table 1.1.3 — Population trend

2020 2030
58.123.359 | 57.063.208

2040
55.292.447

2050
52.253.493

2001
57.844.017

2010
58.565.211

Age\Year
TOT

1.1.1 Which statistics available and which years?

The National Institution of Statistic (ISTAT) renders available recent official dates on the residential
population in the Italian municipalities coming from the Registry Offices; the interrogation permits to
reconstructs personalized tables (resident population for gender and geographical area, resident
population for gender and age from 1982). Earlier data on the population are available only for total
population. It is possible to find also information on the principal demographical phenomena like
rate of nativity and mortality, the prevision of resident population for gender till 2051.
http://www.istat.it

http://www.census.gov/ipc/www/adbsprd.html

DiPSA — UniromaTre — Italy, PROMPT

1.2 Transport and travel data

1.2.1 Road network

The road network (roads and highways) discharges a central role in the transportation system of
the country. In fact, the main part of goods and people transportation uses the road network and it
represents an important element of connection between the territory and the multi-way knots of
transportation (ports, airports, stations, goods centres). At the same time, the national road
network presents want of balance in terms of quality, security, endowment levels and congestion.

In the 2002 the road network consists of 6.487 km highways, 350 km of highway connections,
21.872 km of state roads, 23.824 km regional 119.644 km of province road. Beside this road
network considered as principal, there are municipal road network, which amounts, for the year
1999, to 668.669 km (171.779 of city road, 312.149 of extra municipal road 184.745 of
connecting), in according to the Ministry of Infrastructures. It's possible to understand the evolution
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of Italian road network with the following table of graphic, where the length of the various
categories of roads is given in Km and in various years.

Table 1.2.1 - Road network for the typology - year 1994 - 2002 (in kilometres)

#

Fonte: (a) ANAS (b) Ministero Lavori Pubblici

Graphic 1.2.1 - Evolution of Italian road network — 1995/2001
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The observation of the evolution of some indicators in the period 1995-2002 reveals a relevant
increase of the whole traffic park (+16,5%), especially on the highway (+25,6%, in terms of
vehicles per km), which corresponds to limited increase of road network (+0,6% for highways, -
1,7% for state roads and 4,5% for provincial roads).
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Table 1.2.2 - Variation in the circulation of car f

1999

leet and of traffic in highways - year 1994 -1998/1  995-

VEICOLI

Variazione %
1998/1994

Variazione %
1999/1995

Variazione %
2002/1995

Parco veicoli circolanti (a)

6,4

7,2

16,5

Autovetture circolanti (a)

54

55

11,2

Traffico autostradale (veicoli-
km) (b)

11,9

12,2

25,6

Fonti: (a) ACI (b) AISCAT

Table 1.2.3 - Regional road network for typology -  Year 1998 (in kilometres)

$ %!

&

(%"

#11 )

&!

g+

0

% %)!

# 1

%"

3 " | ##

Fonti: ANAS e Ministero dei Lavori Pubblici

To analyze and to interpret the availability of road infrastructures on territorial level, it is necessary
to use some indicators as a whole, in order to eliminate the influence of the diversity in surface, in
the population and in the number of vehicles circulating in different Italian regions.

For that reason the next table reports the most utilized indicators (the relation among road
widespread, the surface, car fleet and population). The indicator correlating highway network and
total roads network introduces a qualitative measure of the road network.

The analysis of such as indicators indicates that the territory diffusion of the road network presents
a huge deviation from the national medium value: the rate of road network in relation to the surface
(intensity) varies from 7,8 for Valle d'Aosta to 26,3 for Liguria; the relation between circulating
vehicles and road extension is particularly elevated in Lombardy (1.383,9), in Lazio (1.102,9) and
in Campania (1.052,5), while in Basilicata (146,8) e Molise (171,2) the values are minimum; the
density of the road network (relation between the extension of the network and resident population)
varies from 44,2 in Lombardy reaching maximum value in Basilicata (336,8) e del Molise (300,0).
There are also differences in the quality of the road: in Sardinia there are no highways, while in
Valle d’Aosta 39,8% of all road are highways.
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Table 1.2.4 - Principal indicators of the road netw

ork in Italy for Regions — Year 1998
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Fonte: elaborazione su dati ANAS e Ministero dei Lavori Pubblici

The analysis of road network in the period 1990-2003 outlines a substantial stability of the road
network consistency. In the end of 2003 the Italian road network (with exclusion of municipal
roads) has reached 172.843 km, which means an increase as regards to 1990 of 7,6 per cento)
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Fonti: ISTAT, Statistiche dei trasporti, anni 1999 e 2000
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To compare the data on European level (highways and state road), indicators permitting to

measure the consistency and the quality of road network has been constructed.

The table below outlines that Italian road networks is in line with medium European values: in fact
its highway network is the third widest after Germany and France and its state road network is the
largest in Europe. Therefore, Italian road network (highways and state road) surpasses the
European medium value in relation to both, the number of inhabitants (91,5 as regards to
European medium value of 72,3) and the land surface of the country (17,4 as regards to European
medium value of 8,3). The rate of highways accounts for 12,3% of the total road network and is

slightly inferior in comparison with the European medium value.

Table 1.2.6 - Highways, state road and some indicat

EU - Year 1996

ors of road network in some European countries-
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Fonte: Eurostat
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1.2.2 Car fleet and motorization

The composition and evolution of the vehicle park is clearly shown in the following graphic.

Graphic 1.2.2 - Composition and evolution of the ve hicle park
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The table below presents the number of registered vehicles for typology — Years 1990-2002

Table 1.2.7 - Number of registered vehicles for typ

ology — Years 1990-2002

ANNI Autovetture | Autobus | Autocarri | Trattori | Motocicli [Motocarri Totale

merci stradali
1990 27.415.828 77.731 | 2.348.992 | 67.780 | 2.509.819 | 464.852 | 32.885.002
1991 28.434.923 78.649 | 2.447552 | 72.069 | 2.543.186 | 462.575 | 34.038.954
1992 29.429.628 | 78.179 | 2.531.813 | 74.135 | 2.560.037 | 456.300 | 35.130.092
1993 29.652.024 76.974 | 2.569.008 | 75.028 | 2.526.761 | 444.125 | 35.343.920
1994 29.665.308 76.076 | 2.637.884 | 75.564 | 2.539.835 | 433.255 | 35.427.922
1995 30.301.424 | 75.023 | 2.708.801 | 79.631 | 2.530.750 | 415.665 | 36.111.294
1996 30.467.173 | 83.182 | 2.999.804 | 94.759 | 2.579.926 | 424.092 | 36.648.936
1997 30.741.953 | 84.177 | 3.072.031 | 97.507 | 2.612.390 | 417.593 | 37.025.651
1998 31.370.765 | 84.822 | 3.151.411 | 100.500 | 2.737.366 | 409.009 | 37.853.873
1999 31.953.247 | 85.509 | 3.217.060 | 106.800 | 2.967.906 | 396.759 | 38.727.281
2000 32.583.815 | 87.956 | 3.377.573 - 3.375.782 | 390.097 -
2001 33.239.029 | 89.858 | 3.541.545 - 3.732.306 | 382.149 -
2002 33.706.153 | 91.716 | 3.751.699 - 4.037.480 | 368.387 -
Variazione
2002/1991 18,5 16,6 53,3 - 58,8 -20,4 23,6

Fonte: Automobil Club d'ltalia
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From 1995 to 2001 the composition was in thousands as follows (CNT — Transport National Count
data):

Graphic 1.2.3 - Composition vehicles for typology i n thousands
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Between 1991 and 2002 there was a continues increase of the number of vehicles; in particular
tractors increased by 84 per cento, motorcycles by 58,8 per cento, commerce vehicles by 18,5 per
cento. In the same period the number of vehicles for inhabitant is augmented in higher level
(measure) than the national internal product pro-capite.

The number of registered vehicles increased consistently in the first 90', while in the year 1993 and
1994 a fall, due to the economical crisis, was registered; in the next period 1998 — 2002 the
constant increase in vehicles continued. Taking into account the modest increment of the
population in the same period, the rate of vehicles increased from 474,8 to 554,0 for every 1000
inhabitants, the number of motorcycles increased from 43,5 to 51,5 for every 1000 inhabitants and
the commercial vehicles increased from 40,7 to 55,8 for every 1000 inhabitants.

Table 1.2.8 - Vehicles circulating for category —y  ears 1990-2002 (for 1000 inhabitants)

ANNI Autovetture Motocicli Autocarri Totale veicoli
1990 474.8 435 40,7 569,5
1991 501,0 44,8 43,1 599,7
1992 516,7 449 44,4 616,7
1993 519,0 442 45,0 618,6
1994 518,0 443 46,1 618,6
1995 528,5 44,1 47,2 629,9
1996 530,2 449 52,2 637,8
1997 534,1 45,1 53,4 643,2
1998 5445 47,3 54,7 656,7
1999 554,0 51,5 55,8 671,4
2000 564,3 58,5 58,5

2001 574,6 64,5 61,2

2002 582,7 69,8 64,9

Fonte: Automobil Club d'ltalia
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The confrontation of the vehicle park on regional level permit to observe that the south of Italy has
a lower rate of motorization as regards to central and northern parts, with values passing from
452,5 vehicles for every 1000 inhabitants in Basilicata and 448,9 in Calabria to 1.016,8 in Valle
d'Aosta. The motorcycles pass from 31,4 for every 1.000 inhabitants in Basilicata and 34,2 in
Molise to 131,1 in Liguria e 122,9 in Valle d'Aosta. The data evidences the change of the families’
capacity to spend for cars and motorcycles on territorial level.

Table 1.2.9 - Vehicles circulating for category and

region - Year 1999 (for 1.000 inhabitants)

REGIONI Autovetture Motocicli Totale veicoli
Piemonte 611,9 57,6 746,6
Valle d'Aosta 1016,8 122,9 1350,2
Lombardia 580,1 59,4 702,2
Trentino- Alto Adige 526,1 61,9 653,9
Trento 504,0 55,4 621,4
Bolzano 547,7 68,1 685,6
Veneto 567,7 49,8 683,3
Friuli-Venezia Giulia 591,8 59,6 709,3
Liguria 503,3 131,1 684,3
Emilia Romagna 609,3 64,1 748,9
Toscana 594,3 78,3 739,4
Umbria 618,0 63,3 746,7
Marche 588,4 66,6 726,8
Lazio 615,8 53,9 721,8
Abruzzo 535,3 45,8 643,9
Molise 468,8 34,2 569,8
Campania 502,4 53,3 599,7
Puglia 4552 43,0 540,8
Basilicata 4525 31,4 539,8
Calabria 458,9 45,2 555,0
Sicilia 509,0 58,9 616,7
Sardegna 498,5 40,4 592,2
Italia 554,0 58,3 671,4

Fonte: Elaborazione su dati dell’Automobil Club d’ltalia

1.2.3 Transport

Transport in Italy consumes considerable resources each year, corresponding in value to 33,18%
of the national total consumption of energy; yearly the national consumption of resources
subdivides in the following proportions, depending on the employed energy source or on the use.

Here, as measure unit, is used P.E.T.10° (Petrol Equivalent Ton).
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Table 1.2.10 — Consumption of energy for different sources and use

Solid fuel Natural gas il Electric Total
energy
Industry 5 14,9 6,7 10,3 36,9
Transportation 0 0,2 36,9 0,7 37,8
Other uses 1,1 18,9 11 10 41
Non energetic | 0,2 1 9,2 0 10,4
uses

(CNT- Transport National Count data)

In the transportation field it has the following subdivision of the energy resources (CNT data).

Table 1.2.11 - Consumption of energy for road trans portation for every energetic resource
(P.E.T.x10%

Year 1992 1993 1994 1995
Natural gas 214,5 216,2 229,4 244,2
Ol 15908,6 16586,9 17036 17713,5
Gas ol 15254 15158,2 13962 14504,4
GPL 1305,7 1423,4 1469,6 1625,8
Electric energy 60,4 63,6 66,9 61,9
Others 0 0 0 0

About 61,49 % of goods transports takes places on roads, as does 85,83% of all people transport.
Road traffic in the national roads system is changed as it follows — table 1.2.12:

Table 1.2.12

Goods People

traffic traffic
Period 1990/95 1990/95
Average +1,44 +2,06
yearly rate

The satisfied demand of transport is in constant increase and transformation: between 1990 and
1998 the internal transport passed from 146.021 t0152.049 millions of passengers-km, with the
increase of 4%. The major increase was registered in air transport (28,5%), while both the
collective urban transport (-4,8%) and railway transport (-9,7%) have registered a reduction,
despite the attempts of national authorities to reduce private transport increasing the public one.
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1.2.13 - Total internal traffic of passengers for t

passengers per km)

ransport mode - Years 1990,1998

(in millions of
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Fonte: Ministero dei Trasporti e della Navigazione

(a) Ferrovie dello Stato
(b) E.N.A.C.

Between 1995 and 2002 the transport services of persons (Table 1.2.14) have registered a total
increase of 11,5 per cento. The internal distribution of different mode of transport presents
consistent differences: air transport increased of 44,7 per cento, the railway transport and public

transport increased respectively only of increase only of 6,4 per cento 11,2 and 12,5 per cento.
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Table 1.2.14 — Transport services of persons —year  1995-2002

Taveola 7.1 — Traffico interno di passeggeri per modo di trasporto (a) - Anni 1995,
=i

The amount of urban traveller traffic is expressed in million of km covered by all travellers yearly,
as it's possible to see in the following list and graphics (CNT — Transport National Count data).

Table 1.2.15 - Urban traveller traffic (million of ~ km)

Year Public Private transportation
transportation

1990 16.186 58.2717

1991 17.020 59.5927

1992 16.645 64.3901

1993 16.040 64.5568

1994 16.112 66.1518

Graphic 1.2.4 — Urban traveller traffic (million of km)
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The 13" ISTAT (1991) census gives the following percentage of distribution of total traveller traffic
depending on the most common modes of transportation in urban areas.

Graphic 1.2.5 — Distribution of transport demand am  ong various modes of transport

Distribution of transport demand among various mode s of transport

Cars Pedestrians Buses Motorcycles Railw ays

1.2.4 Use of private car

In metropolitan areas, citizens make use of car less frequently than in smaller municipalities. It is
worth stressing that: Verona and Florence have the highest percentage of car users, Naples and
Venice have the highest percentage of people who do not use cars.

Table 1.2.16 - People, above 18 years old, who freq uently use the car, depending on municipality type
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1.2.5 Railway transport

In 2002 the passengers of National Railway (Ferrovie dello Stato) were 491,9 millions with the
increment of 1,9 per cento as regarding to the precedent year. Such as increment is a result of two
opposite trends: a decrease of long and medium transport distance (-3,0 per cento) was
compensated by the increase of regional and local transport (2,7 per cento).
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Table 1.2.17 - Passengers of National Railway

Tavola 7.2 - Traffico delle Ferrovie dello Stato (a) - Anni 1995-2002 (in migliaia di passsggeri)

AN e ape ' ; to alf'ann Totale

In 2002 the number of passengers per km ( 45.956 millions) has been reduced by 1,7 per cento as
regarding to the previous year due to the reduction of the long and medium distance transport (-4,8
per cento).

AMNI

1.2.6 Local public transport

The Italian public transport is passing through a deep economical and managerial crisis. With the
legislative decree n. 422/97 there was an attempt to introduce new organizational criteria
conferring on the Regions and end Local Administrators functions and tasks in the matter of local
public transport. The new left oriented Government settled in 2006 is strongly motivated to
modernize public transport to resolve a serious inefficiency of the service, which has produced a
fall of the demand favouring private motorization and worsening the problems of pollution and
traffic.

From the statistical point of view there are available the data relating to urban and extra urban
public transport of passengers by coaches trams/buses, underground and railways.
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The crisis of the public transport sector is clearly visible from the data analysis referred to the
demand of transport denunciating a strict drop of this typology of service. Only from 1995 it is
possible to observe some light increase in terms o passengers for km.

Table 1.2.19 - Passengers utilizing the local publi ¢ transport for typology of service - Years
1990,1995-2002 (millions of passengers and passengers-km)
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Fonte: Ministero dei Trasporti e della Navigazione
(a) Dati provvisori

Regarding the distribution of the urban transport demand, more than 50% of all passengers come
from only three regions: Lazio, Lombardy and Emilia Romagna. The extra-urban transport is
distributed more homogenously on the entire territory.

Table 1.2.20 - Principal indicators of traffic for service of urban public transport - Year 1996
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Table 1.2.21 - Principal indicators of traffic for

service of extra-urban public transport - Year 1996
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(a) Dati 1995

The Ministry reveals data relating to the use of coaches, trams and undergrounds, collected mainly
by companies offering transport services in urban context: the tram service registers a constant fall
of passengers, while underground transport, more responding to the demand of efficient transport,
registers a continues increase of satisfied demand. The offer of this later means of transport is still
insufficient respect to the users’ need; in fact this mode is present only in Milan, Rome, Genoa and

Naples.
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Table 1.2.22 - Passengers transported by tram — Yea rs 1990.1995-2002 (in millions)
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Fonte: Ministero dei Trasporti e della Navigazione
(a) Dati provvisori

Table 1.2.23 - Passengers transport by underground - Years 1990,1995-2002 (in millions)
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1.2.7 Passengers opinion on transport

The date of the National Observatory AUDIMOB on the urban mobility for 2006 indicates that the
total demand of the mobility is increasing especially for extra-urban mobility; the length and the
medium duration of travels have increased as well as the amount of fuel consumption for
transportation in passenger * km (+14,8% respect to 2005), while a modest contraction is observed
for the number of total trips in line with the value of 2004. (Graphic 1.2.6)

Graphic 1.2.6- Dynamic of mobility demand ~ © (trips and passengers*km)
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Fonte: Isfort, Osservatorio “Audto’ sulla mobilita degli italiani
“Dati riferiti alla mobilita feriale complessiva,hana ed extraurbana
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On the contrary the dimension of urban mobility tends to decrease: short trips (up to 10 km) remain
preponderant reducing their weight (from 79% of total in 2005 to 73,8% in 2006.

Table 1.2.24 — The repartition of trips for length  (val. %)

2006 2005 2004 2000
Urban trips (up to 10 km) 73,8 79,0 82,3 79,8
Medium distance trips (10-50 km) 23,3 18,7 16,6 18,1
Long distance trips (above 50 km) 2,8 2,3 1,0 2,1
Total 100,0 100,0 100,0 100,0

Fonte: Isfort, Osservatorio “Audimob” sulla mobilita degli italiani

Concerning the totality of motorized urban transport, the quote of trips made by public transport
has decreased in 2006 reaching the critical threshold of 10%, which represents the lower point
from 2000. (Graf. 1.2.7).

Graphic 1.2.6 — The urban market of motorized mean s of transport (quotes % trips)
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Fonte: Isfort, Osservatorio “Audimob” sulla mobditdegli italiani

The data related to the new matriculation of automobiles reported by the ACI (Automobile Club
Italia) shows unequivocally that the market of private cars is strongly increasing with the augment
of +4,8% of new cars in 2006 respect to 2005. The beginning of 2007 signs further increase of
+3,7% cars in January and +4,3% in February, respect to the same months in 2006.
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The inclination to use more public transport

The date of 2006 reveals the inclination (in terms of willingness) to use more public transport,
nonetheless the predominant general orientation does not vary in the principal means of travelling
(about 70% of responds is thickened on the indication “not modified”).
In comparison to 2005 the potential dynamism of interviewers in favour of diverse organization of
travel means, in particularly in favour of public transport, does not change substantially: on the one
hand the stability of modal choices prevails, on the other hand, who wants to change the current
balance, the desire is to let the car at home taking some public transport. However, such as
propensity is not translated into concrete “fact”. It is possible to observe regions where the public
transport is not used at all. The graph 3 synthesises the orientation expressed by interviewers in
2006 (there were two possible answers):
the quote of those denouncing not-existence of public transport as an alternative of private
transport (18% versus 20% of 2005) is substantially stable;
factors like “time” and “accessibility” are indicated as critical points of low attractiveness of
public transport respect to private transport increasing their weight (in particular motivation
regarding time is indicated by 38,4% interviewers versus 31,2% in 2005).
In fact the capillarity of the service, the frequency of runs and the speed represent the weakest
points perceived by the potential users of collective transport.

Graphic 1.2.8 — The prevalent regions not using pub lic transport(*)
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Fonte: Isfort, Osservatorio “Audimob” sulla mobéitdegli italiani
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The indexes of satisfaction for urban public transp ort

The positive signals for urban mobility comes from indicators of perceived quality of the public
transport.

After 2005 considered as annus horribilis for public transport, in 2006 the means of public transport
(bus, tram, underground) register positive movements in the index of satisfaction. Altogether the
liking of public service for buses and trams have increased to 6,25% (scale 1-10) (6,11 in 2005)
and for undergrounds 7,14 (6,94 in 2005).

Graphic 1.2.9 — The satisfaction for the use of pub lic transport in different urban context ( 1-10)
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Fonte: Isfort, Osservatorio “Audimob” sulla mobgitdegli italiani

The average values assigned to buses and trams by citizens living in medium and big cities (Graph
5) have increased above sufficiency ( 6,07% in 1-10 scale, against 5,88% in 2005 and 6,04% in
2004 ) thanks to the increment of users, which are very satisfied with the service ( the 23,3%
assigned values from 8 to 10, in 2005 they were only 18,2% ).

The performance of undergrounds is perceived also as positive and the index of satisfaction has
increased to 7,19% ( 6,86% in 2005 and the 6,51% in 2004 ). The quota of very satisfied is
doubled arriving to the 47%.
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Graphic 1.2.10 — The saisfaction of transportin md  dle and big cities (val. % and medium 1-10)
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Resumption of ecologic mobility and consolidation o f inter-mobility

Positive dynamics have been observed in 2006 for the demand of alternative transport solutions
(bicycles and combination of different transport means). 2006 has been favourable in particular for
“ecological” mobility.

Altogether the trips in cities by walking and cycling has been above 1/3 (33,9%) of the total, which
is the highest level from 2000. Walking has increased in 2006 (28,1% of trips respect to 26,3% in
2005). Significant is also the expansion of cycling: 5,8% of all trips has been covered by cycling
with the increase of 4,8% respect to 2005. The bicycle is used especially in small centres (6,4% of
trips in municipalities with less than 100.000 inh.) rather than in medium and big cities (4,6% in
municipalities with more that 100.000 inh.). The use of bicycle in big cities (2,7%) has remained at
low level.

Table 1.2.25 — The weight of “ecological” urban mob ility (quota % of trips)

2006 2005 2004 2000
Spostamenti a piedi 28,1 26,3 27,2 26,2
Spostamenti in bicicletta 5,8 4,8 2,2 4,4
Totale 33,9 31,1 29,4 30,6

Fonte Isfort, Osservatorio “Audimob” sulla mobilita degli italiani

Low level of cycling in metropolitan area, where is nevertheless more intense experimentation with
sustainable means of mobility, indicates an insufficient attention for this ecological means of
transport both by Administrations and citizens.

Regarding inter-modal trips made in combination of different means of transport, they absorb a
quote of 3,9% of motorized transport in huge cities increasing to 7,2% in terms of passengers*km .
Regarding combined transport in huge urban areas, the role of collective mobility is preponderant:
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about 3 trips of 4 are made using public transport, while the rest of 25% - potentially a value in
increase — is made in combination of private and public transport.

Table 1.2.26 —The weigh of urban trips made in comb  ination of different transport means (val. %)

Citta con oltre 100.000 | di cui:
Totale abitanti Grandi citta
2006 | 2005 |2000 |2006 |2005 |2000 |2006 |2005 |2000
Spostamenti 1.3 1,0 11 29 2,7 2,4 3,9 3,8 3,3
Passeggeri-km 2,2 2,5 2,2 5,5 5,6 4,5 7,2 7,8 6,0

Fonte: Isfort, Osservatorio “Audimob” sulla mobilita degli italian

Segmentation of the demand to amplify transport se rvices: the examination of young
people and elderly

The current offer of public transport presents evident problems regarding the “accessibility” and
“flexibility”, which have negative effect especially on two segments of transport demand, young
people and elderly.
The analysis has been conducted by statistic elaboration of the use of public transport as well as
by some questions ad hoc finalized to express better both the behaviour and the evaluation on
public transport (Graph 9).
The following are the results of young people (14-35 years old):
the use of new technology to enhance the level of information on transport services gathers
huge adhesions: one of three interviewers prefers the installation of electronic devices at
the stops to know the arrive of transport; 17,1% consider useful rapid information to reach
destination with public transport through internet; 11.4% wants visual (display) and audible
signs on the boar of public transport to know the name of the stops.
young people require more flexibility of services during evening and night hours and the
covering of peripheral zones: 23,7% of young people want more transport and more
services “on call” especially during the night.
the second more requested demand is the reduction of crowding (25,1% of indications),
while noise and air condition of transport means is less important .
there is an indication regarding to reinforce services for special events ( festivals, concerts,
football matches)

The profile of elderly (over 60) is obviously different nonetheless there are important similarities
with those under 35 (Graph 10). For example the question regarding major information at the stops
to know the exact time of arrival of buses and trams obtained 30,8% of consensus. Elderly have
preferred also the reduction of crowding in public means of transport (25,6%), the availability of
seats at the stops (15,8%), air condition on the board of transport means (14,3%). Less important
is the improvement of night services.

The issues regarding “information of exact time of departure” and “improvement of services toward
commercial centres” have been perceived as a priority as well as the reduction of crowding.

What about the tendency to increase the use of public services and the availability to pay for it?
(Graph 11)

About 3\4 of elderly have declared their availability to pay a little bit more for additional services or
improvements, while 26,3% is available to use more public transport on the condition that prices
remain the same. The 12,4% have affirmed the interest to use public transport only in case of price
reduction. The rest quarter of interviewers has no intention to use public transport.
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The answers of young people have maintained the same orientation expressing considerable
availability to increment the use of public transports - some of them even paying more; however
the level of the adherence is a little bit lower than for elderly. In particular, the percentage of those
willing pay more for additional services have dropped to 21,3% advantaging those requesting the
same price conditions (33,6%) or price reduction (17,1%). About 25% have expressed no interest
to increase the use of public transport services.

Graphic 1.2.11 -The preferences of young people (14  -35 years) regarding eventual specific measures
of improvement of public urban transports ) (val. %)
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Fonte: Isfort, Osservatorio “Audimob” sulla mobilita degli italiani
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Graphic 1.2.12- The preferences of elderly (60-80y ears) regarding eventual specific measures of

improvement of public urban transports
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Altogether, the analysis shows a good availability of the two groups to use more public transport in
the future if the organization satisfy appropriately the desired improvement of services. Further
exploration with more appropriate instrument of analysis is needed to understand the differentiation
of offered transport services in relation to their attractiveness and effective use.

1.2.8 The general frame of mobility as integration of more informative sources
The mobility from the point of view of families

The data of transport companies offers significant and important information on the persons’
mobility (number of passengers, amount of passengers per km, the typology of journey etc) but do
not offers indications nor on the private transport nor on the characteristics of the passengers and
motivation of their journey. Therefore it is necessary to integrate the information coming from the
companies with surveys on families, which permit to know the demographical and occupational
characteristics of the passengers indicating more clearly diverse components of mobility (journeys
from and to school and work, medium and long distance journeys etc.) and analyzing the
motivation of journeys (tourism, journey to work rather than for hobbies etc).

Table 1.2.27 - Total internal traffic of passengers  for typology-Years 1990 - 2002 (in millions of
passengers-km)

< 6 6 7&% * 6 7&% * ) * "8l
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1.2.9 The daily moving for work and studying

In 2003 more than 31 millions of Italian have moved to reach the place of study or work: 10 millions
of them are pupils and students (including children attending kindergarten) and more than 21
millions are workers.

The age and the occupation determinate both the mode of transport and the time spent for journey.
In fact, important differences emerge no only for students and workers but also for children
attending primary schools and students attending secondary schools and universities.

The time necessary for trips for studying varies strongly in relation to age and the type of school:
the time spent for transport is sufficiently maintained for children attending kindergarten and the
school of oblige (82,9 % reach the school till 15 minutes), while is prolonged for students of
secondary schools and universities (31,1% imply more than 30 minutes).

The serious problem consists in the fact that those attending the school of oblige and kindergarten
move prevalently in cars: children till 5 year are accompanied frequently at schools in cars (54,8
per cento) and only with increase of the age also other modes of transports are used. The students
of secondary schools and universities (which utilize in 84,9 per cento of cases some means of
transport to reach the school) move prevalently by buses, trams, trains and also by cars as drivers.
With increasing age male and female students differ their transport behaviour: the former begin to
use a car (as a driver), the later opt more frequently for public transport (especially pullman, tram
and bus).

26




Table 1.2.28 - children attending kindergarten and students till 34 years for eventual modes of

transport used to move for school sites and univers ities — Years 1993 — 2003 (for 100 children and

students which leave their homes to reach schools)

Prospetto 1.1 = Bambini dell'asilo, della scuola dell'infanzia e studenti fino a 34 anni per eventuali mezzi di
trasporto utilizzati per andare a scuocla o all’'universitd = Anni 1993-2003 (per 100 bambini & studenti
che -asa per andare a scuola o all'universita)
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Table 1.2.29 - children attending kindergarten and students till 34 years leaving their homes to reach
their schools and universities for mode of transpor t, prevalent hour and time spent for travelling —
Years 1993 — 2003 (for 100 children and students which leave their ho mes to reach schools)

Prospetto 1.3 = Bambini dell'asilo, della scuola dell'infanzia e studenti fino a 34 anni che escono di casa per andare

a scuola o all'universiti per modalitd di spostamento, orario prevalente e tempo impiegato = Anni
1993-2003 jper 100 bambini e studenti che escono di casa per andare a scuola o all universita)
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Table 1.2.30 - Children attending kindergarten and students till 34 years for eventual means of
transport use to reach schools and universities, ti me spent for travelling, sex and age group — Years
2003 (for 100 children and students of the same sex and age group, which leave their homes to reach
schools and universities)

Tavola 1.1 = Bambini dell'asilo, della scuola dell'infanzia e studenti fino a 34 anni per eventuali mezzi di trasporto

utilizzati per andare a scuola o all'u rsitd, tempo impiegato, sesso e classe di eta = Anno 2003 (per
100 bambini e sfudenli dello sfesso
all'universita)
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Table 1.2.31 - Children attending kindergarten and students till 34 years for eventual means of
transport use to reach schools and universities, ti me spent for travelling, Region, geographical
repartition and type of municipality — Years 2003 (for 100 children and students of the same sex and
age group, which leave their homes to reach schools and universities
Tavela 1.2 - Bambini dell'asilo, della scucla dell'infanzia e studenti fino a 34 anni per eventuali mezzi di trasporto
utilizzati per andare a scuecla o all'universita, tempo impiegato, regione, ripartizione geografica e tipo
di comune = Anno 2003 (per 100 bambini e studenti della stessa zona che escono di casa per andare a

scuola o all'universita)
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The workers (which use some mode of transport in 86,6 per cento of cases), as regards to the
students, tent to use even more frequently their cars (68 per cento) utilizing less the public
transport. Only 10,7 per cento used to walk.
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Table 1.2.32 - Workers of 15 years and more, which leave their homes for work and modes of
transport used in the period between 1993 and 2003 (for 100 persons of 15 years and more, which
leave their home to reach their worksites

Prospetto 1.2 = Persone di 15 anni e pid occupate che escono di casa per andare al lavoro € mezzo di trasporto
utilizzato = Anni 1993-2003 (per 100 persone di 15 anni e piu cccupate che escono di casa per andare al
lavoro)

1008

(... Infermazian mon nlevate

With regard to the occupation position, further articulation of the data is possible: worker class and
office-workers are categories using more some means of transport to reach their worksite (more
than 89 per cento), while autonomous worker make less use of transport mean (74,9 per cento).
The later declare also more sustainable situation: only 6,7 per cento of them spend more than half
an hour in comparison to 19,6 per cento of office-workers.

The prospect 1.2.33 indicates workers of 15 years and more, which leave their homes moving to

work for modes of transport, prevalent hour and time spent for travelling — Years 1993-2003 (for
100 persons of 15 years and more, which leave their home to reach their worksites).
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Table 1.2.33 - Workers of 15 years and more, which  leave their homes moving to work for modes of
transport, prevalent hour and time spent for travel ling — Years 1993-2003 (for 100 persons of 15
years and more, which leave their home to reach the  ir worksites)

Prospetto 1.4 = Persone di 15 anni e pid occupate che escono di casa per andare al lavoro per modaliti d
spostamento, orario prevalente & tempo impiegato = Anni 1993-2003 (per 100 persone di 15 an
piti occupate che escong o perandare al lavora)
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1
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Table 1.2.34 - workers of 15 years and more for eve
work, time spent, sex and group of age — Year 2003
same sex and group of age, which leave their home t

o reach their worksites)

ntual means of transport used for travelling to
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Table 1.2.35 - Workers of 15 years and more, which  leave their homes go to work, time spent, region,
geographical repartition and type of municipality - Year 2003 (for 100 persons of 15 years and more
of the same zone, which leave their home to reacht  heir worksites
Tavola 1.4 - Persone di 15 anni e pid cccupate, per eventuali mezzi di trasporto usati per andare al lavoro, tempo
impiegato, regione, ripartizione geografica e tipo di comune - Anne 2003 (per 100 persone :
pitl occupale, della stessa zona, che escono di casa per andare al lavoro)
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1.2.10 Use of train

In 2002 and 2003 the percentage of the population (14 years old and more), which had use a train
for their moving at least once, remained similar, respectively 28,7 and 28,1 per cento.

Some changes have occurred on the level of great territory distribution:

The table 1.2.36 indicates a light increase in the north-west and north-eastern parts of Italy, and a
contraction in the rest of the country, particularly evident in the central Italy and on islands.
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Table 1.2.36 - Persons of the age of 14, which use the train for

Prospetto 2.1 = Persone di 14 anni e pia che utilizzano il treno per ripartizione geografica = Anni 1993-2003 (per 100
persone dif 14 anni e pit della stessa zona)

ANMI

Such a trend referrers to the passengers moving less than once a week, because the quote of the
frequent passengers is stable (3 per cento). In general, the use of trains do not evidence relevant
differences except the group of age 20-44 years old, where is observed a major use of the train by
women, while in the group of 60 years old and more the train is more used by men. Besides the
gender differences, the use of train is more elevated among persons of age between 18 and 24
years (45 per cento and more).
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Table 1.2.37 - Persons of the age of 14 and more, w hich use the train for frequency of the use, the
level of satisfaction regarding diverse aspects of services, sex, the age group — Year 2003  (for 100
persons of age 14 and more of the same sex and age  group)

Tavola 2.1 = Perzone di 14 anni e pid che utilizzano il treno per frequenza nell'uso, grado di soddisfazione relativo
ai diversi aspetti del servizio, sesso e classe di etd = Anno 2003 (per 100 persone di 14 anni e pia deilo
slesso 58850 e classe di efa)

ent malts ra asddislam par{a)
Tuttii
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The major users of the service are students (50,2 per cento), office-workers (38,9 per cento) and
managers (35,4 per cento), all together users moving prevalently for work and studying. The
students than tend to use the train more, respect to other categories, with daily or weekly
frequency (16,1 per cento). On the territory level the train is more utilized in the north and centre
part of Italy.

35



Table 1.2.38 - Persons of the age of 14 and more, w hich use the train for frequency of the use, the
level of satisfaction regarding diverse aspects of services, region, geographical repartition, and typ e
of municipality — Year 2003 (for 100 persons of the age of 14 and more of thes ame zone)

Tavola 2.2 = Persone di 14 anni e pid che utilizzano il treno per frequenza nell'uso, grado di soddisfazione relativo
ai diversi aspetti del servizio, regione, ripartizione geografica e tipo di comune = Anno 2003 {jper 1
persone di 14 anni e piu della stessa zona)
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1.2.11 Use of coach

In 2003 more than 8 millions persons above 14 years old (17 per cento of the population above 14
years old) have utilized for their transport extra-urban coach services. The date indicates a
tendency in flexion of this mean of transport both on the national level (the maximum was reached
in 2000 with 19,1 per cento), and in different geographical regions.

Table 1.2.39 - Persons of the age of 14 and more, w  hich use the coach for geographical repartition —
Year 2003 (for 100 persons of the age of 14 and more of the s ame zone)

Prospetto 3.1 = Perzone di 14 anni e pia che utilizzano il pullman per ripartizione geografica = Anni 1993-2003
(per 100 persone di 14 anni e piu deila stess:

ANMI .':'Ii:'l Nala

Aord-anentals carilrale IS e imaiilane

183 35 210 15,8
18,7
17,6
18,8

More stable in time is the quote of frequent users (those using coach all days or sometimes during
the week): they are almost 2 and half millions corresponding roughly to the 30 per cento of active
users. Generally women turn to this modality of transport more frequently than man (respectively
19,1 and 14,7 per cento). The highest level of use is registered among young people (1-24 years)
and in particular among students (47,2 per cento).

Between 2002 and 2003, the quote of user satisfied for different aspects of service shows
oscillations, which indicate a worsening of judgments. In particular the fall is registered for users’
satisfaction regarding the availability of empty seat and the cost of tickets. Beyond the temporally
evolution, the more positive judgments are referred to the rapidity of the journey and the
punctuality. On the territory level more positive evaluation almost for all considered aspects of the
service is verified in the north area, particularly in north-eastern, comparing to other Italian areas.
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Table 1.2.40 - Persons of the age of 14 and more, w hich use the coach for frequency of use, the level
of satisfaction regarding different aspects of serv ice, sex, and age group — Year 2003 (for 100
persons of the age of 14 of the same sex and age gr  oup)

Tavola 3.1 = Persone di 14 anni e pid che uatilizzano il pullman per frequenza nell'uso, grado di soddisfazione
relativo ai diversi aspetti del servizio, sesso e classe di eta = Anno 2003 (per 100 persone ]
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Table 1.2.41 - Persons of the age of 14 and more, w hich use the coach for frequency of use, the level
of satisfaction regarding different aspects of serv ice for region, geographical repartition and type o f
municipality — Year 2003 (for 100 persons of the age of 14 of the same zone)

Tavola 3.2 = Persone di 14 anni @ pid che utilizzano il pullman per frequenza nell'uso ¢ grado di soddisfazione
relativo ai diversi aspetti del servizio per regione, ripartizione geografica e tipo di comune = Anno 2003
(per 100 persone oi 14 anni e pit della sfessa zona)
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1.2.12 Use o buses, trolleybuses and trams

The 23,9 per cento of the population of the age of 14 and more (about 12 millions of persons) have
used urban public transport at least once in the course of 2003, and roughly a half of those (11,2
per cento) used it daily or sometimes during the week. The amount of users is almost stable in
comparison with 2001 in all geographical repartition as show the prospect 1.2.43 and the table
1.2.42.
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Table 1.2.42 - Persons of the age of 14 and more, w hich use urban modes of transport (bus,
trolleybus and tram) for geographical repartition — Year 2003 (for 100 persons of the age of 14 of the
same zone)

Prospetto 4.1 - Persone di 14 anni e pid che utilizzane i mezzi di trasporte urbani (autcbus, filobus e tram) per
ripartizione geografica = Anni 1993-2003 (per 100 persone di 14 anni e pio della stessa zona)

ANMI
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Table 1.2.43 - Persons of the age of 14 and more, w hich use bus, trolleybus and tram for frequency of
use and the level of satisfaction regarding differe nt aspects of service for region, geographical
repartition and type of municipality — Year 2003 (for 100 persons of the age of 14 of the same zone)

Tavola 4.2 -~ Persone di 14 anni e pid che utilizzane autobus, filobus e tram per frequenza nell'uso, grade di
soddisfazione relativo ai diversi aspetti del servizio, regione, ripartizione geografica e tipo di comune =
Anno 2003 (per 100 persor i 14 anni e piv della stessa

el malta astanza aoddislam per (a)

Tultii

vetiure

The use of urban public transport is more diffused among young people: more than 1/3 of
youngsters between 14 and 19 years old and 28, 7 per cento of those between 20 and 24. in the
next age categories the turn of this means of transport falls, increasing only in the group of people
55 — 74 years old. Generally the use of urban public transport is prevalent among women of all age
classes, except of that of 75 and more years old (see the table 1.2.44).
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Table 1.2.44 - Persons of the age of 14 and more, w hich use buses, trolleybuses and trams for
frequency of use and the level of satisfaction rega  rding different aspects of service for sex and age—
Year 2003 (for 100 persons of the age of 14 of the same sexa nd age)

Tavola 4.1 = Persone di 14 anni e pil che utilizzano autobus, filobus e tram per frequenza nell'uso e grado di
soddisfazione relativo ai diversi aspetti del servizio, sesso e classe di eta = Anno 2003 (per 100 persone
di 14 anni e piu dello : a)

Fulizia
della

MASCHI

44 8

FEMMIMNE

a8,7

ulanti dallo san & classs o ela.

Students (41,8 per cento), persons searching for the first occupation (28,6 per cento), housewives
(25,5 per cento) and retired (25,2 per cento) represent the categories that more than others turn to
This mode of transport. When taking into consideration among all workers, the office-workers move
with bus or tram more frequently (25 per cento). From the geographical point of view the use of this
service is major in big urban centres (64,7 per cento) and in the repartition of north-west and
central (see table 1.2.43).

The judgement on the urban transport is in complex less positive than that expressed on others
mode of public transport. The speed of the trip is the most satisfying aspect (58 per cento), while
the price of the ticket (31,9 per cento) and the comfort of waiting on the stops find less consensus
(35 per cento). The satisfaction with all aspects of the service in 2003 has felled in comparison with
2002.
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1.2.13 Difficulty to reach services

The perception of the quality of different type of services is often influenced by factor of consensus
like the localization, the distance from home and the availability of public and /or private transport
mode necessary to reach them; consequently the easiness or the difficulty persons meet to reach
important services of daily use determinates widely the judgements.

In 2003 more than half of families (58 per cento) declare to have a lot of difficulty to reach
emergency, while 42,2 per cento declare the difficulty to reach policy barracks. In the poll position
of services, which are difficult to be reach by members of families follows municipality offices (37,4
per cento), commercial centres (32,3 per cento) and post offices (29,1 per cento). Persons find
less difficulty to reach pharmacies (24,3 per cento) and food shops and markets (21,9 per cento).

Table 1.2.45 — Families, which declare difficultyt o reach some type of services — Years 1993-2003  (for
100 families)

Prospetto 5.1 = Famiglie che dichiarano difficolta nel raggiungere alcuni tipi di servizi = Anni 1993-2003 (per 100
famiglie)

a dfficel s nel rapgiungera
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The families find consistent difficulty to reach also offices of companies distributing electrical
energy (64,7 per cento) and gas (61,5 per cento). More accessible are considered litterbins: only
20,8 per cento of families declare some difficulty to reach them. Putting attention on schools, the
kindergartens and elementary schools are considered more accessible (no easily reachable only
for 16,2 per cento and 17,9 per cento of families with small children), while greater difficulty is
manifested for primary schools (22,4 per cento).

Respect to 2002 there is light increase of families declaring the difficulty to reach litterbins (from
19,8 per cento to 20,8 per cento), while diminish the quote of those declaring the difficulty to reach
offices of electrical companies (from 66,4 per cento to 64,7 per cento). Positive change is also
observed in the difficulty to reach all types of schools: kindergartens (from 17,9 per cento to 16,2
per cento), elementary schools (from 19,1 per cento t017,9 per cento) and primary schools (from
24,6 per cento to 22,4 per cento).
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Table 1.2.46 — Families, which declare difficulty t o reach some type of services for region,
geographical repartition and type of municipalities — Year 2003 (for 100 families of the same zone)

Tavola 5.1 - Famiglie che dichiarano difficolta nel raggiungere alcuni tipi di servizi per regione, ripartizione
geografica e tipo di comune - Anno 2003 [per 100 famigle de
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In 1998, an ISTAT (National Institute of Statistics) research has put into evidence the Italian family
opinions and behaviours about some aspects of everyday life, connected to the use of public
space in urban areas.

According to the judgement of the Italian population, the environmental conditions in the big cities
is worse than in the rest of the country.
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Table 1.2.47 - Families classified by their opinion

living area and by type of Municipality.

(for 100 family of the same towns)
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In big cities, children and students go frequently to school on foot. In urban areas, public transport

use is very common, travel times are longer and the use of motorcycles and scooters is higher.
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Table 1.2.48 - Children and students up to 34 year
to go to school or to university, travel time and t

student who go to school)

old classified according to transport means used
(for 100 children and

ype of Municipality— Year 1999

Means used Travel Time
Walking | Transport Train Bus | Subway Cars (as Cars (as|Less than|15 min.
means passengers) | drivers) | 15 min. and more

Municipalities
Torino 35,3 61,5 0,3 334 |- 4,1 23,4 57,8 9,7
Genova 38,8 59,9 6,7 33,5 - 4,1 10,3 60,7 12,8
Milano 34,8 63,6 1,7 28,1 16,8 34 16,6 55,7 14,3
Verona 19,0 69,8 7,3 25,1 - 1,4 31,7 57,8 54
Venezia 27,9 72,1 9,9 24,1 - 2,6 18,8 56,4 17,0
Bologna 24,7 74,2 2,5 23,4 |- 4,9 28,9 64,0 5,9
Firenze 25,2 73,4 2,3 18,4 |- 35 21,8 66,0 3,6
Roma 28,8 69,3 0,8 26,6 9,3 4,3 26,9 56,1 14,5
Napoli 53,1 45,8 0,6 21,2 3,3 1,4 11,2 62,4 9,0
Bari 49,4 50,4 1,1 15,1 - 8,3 21,5 60,7 9,8
Palermo 40,8 56,9 0,0 16,0 |- 3,9 26,1 61,9 7,0
Catania 46,4 51,7 - 15,1 - 4,7 25,9 63,0 7,6
Cagliari 31,9 67,0 - 24,0 |- 15,0 25,0 64,3 4,5
Total 36,5 61,7 1,5 24,4 53 4,1 21,8 59,2 11,1
Centre of the 36.9 61,5 1,4 24,4 |54 41 21,6 59,2 11,2
metropolitan
area 33,5 65,4 9,3 8,5 4.4 4.5 26,0 59,7 15,6
Suburbs of the | 23,4 75,2 45 5,8 0,4 3,8 22,7 55,3 15,4
metropolitan
area 234 75,1 7.4 9.3 |21 46 27,0 60,2 12,9
Municipalities
up to 2.000|28,0 70,1 7,8 9,0 1,2 4,3 34,1 66,3 9,6
inhab.
Municipalities
from 2.001 to| 304 67,2 5,4 17,1 |04 5,2 32,7 65,6 6.8
10.000 inhab.
Municipalities 1591 |g9,2 6.4 12,5 45
from 10.001 to |~ ’ ’ 23 ' 28,5 62,1 11,3
50.000 inhab.
Municipalities
from 50.001
inhab. and over
Italy

Pregnant women in Rome give up public transport, complaining about difficulty in displacement
and architectural barriers. It is the result of an enquiry made by Moige to push the Town
Municipality to act to make the city more liveable in theme of mobility for pregnant women.

(da: Metro, pag.5, mercoledi 12 febbraio 2003)
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1.2.14 Which statistics available?

Sources
PROMPT, (new means to promote pedestrian traffic in cities) 2003.Repot. Dipartimento di
Progettazione e Studio dell’Architettura, Roma
Annuario_trasporti_2000.pdf (ann_05_04_statistiche_dei_trasporti.pdf)
ISTAT, Statistics of transport years 1999, 2000, 2002-2003, 2004
Data available on:
- Road network and principal indicators of road network
- Vehicles circulating for category and region
- Principal indicators of traffic for service of urban and extra-urban public transport
- Passengers transported by trams and undergrounds
- Mode of transport for daily trip

1.2.15 Collection method?

From December 1993 the ISTAT has begun the new type of multi-scope surveys on lItalian
families. In the end of every year the fundamental aspects of daily life of the population are
revealed together with the level of citizens’ satisfaction with functioning of public utility services.
The principal informative contents of the survey are: family, home, zone of living, instruction and
formation, domestic and extra-domestic work, daily trips, leisure time and social participation, stile
of life and health conditions, drug consume and use of health services, functioning of public utility
services.

One part of these questions has been collected through direct interview. In case some subject is
not available to the interview, the necessary information has been provided by some other family
member. For the other part of questions direct compilation from the respondents has been
foreseen. The anticipation of results has been published in Italian Statistical Annual, edition 2004.

1.3 Land Use

From December 1993 the ISTAT has begun the new type of multi-scope surveys on lItalian
families. In the end of every year the fundamental aspects of daily life of the population are
revealed together with the level of citizens’ satisfaction with functioning of public utility services.
The principal informative contents of the survey are: family, home, zone of living, instruction and
formation, domestic and extra-domestic work, daily trips, leisure time and social participation, stile
of life and health conditions, drug consume and use of health services, functioning of public utility
services.

The results of survey including 19 920 families (total of 53 113 subject) is referred to the period
December 2001 — March 2002.

One part of questions has been collected through direct interview. In case some subject has not
been available to the interview, the necessary information was provided by some other family
member. For the other part of questions direct compilation from the respondents has been
foreseen. The anticipation of results has been published in Italian Statistical Annual, edition 2004.
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1.3.1 Resident buildings in Italy

The amount of residences and complexes of buildings in use are12.086.592 (il 94,3% of the total).
Of these, 11.226.595 are used for living, 441.070 are used as hotels, offices, commerce and
industry, communication and transport, 418.927 host leisure and sport activities, schools, hospitals,
churches etc. 725.936 buildings result as not utilized: in 41,1% cases because in construction,
reconstruction or in the faze of consolidation, while the rest 58,9% is not utilized for legal motives
because in state of decay, ruin or demolition.

The north-oriental and central parts of Italy present a higher percentage of utilized buildings
(respectively 95,9% and 95,8%) as regards to the national value. The south part of Italy and
islands the residential buildings present a superior percentage as regards to the national value
(92,9% on the utilized buildings), respectively with 93,8% and 94,0%.

Table 1.3.1 — Buildings and complexes of buildings for typology of utilization and use, for region and

repartition. Absolute values, Census 2001.
(

7&% /

&$ && $
( *% ' . $

$ %!

& 8

(%

#11

1% !

1"

/ "M H # " # " # "l T# " #"

7 " #1# o "l T#"1 # # "

" ## #l "1

o "|! ! ! V#l# ! I

< "o # I g T T TEL | 1# "

48




More than 24% of residential buildings is situated in Lombardy and Sicily. The two regions have
the huge number of residential buildings and edifices reaching altogether 24,4% of the total.

Table 1.3.2 — Residences and other type of lodgings for region and repartition. Absolute values,
Census 1991 and 2001
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The regional distribution of the rate of the residences occupied by persons on the total of
residences shows a wide variation, passing from 52,8% in Valle d’Aosta to 87,7% in Lombardy.

Source:
ISTAT. Census 2001. December 2004 (testointegrale.pdf)
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1.3.2 Commercial centres

From the data presented below it is possible to deduce that Lombardy is a region with more
commercial structures, while Valle d’Aosta e Basilicata, even in relation to their territory extension,

have only a half of them.

Supermarkets are more diffused structures in lItaly followed by non food structures, retail

commercial centres, hypermarkets, cash and carry and wholesale commercial centres.

Table 1.3.3 - Commercial centres for type and regio
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Fonte: infocommercio.it

1.3.3 Schools

From the scholastic year 1998/99 till 2002/03 there was a reduction of different typologies of school
to which correspond the increase of pupils and students attending kindergarten, primary and

secondary schools.
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Table 1.3.4 - Schools, classes, students and teache rs for typology of school (scholastic year
1998/99)

I"# $% & % $ #

Table 1.3.5 - Schools, classes, students and teache rs for typology of school (scholastic year
1999/2000)

I"# $% & % $ #

Table 1.3.6 - Schools, classes, students and teache rs for typology of school (scholastic year
2002/03)

"# $ % & % $ #

1

Fonti: ISTAT, Italia in cifre 2000, 2001, 2005

1.3.4 Settlements

The distribution of urban centres throughout the country is unbalanced, especially between the
north and the south; this is the result of varying degrees of economic development in its single
parts: the regions.

The first parameter to classify these conurbations is the demographic dimension.
The distribution of the resident population allows to single out five categories:
urban centres with more than 1.000.000 of inhabitants;

urban centres with population ranging between 1.000.000 and 250.000 inhabitants;
urban centres with population ranging between 250.000 and 100.000 inhabitants;
urban centres with population ranging between 100.000 and 30.000 inhabitants;
urban centres with less than 30.000 inhabitants.

The first two categories are considered “metropolitan areas” by the national law L.142/1990 (Local
Authorities), the categories 3 and 4 include medium-size cities and towns, the last category
includes little towns and villages.

The Italian urban centres are shared in these five categories in the following way (table 1.3.7):
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Table 1.3.7 — Categories urban centres

categories

number of
urban centres

3

10

35

219

QB WN|F-

7.829

8.097

Table 1.3.8 - Population of the three largest conur  bations
conurbation population (2001) population (1995) Trend
Rome 2.655.970 2.660.620 -4.650
Milan 1.310.551 1.314.025 -3.474
Naples 1.000.470 1.056.221 -55.751

Data show that in the last years a little percentage of population left the cities and moved to the
country.

1.3.5 Which statistics available and which years?

Data are available on:

- humber of commercial centres for region 2005

- schools, classes, students and teachers for typology of school - years1999/2000 e 2002/2003;
- surface of protect areas - years 1984-1998, 2000, 2005.

1.4 HEALTH

WHO country page containing country statistics on selected demographic indicators, health status,
health system, health delivery and more are not currently available for the Italian Focal Point for
National Health Accounts and for the Status of NHA.

The study “PASSI” on the perception of the health condition, realized by a team of authors
collaborating with National Health Authority (Istituto Superiore di Sanita), shows how the perceived
health conditions on the individual level is correlated to the traditional objective indicators like
mortality and morbidity. The study PASSI (Progressi delle Aziende Sanitarie per la Salute in Italia)
has been realized in 2005 through telephone survey of a target of citizens between 18 and 69
years old, randomly selected from demography offices of 123 Local Health Public Organization
(ASL) of all Italian regions. 56 ASL’s have completed the number of foreseen interview (200), the
others, which took part in regional sampling, produced the number of interviews proportional to the
population of the ASL.

The model used to evaluate the perceived health estimates “days lived in good shape” through 4
guestions revealing health conditions, the number of days of bad health for physical and mental
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causes, days of limited habitual activities, referred to last 30 days. This model, largely tested, is
considered as trustworthy and reliable.

From almost 15.000 interviews of citizens participating on the survey, 65,3% answered that their
health is generally good or very good. The satisfaction has been decreased with age passing from
83% in the youngest to 48% in that less young. Furthermore, persons with high level of education
consider themselves more healthy (also controlling for classes of age).

Table 1.4.1 — State of perception of good health

Tabella 1 - Stato di buona salute percepito - PASSI 2005

Caratteristica %%
Totale 63,3 (IC95%: 64,6-66,1)

Ertar) 18- 34 83

35-49 70

50- 69 48

Sesso M 70

F ]

Istruzione bassaié) 55

altare) 75

Patologia severaia presente 37

assente 72

(a) le differenze risultano statisticamente significative (p=0,0000); (b) nessun titolo,
icenza elementare o media inferiore; (¢) scuola media superiore o laurea.

Regarding the gender differences, males are more satisfied by their heath conditions than females
(70% versus 60% of female).

The major differences were observed between 56 ASLs with complete sampling. More than 75% of
the population of Bolzano Matera, Perugina, Sondrio e Trento reported to be in good health versus
55% of citizens of Avellino 1, Cagliari, Ferrara, Roma D, e Salerno 3.

For days of perceived bad health or with the limitation of daily activities referred to the last months,
medium has been calculated. For every person has been calculated a total of dayes with bad
health (1) representing the amount of days of bad health for physical or psychical motives. The
medium has been a little superior above 3 days for physical or psychical motives. This has been a
cause of the limitation of daily activities, quantifiable in more than 1 and half days in a month.
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Table 1.4.2 — Average of days in bad health and av  erage of days with limited activity for last 30 day s

Tabella 2 - Media di siorni in cartiva salure e di glorni con atriviti limitata sugli ultimi
30 giorni- PASSI ll%ﬂ'i

Caratteristica Motivi Motivi Indice Attivita
fisici psicologici  complessivo  limitata
g9 99 ggia) a9
Totale 3,2 3.4 g 1,6
Ew 18-34 1.9 26 4,2 1,1
35-49 2,6 3.3 53 1,2
50-69 4,7 4,1 7.2 2,
Sesso M 24 2, 4,1 1,3

#) g per motivi fisici + gg per motivi psicologici

In total the days of bad health (physical and psychical) have been 5,7.

With the increase of age the number of days in bad health for both, physical and psychical motives
have been increasing. The days with limitation of daily habitual activities increasing, in particular in
subjects over 50 and more. Females lament more days of bad health, for physical and particularly
psychical motives together with longer period of limitation of daily activities.

In conclusion, perceived health conditions and the media of days in good/bad health or with
limitation of daily habitual activities are strongly correlated to age, gender, level of instruction, the
presence of diseases: the perception of good health diminishes with increasing age being lower
among females and less educated and those afflicted by diseases.

The National Health Authority foresees a system of surveillance of healthy lifestyles on the local
level carried out by Local Health Public Organizations (ASL), which permits continuous monitoring
of perceived health condition hoping to contribute on the evaluation of interventions effected by
public health prevention.

Sources:

Centers for Disease Control and Pre-vention. Measuring Healthy Days. Atlanta, Georgia: CDC,
November 2000 (consultabile all'indirizzo: http://www.cdc.gov/hrgol/monograph.htm ).

ISTAT. Sistema sanitario e salute del-la popolazione. 4a edizione. Marzo 2005 (consultabile
all'indirizzo: http://www.istat.it/sanita/sociosan/ ).

http://apps.nccd.cdc.gov/HROQOL/
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1.4.1 Obesity and overweight

Overweight and obesity is recognized as an important problem of public health in Italy: 4-5
inhabitants from 10 suffer overweight and are obese. There is no significant difference observed
between men and women while the most elevated rates are observed in the southern regions and
in zones with low educated population.

The Survey Multiscopio conducted by ISTAT on lifestyles and health conditions for year 2003
evidences that overweight and obesity are presented mostly in small communities up to 2.000
inhabitants (respectively 35,6% and 9,1% ) and in communities from 2 to 10 inhabitants
(respectively 35,1% and 10,5% ), while the incidence of the phenomenon is less presented in
bigger cities (respectively 31,9% and 7,5% ).

As underlined in the National Plan of Prevention 2005-2007 obesity, in particular infantile obesity,
is considered as a principal problem of health.

In fact the European Report IOTF “Obesity in Europe Childhood” indicates for Italy a medium
prevalence of 36% of overweight and obesity among nine years old children.

Accordingly with the date published by the National Health Authority (Istituto Superiore della
Sanitd) and the National Statistical Institute (ISTAT) about 4% of children are obese and about
20% are overweight. The problem is mostly diffused among children between 6-13 years old being
more severe among boys than girls. The same study reports the data for adult population: 9% are
obese and 39,2% are overweight.

Based on the available data it is supposed that the phenomenon of overweight and obesity will
increase in the next years if not appropriately tackled.

Physical activity

The date regarding physical activity in Italy are short referring mostly to sportive activity that
represents only a part of physical activity. According to the ISTAT the date for 2002 indicates that
only 20% of the population (above 3 years old and more) practice regularly one or more sports,
while 10% practice some sport only now and then. Altogether sportive activities are practiced by
30% of the population.

Persons declaring doing some physical activity like running, cycling or swimming are about 16
millions, which is equivalent to 29% of the population above 3 years and more. The quota of
sedentary people, those who do not practice any sport or physical activity, results of 41%
corresponding to 22.900.000 persons. Women result more sedentary than men ( respectively 47%
and 35%), elderly more than young people. In particular, 72% of women above 65 years old do not
practice nor sport activity neither physical activity, while among men the quote is about 55%. Only
a small part of the adult population in Italy practice the minimal recommended level of physical
activity (30 minutes of moderated activity at least 5 times a week, or 20 minutes of intense activity
3 or more times a week).

For years 2002 and 2003 the age group containing a major number of obese persons is that
between 65 and 74 years old, with prevalence of females. The groups of age less at risk are
persons between18-24 years and 25-34 years old.
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Table 1.4.3 - Persons of 18 years old and more obes

100 persons of the same sex and age class)

e for sex and class of age - Years 2002-2003 (for

A @B " !
/0 * %% ! / 0 * %% !
<
#. #. #.
Fonti: Stili di vita e condizioni di salute, anni 2002, 2003.
Table.1.4.4 Persons of 18 and more for sex, class a ge and Region — Year 2005
%persone ||(%persone ||%persone ||%persone ||%persone |(%persone ||%persone ||%persone ||%persone ||%persone
Aree obese std obese 18-24((obese 25-44||obese 45-64||obese 65+ ||obese std obese 18- [|obese 25- ||lobese 45- ||obese 65+
18+ M M M M M 18+F 24F 44 F 64 F F
[ |[Piemonte|[7.63 [13 |[6.34 |[8.34 |[13.62 |[7.62 |[1.34 |[3-35 |[10.92 |[13.17 |
[2 ][Valle d'Aosta][6.78 I[o [[6.17 |[7.48 IB |[6.49 |[3.82 |[1.08 [[7.74 |[11.94 |
[3|[Lombardia_][.61 |[2.04 |[5.47 |[15.45 |[8.96 |[0.03 [1.95 |[2.86 [[12.16 |[12.16 |
[4 ][Trentino A.A.][0.34 |[2.11 |[5.92 |[13.85 [[11.09 [[7.97 [0 |[3.39 [13.22 |[13.63 |
[5_][Veneto [[20.8 |[1.86 [[7.36 |[12.23 |[18.17 [[202 [[2.12 |[4.82 [12.87 |[13.24 |
[6 J[Friuiv.G. |[11.48 |[1.54 |[5.63 |[16.71 |[15.69 |[0.98 [o |[3:39 [15.52 |[12.63 |
[7 [tiguria |[8.64 [o |[5.46 [[13.3 [8.77 |[7.68 [0 |[a.48 |[10.84 [[11.45 |
Eg‘;ﬂggna Hn.ss H3A79 H7.6 Hl4.06 “14.28 ”9.25 Hs.oa “5.15 le.ss “13.12 |
[9 |[Toscana  |[0.28 |[1.04 |[3.62 |[13.92 [[11.51 |[0.38 I[o |[4.21 [[13.78 [[12.15 |
[20][umbria |[8.12 |[o |[6.31 |[8.9 |[10.2 |[8.31 [0 [1.34 |[13.59 |[10.19 |
[12][marche |[10.67 [16 |[0.55 |[11.85 |[13.01 |[11.08 |[3.73 |[4.08 |[13.78 |[11.39 |
[12]|Lazio |[0.59 [L.15 |[7.45 |[10.09 [12.68 |[20.46 [0 |[3.08 |[16.76 |[14.44 |
[13][Abruzzo  |[12.89 [2.9 |[7.27 |[19.22 |[18 |[20.98 |[1.03 |[3:38 |[14.21 |[19.52 |
[14][Molise [[11.61 |[5.7 |[0.98 |[o.48 |[16.58 |[20.65 |[1.64 |[3.49 |[17.49 |[12.8 |
[15][campania_|[11.53 |[3.37 |[8.32 |[15.78 |[13.99 [[12.92 |[2.47 |[5.49 |[15.49 |[17.29 |
[16][Puglia |[13.55 |[3.34 |[10.42 |[15.34 |[16.63 |[13.94 |[1.69 |[4.89 |[20.55 |[23.68 |
[17][Basilicata__|[14.25 |[7.01 [[10.64 |[17.64 |[14.55 [[12.04 I[o |[5.64 [13.7 [19.57 |
[18][calabria__ |[12.15 |[5.79 |[0.54 |[15.84 |[12.57 [[12.92 |[0.95 [[7.3 |[18.33 |[12.71 |
[19][Sicilia [[12.07 |[3.52 |[8.37 |[15.8 |[20.25 [[12.12 I[o |[5.41 |[14.66 |[20 |
[20][Sardegna__|[10.34 |[4.03 |[6.63 |[13.65 |[16.21 |[20.37 |[1.95 [4.14 |[15.95 |[17.78 |
[21][ITALIA [[10.59 |[2.82 [[7.17 [13.75 [[13.73 [[10.13 [[1.24 |[4.26 [[14.27 |[14.65 |
[22][Nord Ovest_|[8.94 |[2.25 [[.71 |[13.14 |[10.35 |[8.47 |[1.64 |[3.14 |[11.63 |[12.36 |
[23][Nord Est _ |[11.12 |[2.49 [[7.14 |[13.57 [[15.71 [[o.6 [[2.01 |[4.67 [13.2 |[13.14 |
[24][Nord |[0.84 |[2.34 |[6.31 |[13.31 |[12.58 |[8.94 [[1.79 |[3.78 [12.27 |[12.68 |
[25][centro |[0.59 |[1.37 |[6.43 [[115 [[12.12 |[0.97 [[0.5 |[3.55 [15.17 |[12.84 |
[26][sud [[12.47 |[3-89 |[0.14 |[15.92 [[15.11 [[22.45 [[1.37 |[5.34 [17.25 |[18.64 |
[27][1sole [[11.63 |[3.65 |[7.91 |[15.21 |[19.28 |[10.93 |[0.41 |[5.08 |[15 |[19.47 |
[28][Mezzogiorno |[12.17 |[3.81 [[8.74 |[15.69 |[16.49 [[11.96 |[2.05 |[5.26 [16.5 |[18.91 |
[29][ITALIA |[10.59 |[2.82 [[7.17 |[13.75 [[13.73 [[10.13 |[1.24 |[4.26 |[14.27 |[14.65 |

1.4.2 Estimation of the number of disable persons

From the estimation of survey regarding health and attending health services emerges that in Italy
there are 2 millions 615 thousands disabled, equal to al 5% of the population above 6 living in
families, as shows the next table:
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Table 1.4.5 — Disabled of age 6 and more for the ty pe of disability, age and sex. Year 1999. Quotient

for 1.000 persons
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The estimation is based on a very restrictive criteria of disability, in particular that considering
disabled only those persons declaring total lack of autonomy for at least one essential function of
daily life. When considering persons manifesting discrete difficulty for daily activities, then the
estimation increases to 6 millions 980 thousands of persons, equal to 13 per cento of the
population over 6 living in family. This is in line with medium value of principal industrialized
countries. However, many persons suffering with some mental disability and enable to carry out
daily activities slip the estimation.

The estimation of disabled children under 5 years old are done using scholastic certificates and
doing some simply estimations regarding trend of disability in the first infancy. Data coming from
the Informative System of the Ministry of Instruction, University and Research (SIMPI)indicates that
the prevalence of children attending the first classes of primary schools are 1,32 per cento. Some
studies specify that the prevalence of disabled born children is about 1 per cento. Observing the
differences between disabled born children and those of age of 6, it is possible to estimate that in
Italy there are about 42.460 thousands of disabled children between 0-5 years old.

Regarding the estimation of disabled who are not living in family but in social-health residences, it
is possible to estimate, on the base of the data coming from those structures, that in Italy there are
169.160 disabled persons or insufficient elderly, as shows the next table:

Table 1.4.6 — Persons with disability and not suffi ~ cient elderly in social-assistance residences for
gender. Year 2000 (Absolute value)

$!B3##3)! $ I+ I+

In particular, the next tables show date related to the disability free life expectancy by sex and
region of residence (tab. 1.4.7) and Disability free life expectancy by type of disability and sex
(tab.1.4.8) for years 1994, 1999-2000.

Table 1.4.7 - Disability free life expectancy by se  x and region of residence - Years 1994, 1999-2000
REGIONS AND Ages
GEOGRAPHICAL
AREAS

15 45 65 75

MASCHI - MALES

Piemonte 58.80 30.60 13.70 7.40
Valle d'Aosta 57.70 29.80 13.20 6.70
Lombardia 58.70 30.40 13.60 7.40
Bolzano-Bozen 58.90 30.70 13.80 7.40
Trento 60.00 31.40 14.90 9.00
Veneto 59.20 30.90 14.00 7.80
Friuli-Venezia Giulia 58.70 30.50 13.80 7.50
Liguria 59.40 31.20 14.30 7.50
Emilia-Romagna 59.60 31.50 14.50 8.10
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Toscana 59.90 31.40 14.20 7.50
Umbria 60.30 31.70 14.60 7.90
Marche 59.90 31.40 14.30 7.60
Lazio 58.70 30.50 13.60 7.30
Abruzzo 58.80 30.20 13.50 6.70
Molise 59.60 31.30 14.70 8.10
Campania 57.60 29.40 12.80 7.00
Puglia 58.80 30.30 13.30 6.80
Basilicata 59.20 30.60 13.70 7.30
Calabria 58.70 30.20 13.60 7.30
Sicilia 58.00 29.40 12.70 6.10
Sardegna 57.60 29.80 13.10 6.70
ITALIA 1999-2000 58.80 30.50 13.70 7.30
ITALIA 1994 57.30 29.20 12.70 6.60
FEMALES
Piemonte 62.30 33.30 15.30 7.50
Valle d'Aosta 63.20 34.00 16.10 8.20
Lombardia 63.30 34.20 16.20 8.60
Bolzano-Bozen 65.10 35.80 17.50 9.80
Trento 64.10 34.90 16.50 8.90
Veneto 63.80 34.70 16.50 9.00
Friuli-Venezia Giulia 63.50 34.50 16.40 8.80
Liguria 63.60 34.60 16.40 8.60
Emilia-Romagna 63.30 34.20 16.20 8.30
Toscana 62.50 33.50 15.40 7.60
Umbria 63.00 33.80 15.40 7.50
Marche 63.00 34.00 15.80 7.80
Lazio 62.90 33.80 16.00 8.10
Abruzzo 62.90 33.70 15.50 7.60
Molise 61.80 32.60 14.60 7.30
Campania 60.50 31.30 13.80 6.70
Puglia 60.70 31.80 13.90 6.70
Basilicata 61.20 32.00 14.00 6.70
Calabria 60.00 30.70 13.10 6.20
Sicilia 59.10 30.00 12.10 5.30
Sardegna 61.40 32.30 14.40 6.90
ITALIA 1999-2000 62.30 33.20 15.20 7.70
ITALIA 1994 61.10 32.00 14.20 6.90
Fonte: Istat, Servizio "Sanita e assistenza"
Source: Istat, Unit "Sanita e assistenza”
Table 1.4.8 - Disability free life expectancy by ty  pe of disability and sex - Years 1994, 1999-
2000
Eta - Ages
TYPE OF DISABILITY 15 45 65 s
Anno Males | Females Males | Females Males | Females Males | Females
1994 57.30 61.10 29.20 32.00 12.70 14.20 6.60 6.90
1999-
Without disability (a) 2000 58.80 62.30 30.50 33.20 13.70 15.20 7.30 7.70
1994 59.10 66.30 30.80 37.20 14.20 19.20 8.10 11.50
1999-
Confined 2000 60.50 65.10 32.10 35.90 15.10 17.80 8.60 10.00
1994 58.40 63.10 30.10 33.90 13.50 15.80 7.30 8.10
Activity daily living disabilities 1999-
(&) 2000 60.00 64.30 31.60 35.10 14.60 16.90 8.10 9.00
1994 59.00 63.80 30.70 34.60 14.10 16.70 8.00 9.20
1999-
Motory difficulties 2000 60.30 65.10 31.90 35.80 15.00 17.70 8.60 10.00
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1.4.3 Which statistics available and which years?

ISTAT provides a general overview for monitoring and evaluating health in Italy: the function of the
sanitary system and the health status of the population

ISTAT, Style of life — years 2002-2003 (Stili di vita e condizioni di salute, anni 2002-2003)

There are data available on:

- diet style

- drinking

- smoking

- overweight and obesity

- health condition and drug consume

1. 5 Time spending
1.5.1 Mass media and reading

In 2003 the 94,7 per cento of the population of 3 years and more has declared to watch television
al least some day a week. The quote of TV watchers is substantially stable in time nonetheless
light flections have been observed between 1993 ed 2003 (from 96 per cento to 94,7 per cento).
No substantial gender differences has emerged in watching tv, while, considering different age
groups some gender differences are noticed

The radio listening is in increase: in 2003 the 64,6 per cento of the population of 3 years and more
has declared to listen to the radio versus 62,8 per cento in 2002. Besides, many of the people
declaring to listen to the radio do it everyday (60,8 per cento). As for TV , the levels of listening to
the radio are substantially the same for males and females. Listening is more diffuse among
youngsters, in particular among females between 15 and 24 years old (more than 85 per cento).
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Table 1.5.1 - Persons over 3 years and older watch ing TV and listening to the radio, and persons
over 6 years old reading newspapers or having read some book in last 12 months — Year - 2003

Tavola 1.1 = Persone di 3 anni e piu che guardane la televisione e ascoltanc la radio e persone di 6 anni e pid che
leggone quotidiani o hanno letto libri negli ultimi 12 mesi per frequenza, sesso e classe di etd = Anno
2003

SIHETA
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In 2003 the 60,1 per cento of the population of 11 years and more has declared to read
newspapers at least once a week. In the last decade the data are substantially stable despite
some variances never superior to 2 per cento. Males show higher interest in reading newspapers
as regard to females (64,5 per cento of males versus 51 per cento of females).
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Table 1.5.2 - Persons over 3 years old watching TV~ and listening to the radio, and persons
over 11 years and more reading newspapers and books — Years 1993 -2003

Prospetto 1.1 - Persone di 3 anni & pid che guardane la televisione e ascoltanc la radio ¢ persone di 11 anni e pid
che leggone quotidiani e libri = Anni 1983-2003

ANMI

1.5.2 Leisure time

Physical activity and sport

In the survey of 2003 the 20, 8 per cento of the population over 3 and more has declared to
practice way one or two sports in continues way, while 10,2 per cento only occasionally.
Altogether, sport is practiced by 30 per cento of the population over 3 years old.

Persons declaring to do some type of physical activity (like walking at least two km, swimming,
cycling or other) amount 27,4 per cento of the population over 3 and more. The quote of sedentary,
those who does not practice nor sports neither physical activity, amounts to 41 per cento (the
Table 1.5.3 and 1.5.4).

With respect to 2002 the quote of those practicing sport (both continuously and occasionally) has

lightly increased (from19,8 to 20,8 per cento), while the number of those doing physical activities it
has been falling, already from 2000 (Table 1.5.3).

62



Table 1.5.3 - Persons over 3 and more, which practi ce sport, some physical activity as well as
inactive persons for sex — Years 1995 -2003 (a) (fo r 100 persons of the same sex)

Prospetto 4.1 = Persone di 3 anni e pid che praticano sport, qualche attivita fisica e persone non praticanti per
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Table 1.5.4 - persons over 3 and more, which practi ce sport, some physical activity as well as
inactive persons for sex and age group — Year 2003  (a) (for 100 persons of the same sex and age.)

Tavola 4.1 = Persone di 3 anni e pid che praticano sport, qualche attivita fisica e persone non praticanti per sesso e
classe di etda — Anne 2003 (per 100 persone dello sfesso sesso & classe di efd)
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Table 1.5.5 - Persons over 3 and more, which practi ce sport, some physical activity as well as
inactive persons for region, geographic repartition and type of municipality — Year 2003 (a) (for 100
persons of the same sex)

Tavola 4.2 = Persone di 3 anni e pid che praticano sport, qualche attivitd fisica e persone non praticanti per
regione, ripartizione geografica e tipo di comune - Anno 2003 {per 100 persone delia slessa zona)
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1.5.3 Holidays

In 2003, 51,1 per cento of the population has spent at least four nights out for a holiday. The data,
substantially stable in comparison with the former year (50,3 per cento), confirms increasing trend
begun in 2000. Respect to 2002, the quote of those fractioning their holidays in two period has
remained almost stable (from 19,3 per cento to 19,8 per cento), while an increase can be observed
for those dividing their holidays in three and more periods (from 10,8 per cento to 12,2 per cento).

Among those not being on holiday, the quote of economical motives is increasing (38,3 per cento),

after the minimum achieved in 2001 with 33,2 per cento. The trend of those not being in holiday for
the lack of habitude remains almost the same (15 per cento).
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Table 1.5.6 - Persons being on holiday in the last 12 months for number of periods, region,
geographical repartition and type of municipality — Year 2003

Tavola 5.2 = Persone andate in vacanza negli ultimi 12 mesi per numerco di periodi, regione, ripartizione geografica
e tipo di comune — Anno 2003

Mumero rmedio
& perodi

1.5.4 Social participation

The involvement of citizens in association in 2003 does not present substantial variations in
comparison with previous years, as remains constant the characteristics of those who are involved
in these activities. In particular, 8,5 per cento of the population 14 and more years old declares to
do activities free of charge for voluntary associations(Table 1.5.7),, with very different rate for
males and females (9,1 per cento for the former and 7,9 per cento for the later) (Table 1.5.8).
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Table 1.5.7 — Persons of 14 years and more for soci  al participation and religious practice — Years
1993-2003

Prospetto 6.1 = Persone di 14 anni e pid per partecipazione sociale e pratica religiosa = Anni 1993-2003

ANMI
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Table 1.5.8 — Persons of 14 years and more, who hav e done in the last 12 months before the interview
at least one of indicated activities, and persons o f 6 years and more for frequencies of attending
sites of cult for sex and age group — year 2003

Tavola 6.1 - Persene di 14 anni e pid che hanno svolto negli ultimi 12 mesi precedenti 'intervista almeno una delle
attivita sociali indicate e persone di 6 anni e piu per frequenza con cui si sono recate in luogo di culto
per sesso e classe di etd = Anno 2003
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1.5.5 Which statistics available and which years?

ISTAT, Cultura, socialita e tempo libero anni 1999-2000, 2002-2003
Data available on:

- mass media and reading;

- leisure time, spectacles, entertainment

- physical activity and sports

- holidays

- social participation and religious practice

- political participation

- friends

1. 6 Safety

1.6.1 Road Accident Statistics

Temporary trend of road accidents in the period 199 1 - 2005

The long term analysis evidences, nonetheless some oscillation, increasing trend in the number of
accidents and injured people in the period 1991 — 2002. From 2003 decreasing trend has begun,
partly thanks to new legislation in 2003 introducing point system and new road rules. The
legislation introduces more severe sanctions foreseeing decrement of points in correspondence to
different infractions.

Table 1.6.1 - Road accidents, deaths and injured —  Years 1991-2005 (absolute value)

5 A 5 B C

== |3

a the coefficient (indice) of mortality is calculated as a relation between the number of deaths and the
number of accidents multiplied for 100

(Sources: Incidenti_stradali_0304.pdf, ACI-ISTAT, doc. in linea www.aci.it)
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1.6.2 Where accidents happen

In 2005 the cities are confirmed as sites where the major part of accidents and injured happens: on
the state road there were 172.422 accidents (76,6 per cento of the totality of accidents), which
have caused 288.109 injuries (72,7 per cento of total). The number of deaths on urban roads is
equal to 44,5% (2.417 in absolute value).

Table 1.6.2 - Accidents in relation to road environ

ment - Year 2005
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Table 1.6.3 - Accidents in relation to road environ

ment — Years 2001- 2005

Ambiti Stradali | Incidenti | Morti | Feriti | Indice di Mortalita
ANNO 2001
Strade Urbane 179.817 3.096 243.413 17
Autostrade 13.696 730 24.223 53
Altre strade 41.629 2.856 67.043 6,9
Totale 235.142 6.682 334.679 2,8
ANNO 2002
Strade Urbane 176.492 2.897 239.802 1,6
Autostrade 16.359 801 27.827 4,9
Altre strade 46.503 3.041 74.031 6,5
Totale 239.354 6.739 341.660 2,8
ANNO 2003
Strade Urbane 175.117 2.470 235.641 1,4
Autostrade 14.842 711 25.237 4,8
Altre strade 41.781 2.884 66.446 6,9
Totale 231.740 6.065 327.324 2,6
ANNO 2004
Strade Urbane 169.893 2.310 227.545 1,4
Autostrade 13.997 648 23.901 4,6
Altre strade 40.663 2.667 65.184 6,6
Totale 224.553 5.625 316.630 25
ANNO 2005
Strade Urbane 172.422 2.417 228.109 1,4
Autostrade 14.006 577 23.857 4.1
Altre strade 38.650 2.432 61.761 6,3
Totale 225.078 5.426 313.727 2,4
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Table 1.6.4 - Road accidents, deaths and injured fo  r road typology — Years 2002-2004 (percentage
variations)
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1.6.3 Temporary analysis

The following prospect offers a representation of seasonality of the phenomena. For both years
2002 and 2004, the moths of the major road accidents is July. February is, on the other hand, the
months with less accidents, both in absolute value and in daily media. The same distribution is
observed also for deaths.
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The monthly analysis of observed data accidents for typology of road for 2002 reveals that the
frequency of accidents on both urban and extra-urban roads are higher in the month of July. In this
month there were 16.908 accident in cities and 6.327 out of cities.

The 2004, instead, reveals higher rate of urban accidents in the months of June. This month
registers16.346 accidents and 221 deaths.
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Table 1.6.6 - Road accidents and deaths for road ty  pology and for month — Years 2002, 2004  (absolute
value)
Strade urbane Strade extraurbane Strade urbane Stra  de extraurbane

Mesi

Incidenti Morti Incidenti Morti Incidenti Morti Incidenti Morti

2002 2004

Gennaio 13.384 203 4,616 285 12.899 168 4.036 231
Febbraio 11.918 171 4.072 243 11.947 135 3.922 213
Marzo 14.224 224 4912 314 13.651 173 4.193 209
Aprile 13.543 193 4.895 283 14.278 169 4.547 275
Maggio 15.830 249 5.304 316 16.062 215 5.027 313
Giugno 15.904 271 5.678 328 16.346 221 5.125 312
Luglio 16.908 290 6.327 434 16.243 212 5.591 383
Agosto 11.957 240 5.915 356 11.827 213 4911 329
Settembre 15.007 255 5.256 293 14.718 194 4,343 258
Ottobre 16.397 245 5.097 321 14.846 200 4.279 247
Novembre 15.466 262 5.206 295 13.814 220 4.274 276
Dicembre 14.462 298 5.534 367 13.262 190 4.412 269
Anno 175.000 2.901 62.812 3.835 169.893 2.310 54.660 3.315

The data analysis effectuated for day of the week evidences, for the year 2002 that Friday is a day
with major concentration of the number of accidents: in fact the number of accidents corresponds
to 36.691 (15,4% of total). The most elevated frequency of deaths can be observed on Sunday
(1.201 deaths equal to 17,8%), while Saturday is the day with maximum value of injured (53.098
equal to 15,7%).

Table 1.6.7 — Accidents, deaths and injured for day
percentage value)

of week — Anno 2002 (absolute value and

Giorni della settimana Valori assoluti Valori percentuali _

Incidenti Morti Feriti Incidenti Morti Ferit
Lunedi 34.508 871 47.188 14,5 12,9 14,0
Martedi 34.223 845 45,945 14,4 12,5 13,6
Mercoledi 34.095 832 46.439 14,3 12,4 13,7
Giovedi 34.487 894 46.938 14,5 13,3 13,9
Venerdi 36.691 935 50.319 15,4 13,9 14,9
Sabato 35.294 1.158 53.098 14,8 17,2 15,7
Domenica 28.514 1.201 47.951 12,0 17,8 14,2
Totale 237.812 6.736 | 337.878 100,0 100,0 100,0

For the year 2004 Friday id the day with major concentration of accidents: the number of accidents
is 34.670 (15,4% of total). The highest frequency of death is observable on Sunday (1.107 deaths
equal to 19,7%), while Saturday is the day with maximum value of injured (48.802 equal to 15,4%).
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Unfortunately there is no disaggregating of accidents for age group and time of day, which could
offer a valid information about the population at risk; since driver population change from time to
time, there is a different distribution of accidents in different age group. For example accidents of
elderly, who used to avoid impaired conditions, are more frequent during the central hours of day,
while young drivers accidents usually occur during weekend night peaks (Summala, 1996).
Summala, H. 1996. Accident Risk and Driver Behaviour. Safety Science, Vol.22, No.1-3, pp.103-
117.

1.6.4 How and why accidents happen (the nature of a ccidents and presumed
causes)

In 2005 the major of accidents is represented by a crash between two o three vehicles (76,7 per
cento). Only 23,3 per cento occurred for isolated vehicles. The most frequent typology of accidents
is frontal-lateral crash (79,706 of cases), followed by real-end collisions, which register 42.435
cases. Among isolated vehicle, disbanding and coming out the road represent the major number of
cases with 21.637 accidents.

In the year 2004 the between-vehicles accidents equal to 76,8 per cento of total, while isolated
vehicle accidents reached 23,2 per cento.

The rate of mortal accidents respect to the nature of the accident results maximum in
correspondence to the frontal crash (6 per cento), which constitutes the most dangerous typology
of road accidents.
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Table 1.6.11 - Deaths for accident nature — Years 2 002-2005 (absolute values)

@ "non " " "
31!
31!

In the year 2002 the most frequent circumstances are referred to error behaviour of the driver (58,2
per cento) corresponding to 138.467 accidents. In the frame of those circumstances, the most
elevated frequency of accidents, equal to 22.635 (9,5 per cento of total), corresponds to lack of
headway distance, followed by distracted driving end excessive speed. Incorrect behaviour of
drivers has determined also the highest number of deaths (46,2 per cento) and injured (59,5 per

cento).

It is possible to note that the accidents at maximum risk of death are due to abnormal psych-
physical state of the driver. These accidents represents in fact the highest rate of mortality: 6,6 per
cento versus 2,2% of general accidents related to error behaviour of the driver. Also the level of
injuries results as maximum in correspondence to accidents caused by altered psych-physical
state of the driver (149,2%).

Table 1.6.12 - Accidents, deaths and injured by ver ified or presumed circumstances - Year 2002
(absolute value and percentage value)
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In 2004 behavioural causes of the driver constitute 91,1 per cento of total causes. In the frame of
erroneous behaviours of driving 15,1 per cento of causes is represented by distract driving, 12,2
per cento referred to excessive speed and 11,4 per cento to lacking headways distance. No data is
indicated for other causes like “lacking use of seatbelts”. The state of infrastructures weights for 4
per cento of causes. The rate of accidents due to altered psycho-physical state amounts
improbable 2 per cento of causes. In fact Italy has chronically low level of road controls for alcohol
and other psychoactive substances.

Table 1.6.13 - Verified or presumed causes of road  accidents — Years 2003-2004 (percentage values)
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In 2005, the lacking respect of precedence rule, distractive driving and excessive speed constitute
for themselves 50 per cento of causes.

The altered psycho-physical state is outlined for the gravity of events and for the fact that the most
young driver are involved.

Table 1.6.14 - Verified or presumed causes of road  accidents — Years 2005 (absolute values and
percentage composition)

*
6 ¢ 7 ) 78%
1 % " % %! Lo )

|
1 % 6 Lo )
1 % 6
1 % 6 !
vy |

75




1.6.5 Who are involved: drivers, passengers and ped

Subject involved in accidents: the analysis for roa

estrians

d user, for sex and for age

In the frame of road safety it is fundamental the recognition of victims characteristics to set up an
appropriate prevention policy and to evaluate the effectiveness of implied countermeasures. Three
categories of road users are considered: drivers, passengers and pedestrians. In 2005, the 67,0
per cento of deaths and 70,8 per cento of injured is constituted by drivers of involved vehicles.
Passengers represent 20,0 per cento of all deaths and 23,2 per cento of all injured. The
pedestrians, which represent the most vulnerable road users, resultin 6,1 per cento injured, but in
13 per cento death, as show following tables.

Table 1.6.14 - Injured people for road accidents an
percentage values) - ISTAT data 1999

d user category depending on sex (Absolute and

STREET Males Females Total
USERS Number Percentage Number Percentag

e
Drivers 155.969 72,4 59.393 27,6 215.362
Transported | 55 58, 41,9 49.366 58,1 84.950
people
Pedestrians 7.684 46,9 8.702 53,1 16.386
Total 199.237 62,9 117.461 37,1 316.698

Table 1.6.15 (a) - Dead people for road accidents a nd user category depending on sex (Absolute and
percentage values) - ISTAT data 1999

Males

Females

STREET Total
USERS Number Percentage Number Percentag

e
Driver 3.938 90,6 409 9,4 4.347
Transported | 7, 52,0 657 48,0 1.370
people
Pedestrians 501 59,9 335 40,1 836
Total 5.152 78,6 1.401 21,4 6.553
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Table 1.6.15 (b) — Pedestrians, dead and injured pe ople for sex and age — Year 2002 (Absolute and
percentage values)

Mort Feriti

CLASSIDIETA

Maschi Femmine Totale Maschi Femmine Totale
Finoa 5 ann 18 8 28 239 130 369
Dagad [ 3 11 338 172 510
Da1Da 14 24 8 32 506 381 887
Dal15ai17 3 7 10 227 230 457
Da18a20 10 5} 16 261 pa k2] 480
Da2ia24 3 17 43 3Ire 3z 691
Da25a29 34 19 33 534 474 1.008
Da3la34 29 15 44 569 458 1.028
Da35a3g 27 9 38 53 445 978
Da 4D a44 50 16 66 469 462 431
Da45a49 33 24 57 443 435 a78
Da S0 a 54 41 19 60 475 508 983
DasS5as8 aT 21 58 466 530 9596
Da 60 a 64 38 17 35 571 586 1.157
Dat5ag9 48 33 a8 518 639 1.157
Da7la74 81 54 135 666 B9E 1.362
Da75a79 T4 51 125 589 842 1.231
Da 80 ag4 55 29 94 389 437 826
Da 85 ed oltre 57 34 a1 263 233 496
Mon indicata 49 36 a5 462 380 842
Totale T45 443 1.188 3.895 8.370 17.265

Pedestrians count for almost 31% of all shifts made in urban areas, 18% are involved in street
accidents and have the highest index of gravity (ratio between number of deaths and injured
people), as the following tables show.

Table 1.6.16 - Dead and injured people in road acc idents subdivided for categories — ISTAT date
1999

Dead people Injured people Injured
Number Percentag Number Percentage | people X
e 100
wounded
people
STREET
USERS
Driver 4,427 66,7 215.362 68,0 2,1
Transported 1.370 20,7 84.950 26,8 1,6
people
Pedestrians 836 12,6 16.386 5,2 51
Total 6.633 100,0 316.698 100,0 2,1

77



Graphic 1.6.1 — Dead and injured people in road acc  idents subdivided for street user category —
ISTAT date 1999

Dead people in road accidents subdivided by Injured people in road accidents subdivided
street user category — ISTAT data 1999 by street user category — ISTAT data 1999
Pedestrians FPedestrians
Ao Tramsported 2.2%
: peopla
20,74% 2EEE
Transported
peoyle Drivers
B5,7% Ge 0%

Index of gravity show that, in 1999 for every 100 injured drivers, 2,1 are dead, the ratio is lower for
transported people (1,6), but it increases to 5,1 for pedestrians. (Table 16)

Table 1.6.17 - Injured people for road accidents an  d user category depending on sex (Absolute and
percentage values) - ISTAT data 1999

STREET Males Females Total
USERS Number Percentage Number Percentag

e
Drivers 155.969 72,4 59.393 27,6 215.362
Transported | 55 58, 41,9 49.366 58,1 84.950
people
Pedestrians 7.684 46,9 8.702 53,1 16.386
Total 199.237 62,9 117.461 37,1 316.698

Table 1.6.18 - Dead people for road accidents and u ser category depending on sex (Absolute and
percentage values) - ISTAT data 1999

STREET Males Females Total
USERS Number Percentage Number Percentag

e
Driver 3.938 90,6 409 9,4 4.347
Transported | 744 52,0 657 48,0 1.370
people
Pedestrians 501 59,9 335 40,1 836
Total 5.152 78,6 1.401 21,4 6.553

The low percentage of dead (21,4%) and injured (37,1%) women is a confirmation that accidents
involving women are, on the average, less dangerous and that probably they are physically more
resistant to the trauma.
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Graphic 1.6.2 - Dead people for street accidents an

1999

d for user category depending on sex — ISTAT data
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About 17,8% of people involved in traffic accident are pedestrians (table 16), (14% in 1976 and 6%
in1995), pedestrians are 12,6% of killed people (24% 1975 and 15% 1995), 5.6% (1995) of hit
pedestrians have lethal consequences (6.6% 1975).

The evolution of statistic data regarding dead and injured people, from 1991 to 1999 subdivided by
categories is shown in the following table:

Table 1.6.19 - Road accident victims — ISTAT data (

1991, 1995 and 1999)

VEARS Drivers Transported people Pedestrians
Dead Injured Dead Injured Dead Injured
people people people people people people
1991 4.496 156.482 2.051 68.491 1.149 16.208
1995 4.161 171.906 1.474 71.829 877 15.836
1999 4.427 215.362 1.370 84.950 836 16.386
Variation
1999/1991 -1,5 37,6 -33,2 24,0 -27,2 11
Graphic 1.6.3 - Road accident victims — ISTAT data (1991, 1995 and 1999)
250.000 7
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Table 1.6.20 - Accident consequence related to run

over pedestrians (sex and range of age. ISTAT

data 1995)
Age (years) Injured people Dead people
Male (%) Female (%) Male (%) Female (%)
Less than 65 50,8 49,2 63,9 36,1
65-69 44,6 55,4 59 41
70-74 40,8 59,2 48,2 51,8
75-79 41,6 58,4 55,1 449
80-84 44,5 55,5 52,3 47,7
85 and more 51,7 48,3 60,8 39,2

Certainly, pedestrians are the weakest users involved in road accidents. The risk of accidents due
to the street collision is particularly high for elderly people; in fact the 48,6% of the dead male and
the 66,5 of the dead female pedestrians are aged more than 64 years.

Table 1.6.21 - Percentage of dead pedestrians depen

ding on range of age (period 1990-95-99; ISTAT

data)
Age (years) 1990 1995 1999
Less than 18 7,6 6,5 5.0
18-24 4,5 4,3 3.9
25-29 3,2 4,9 3.9
30-44 8,6 8,0 12.2
45-54 7,0 8,3 7.8
55-64 15,8 15,1 11.2
65 and more 53,3 52,9 55.9
Total 100,0 100,0 100.0
Graphic 1.6.4 - Percentage of dead pedestrians dep ending on range of age (period 1990-95-99;
ISTAT data)
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Table 1.6.22 - Index of gravity of road accident d

epending on age and sex (ISTAT data 1995)

Age Drivers Passengers Pedestrians

Male Female Male Female Male Female
Less than|l,8 1 1,8 1 2,3 2,2
17
18-20 2,1 0,7 3,1 1,3 5,1 2,1
21-24 2,3 0,8 2,7 1 2,6 1,5
25-29 2,2 0,9 1,9 0,9 5,7 2,1
30-44 2,2 1 2,4 1,4 3,4 1,8
45-54 2,9 1,3 2,8 1,4 5,1 3
55-59 3,3 1,7 2,4 1,6 6,7 4,4
60-64 4,8 2 3,8 2,4 9 3,5
65 and 16,6 3,9 6 3,4 9,6 8,7
more

2,7 1,6 2,6 15 5,9 4,5
Average

Table 1.6.23 - Pedestrian accident depending on da y hour — ISTAT data 1995

Hour Number D%
1 157 1.0
2 84 0.6
3 56 0.4
4 55 0.4
5 43 0.3
6 101 0.7
7 334 2.2
8 927 6.1
9 970 6.4
10 1.048 6.8
11 1.095 7.2
12 1.016 6.7
13 846 5.5
14 600 3.9
15 659 4.3
16 805 5.3
17 1.101 7.2
18 1.634 10.6
19 1.411 9.2
20 804 5.3
21 501 3.3
22 368 2.4
23 278 1.8
24 173 1.1
Unknown 195 1.3
Total 15.261 100

Most pedestrians are killed by car, but if we consider the chance to be hit by a specific class of
vehicle, there are just 0.34 accident for 1000 matriculated cars in front of 0.53 for 1000 mopeds
and motorcycles, and 3.84 for 1000 buses, there are only 0.29 accidents for 1000 trucks. This data
can be explained because most of the buses follows an urban route, while trucks usually follow
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extra-urban routes. In any way, for a better understanding, it's given a view of the phenomenon
through the following tables.

Table 1.6.24 - Pedestrian accident depending on cau  sing typology of vehicle — ISTAT data 1995

Typology of vehicle Number %
Cars 10.533 69.2
Motorcycle or moped 3.345 21.9
Trucks 778 5.1
Bus, tram 307 2.0
Bicycle 130 0.8
Unknown vehicle 148 1.0
Totals 15.261 100

Table 1.6.25 - Pedestrian accident depending on urb  an and extra-urban area — ISTAT data 1995

Area Number %
Urban 14.244 93.3
Municipal extra-urban 149 1.0
Provincial 186 1.2
State 390 2.6
Freeway 219 14
Others 73 0.5
Totals 15.261 100.0

1.6.6 Accident costs statistics

National Health Authority has a special national data bank containing records about all kinds of
road accident injuries and deaths. This case record allows, besides special medical researches, to
esteem how much these accidents cost to the Public Health. For instance, several surveys show
that orthopaedic lesions are the most recorded ones but skull lesions, even if minor in number, are
the most dangerous and the most expensive ones; their yearly cost (social, sanitary and insurance
one) is very high, about 20.700.000 Euro. One of the future national Road Safety Programme (see
3.1.4.2) goals is to reduce this cost to 2.000.000-2.500.000 Euro, only imposing a general use of
adults crash helmet and safety belts.

Operation costs statistics

The following data concern the construction of great national communication roads; as it follows:

raised or entrenched roads: 4 millions ecu/km
roads with a least of tunnels: 5 — 7.5 millions ecu/km
viaducts: 10 millions ecu/km
tunnels: 12.5 millions ecu/km

Available data on roads maintenance are the following:
- freeways (Highways Society data without costs for salification an snow polishing works): 1.71
ecu/mgq;
- extraurban roads (A.N.A.S: data): 0.71 ecu/mq;
- urban roads: < 0.25 ecu/mg.
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1.6.7 Which statistics available and which years?

ISTAT, Road accidents statistics, Years 2000, 2003-2004, 2005
Data available on:
- road accidents, deaths and injured
- accidents for road typology;
- verified and presumed causes
- deaths and injured for road category and road users
- death and injured drivers, passengers and pedestrians
Every year is published the annual “Statistics of road accidents” cured by ISTAT (National Statistic
Institution) and ACI (Automobile Club of Italy)

1.6.7 Nota Methodological/ Collection method

The statistical information on accidents is collected by ISTAT through a total monthly surveying of
all accidents occurred on the entire Italian territory, which had caused lesions to persons (deaths
and injuries). Also ACI (Automobile Club of Italy) collaborate on the data collection.

The survey is a fruit of coordinated actions among different Institutions: ISTAT, ACI, Ministry of
Inter, Road policy, Carabineers, Provincial policy, Municipal policy and Statistical Offices of thee
capitals of provinces. The data are collected by authorities intervened at the site of accidents
(Road policy, Carabineers, Provincial policy, Municipal policy) through a form Istat Ctt/Inc
denominated “Road accidents” used for every road accident involving a car and a parson that had
been injured.

The data quality collection differs for typology of the force charged with data collections and for
regions: those, who had invested in road safety equipping their offices with an advances
informative systems (Road policy, Carabineers, as well as public Administration of Modena, Milan,
Brescia, Mantova and some smaller municipalities), present reliable data, while there are still a lot
of regions, which data collection is full of gaps (Greco, 1999).

The definition of a road traffic accident is: an event occurring in road traffic, in which at least one
moving vehicle is involved and which results in injury to a person before 1991 also to property.
The definition of death person in a road traffic accident is: a person who has died within 30 days of
a road traffic accident as a direct or indirect result of that accident. This definition has been
adopted starting from January 1999, according to the European standards (previously the period
was of 7 days).

Sanitary statistics are based on “registry office certificates and diagnosis of family doctor”.

According to doctors, the causes of death to consider, are all that happened on the year of

reference, independently of the accident day.

In every way there are two diversifications in monitoring methods:

- reports don't give attention to those that (apparently uninjured at the moment of the accident)
get damages that come out in lethal way in the following days;

I when other causes are present, with great probability, the doctor, registering death, gives the
main reason of the same death to the accident.

Not all the accidents come to the attention of the police, when they don’t cause death. This

information has been gathered by the National Health Authority.

There is a big discrepancy, by medical statements, in data about accidents, involving personal

injuries; it is possible to say that police registered ones are only one fourth of the whole amount.
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Table 1.6.27 - Comparison between deaths number rep  orted in road accidents statistics and death’s
causes — statistics of years 1990/93

Years Dead people reported in statistics
Police report Hospital report Difference

1990 6.621 9.208 39.1

1991 7.428 9.609 28.2

1992 7.434 9.645 29.7

1993 6.645 8.434 26.9

Sources:

Statistiche degli incidenti stradali 2002, 2004 e 2005

Greco, M.A,, 1999. Le statistiche sull'incidentalita stradale: aspetti metodologici — organizativi, la
corretta lettura dellinformazione statistica, miglioramenti possibili. Convegno incidenti stradali.
Settembre 1999).
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4. Policy Statements

Current (published) policy statements regarding pedestrians and walking
a. national government White Papers and Policy Notes (National, Regional
and Local Transport and Traffic plans)
Land Use plans
Health sector plans
Education sector plans (incl. walking to school)
Statements of political parties / party scientific bureaus
Security (added)

~ 0 o 0o T

a. national government White Papers and Policy Note s (National, Regional
and Local Transport and Traffic plans)
Public transport
In April 1993, the Government Commission for Transportation Economic Programming
(CIPET)! draw a resolution stating two main objectives in the National policies:
- the inter-modal mobility improvement;
- the public transport promotion, with particular concern for solving the
environmental problem.
Always with the aim of promoting its use, it has been stressed priority of the public
transport mode: only the main road network (district streets) must be devoted to public
transport, creating a bus lane or bus-way near sidewalks when public transport traffic
is higher then 25-30 buses per hour, each way.

b. Traffic rules and traffic signs with regard to p edestrians and the
handicapped

NATIONAL LEVEL

Mobility policies

Since the Sixties, the use of private cars has become more and more massive, mainly
thanks to the economic development of the nation, to the increasing urban sprawl

! CIPET "Committee for the Transport Economic Programming”, formed by several ministries, was
abolished by the 1995 financial law. Its main task was to support and control the General transport plan,
foreseen by the law 285/84 and upgraded in 1991). Among the many legal issues of CIPET, it is worth to
underline the various decrees to implement rapid mass-transit programs and to grant loans for building
parking lots (see CIPET Resolution Act 7.6.1993 and further upgradings).
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(especially in Northern and Central Italy and in the biggest cities of the South) and to
the progressive promotion of the "car culture”.

Nowadays private vehicles are still the main transportation mode, so many policy
themes concern traffic control and high speed related problems.

Several laws approach traffic management and safety, mainly the new Highway Code
of 1992, the Guidelines for Urban Traffic Plans (PUT) of 1995 and lately the National
General Transport Plan (1999).

Nevertheless, traffic management and road layout are just starting to be a widespread
concern of administrators, technicians, social bodies and Associations; Italian technical
staff (both in administration and private offices) suffers from having little experience of
traffic calming measures implementation and assessment.

A general idea of urban management and safety appears in the Guidelines for PUT,
but still traffic plans are limited in application; car pressure concern and travel supply
are the main part of the existing ones.

The first Plan of Actions towards the National Road Safety Plan has been issued, in
application of the EU Road Safety Programme 1997-2001, stated in the recent General
Transport Plan and in the budget law (May, 1999).

Even the approach to vulnerable road user safety is particularly focused on disabled
people and their needs, more than on pedestrians and two-wheelers as a whole.

The New Highway Code and Urban Traffic Plan

The New Highway Code (D.L. 30.04.1992, n.285), in order since 1% January 1993,
introduced the new concept of Urban Traffic Plan (PUT) and Extra Urban Traffic Plan
(PVE), which must be in accordance with the Urban and Regional Plans.

By the law, PUT must be implemented in all the cities with more than 30,000
inhabitants, in addition to those indicated by the Regions (i. e. where tourist
attractiveness may be relevant).

Indeed Urban Traffic Plans are also mandatory for tourist cities or for those with
particular traffic problems (such as for example commuters interchange spots). This
means that 842 municipalities and about 33 million people are involved, but only 40%
of all the interested municipalities have started studying/implementing the plan by
January 1998.

PUT, as described in the Ministry for Public Works Decree n. 77/1995, are the most
important instruments for mobility management in Italy and they introduce the
innovative consideration of “pedestrians as priority component” in all traffic matters.
They are often compared to the French PDU and to the related air quality legislation:
PUT shares the same goals of PDU; in the PUT we can find the promotion of the
pedestrian aspects connected to the enhancement of urban quality as a main issue.
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In 1995 the Minister of Public Works published the guidelines for "drawing, adopting
and implementing Urban Traffic Plans".

The

Plan is defined like a group of co-ordinated interventions to improve the road

circulation for pedestrians in urban areas, means of public transport and private means
of transport. These interventions must be carried out in a short time (two years), and
without important modifications of infrastructures and means of transport.

The targets of Urban Traffic Plan are:

The

better circulation (and parking too);

improved road safety through a reduction of accidents;
reduction of noise and air pollution;

energy saving;

respect of environmental values.

most important principles deriving from the objectives contained in the guidelines

for PUT project (i. e. the resolution of the Ministry for Public Works of 1995) are:

improving mobility conditions (travel supply and parking), that means to assure an
easy access to the town and its centre through the reduction of through traffic.
According to this point of view, it calls for "pedestrian network continuity” in the
urban context and for the new concept of "environmental island", a pedestrian
priority area structured with local roads, surrounded by the main road network
(island) aimed to make the urban spaces more liveable; in other words in
"environmental islands" vehicular mobility is extremely reduced and through-traffic
is avoided.

improving traffic safety through the reduction of the number of road accidents by
separating, in the urban environment, four different traffic components:
pedestrians, public transport, vehicular traffic and parking and by assessing the
present traffic level and the accident causes;

diminishing atmospheric and acoustic pollution, creating pedestrian zones and
controlling speed level;

increasing energy saving: an efficient public transportation system with a
hierarchical road network gives rise to energy saving;

protecting the environmental values: reducing speed level and creating
pedestrians zones, especially in historical centres and monumental areas, can
contribute to preserve the quality of the environment.

REGIONAL LEVEL

Mob

ility policies
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At local level, fewer and fewer resources are spent on the quality of public urban areas,
due to an increasing lack of funds, and because of an overwhelming complexity of
urban planning rules and administrative roles:

- jurisdiction on area-wide plans has moved from Regions to Provinces since 1990
(the Local Autonomies Act, n. 142), but only in a minority of Provinces are such
plans in order;

- the Extra-urban Traffic Plans (D. L. 30. 04. 1992, n. 285), namely at Province level,
do not exist.

As regards road safety, responsibility is distributed as it follows:

- Regions, for what concerns regional streets

- Provinces, for what concerns provincial streets

Technical services at the local level have grown in a traffic engineering culture where

the role of safety was almost absent, especially for vulnerable road users; local politics

are often based on coercive action such as slopping fees or adding traffic lights, even
where conditions could be inadequate.

1. The Urban Traffic Plan

According to D. L. 30. 04. 1992, n. 285 (New Highway Code), Regions can assess if it
is necessary to add other cities, besides the ones with more than 30,000 inhabitants, (i.
e. cities where tourist attractiveness may be relevant) to the lists of the cities which
have to implement a PUT .

Moreover when coordination between neighbouring municipalities is required, the
Region selects a file-leader to make a PGTU plan of the whole area.

2. Urban space accessibility

According to Law n. 104/92, Regions should improve mobility of disabled people and
allow them to use public transport. In particular they have to elaborate mobility tools for
disabled people within the limits of regional transport plans and urban infrastructural
plans

3. Law to finance cyclist mobility

Regional Councils raise the funds to implement cycle paths in the countryside, being
convinced that this contributes to improve their citizens’ everyday life and to attract a
“soft tourism”.

According to the n. 208/28.6.1991 law, Regions, that want to improve cyclist mobility,
can utilise specific national funds. In order to address this issue, a regional plan,
collecting projects from Provinces and Municipalities, is presented.

Also the Railways companies start to organize combinations bike - train.
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MUNICIPAL LEVEL

Mobility policies

Also at Municipal level quality of public urban areas are penalized because of the
overwhelming complexity of urban planning rules and administrative roles:

- metropolitan area authorities do not exist in practice, even if stated by the 142/90
law;

- urban plans do not face traffic problems and, according to the National law -
dating back to 1942 - they are comprehensive plans, whose project and approval
in medium-large cities have become too big a matter to be solved in a political
mandate;

- traffic planning for urban areas is compulsory since 1993 for all Municipalities
bigger than 30,000 inhabitants or facing particular traffic problems (such as, for
example, tourist traffic); it had already been suggested in 1986, but at present, in
many cases these plans have not been implemented (as just said above);

- co-ordination between different management institutions, first of all the public
transport companies and the road network technicians at different levels, is quite a
problem.

As regards road safety, Municipalities are responsible for what concerns municipal
streets.

The Urban Traffic Plan

The Municipalities with more than 30.000 inhabitants are bound by the Highway Code
(D.L. 30.04.1992, n. 285) to implement Urban Traffic Plans for mobility management on
their territory.

In the PUT every single Municipality can set up the infrastructure characteristics, such
as sidewalks width, pedestrian crossing etc., and the rules for public spaces
management.

c. Land Use plans

PLANNING / LAND USE POLICIES

Policies and instruments

The drawing up of planning regulations at a regional level is leading to the creation of a
remarkably varied regulatory framework throughout the national territory. In fact, the
individual regional laws introduce even substantial innovations in the planning system
although, at a national level, they keep on referring to the Law of 1942. The
fundamental planning law, passed in 1942, identified two municipal planning
instruments, that are the general Land Use Plan (PRG) and the Implementing Plans.
Such system has remained substantially unchanged until the beginning of 1990.
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The basic contents of the Land Use Plan, extended to the whole municipal territory and
which had to be an “outline plan”, are the definition of the main arteries (main railways,
road and navigation network and their features); the territory zoning and the
identification of public areas; constraints to be observed in historical and environmental
zones; the plan implementation modalities; and the rules changes have to comply with.
On the contrary, the implementing plans, which vary according to the promoter and the
purposes they are intended for, aimed at defining in greater detail the transformation
envisaged in the general Land Use Plan, by defining its typically designing but also
planning-related aspects.
Following the introduction of the new regional regulations, the above scenario is now
obsolete, although it is still the only framework formally defined by national laws. There
exist different regional regulations, but they seem to comply with a model that can be
considered as the prevailing one, partitioning the general Land Use Plan into two
levels, that is a structural and an operational one.
- Structural plan

The structural plan defines the municipal territory planning strategic indications

deriving from the upper planning levels (e.g. the provincial and regional levels),

as well as from the development guidelines expressed by local communities. It

must include a detailed picture of the existing resources; the objectives changes

should aim at; the identification of environmental systems such as settlements,

infrastructures and services.

- Implementing plan

The Implementing Plan regulates the settlements on the territory, also

identifying the areas in which settlements can be completed or enlarged. It

identifies the areas intended for primary and secondary urbanization, the

infrastructures, and regulates the actions to be carried out with respect to the

existing building heritage.

URBAN DEVELOPMENT
1. Urban Planning Law (1942) and Urban Planning Doc  ument (PRG)
Urban Planning Document has been introduced by the Urban Planning Law (1942). It
represents the second level of planning in Italy, the first dealing with a wide territory
(regional or provincial). Each plan must be co-ordinated with the upper level.
The fundamental contents of Urban Planning are:

- the main railway, road and navigation network and their features;

- zoning constrains and peculiarities, different existing urban areas and the features

of the new zones;
- public spaces and constraints to land use;
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- areas for public buildings or for public use and also for social and collective
systems;

- constraints to be observed in historical, environment and landscape zones;

- rules to plan implementation.

2. Integrated programs

The Urban Rehabilitation Programs (PRIU), District Contracts (CdQ), Urban
Rehabilitation and Territorial Sustainable Development Programs (PRUSST) are the
main instruments devised by the Ministry for Transports and Infrastructures in order to
update the change management methodologies implemented both at an urban and
territorial level. The above-mentioned instruments mainly aim at making public and
private actions interact, so to compensate for the lack of public funding available for the
implementation of planned initiatives. However, the central government’s role is limited
to procedure controls and does not enter into the merits of the proposals put forward by
the municipalities, regions and private players adhering to the program. The Ministry is
responsible for the drawing up of the call for proposals, indicating its eligibility
requirements, the minimum requirements of their promoters and the program field of
interest. Finally, it carries out the assessment of the various proposed programs and
selects the ones to be financed. Usually, fairly poor public funds are directly
appropriated for the programs selected. However, they have to be added to the funds
allocated to the public works being the province of the State, regions or municipalities.
In fact, together with the private capital taking part in the program, they constitute the
program’s economic framework, which can reach particularly relevant magnitudes.
Participation in such programs is favoured by the existing procedures benefiting the
various actions, both in the public-private and public-public relationships. Actually, all
projects, including private ones provided that they are encompassed in programs that
have been granted state funding, can be implemented, through the “Agreement
Program” procedure, also as an alternative to the existing land use plan. Similarly, the
various public authorities responsible for authorizing project implementation implement
it through a single procedure called Conferenza dei servizi®, which can significantly
reduce the delays.

3. Parking facilities: the “Tognoli” law

Parking is one of the most important problem to solve in the urban mobility
management. Many attempts have been made and the most interesting one was
represented by the so - called "Tognoli" law (from the name of the Milan major who
promoted it at the Parliament in the early Eighties). This law allowed private investors

% A Conferenza dei Servizi is a meeting of the representatives of all the authorities and administration
offices involved in the organization and implementation of an initiative.
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to build underground parkings, both in private and public urban areas, when included in
a municipal parking plan; the parking plan being a variation of the existing urban plans,
if the case being. The spirit of the law was aimed at inducing mainly dwellers and
private companies to create their own parking places, also making easier the burocratic
processes and financially supporting the investors. A good aspect of the law was that
by the intention of creating a network of local parking, aspects such the ancillary
walking or the intermodality could be increased. Problems such as ownership conflicts,
high costs of investments, pressure groups’ opposition made this effort drift away, and
actually these kinds of realisations are very few. Nowadays, municipalities try to solve
parking problems mainly by the implementation of ZTL zones (Traffic Limited Zones);
among the various examples it is worth mentioning the "Zone a sosta controllata -
ZCS" (Controlled parking zones), implemented in Florence: these are areas in which
parking can be paid according to different rates, depending on the different kind of
users (area dwellers, commuters, shoppers and so on). Main goals are: to safeguard
dwellers’ requirement for parking; to guarantee accessibility to visitors to commercial
activities; to discourage commuters to use private vehicles, without strictly forbidding it.
Anyway, a very important and more homogeneous tool is the "PUP — Piano Urbano
Parcheggi" (Parking Urban Plan), set by law 122/24. 3. 1989. It foresees an analysis
phase to determine the intervention spots and the related parking demand, also in
comparison to the area situation. Then a planning phase follows, in which, on the basis
of the roads’ functional classification, the required parking lots are located.

Parking places at interchange locations are privileged. Rome has made one just now,
foreseeing also underground parking under some investigated roads.

d. Health sector plans

Health cities

In the 1995, according to the “Healthy cities” program, some Italian municipalities have

founded the movement of the “Healthy Cities Italian Network” that has become an

association in 2001.

Many projects have been started all over the country. Among the initiatives to improve

the physical, mental, social and environmental well-being of the citizenship, it is worth

stressing:

- projects on road safety that encourage a different life-style to reduce road accident.
These projects consist of: educational campaigns, monitoring systems of road
accidents, social-economical researches;

- projects on road security promoting the prevention of crime and the renewal of
dangerous zones. These projects consist of: civic educational campaigns,
community meeting to promote civil behaviours between the population, increase of
means and staff dedicated to the road security;

Draft_30.07.2007 10



PQN Country Report_ltaly — Parts 4. 5. 6. 7.8

- projects promoting the bicycle use. These projects consist of: educational
campaigns and public laboratories where children can know everything on the
bicycle world;

- initiatives for the regeneration of urban decay introducing new green zones,
promoting the separate collection of rubbish and, generally, improving the quality of
the urban environment;

- projects on the urban environment and the citizen health protection through the
reduction of the air and acoustic pollution and the protection from electro-magnetic
fields. These projects consist of: educational campaigns for the car maintenance
and the exhaust gas control, controls on law application, projects for the acoustic
clearance of the schools, monitoring of traffic flows;

Some of these projects preview the formation of an interdisciplinary project committee

favouring the involvement of different sectors.

Acoustic Recovery Plan

Noise can be as dangerous as air pollution for what concerns urban liveability and
public health; so the Ministry of the Environment set the enforcement of this instrument
(legally based on a Decree concerning indoor and outdoor noise maximum tolerable
level and the general law against noise pollution®) that allows control of all the noise
sources of the urban environment, imposing limits and standards.

According to the 447/95 law, every municipality has to adopt the Acoustic Recovery
Plan, assuring its coordination with the PRG, the PUT and the other environmental
plans. It is also in charge to make specific controls of the noise levels.

Moreover Municipalities can request a VIA (environmental impact assessment) to
competent subjects before allowing the construction and the modification of special
buildings such as: airports, sport clubs, railways, etc.

The Ministry of the Environment and of the Territory Protection, according to the
01.03.1991 Decree and the Law 26.10.1995 n. 447, foresees the implementation of the
Acoustic Recovery Plan to control noise sources in the urban environment by
establishing quality standards and limits to noise reduction. The aim of the Plan (law n.
447/95) is to reduce the dangers for human health and to protect the eco-system from
decay. The Acoustic Recovery Plan establishes fundamental principles to safeguard
outdoor and indoor environment from acoustic pollution.

The main interventions concern: noise sources (especially public vehicles) and
propagation (for instance surfaces) control; management of noisy activities and

% Decreto della Presidenza del Consiglio dei Ministri 1 marzo 1991 "Limiti massimi di esposizione al
rumore negli ambienti abitativi e nel’ambiente esterno” (decree on maximum noise level in residences
and outdoor) and legge n. 447, 26.10.1995 "Legge Quadro sull'inquinamento acustico” (law on acoustic
pollution).
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operations (closure of airports, railway stations, vehicular restrictions during night
hours), and so on.

Air quality Plan

The ultimate legal issues about air pollution are two decrees: the Ministry of
Environment decree n. 163 of 21 April 1999 about individuation of environmental
criteria for cars circulation restrictions and the Decree n. 351 of 4 August 1999 about
the evaluation and management of air quality.

The first decree is mainly aimed at setting a common basis for car circulation control
from all Municipalities. A very important outcome should be the issue of a yearly Report
about air quality.

Often the Health Policies go hand in hand with the Environmental Policies, this is the
case of the Decree n. 351 of 4 August 1999 that sets objectives for air quality to avoid,
prevent or reduce negative effects both on public health and environment and fixes the
maximum amount of pollutants in the air. It gives evaluations on the air quality on the
basis of the common criteria above mentioned, and eventually it provides prompt
information about the state of the air, especially when danger limits are going to be
exceeded.

Part of the prescriptions implementation is also a Ministry of Public Health’s task that
has to work in synergy with the Ministry of Environment.

Incentives to car substitution

In 1997 the Main National Financial Law established economic incentives to car
renewal to improve the quality and safety of vehicles and to reduce air pollution due to
gas emissions. Cars aged ten years and over (if destined to autowrecking) could be
renewed with the benefit from big discounts in the purchase of new ones.

To let national car factories to do this, government had to support them financially.
Recently, many municipalities undertook similar actions in favour of polluting mopeds
and motorcycle models, on the basis of directions coming from the Ministry of
Environment Decree 27. 3. 1998 "Sustainable mobility in urban areas™ .

After 19 months of implementation (January 1997-July 1998) the income for the State
was about 2200 billion lire, with a GDP increase of 0.4%. This is an example of policies
influencing vehicle safety and consequently road safety, but also human behaviours

and in particular the transportation mode choice.

* Thanks to the above mentioned decree, Rome Municipality is carrying on a campaign to promote the
purchase of low environmental impact motorcycles. By an agreement with the motorcycles factories, it is
possible to buy new, low polluting, mopeds or motorcycles with up to 35% discounts on the current price,
on condition that, at the same time, old mopeds go to wrecking. New mopeds can be re-sold only after two
years of the purchase date. Similar facilities are available for buyers of electric mopeds, too. Another
important facility is a bonus for buyers for the purchase of safety helmets; indeed, these kinds of green
mopeds cannot be sold if the buyer doesn’t own a helmet.
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Under this point of view, the choice to preserve the environment by financial support for
car renewal seems to be based on expectations of economic benefit, rather than on
real environmental concern. Indeed, new cars are not only safer but also more
appealing and faster, all elements that push towards their more massive use.

The 1999 and 2001 the Main National Financial Law, also, promoted incentives for
electrical bicycles, mopeds and motorcycle.

Initiatives to public transport promotion

Financial policies for public transport promotion are not common in Italy. Nevertheless,

some initiatives have been undertaken, also thanks to the pressure of private concerns;

for example:

- during the debate for the 2002 — 2003 Financial Law, an amendment has been
presented to introduce fiscal deduction to the public transport season-ticket,
unfortunately without success;

- according to the D.L. n. 314/1997, that prescribes the fiscal exemption of the public
transport season-ticket acquired by the employers for his subordinates, some
private enterprises have recently introduced the “mobility ticket”, as it occurs for the
restaurant ticket, or have agreed on the offer of some kind of discount.

e. Education sector plans (incl. walking to school)

Research / education policies

With the exception of a 1994 Decree by the ministry for Education, that includes road
safety education among the subjects of the mandatory classes, national long term
policies are still missing in this field.

1. Schools

Education in traffic safety matters is integrated in the general education at primary and
secondary schools. It is a compulsory subject for students from 3 to 18 years old.
Ministry of Education is involved in programmed instruction, Ministry for Transports and
Infrastructures arranges financial plan and Ministry of Education, in agreement with
Ministries of Interior, commits the execution of task to institutions and associations
experienced in road safety precautionary measures.

Automobil Club Italia is one of most important institutions, because it has been working
in this field since 15 years. The product is still being tested, as well as training courses
for teachers.

Accidents, eventually occurred on the way to school from home and vice versa, are not
filed in any report: schools have no data.
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2. Prevention
According to what set by the law n.144/99 and to what indicated by the 29.3.2000
Decree, the Ministry grants about 12 million EURO for co-funding, together with
Municipalities and Provinces, the so-called “pilot projects”, i.e. test innovative
interventions and projects aimed at improving the road safety and at reducing the
numbers of fatalities.
In relation to the educational policies, the Decree supports the following initiatives:
- Information campaigns to promote driver and pedestrian safer behaviour for
accident reduction;
- Agreements with the Ministry of Public Education and/or University and Scientific
Research to realise information courses on road safety and traffic management for
road owners and/or companies.

3. Activities

In national contest, the municipalities that, on the basis of different parameters (for
instance, proposal innovation, local accidents gravity rate, economic status, and so on),
prove to be able to implement innovative solutions are awarded. Thirty-two projects
have been presented; ten of them are in the realization phase (links to the projects web
sites will be, very soon, on the Ministry web site).

Anyway the new administrators have not given up to now very much importance to the
programme related to the urban areas and to the most vulnerable categories.

The "Sustainable cities for little boys and girls" award; "Children sized cities"

At local level, the interventions are manifold, even if not pursued according to a
common goal: from the "children sized cities" (as Fano or Modena that just won the
"Children Quality Award"), to the "dial a ride" experiences of Florence for the elderly,
just to mention the maybe most popular ones.

Ministry of Environment Decree of 15.7.1999 establishes a prize for the "Sustainable
cities for little boys and girls". The decree, considering the opportunity of stimulating
Italian cities to participate in the European sustainable cities campaign (in the field of
Agenda 21 program), allows to launch programs to develop better urban quality
conditions, especially in favour of children.

All cities and towns with more than 10,000 inhabitants can participate in the "contest",
presenting their children dedicated programs and/or interventions. The best example is
awarded by a plate with the Ministry of Environment logo and by the sum of 104,000
Euros, that allows the winning municipalities to go on with their actions®.

® In 1998, besides Modena and Fano, 13 Municipalities of different size received the acknowledgement:
Ferrara, Torino, Pesaro, Rivoli, Molfetta, Bolzano, Pistoia, Cinisello Balsamo, Padova, Empoli, Ravenna,
San Lazzaro di Savena and Cuneo.
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A great part of the projects presented have given some importance to the way in which
children go to school in various towns, thanks to the involvement of the local
administrators.

2003 — European year of disabled people

According to the European program, ltaly will realize:

- meetings and events (the inaugural conference has been on February 14-16-2003
in Bari)

- informative and promotional campaigns

- media involvement

- In particular, the program foresees different plans and actions, as:

- spreading of technological innovation to better understand the condition of disabled
people;

- mobility;

- interventions aimed at improving the quality of life in the disabled people families.

Special funds, allocated by the European Commission (50%), the Italian State (40%)

and by other subjects (10%), will be dedicated to the implementation.

An Unified Text in the matter of disability will be drawn up by the Ministry of Welfare to

overcome incoherences and disputes, actually contained in prescriptive texts.

Go to school!

In many ltalian towns, grandparents play the role of "watchers" in front of schools,
helping kids at crossing points, watching out for child security, and so on. This initiative
is warmly accepted by the children who have not the impression of being controlled,
but just helped by familiar people.

To improve safety and at the same time to convince children to go to school on foot or
by bike, one of the roman borough has organized, at least for one day, a path that the
children can use to go to school by bike; the initiative is called: “Children on bike”
(“Bimbimbici”, 2003).

Another interesting experience (April 2000) regards the public transport company of
Rome, ATAC, that allows children under 10 years of age to travel free. The very first
idea was to allow young people up to 16 years old, so to induce them to give up using
their mopeds. If this first idea would have been accepted, positive outcomes in terms of
safety, pollution and traffic could have been achieved.

f. security (added)
Social policies: security
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Guaranteeing personal security in urban districts and on streets is one of the basic
issue to solve for improving pedestrian mobility. Only on a secure, not only safe,
environment, people will like to move on foot and to wander.

Security, globally meant as citizen’s safeguard, is based on various tasks of different
national bodies. As just mentioned before, these are the Ministry for Interior, the Traffic
Police and the Carabinieri. Of course, the Ministry for Interior has in charge intelligence
and management duties, besides control activities, while the Police and the Carabinieri
are especially charged with all the enforcement activities. It must be stressed that the
Police and the Carabinieri act mainly on extra-urban roads, while Urban Police acts
mainly in urban areas.

In our cities, security diseases overcome the mere "broken window syndrome",
involving very often entire districts and the related most vulnerable inhabitants,
especially in southern ltalian cities. The police efforts are often aimed at fighting not
only robberies, but also more difficult problems, at social level, such as usury, drug
addictions, street walkers and so on®.

The Traffic Police tasks can be so described: "In 1998 the Traffic Police employed
405.188 patrols to guarantee traffic surveillance and control as well as drivers' rescue
on the 350.000 km road network. 6.300.533 vehicles were checked and 2.429.467
fines were issued for a total amount of 14.500.000 Euro. On the whole, 113.942
interventions on accident sites were carried out and 3.035 vehicles were recovered.
The judicial police operations led to 3.964 arrests (more than twice as much as in
1997) and to reports on 39.948 people (+ 11.8% compared to 1997).

As to the haulage sector, relevant were the checks aimed at verifying the driving and
resting times concerning drivers who transport dangerous goods and drivers
responsible for people transport.

Significant emergency interventions to improve road security were carried out with
regard to the first-aid escort service, in particular, 117 interventions to transport medical
teams, human organs for transplants, life-saving medicines, plasma, etc.. Finally, the
valuable and constant road assistance activity is to be underlined thanks to which,
during 1998, 634.573 drivers received assistance by the Traffic Police patrols"’.

In order to prevent the so-called "Saturday-night slaughters" often caused by
exceeding speed limits, consequent upon drug and alcohol use, 32,000 specific alcohol
tests were carried out checking about 470,000 persons. In the course of the year many
initiatives aimed at awakening public opinion to the importance of the Highway Code
and to the consequences of the dangerous driving behaviour were carried out.

® In this field besides many national laws, there are other local legal issues: the Marche regional law
against crime (Regional Law n. 3, 9.3.1998), as intents level, can be seen as model.
” From the web site www.poliziastato.it
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As to the haulage sector, relevant were the checks aimed at verifying the driving and

resting times concerning drivers who transport dangerous goods and drivers

responsible for the people's transport.

To improve street security in urban areas some new measures are recently introduced:

- the “proximity policeman”, similar to the English “bobby”, whose main tasks are:
to patrol, by walking, the urban streets, establishing a direct relation with the
population;

- to mediate conflicts;

- to receive denunciations and to deal with minor crimes.

During the 2002 a bill has been brought before the Chamber of Deputies to modify the

n. 75, 20/02/1958 law on the street prostitution in order to introduce the possibility to

exercise this activity at home.

Infrastructural interventions
On road networks at a municipal, provincial, regional level and also at the level of the
state, these efforts are aimed at improving safety in black spots through interventions
on active and passive safety:
a. Measures to support Municipal and Provincial activities
- Creating and developing new Traffic Offices
- Realising campaigns to make the public aware about local and specific
problems on road accidents
- Maintaining databases of the road network also including accidents monitoring,
maintenance conditions, interventions on network, supports for mobility
planning and safety management.
- Sustaining the realisation of instruments and bodies for accident and traffic
monitoring
- Sustaining the drawing up of Traffic Plans both at urban and extra-urban level.

b. Initiatives and co-ordinator bodies
Some devices will be created to manage the National Road Safety Plan design and
application:

- Comitato Nazionale per la Sicurezza Stradale (National Committee for Road
Safety). It will draw up the general targets of the National Plan of Road Safety,
approve it and control its application. It is composed of the Minister of Public
Transport and by representatives of other Ministries connected to those activities,
Regional and local Administrations (municipal and provincial).

- Consulta per la Sicurezza Stradale (Council for Road Safety). It will be a
consultation body for the Comitato Nazionale per la Sicurezza Stradale to
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evaluate its activity. It will be composed of Associations and public and private
operators interested in road safety.

Garante per la Sicurezza Stradale (Guarantor for Road Safety). This function has
been given to the Ispettorato Generale per la Circolazione e la Sicurezza Stradale
(General Supervisor for Circulation and Road Safety) to verify the application of
measures and interventions stated in the Road Safety Programme of Actions and
successively by the National Plan for Road Safety.

A technical framework inside the Ispettorato Generale per la Circolazione e la
Sicurezza Stradale (General Supervisor for Circulation and Road Safety) named
Osservatorio sulla Sicurezza Stradale (Observer on Road Safety) is going to be
created to support the actions of Comitato Nazionale per la Sicurezza Stradale
and to define the National Plan for Road Safety.

Scientific researches on road safety, creation of a road accident database
specifying their causes and effects, new rules and technical guidelines are some
of the initiatives foreseen.
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5. Legal position of pedestrians

A short review of regulations regarding walking, the pedestrian and
handicapped persons in:

a. Land Use Planning Acts

b. Traffic rules and traffic signs with regard to pedestrians and the handicapped
c. Rules regarding behaviour towards the handicapped

d. Transportation rules & pedestrians

e. Guidelines and legislation for road authorities with regard to pedestrians and
facilities for the handicapped (traffic management, management, maintenance,
design, traffic lights guidelines etc.)

f. Health & Safety regulations

g. Education rules and legislation

h. Jurisprudence

I. Liability rules

|. Enforcement practise

m. Security (added)

Italian legislative framework is articulated in different fields:

- planning directives

- parking rules

- the Highway Code

- technical rules for road construction

- environmental and health, security and safety regulations

- technical standard for cyclist mobility

- urban space accessibility rules and guidelines (Architectural barriers removal).

a. Land Use Planning Acts

Policies and instruments

The fundamental planning law identified two municipal planning instruments, the
general Land Use Plan (PRG) and the Implementing Plans: no tool is aimed especially
at pedestrians, but in some of them, there are aspects that can indirectly influence the
quality and the livability of the urban spaces for pedestrians.
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b. Traffic rules and traffic signs with regard to p edestrians and the

handicapped

Safety policies in the existing Italian legislative framework

The principles for safety policies can be deduced from three different main laws and

rules:

- the new Highway Code (30" April 1992, in order since 1% January 1993);

- the technical standard for Functional Equipment of Urban Streets (National Council
for Researches, 15™ December 1992, n. 150);

- the guidelines for drawing up and for the approval of Urban Traffic Plans (Ministry
for Public Works, 24™ June 1995).

The Highway Code, together with a few guidelines for residential street signs,
pedestrian crosswalks and road humps, contains the statements for Urban Traffic Plan
(PUT) and Extra Urban Traffic Plan (PVE), which must be in accordance with the
Urban and Regional Plans.

The Highway Code identifies different kinds of areas in which pedestrian movement

has right of priority:

- environmental island, a residential area, structured with local roads, surrounded by
the main road network (island) aimed at regaining the urban spaces liveability
(environmental)

- pedestrian areas: vehicle circulation is prohibited with the exception of emergency
vehicles and disabled persons’ cars;

- traffic-limited zones (ZTL): vehicle traffic is allowed only for residents or for special
kinds of vehicles (disabled persons), for everybody only in fixed times;

- residential areas/streets: particular traffic rules are given to protect pedestrians and
improve environment quality. The Highway Code introduces the residential areas
without any specification about their characteristics and infrastructure elements, the
Mayor being responsible for them. They are delimited by special signals, as stated
in the Code.

In these zones, every single Municipality can set up the infrastructure characteristics,

such as sidewalks width, pedestrian crossing etc.. and the rules for public spaces

management.

On its side, the Code does not give specific guidelines about safety measures, with the

exception of humps: there are only two standards, depending on speed limit and in any

case they must be removable. That makes it difficult to try other measures application

(chicanes, street narrowing, raised pedestrian crossing) as a special permission must

be asked to the Ministry for Public Works.
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A lot of cities and towns have adopted pedestrian zones but only in historical centres
and now they are popular in big and small cities. Their size varies in relation to
Municipal strategy; in some cases boulevards or special axes with high comfort for
pedestrians are established to make it more attractive to walk into the city from the
neighbouring areas.

As regards parking, there are several planned parking facilities around pedestrian
zones in most part of middle. 15 size cities; they are generally located close to the
historical centre (ring-roads) pedestrian area or limited traffic zone.

According to the scale of value of the four different traffic components suggested by the
Ministerial Act n. 77/1995, the traffic plan strategy on busy traffic roads is based on the
concept of a gradual removing, first of the parked vehicles and then, in sequence, of
the private vehicular traffic and, if necessary, also of the public transport.

Future development

A very important document is the “Disegno di legge” (a draft law), approved by the
Chamber of Deputies, on last January, the 31st, 2001, and transformed in law n.85;
this draft is the legal basis for the National Highway Code upgrading®; many seems to
be the innovative principles and directions that can affect either directly or indirectly the
pedestrian safety matters. Among the first ones, the most important aspects are related
to the introduction of a “score” in the driving license: every violation will reduce of some
points the total score available for the driver; the points for each violation that will occur
after the next five years from the driving license release will be doubled. This is not the
only aspect that concerns drivers; indeed, young mopeds or motorbikes drivers will be
compelled to attend free training courses, organized at the compulsory schools, in
order to achieve a “pass certificate” that will allow them to drive. Also non conventional,
non motorized travel modes have been taken into account: skaters, rollerbladers and
kickboard users are allowed to move in the cycle tracks and in other areas individuated
by urban traffic plans.

The last modifications to the Highway Code have definitively came into force this year
(Decree n° 151/2003). They modify some norms about road traffic; particularly, they
aggravate sanctions for drivers who do not respect the Code. Every infraction is
punished by subtracting several points (from one to ten) from the driving licence. When
twenty points are exceeded, the driving licence is withdrawn.

The penalty “score” for the driving license are now definitely fixed; it is worth
mentioning:

® DL 151/2003; D.Lgs. 149/2006; D.Lgs. 150/2006; D.Lgs.152/2006; L. 102/2006; L.286/2006; L.296/2006;
DM 29.12.2006.
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5 points for driver who do not respect the right of way of pedestrians on the zebra-
crossing;

2 points for driver who do not respect the right of way of pedestrians crossing the street
where there are not zebra-crossing;

5 points for driver who do not respect the right of way of children, elderly and disabled
people crossing the street where there are not zebra-crossing.

For what concerns the aspects that will have direct, positive effects on pedestrians, it is
worth to stress:

the upgrading of all the traffic planning tools, with the aim of: improving the
accessibility requirements of the road users, and especially of the vulnerable ones;
of guaranteeing the safeguard of impaired people requirements; of increasing
safety; of saving gas; of reducing air and noise pollution; of avoiding traffic jams; of
splitting progressively vehicular traffic from cycle and pedestrian ones;

the harmonization among the existing, different traffic planning tools, the
transportation ones and the land planning ones;

the roads owners bodies’ duty to communicate accidents data to archives;

the revision of the overall parking rules, allowing free parking only on not working
days, in order to dedicate the related incomes to improve the parking supply;

the facilitation for interventions aimed to the car speed control in urban areas, by
the use of traffic calming devices;

the revision of the vehicles speed in order to adequate it to the roads classification
(a kind of “appropriate speed on each kind of road”);

the increase of safety devices on board;

provision of facilities at traffic lights (acoustic and tactile signals) and at zebras for
handicapped people.

The hierarchical road network
The Highway Code classifies roads into six classes, according to their technical and
functional characteristics. Four types out of six are urban roads:

through-traffic roads,
districts streets;
residential streets,
local streets.

Separation between pedestrian/vehicle movement and parking areas
The main road network in urban areas must be cleared out of parking, so that
pedestrian movement could be free on sidewalks.
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Continuity of pedestrian facilities (sidewalks, ped estrian paths and crosswalks)
The Highway Code requires that the overall dimensions of obstacles as news-stands,
vending stands, sidewalk cafes, advertising displays, waste baskets, light poles, etc.
have to be less than half the width of the sidewalk; these obstacles must be placed
near the buildings facade or building lines in order to leave an effective walkway width
of 2m as a minimum (with the possible exception of historical centres).

At the intersections, sidewalks should be enlarged to make pedestrian crossing easier.

Priority of the public transport model

Only the main road network (district streets) must be devoted to public transport,
creating a bus lane or bus-way near sidewalks when public transport traffic is higher
then 25-30 buses per hour, each way.

The Environmental Island

As just mentioned before (The New Highway Code and Pedestrian Priority), the
environmental island is a prescriptive instrument, defined as “a single urban zone
included in the main road network, with the aim of recovering the liveability of the urban
spaces” and improving mobility conditions; it has to be individuated as a cluster of
micro urban environments that, thanks to the services, facilities, landscape and
townscape feature, can satisfy the needs of everyday life dwellers.

The environmental islands, unlike the pedestrian islands, allow to maintain the urban
continuity; they indeed can be ruled and structured in their hinterland to allow the
coexistence of different types of mobility, motorized and not motorized, with various
mutual benefit; this approach brings to a pedestrian network dotted by pedestrian
areas, mixed together with, and supported by, a calmed vehicular mobility.

Pedestrian Areas
Pedestrian areas, particularly, have to fulfil the following characteristics:

- good accessibility;

- individuation of by-pass vehicle routes;

- reduction of the free vehicle mobility in the whole central area around the
pedestrian zones by a road network of one-way systems, "U" routes, traffic-limited
zones (ZTL), etc.;

- location of parking facilities close to the "central" zones;

- improvement of the public transportation connecting the parking areas to the
pedestrian zones.

We have to notice that, while the implementation of environmental islands is mainly
poor because of the lack of specific guidelines, great emphasis has been given to
pedestrian zones, especially in the historical city centres. Their size varies in relation to
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the municipal strategy; in some cases boulevards or special axes, with high comfort for
pedestrians, are established with the aim of making more attractive to walk into the city
from the neighbouring areas.

As regards parking, there are several planned parking facilities around pedestrian
zones in most part of middle size cities; they are generally located close to the
historical centre (ring-roads) pedestrian area or limited traffic zone.

Shared ways for pedestrians and bicycles

The New Highway Code introduces shared ways for pedestrians and bicycles; in the
previous version it was specified that two different ways were necessary for pedestrian
safety.

The shared way is preferred at political level because it simplifies the construction of
cyclepaths that are not yet realised urban area (for example the City of Rome). This
choice has not yet shown its fallibility, since the cycle traffic is reduced to the minimum
and concentrated in the weekend. Such path is, in fact, mainly used by the pedestrians.

Pedestrian End of Pedestrian | Prohibition Danger Pedestrian
zone/path zone/path No pedestrians Pedestrian Crosswalks
Crosswalks

Pedestrian Pedestrian Shared ways for | Separate ways for

underpass overpass pedestrian and | pedestrian and
bicycle bicycle

9

Children area School bus stop Residential area

° Residential area characterised by special behaviours.
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Quiality of Life

If the goal is to have people walking more, it is very important to offer them a good
quality in urban spaces.

Moreover, being pedestrians articulated in many different categories, special attention
must be paid to the most vulnerable ones: disabled, children, elderly and so on. All
these users must be able to walk in a comfortable way and urban spaces should make
them feel safe and secure. According to that, street design is very important. A special
care must be observed in designing every urban elements, selecting suitable shapes,
colours and materials in order to allow pedestrians safe walking activities. This is very
important also because urban spaces must be not only useful places but also desirable
ones, in which their lookout, easiness to be read, and comfort can start an inhabitants
identification process, based on strong relations as “common memory” and so on.
Actually, Italian municipalities show different approaches to these problems; anyway
many town councils consider such topics as main problems to solve, especially for
what concerns disabled people accessibility issues, also according to law n. 509/1996.
The Town Municipality of Rome has instituted an aldermanship dedicated to the life
quality. It offers and manages services and structures for elderly people, such as:

- diurnal centres

- domiciliary assistance

- resting-houses

and for disabled people, such as:

- diurnal centres

- domiciliary assistance

- transport

- rehabilitation centres

c. Rules regarding behaviour towards the handicappe d
A very narrowing approach is to consider pedestrian policies merely from a safety
problem point of view. Also if safety is the top priority, other requirements as comfort,
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security, liveability, environmental safeguards, accessibility, special events
management are important: these terms define all the conditions that allow "people live
with ease in a (given) urban context". Under this point of view many efforts have been
made, especially for vulnerable road users, both at national and at local levels.

One of the main efforts, under a legal point of view, was to safeguard impaired people’s
rights. The first important law about disabled integration in urban traffic dates back to
1978 and several important laws have followed.

Italian legislation in that field is quite advanced and many interventions are howadays
possible in public spaces because of that existing background.

As a matter of fact, increasing safety for disabled people means improving urban public
spaces mainly for all the other users (as the physically or visually impaired people
really moving in public spaces are few when compared to the whole so called
vulnerable mobility).

The rules to eliminate the architectural barriers were born to improve life conditions and
the use of urban space and they are not specifically linked to traffic calming goals.
Nevertheless their interpretation allows different project schemes that make easier the
operation to reach quality and safety of pedestrian’s routes.

Accessibility: Architectural barriers removal (Decr ee n. 503/96)

National strategy for disabled people is based on the laws no. 13/1989 (and relative
Acts no. 236/1989 and no. 227/1996 containing the technical rules) regarding "public
open spaces" (pedestrian ways, paving and parking areas) "and transports" (stations
and vehicles) and no. 104/1992 about "assistance, social integration and rights of
handicapped people".

Urban space accessibility

A major effort was made to improve urban quality and life conditions by safeguarding
impaired people’s rights. The first important law about disabled integration in urban
traffic dates back to 1978 and several important laws have followed. Italy has a long
tradition in the enforcement of legal instruments for increasing accessibility. Italian
legislation in that field is quite advanced and many interventions are nowadays
possible in public spaces because of that existing background.

National strategy for disabled people is based on the laws n. 13/1989 (and relative Acts
n. 236/1989 and n. 227/1996 containing the technical rules) regarding "public open
spaces" (pedestrian ways, paving and parking areas) "and transports" (stations and
vehicles) and n.104/1992 about "assistance, social integration and rights of disabled
people", besides of course, the previously mentioned DPR 503/96.

The DPR 503/96 is the ultimate issue in this direction; many are the aspects that are
ruled, the most important one sets that every building and open space must be
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accessible for or to all kind of impaired users. This rule forces to consider in the design

and in the building processes the requirements coming from people moving on

wheelchairs, from blind or deaf and dumb people, and from any other people with

temporary handicaps or problems, both indoor and outdoor.

Consequently quite a lot of public places in Italian cities, where impaired people could

not go in, have been reshaped: from public buildings as cinemas, museums, shops

etc., to bus and train platforms, sidewalks, pedestrian crossings, etc. Unfortunately, the

technical solutions are not always the best that could be planned, and the achieved

accessibility standard is still at a low level, with the exception of big cities such as Milan

and Rome that, during the last years, have made more efforts for the mobility of

disabled people.

It is worth mentioning, also, that the public bodies that manage Railway Stations and

Post Offices have started to introduce specific measures for disabled people in new

buildings and in the old building refurbishments.

According to Law n. 104/92, Regions should improve mobility of handicapped people

and allow the disabled to use public transport. Every municipality has to provide special

individual transport service for disabled people.

Even if these laws have contributed to promote pedestrian mobility, some questions

still arise in this matter, being the conflicts between different groups of handicapped

and vulnerable road users:

- road narrowing and cycle lanes;

- step elimination and the visually impaired people (which consider steps as helpful
devices);

- some kinds of pavements, for example porphyry cubes or cobbled surfaces that
can become a barrier for elderly pedestrians mobility and those in wheelchairs.

At local level, the major effort for administrations regards the functional aspects,
namely urban maintenance and improvement.

Nevertheless, the local authorities very seldom take the chance of underground works
and of the ordinary maintenance of streets and pedestrian paths to implement safety
measures and to eliminate architectural barriers.

Something has been done only for the last matter, due to the pressure of associations
for the disabled people: the first law, regarding public spaces, dates to 1971 (Act no.
118) and has been improved until the last version, approved in 1996. In this matter, the
local administration technicians have had a legal responsibility since 1992.

According to the 104/92 law, every municipality provides necessary operations and
infrastructures in the urban areas to allow the mobility of disabled people.

The municipalities also have to supply special individual transport service for disabled.
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e. Guidelines and legislation for road authorities with regard to
pedestrians and facilities for the handicapped (tra  ffic management,
management, maintenance, design, traffic lights gui delines etc.)

In 2000, Ministry of Public Work has settled (Decree n. 577/2000) technical rules and
standards for cycle paths and cyclists safety as prescribed by law 366/98, though with
one year of delay. The Decree describes in detail the design process with specific
regard to road signals, lighting and equipments.

The foreseen fund had to be the 20% of the budget collected through the payment of
fines, but the Main Financial Law, cut it at the beginning of last year (2002).
Nevertheless, in Italy the shifts by bike are only 2%, while the average in Europe is
4,5%, with a peak of 7% in the Netherlands. The accidents in Italy are 40% more than
in the rest of Europe; this is due to the lack of infrastructures, to the unprotected paths
and to the high speed of the other motorized vehicles.

Focus on safety policies
In Italy some general guidelines regarding appropriate technical solutions are given
about the protection of vulnerable road users:

- overpasses and underpasses location for through traffic roads,

- signalised crosswalks in district streets;

- refuges location;

- child protection on the way to school.
But, at local level, the major effort for administrations regards the functional aspects,
namely urban maintenance and improvement.
Nevertheless, the local authorities very seldom take the chance of underground works
and of the ordinary maintenance of streets and pedestrian paths to implement safety
measures and to eliminate architectural barriers.
Something has been done only for the last matter, due to the pressure of associations
for the handicapped: the first law, regarding public spaces, dates to 1971 (Act no. 118)
and has been improved until the last version, approved in 1996. In this matter, the local
administration technicians have had a legal responsibility since 1992.

The mobility manager

This new ltalian legal and regulatory measure (based on a Ministry of Environment
Decree 27.3.1999), foresees the introduction of a Mobility Manager for Companies with
more than 300 workers. Mobility Managers have to arrange workers’ mobility, by the
creation of a Mobility Plan, that can be supported also by financial incentives.

Each Mobility Plan must have the approval of the local municipality. Some cities have
already tried to plan this measure before the law enforcement, as the "Via Libera"
experience of Bologha demonstrates. This cannot be considered a special pedestrian
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dedicated measure, but an instrument for promoting collective modes of transport
(especially car sharing); anyway, aiming at shifting the modal choice towards more
sustainable modes of transport, by the reduction of the private car use, it can indirectly
and positively affect pedestrians’ habits. This measure can be considered among the
attempts to subsidise the improvement of collective transport, as the french "Versement
Transport" demonstrates. The Mobility manager can act on larger domains, i. e. as
Mobility Manager for urban areas.

The legislative tools

The Highway Code (30™ April 1992, in order since 1% January 1993) does not give
specific guidelines about safety measures, but there are the same contents, more or
less directly, related to it. For example, the hierarchical road network, according to their
technical and functional characteristics.

- The Code classifies roads into six classes; four types out of six are urban roads:

» through-traffic roads;
» districts streets;

e residential streets;

* local streets.

- Separation between pedestrian/vehicle movement and parking areas: the main
road network in urban areas must be cleared out of parking, so that pedestrian
movement could be free on sidewalks.

- Definition and setting of walking locations, i.e. where people can safely walk.
These locations can vary, both in size and in character, from a minimum, which is
represented by sidewalks (width>1,50m) to wider spaces, such as pedestrian
streets or pedestrian areas, to a maximum which was called “pedestrian island”,
constituted by a series of streets and squares. Cars are forbidden in all these
locations. In order to try keeping these spaces free from cars riding and parking,
barriers, posts and fences can be used;

- Pedestrian crossing rules: measures for pedestrian crossings, i.e. zebra crossings
and traffic lights use. By law, along a street, every and a not over 200 m distance,
must be a zebra equipped crossing point, so zebras are the most common device
to indicate crossing points. Crossing points, besides zebras, are often equipped
with traffic lights. Signalised crosswalks are indicated in district streets.
Sometimes, pedestrian lights have phases (the green or the red ones) too long or
to short, in respect to pedestrians required crossing time, and this is a problem
especially for old people. Besides that, at crossing points with traffic lights,
conflicts can exist between drivers and pedestrians, while the former can turn and
the latter can cross, both having green lights. This is a problem because Italian
drivers stop very seldom at crossing points (with or without red lights) and the
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most common trend is “surfing” around pedestrians while trying crossing a street.
Pedestrian lights are always located at crossing opposite sides. If the roads have
many carriage ways, crossing are equipped with refuges to make shorter and so
safer the crossing for pedestrians. A particular attention deserve overpasses and
underpasses, located often in through traffic roads; they are very often misused,
because of their not easy accessibility and unsafety;

- Continuity of pedestrian facilities (sidewalks, pedestrian paths and crosswalks):
the overall dimensions of obstacles as news-stands, vending stands, sidewalk
cafes, advertising displays, waste baskets, light poles, etc. have to be less than
half the width of the sidewalk; these obstacles must be placed near the buildings
facade or building lines in order to leave an effective walkway width of two metres
as a minimum (with the possible exception of historical centres). At the
intersections, sidewalks should be enlarged to make pedestrian crossing easier.

- Most of the sidewalks, at crossing points, are equipped with ramps in order to
allow people on wheelchair to cross easily; unfortunately equipment for blind
people are not so common, anyway rumbling stripes or noisy green lights (or other
auditory indicators) have been first tested and now going to be implemented in
some cities.

f. Health & Safety regulations

HEALTH POLICIES

Most of the activities regarding urban management, involving pedestrian way of life,
such as private traffic restraint and design of pedestrian areas in the historical centres,
arise from ecological issues, namely pollution and noise reduction; in those areas the
improvement of safety can be a consequence.

Mainly to improve environmental conditions, in 1991, a joined resolution signed by the
Minister of Urban areas and the Minister of Environment, stated the objective of
restraining private traffic and improving pedestrian areas and cycling paths.

Environment

The environmental safeguard is a main task for several municipalities; even if the
monitoring of pollution is nowadays compulsory by law (in case of high rates of
pollution, vehicular circulation can be stopped), and people usually pay attention to this
problem, the dealing of acoustic aspects is left apart. Nowadays something has
changed, but currently there are no special pedestrian dedicated issues.

Air quality law
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Monitoring of pollution is nowadays compulsory by law (in case of high rates of
pollution, vehicular circulation can be stopped); people usually pay attention to this
problem, but currently there are no special pedestrian dedicated issues.

Acoustic Recovery Plan

In 1991 the Prime Minister issued an Act about maximum levels of noise exposure in
public spaces; these limits can suggest sometimes implementation of traffic calming
measures.

Noise can be dangerous as air pollution for what concerns urban liveability and public
health, indeed the laws issued by the Ministry of the Environment and the Territory
Protection and their tools of implementation are aimed at reducing the risk of worsening
the public health.

REGIONAL LEVEL

Air quality law

According to the Decree n.351/1999:

* Regions have the task to appraise environmental air quality;

« after a check of the pollution levels of their territory, they individuate the areas
where the risk to exceed the fixed limits is high;

* Regions define action plans to reduce, in the short period, this risk;

e In the areas where the pollution levels exceed the fixed limits they design a plan for
all these pollutants;

* In the areas where the pollution levels are lower than the ones determined by the
law, Regions have to maintain and to improve the air quality.

Acoustic Recovery Plan

According to the 447/95 law, Regions define the rules to divide the municipal territory in
different zones where different special measures are applied to reduce the level of
noise that is hazardous for health.

Moreover, it is a task for the Regions to establish the control modality of the level of
noise.

Roads safety, urban and traffic management in ltaly

The background

Road safety in ltaly is faced mainly through the legislation rather than by means of
active policies and/or National or local targets.

Several laws approach traffic management and safety, mainly the New Highway Code
of 1992, the Guidelines for Urban traffic plans (PUT) of 1995 and lastly the National
General Transportation Plan (1999). Anyway, safety improving as a result of traffic
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management and road layout (rather than simply as the effect of passive measures
and enforcement) is not yet a main concern.

A general idea of urban management and safety appears in the Guidelines for PUT,
but still traffic plans are limited in application and car pressure concern and travel
supply are the main part of the existing ones.

The first Plan of Actions towards the National Road Safety Plan has just been issued,
in application of the EU road safety programme 1997-2001, stated in the recent
General Transportation Plan and in the budget law (May, 1999).

Even the approach to vulnerable road user safety is particularly focused on disabled
people and their needs, more than on pedestrians and two-wheelers as a whole.

In Italy, since the Sixties, the use of private cars has become more and more massive,
mainly thanks to the economic development of the nation; anyway some other relevant
factors have strongly supported (and are still supporting) this process, as the lack of a
good and affordable public transport offer (both at national and at local level), an
increasing urban sprawl (especially in Northern and Central Italy and in the biggest
cities of the South) and the progressive promotion of the "car culture", that limited and
delayed traffic and road engineering studies about safety problems.

Moreover, most of Italian municipalities started facing traffic problems, in a really
serious way, only from the beginning of the Eighties, i. e. when the transport demand
was getting day by day higher and more diversified in relation to the new social and
economic pattern.

The poorness of statistical data about the traffic problems, with some exceptions for
those ones related to accidents (that show that pedestrians have the highest index of
severity), demonstrates the gap in this field, especially in comparison to the situations
of many other European Countries)According to this roughly drafted scheme, the main
result of such situation is that pedestrians have been pushed to minor spaces (both
under a physical and cultural point of view) and the related safety problems have been
seen as a marginal issue.

Nature of policy making

In Italy there isn’t an active strategy in which safety is at the heart of the initiatives, with
the exception of some safety measures for car passengers and drivers (compulsory
safety belts) and for moped drivers and passengers; the law for helmet security at all
ages, instead of the age 14" limit, is in force since 30 March 2000%° and the related
expected result from this law is a 40% reduction of fatalities by the 2010. The next step
in this direction is the enforcement of driving licences for moped drivers

19| aw n. 472, 7.12.1999, ( this law stems from the article 171 of the National Highway Code); its text is
available on http://www.aci.it/PerCircolare/Ciclomotori/CascoObbligatorio.htm
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As a matter of fact, road safety and traffic management is just starting to be a

widespread concern of administrators, technicians and also social bodies and

Associations. Italian technical staffs (both in administration and private offices) suffer

from having little experience of traffic calming measures implementation and

assessment.

Lacks in legislation are both cause and consequence of this particular situation, and we

should mention also that competence in road safety belongs to the Ministry for Public

Works, which coexists with the Ministries for Transport and for Urban areas.

Most of the activities regarding urban management, such as private traffic restraint and

design of pedestrian areas in the historical centres, arise from ecological issues,

namely pollution and noise reduction. By their way safety can be a consequence, but
only in those particular areas.

Particularly, being a serious situation of acoustic pollution in urban areas, in 1991 the

Prime Minister issued an Act about maximum levels of noise exposure in public

spaces.

Sometimes these limits can suggest implementation of traffic calming measures.

In 1991 a joined resolution signed by the Minister of Urban areas and the Minister of

Environment, stated the objective of restraining private traffic and improving pedestrian

areas and cycling paths, mainly with the aim of improving environmental conditions.

In April 1993, the Government Commission for Transportation Economic Programming

(CIPET)™ draw a resolution stating two main objectives in the National policies:

e the inter-modal mobility improvement;

e the public transport promotion, with particular concern for solving the environmental
problem.

At local level, fewer and fewer resources are spent on the quality of public urban areas,

due to an increasing lack of funds, and because of an overwhelming complexity of

urban planning rules and administrative roles:

e jurisdiction on area-wide plans has moved from Regions to Provinces since 1990
(the Local Autonomies Act, n. 142), but only in a minority of Provinces are such
plans in order;

e metropolitan area authorities do not exist in practice, even if stated by the same
law;

e urban plans do not face traffic problems and, according to the National law - dating
back to 1942 - they are comprehensive plans, whose project and approval in

' CIPET "Committee for the Transport Economic Programming”, formed by several ministries, was
abolished by the 1995 financial law. Its main task was to support and control the General transport plan,
foreseen by the law 285/84 and upgraded in 1991). Among the many legal issues of CIPET, it is worth to
underline the various decrees to implement rapid mass-transit programs and to grant loans for building
parking lots (see CIPET Resolution Act 7.6.1993 and further upgradings)..
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medium-large cities have become too big a matter to be solved in a political
mandate;

- traffic planning for urban areas is compulsory since 1993 for all Municipalities
bigger than 30,000 inhabitants or facing particular traffic problems (such as, for
example, tourist traffic); it had already been suggested in 1986, but at present, in
many cases these plans have not been implemented (as just said above);

- the Extra-urban Traffic Plans, namely at Province level, even if stated in the same
law, they do not exist;

- technical services at the local level have grown in a traffic engineering culture
where the role of safety was almost absent, especially for vulnerable road users;
local politics are often based on coercive action such as slopping fees or adding
traffic lights, even where conditions could be inadequate;

e co-ordination between different management institutions, first of all the public
transport companies and the road network technicians at different levels, is quite a
problem.

Briefly, one may say that safety is almost not integrated in every kind of actions on
public space, as is the case for traffic calming targets and traffic safety management
too.

Road safety

Pedestrian safety problems start at the moment to become an up to date issue; the
news about pedestrian fatalities in urban areas are very frequent, while specific
counter-measures are still missing.

In fact, with the exception of the safety measures related to car passengers and
drivers, very little has been done in designing and shaping roads in order to improve
safety also for the other road users, in particular pedestrians, according to traffic
calming schemes. Anyway some traffic calming devices are currently tested and
implemented in some Northern Italy cities and towns; some urban traffic plans start to
consider them.
Some efforts and researches, aimed to a better equipment of cars, reach also some
indirect advantages for pedestrians such as:

- improving and promoting more efficient brakes systems;

- improving tyres efficiency.

The same applies to various measures to be taken “on the road” to solve safety
problems, in particular by speed limits:

- more rigid police controls and fines;

- betterment of existing public signs;

- infrastructure improvement;
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- advertising and information campaigns especially devoted to youngsters, such as
the TV spots campaign against “Saturday nights deaths” (i.e. deaths of young
people coming out of discotheques and driving back home in the early Sunday
morning hours), to awakening public opinion to the importance of the Highway
Code and to the consequences of the dangerous driving behaviour;

- informative campaigns to make the public aware about local and specific problems
on road accidents and to promote driver and pedestrian safer behaviour for
accident reduction.

The poorness of statistical data about traffic problems, with some exceptions for those
related to accidents (that, as already mentioned, show that pedestrians have the
highest index of severity), demonstrates the gap in this field, especially in comparison
to the situations of many other European Countries.

According to this roughly drafted scheme, the main result of such situation is that
pedestrians have been pushed to minor spaces (both under a physical and cultural
point of view) and the related safety problems have been seen as a marginal issue.

Besides what already said, it is worth to mention some general guidelines regarding
appropriate initiatives as, for example, child protection on the way to school, policemen
patrols at crossing points in front of schools during pupils arriving and leaving times
and some innovative measures as raised crossing (tested and implemented in very few
cities), “humps” to reduce vehicles speed. One of the latest prescriptions about
pedestrian safety concerns urban design elements, which must be shaped in order to
prevent all hindrances to pedestrians.

Best practice promotion

The National Road Safety plan is going on and a budget of hundreds of millions euro
has been allotted, as an incentive for the best practices in road safety education and
accident reduction at local level (Provinces and Municipalities). Anyway, even if many
important topics are included (e.g. safety audit, participation of Associations, promotion
of initiatives in Municipalities, budget supply for local Administrations), other
widespread concepts of speed management and vulnerable road user safety are not so
explicitly mentioned. Traffic calming measures, for example, roundabouts in urban
environment (that have proved to be very effective in reducing speed) are missing in
the ltalian road planning practice, but in some regions in the North. On this aspect, the
recent Transport General Plan has mentioned traffic calming among the solutions for
improving road safety, and in the new version of the Highway Code they will be
probably inserted.
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To promote a new safety-oriented sensibility a national competition has been issued by
the Ministry of Public Works®.

SOCIAL POLICIES

Security

Social uneasiness from crimes affects citizens’ everyday life so badly that now private
associations, such as for instance the Conferesercenti (Retailers National Association)
and municipalities have started facing these problems. Moreover, these problems have
been dealt with research centres, such as the TRANSCRIME, on transnational crime,
that has been active since 1994 within the School of Law of the University of Trento™®.
At municipal level it is worth mentioning the project "Citta sicure" (Secure cities), where
cities such as Modena, Bologna, Trento and Roma join together against urban crimes
to meet citizens security requirements.

Main actions concern the co-operation with police, the monitoring on the security
situation and related information activities, the creation of events and interventions
specially aimed to reduce the sense of insecurity of people.

The insurance system and insurance companies

All motor vehicles must be insured for traffic accident occurring to others than the car
owner. This covering is called “Civil Responsibility Insurance” and is compulsory,
according to the national law (n. 990/69). Insurance system is private: each company
applies its own rates and tariffs. Of course accident-free drivers pay lower rates.
Pedestrians are not obliged to be insured and no proper insurance exists for their
safety. Some company, more sensitive to the problem, prepare special personal
“Accident Insurance” for a safe circulation for pedestrian. These are addressed above
all to families and their vulnerable road users (children, young and old people).
“Insurance Policies” can be issued by any house owner to cover damages caused by
domestic dysfunctions that occur inside the flat and on the adjacent public roads and
could hurt people walking on the public roads.

g. Education rules and legislation

12 See 27.12.2000 Ministry of Public Works Decree n. 8134

13 At the end of 1997, together with the Autonomous Province of Trento, TRANSCRIME has set up an
Observatory on questions of security, preparing an annual report for the Trentino region. This initiative
takes up the international debate on the impact that victimisation and security may have on territorial
settlements and is linked to similar experiences gained in Italy and Europe. The impetus for the research
work of the Observatory is the hypothesis that mechanisms of international crime - in particular trafficking
of migrants - can have a negative influence upon urban security by bringing about changes in the "local”
market of drug trafficking and prostitution.
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Italian Program of Actions to Improve Road Safety T owards a National Road
Safety Plan

Road Safety National Plan (Law n. 144/1999) - this plan, issued by the Ministry for
Public Works™, is originated from the need to decrease the amount of road accidents.
It derives from the 1997-2001 EU Road Safety Programme and it institutes, for the first
time in Italy, a National Road Safety Committee and Observatory (Promising 1998); it is
aimed at providing the infrastructure operators with an "articulated system of directions
and measures to promote and improve plans and tools for increasing the safety
levels... (and with some) prevention and control measures" according to the EU
standards.

The plan is quite articulated and among the aspects concerning pedestrians, it is worth
underlining the need to reduce accidents at the so-called "black points" (especially at
crossing points); the importance of promoting information campaigns and training
courses, empowerment of the control activities.

The Road Safety National Plan is going on and a budget of 450 million EURO is
foreseen, as an incentive for the best practices in road safety education and accident
reduction at local level (Provinces and Municipalities). A very recent step is
represented by the Interministries Decree of 29.3.2000 about applicative guidelines,
approved by the Parliament Transportation Commission and by the Senate Public
Works Commission in last July 2000. Anyway, even if many important topics are
included (e.g. safety audit, participation of Associations, promotion of initiatives in
Municipalities, budget supply for local Administrations), other widespread concepts of
speed management and vulnerable road user safety are not so explicitly mentioned.
Traffic calming measures, for example roundabouts in urban environment (that have
proved to be very effective in reducing speed) are completely missing in the Italian road
planning practice. On this aspect, the recent Transport general plan has mentioned
traffic calming among the solutions for improving road safety and a new version of
Highway Code will be probably issued. In this sense, the ultimate issue by the Ministry
of Public Works is a very important step for the future wider implementation of such
devices. Indeed, according to what set by law n.144/99 and what indicated by the
above mentioned 29.3.2000 Decree, the Ministry of Public Works grants about 12
million EURO for co-funding (together with Municipalities and Provinces) the so-called
“pilot projects™, i.e. test innovative interventions and projects aimed at improving the
road safety and at reducing the numbers of fatalities. In a national contest, the
municipalities that, on the basis of different parameters (for instance, proposal

1 See Law n. 144/17.5.1999, “Misure in materia di investimenti, delega al Governo per il riordino degli
incentivi all' occupazione e della normativa che disciplina I' INAIL, nonche' disposizioni per il riordino degli
enti previdenziali”, whose article nr 32 sets main directions on “Piano Nazionale della Sicurezza” (National
Safety Plan)

1% See 27.12.2000 Ministry of Public Works Decree nr. 8134
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innovation, local accidents gravity rate, economic status, and so on), will prove to be
able to implement innovative solutions will be awarded.

Among the actions that can be selected to improve road safety, here are worth to be
stressed those ones concerning the increase of prevention, control and enforcement;
the improvement of drivers behaviours, of the traffic and of the road network
organization; of the implementation of urban and extra-urban roads safety measures;
information campaigns; road management™.

Liveability

Children and the elderly

It is very difficult to individuate policies specially targeted for special users, such as for
instance children or aged people, at national level, maybe with the exception of a 1994
Decree by the ministry for Education that includes road safety education among the
subjects of the mandatory classes (DM 5.08.1994).

Lighting

At the moment, public lighting norms are mainly aimed to favour circulation, especially
of vehicles.

The UNI 10439 (Lighting requirements of roads for motorized traffic) sets specific
requirements for the quality and the quantity of urban and extra-urban road lighting; its
requirements are expressed by: the luminance of the road mantle, the road edge
lighting, the dazzling limitation and the optical guidance. Nevertheless, this norm is not
applicable to parks, commercial areas reserved to the pedestrians and in all
circumstances where motorized traffic is not prevailing.

Then, to adapt lighting to pedestrians, it is necessary employing it in a specific way.

% The procedure of the initiative is available on: www.ll.pp., by clicking on “bandi”, and then on Ispettorato
Generale Circolazione e Sicurezza Stradale.
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6. Best Practises

Which Best Practises examples do you know of in your country?

Please indicate per example:

the issue (i.e. pedestrian policy, safe crossing, Design for All, supportive
authorities, Walk to School...)

what is the quality?

who is responsible / initiator / owner?

where is it?

available documentation

contact information.

Environmental Island
Some new best practice regarding the environmental island introduction in urban areas

are listed as follows:

Rome: feasibility study in Pietra Papa district, commissioned to UniromaTre. The
project regarded an area of about 263.000 sq. The study was conceived as a pilot
project; its aim were: to reduce through traffic, to increase pedestrian mobility with a
safe and accessible pedestrian network, to improve overall safety by the extended
use of traffic calming devices, to increase urban quality working on various aspects:
improving the appeal of the streetscape and the comfort of the environment by built
and natural elements, material and colors, green and lighting, signs and furniture;
Milan: feasibility study of Monza Street’s environmental island was commissioned
to the Polytechnic. The project regarded an area of 530.000m? 28 streets and
6.652m. The school-users were about of 4.000 children - aged between 0 and 14
years- the parked cars during night time, about 2.000. Ten “islands” were foreseen
previewed with particular attention not only to the traffic but also to the
environmental problems;

Padua: feasibility study for an environmental island. The scheme, inserted in the
PUT, was conceived as an experimental project adaptable also for other context
too. It previewed: the analysis of the natural, build and spatial existing contexts, the
study of morphological aspects (for the introduction of more green areas) and the
design of cycle lanes, cycle and pedestrian gangway;

Special events: The 2000 Jubilee
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Sometimes important events, backed by special laws, can help to support pedestrian
policies. If in previous times, such occasions didn’t consider the importance of walking,
nowadays this is quite impossible, thanks to the new laws and to the public’s changed
point of view.

The 2000 Jubilee was an event in which pedestrians were the main actors. To manage
the complexity of this unique event a special body was been created by law: "Rome
Agency for the Jubilee", whose main task concerned the preparation of a "Welcome
Plan", of all the information and communication activities and of all the decision and
control aspects. Safety, security and comfort were the planning activities keywords.
Even if many efforts were aimed at managing the tourist buses’ mobility in the city
centre, a great attention was paid to adapting areas and routes to the exceptional
pedestrian demand (by for instance sidewalks enlargement, reshaping and so on); for
equipping the pilgrimage places by all facilities (information points, toilets,
refreshments, etc.); for increasing the accessibility conditions, and so on*’.

This event has been also the occasion to face the upgrading and the re-organization of

the city, some of these implementations have improved permanently the pedestrian

mobility in Rome, in the most touristic areas: to the plans for the Patriarchal basilicas

areas and to the related linking paths have been added the refurbishment of the

building facades, the “profane” routes and areas setting, and the reorganization of the

urban mobility.

Most interventions have been made in the historical centre of the city, where it is easier

to have good results; the aim, as it has been described by the city administrators, was

to create an “archipelagos” of pedestrian islands; the problems is that there aren’t no

real “bridges”, there is no network and therefore no real continuity.

Among the main interventions it is worth mentioning:

- the Porta Angelica Street and the Risorgimento Square projects, to link public
transport facilities and the Basilica of S. Peter in Rome; (fig. a, b and c)

- Santa Maria Maggiore basilical area project. (fig. d and e)

7 For any information about legal aspects, programs, events, please see the Web site:

www.romagiubileo.it.
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Fig. a — Before the project

Fig. b - After the project
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http://www.comune.roma.it/uspel/printegrati/01_023b.html
2! The "Urban" Program in Rome is a rehabilitation program stemming from art.2 of Law 179/92 that has
been implemented not only to improve the decayed building features of some roman suburban areas, but
also to overcome the related social and security conditions.










http://www.assopedoni.it/

Walkingcity - Italian Federation for pedestrian rig hts and for environment
safeguard (Camminacitta’-Federazione italiana per i diritti del Pedone e per la
salvaguardia dell’ambiente)

Roma - Via di S. Ambrogio, 4 - 00186

Tel-fax: 066892023

http://digilander.libero.it/pedoni/

Italian Association Familiar and Victims of the Roa  d onlus (Associazione Italiana
Familiari e Vittime della Strada onlus - AIFVS)

Roma - Via Africa, 112 - 00144

http://www.vittimestrada.org/

Italian Foundation for security and safety (Fondazione Italiana per la sicurezza della
circolazione Onlus)

Roma - viale Ostiense 131/L
http://www.fondazionefisico.it/



WWW.camina.it

Sustainable cities for children (Citta sostenibili dei minori)
Ministry of Environment and Territorial Protection's website on "Boys and girls' viable
cities"; project archives, bibliography, discussion forums, information counter.



