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In 2024, 3,432 people lost their lives on the roads of France mainland and overseas territories. This 
figure is 1.0 % higher than in 2023, but 1.9 % lower than in 2019, the reference year for the decade 
2020-2030. 

*** 

In mainland France, 3,193 people lost their lives on the roads (2,465 men and 728 women), which 
is 26 more than in 2023 (+ 0.8 %). The total number of injuries is estimated at 236,000, an increase of 
+ 0.3 % compared to 2023, while the estimated number of serious injuries remains stable (nearly 
16,000 serious injuries). Compared to 2019, the trend is decreasing: - 1.6 % fatalities, - 1.4 % injuries 
(including - 2.0 % serious injuries). 

*** 

239 people lost their lives on the roads in French Overseas Departements and regions in 2024 (198 
men and 41 women), an increase of + 3 % compared to 2023, but 6 % lower than in 2019. The number 
of injuries recorded by police forces is up + 2 % compared to 2023 and + 17 % compared to 2019. 160 
deaths were recorded in the overseas departments and regions and 79 in the overseas 
collectivities or in New Caledonia. 

 







 

 

11 

Panorama - Overview 

 

 

 

 

 

 
Source: Sdes-EMP 2019 (land transport), INSEE-population 2024, 
ONISR processing 
 

                                                 
1 As an extension of the modelling carried out by Eiffel University using 
BAAC files and the Rhône register, ONISR produces an estimate of 
the number of injuries (see p. 192 and definitions p. 200). 

Travel mode 
In 2024, 1,518 passenger vehicle users were killed, 6 
more than in 2023. This represents 48% of road 
deaths. The number of serious injuries1 ((MAIS3+) is 
estimated at 4,800 (30 % of all serious injuries). 

PTW users account for 23 % of road deaths, with 597 
motorcyclists and 123 moped riders killed in 2024. 
Compared to 2023, this represents an increase of 
+ 2 % and + 29 % respectively. The number of serious 
injuries is estimated at 5,100 (32% of serious injuries). 

With 456 pedestrians killed (17 more than in 2023), 
walking is the third most deadly travel mode, 
accounting for 14 % of fatalities. The number of serious 
injuries is estimated at 2,000 (12% of serious injuries). 

The 224 cyclists (including 32 on electric bikes) killed 
on the road (3 more than in 2023) represent 7% of 
fatalities, compared with 4% in 2010. In addition, 45 
users of motorised PMDs lost their lives, compared 
to 44 in 2023. The number of serious injuries is 
estimated at 2,600 cyclists and 800 motorised PMDs 
users, representing 16 % and 5 % of serious injuries 
respectively. 

In 2024, the number of fatalities in utility vehicles and 
heavy goods vehicles decrease to 120 and 30 
respectively (5 fewer for utility vehicles and 15 fewer 
for heavy goods vehicles than in 2023). 

For cyclists and PTW users, the severity is higher when 
another user is involved in the accident, unlike 
passenger vehicle users. 

Stakes in France mainland  
In 2024, 3,193 people died. An estimated 16,000 were 
seriously injured and 220,000 suffered minor or 
moderate injuries. The target set for 2030 is to reduce 
the number of fatalities and serious injuries by 50%.  

Priority targets include: 
- 42% of fatalities occur while at least one road user 
is traveling for work purposes; 
- PTW users account for 23% of fatalities and 32% of 
serious injuries, even though they represent less than 
2% of motorised traffic; 
- 14-17 year olds account for 5% of the population but 
10% of serious injuries; 
- 18-34 year olds account for one-third of fatalities and 
serious injuries for 20 % of the population; 
- Seniors aged 75 and over account for 17% of 
fatalities, representing 10% of the population. 
- In a context of development active travel mode, 
pedestrians and cyclists account for 14% and 7% of 
fatalities, respectively, and 12% and 16% of serious 
injuries. 
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third party in the accident and according to the travel 
mode 

Shares of key road users in mortality, morbidity, 
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Factor in fatal accidents 

Accidents are multifactorial: according to the FLAM 
study on factors triggering fatal accidents (FA) in 
2015, human factors contribute to 92 % of FAs, 
infrastructure factors to 30%, traffic conditions to 
18 % and vehicle factors to 20%. In 2024, the main 
human factors identified among those presumed 
responsible (PR) for fatal accidents were excessive 
or inappropriate speed cited for 29% of PRs, 
alcohol for 22 %, inattention for 14 %, drugs for 
13% and faintness for 10 %. 39% of deaths occur in 
accidents involving at least one driver under the 
influence of alcohol, drugs, or both. 

3,161 people were PR in fatal accidents, of whom 
1,142 survived. 1,174 people died and were not 
presumed responsible. 

 



















https://cdn.who.int/media/docs/default-source/documents/un-road-safety-collaboration/targets-and-indicators-visual-clean.pdf?sfvrsn=29627bde_5
https://cdn.who.int/media/docs/default-source/documents/un-road-safety-collaboration/targets-and-indicators-visual-clean.pdf?sfvrsn=29627bde_5
https://cdn.who.int/media/docs/default-source/documents/un-road-safety-collaboration/targets-and-indicators-visual-clean.pdf?sfvrsn=29627bde_5
https://www.itf-oecd.org/sites/default/files/repositories/irtad_conference_final_declaration.pdf
https://www.itf-oecd.org/sites/default/files/repositories/irtad_conference_final_declaration.pdf
https://www.itf-oecd.org/sites/default/files/repositories/irtad_conference_final_declaration.pdf
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Panorama - France in the Europe of road safety 

Contextual data 

 
Source : Commission européenne, EU Transports in Figures - Statis-
tical pocketbook 2024, 2024. France: data France mainland 
*IGN data 
**ONISR estimates 
 

Mortality per million inhabitants 

 
Source: ETSC, 19th Annual Road Safety Performance Index (PIN) 
Report, june 2025. 
 

Roads mortality by age 

 
Source: CARE database, 2023 data. 
 

Roads mortality by network 

 
Source: CARE database, 2023 data. 
 

Roads mortality by user category 

 
Source: CARE database, 2023 data. 
 

Comparative analysis (EU27) 
Since 2000, road deaths in France have been in line 
with the European average. In 2024, however, the 
number of deaths per million inhabitants in France 
(the indicator used for comparisons) was 48, 
compared with 45 for the EU-27. In the same year, 
there were 33 deaths per million inhabitants in 
Germany, 36 in Spain, 51 in Italy and 38 in the 
Netherlands. 

France has specific territorial characteristics that 
make comparisons difficult. Its population is 
equivalent to Italy and lower than Germany. However, 
France's surface area and the length of its road 
network are much greater: maintaining and improving 
such a road network represents a significant cost for 
French taxpayers and limits the proportion of the 
network that can be upgraded to a high level of 
service. The overall volume of traffic in France is 
lower than in Germany but higher than in Italy or 
Spain. However, due to its size, the French road 
network is better able to absorb it. Traffic is less 
dense, which encourages higher speeds. In 
Germany, despite higher speed limits than in France 
on roads outside urban areas, speeds are often 
limited in practice by congestion and traffic density. 
Almost 60 % of road deaths in France occur on roads 
outside urban areas, a rate similar to Germany but 
higher than in the other countries mentioned (Spain, 
Italy and the Netherlands). In 2023, motorways 
account for 8.5 % of road deaths in France, which is 
similar to the EU average but lower than in Germany 
(10.8 %) or Spain (19.1 %). Italy has the highest 
mortality rate per kilometre: 32 deaths per 1,000 km 
of motorway, compared with 23 in France and 22 on 
average in EU countries. 

In 2023, the proportion of powered two-wheelers 
users in deaths in France (22 %) is higher than the 
EU average (19 %). It is certainly lower than in Italy 
(26 %) or Spain (27 %), but the French powered two-
wheelers fleet is significantly smaller (estimated at 3.8 
million vehicles in France in 2022, compared with 5.7 
million in Spain and 10.1 million in Italy). 

The number of pedal cycle deaths in France has 
been rising sharply for several years. In 2024, it is 2.5 
times higher than the number of cyclists killed in 
Spain, but half that of Germany. In France, cyclists 
account for 7% of road deaths, which is significantly 
lower than the rates in Germany (16 %) and 
especially the Netherlands (34 %). 

In France, the issues concern 18-24 year olds, 
powered two-wheelers users and roads outside 
urban areas. 

Mortality among 65 year olds and over is increasing 
in France, as in all the countries observed, and is a 
strong trend, as are issues relating to pedestrians and 
cyclists. 

 

Population (millions inhab; at 
01/01/2022)

        83,1         48,1         66,0         59,0         17,8       447,7 

Surface area  (thousands of km²)       353,3       502,7  551,7*       297,8         34,1   4 470,6 

Motorway network (km; 2021 data)    13 155    15 860    11 664       6 978       2 790    74 862 

Total road network (thousands of 
km; 2021 data)

      229,6       667,0   1 101,8       236,4       141,8   4 475,0 

Road traffic (billion veh-km; 2021 
data)

      822,9       318,7       718,4       580,4       115,8   3 869,3 

Motorization (light vehicles/1,000 
inhab; 2021 data)

      583,2       554,3       571,9       674,6       501,8       560,2 

LV fleet (million vehicles; 2021 
data)

        48,5         26,3         38,8         39,8           8,8       250,2 

PTW fleet (million vehicles; 2021 
data)

          4,8           5,7  3,8**         10,1           1,9         37,2 

Maximum speed on motorways 130* 120 110-130 110-130 100-130 /

In 2000            91          142          133          117            68          113 

In 2010            45            53            64            70            39            68 

In 2015            43            36            54            56            31            52 

In 2019            37            36            50            55            34            51 

In 2023            34            37            48            52            38            46 

Estimate 2024            33            36            48            51            38            45 

Deaths 15-17 y.o.            70            32            98            51            19          461 

Deaths 15-17 y.o. / Total 2,5% 1,8% 3,1% 1,7% 3,1% 0,0%

Population 15-17 y.o. / Total 2,8% 3,2% 3,8% 2,9% 3,3% 3,2%

Deaths 18-24 y.o.          272          184          497          313            66       2 334 

Deaths 18-24 y.o./ Total 9,6% 10,2% 15,7% 10,3% 10,9% 11,4%

Population 18-24 y.o. / Total 7,2% 7,3% 8,2% 7,0% 9,0% 7,4%

Deaths 15-24 y.o.          342          216          595          364            85       2 795 

Deaths 15-24 y.o. / Total 12,0% 12,0% 18,8% 12,0% 14,0% 13,7%

Population 15-24 / Total 10,0% 10,5% 12,0% 9,9% 12,3% 10,6%

�'�H�D�W�K�V���•���������\���R��       1 071          464          887       1 041          266       6 091 

�'�H�D�W�K�V���•���������\���R���������7�R�W�D�O37,7% 25,7% 28,0% 34,3% 43,8% 29,9%

�3�R�S�X�O�D�W�L�R�Q���•���������\���R���������7�R�W�D�O22,2% 20,1% 21,1% 24,0% 20,2% 21,3%

Roads outside urban areas       1 635          943       1 877       1 471          261    10 543 
Roads outside 
urban areas / Total

57,6% 52,2% 59,3% 48,4% 42,9% 51,7%

Roads in urban areas          902          518       1 021       1 329          288       7 739 

Roads in urban areas / Total 31,8% 28,7% 32,2% 43,7% 47,4% 38,0%

Motorways          302          345          269          239            59       1 700 

Motorway deaths / Total 10,6% 19,1% 8,5% 7,9% 9,7% 8,3%

Motorists       1 192          703       1 512       1 332          200       8 831 

Motorists deaths / Total 42% 39% 48% 44% 33% 43%

PTW          550          485          706          802            79       3 960 

PTW deaths / Total 19% 27% 22% 26% 13% 19%

Cyclists          446            90          221          212          208       1 904 

Cyclists deaths / Total 16% 5% 7% 7% 34% 9%

Pedestrians          442            90          439          485            73       3 626 

Pedestrians deaths / Total 16% 5% 14% 16% 12% 18%

Total 2022       2 839       1 806       3 167       3 039          608    20 389 





https://chair-energy-prosperity.org/wp-content/uploads/2019/01/These-Aurelien-Bigo.pdf
https://chair-energy-prosperity.org/wp-content/uploads/2019/01/These-Aurelien-Bigo.pdf




https://safesystemtool.itf-oecd.org/en/framework/
https://www.cerema.fr/fr/actualites/projet-reallocate-cerema-partage-ses-competences-europe
https://www.cerema.fr/fr/actualites/projet-reallocate-cerema-partage-ses-competences-europe












https://eur-lex.europa.eu/legal-content/fr/ALL/?uri=CELEX:52018DC0283
https://surca.univ-gustave-eiffel.fr/
https://surca.univ-gustave-eiffel.fr/




https://www.velo-territoires.org/schemas-itineraires/schema-national/
https://www.velo-territoires.org/schemas-itineraires/schema-national/






 

  

In 2024 in France mainland, there were 48 deaths per million inhabitants (deaths/Minhab). The Île-
de-France region had 21 deaths/Minhab, while the Hauts-de-France, Bretagne, and Pays-de-la-Loire 
regions had a ratio equivalent to the metropolitan average. The Nouvelle-Aquitaine, Bourgogne-
Franche-Comté, Occitanie, Centre-Val-de-Loire, and Corse regions had ratios above 60 deaths/Min-
hab. 

Compared to 2023, the most notable increases are in Provence-Alpes-Côte d'Azur (+ 39 fatalities) and 
Normandy (+ 37 fatalities). While overall mortality is down compared to 2019, it is up in the Normandie 
(+22 fatalities) and Grand Est (+20 fatalities) regions. 

On average over five years (2020-2024), 63 metropolitan departments have a ratio of more than 50 
deaths/Minhab. Of these, 31 have a ratio of more than 65 deaths/Minhab. Haute-Marne, Jura, Nièvre, 
and Haute-Corse exceed 90 deaths/Minhab. 

*** 

In 2024, in overseas, there were 84 deaths/Minhab: 73 deaths/Minhab in the overseas departments 
and regions and 128 deaths/Minhab in the other overseas territories. 

The highest ratio is recorded in New Caledonia (more than 170 deaths/Minhab). Next come Guade-
loupe, Polynesia, and French Guiana, with more than 110 deaths/Minhab. 

 









https://www.onisr.securite-routiere.gouv.fr/etat-de-l-insecurite-routiere?field_theme_target_id=688
https://www.onisr.securite-routiere.gouv.fr/etat-de-l-insecurite-routiere?field_theme_target_id=688
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Territorial analysis - Accidents in intermediate density municipalities 

 

 

 

Pedestrian
Pedal 
cycle

mPMD Moped Motorbike PV UV HGV Other Total

Deaths 24 22 3 9 80 220 13 6 3 380

 

 

 

 

      
     

 

   

In urban areas 
Active mode users are more affected in urban areas: 
38% of deaths are pedestrians or cyclists. The 
number of deaths on foot or by pedal cycle (121) is 
higher than the number of deaths in cars (104). 
Vulnerable users (active modes and powered two-
wheelers) account for 62% of deaths in urban areas. 

In urban areas, 25% of deaths are aged 75 and 
over. Of the 81 deaths in this age group, 43 were 
pedestrians. The 18-24 and 25-34 age groups are the 
next most affected, each accounting for 15% of 
deaths. Next come those aged 65-74 (13%), 55-64 
(11%), 35-44 (10% of deaths) and 45-54 (8% of 
deaths). The 14-17 age group, which covers fewer 
years, accounts for only 3% of deaths, most of which 
involve PTWs. 

In urban areas, 42% of deaths occur in accidents 
without a third party involved, and 25% of deaths 
occur at intersections. 

Daytime deaths remain the highest: 63% of deaths 
occur during the day, compared to 37% at night. 

Outside urban areas  
The main issue in fatal accidents outside urban areas 
in intermediate density areas concerns passenger 
vehicles, followed by PTWs: 58% of deaths are 
motorists and 21% are motorcyclists. Pedestrians, 
cyclists and moped riders account for smaller 
proportions (6%, 6% and 2%). 

29% of those presumed responsible for deaths 
outside urban areas in rural communities were 
travelling at excessive or inappropriate speeds. 
Alcohol and illegal drugs were involved in 24% and 
16% of cases respectively. 

Outside urban areas, 18% of deaths were among 35-
44 year olds, 16% among 45-54 year olds, 17% 
among 18-24 year olds, 14% among 25-34 year olds, 
11% among the over-75s, those aged 65-74 account 
for 10% and those aged 55-64 account for 9%. 

10% of deaths occur at intersections. For PTW, 21% 
of deaths occur at intersections, meaning that PTWs 
are over-represented and are twice as likely to be 
involved in fatal crashes at intersections. 

51% of deaths occur during the day and 49% at night. 

47% of deaths occur in accidents without a third party 
(1 vehicle alone, no pedestrians). This figure is 22% 
for accidents involving PTW without a third party. 

On motorway 
Of the 79 deaths on motorways, 43% were aged 
between 25 and 44 and 15% were over 65. 48% of 
deaths were in passenger cars, 16% on PTW and 
14% in UV or HGV. 22% of those killed, or 17 people, 
were pedestrians. 

25% of deaths were in accidents without third parties. 

28 %

10 %

2 %
5 %

17 %

33 %

2 %
0 % 3 %

Pedestrian
Pedal 
cycle

mPMD Moped Motorbike PV UV HGV Other Total

Deaths 90 31 6 17 54 104 7 1 9 319

Zoning of intermediate-density municipalities in 
2024, according to INSEE population density criteria 

Distribution of deaths in urban areas, outside 
motorways according to travel mode in areas of 
intermediate density 
 

Distribution of deaths outside urban areas and 
motorways according to travel mode in areas of 
intermediate density 
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Territorial analysis - The national road network (DIR and concessionaires) 
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Typological indicators of accidents on the national road network in France mainland in 2024 

 
RCS: roads with separate carriageways 
RCU: roads with a single carriageway 
Light PTW: mopeds, light motorcycles (motorcycles and scooters 
under 125 cm³) 
Heavy PTW: heavy motorcycles (motorcycles > 125 cm³ and scooters > 
125 cm³, sidecars) 
*: level crossings are not counted as intersections 
**: in one of the locations described 

During the GSIR (road infrastructure safety management) project, 
each French RRIE manager divided their network into sections. The 
RRIE is thus divided into 2,822 sections. Each section is classified 
according to its road category, environment and cross-sectional profile. 
The population of urban areas corresponds to the reference 
population on 1 January 2022 of the urban units (UU) comprising these 
urban areas (INSEE, 2024). 
As some road sections are inter-municipal and therefore potentially 
inter-zonal, the rule is that if 90% of accidents for a section in an urban 
area occur in an UU with more than 5,000 inhabitants, then the section 
is in an urban area with more than 5,000 inhabitants. 

Fatal accident

National road network in 
France mainland

Catchment area of a city 
with at least one fatal 
accident on the network

Base map: IGN
Network defined on 1st January 2024
Zoning provided by INSEE in 2024

RCS RCU �”�������������L�Q�K�D�E��> 5000 inhab.

32 % 25 % 24 % 6 % 25 %

48 % 58 % 50 % 60 % 52 %

17 % 14 % 12 % 14 % 22 %

�«���S�H�G�H�V�W�U�L�D�Q 3 % 3 % 14 % 21 % 2 %

�«���S�H�G�D�O���F�\�F�O�H < 1 % 4 % 2 % 6 % < 1 %

�«���O�L�J�K�W���3�7�: 4 % 3 % 5 % 8 % 5 %

�«���K�H�D�Y�\���3�7�: 19 % 18 % 12 % 13 % 23 %

�«���K�H�D�Y�\���J�R�R�G�V���Y�H�K�L�F�O�H 11 % 14 % 17 % 10 % 14 %

3 % 25 % 24 % 9 % 2 %

16 % 22 % 17 % 35 % 17 %

72 % 44 % 50 % 53 % 73 %

11 % 24 % 24 % 45 % 5 %

22 % 30 % 19 % 13 % 17 %

31 % 26 % 26 % 21 % 26 %

42 % 34 % 55 % 37 % 40 %

21 % 25 % 24 % 14 % 18 %

35 % 28 % 33 % 15 % 32 %

�«���µ�V�L�G�H���F�R�O�O�L�V�L�R�Q�¶

�«���µ�K�H�D�G���R�Q���F�R�O�O�L�V�L�R�Q�¶

�«���R�I���W�K�H��
�W�\�S�H�«

�«���Z �L�W�K���D�W���O�H�D�V�W���R�Q�H�«

�«���L�Q�Y�R�O�Y�L�Q�J�������R�U���P�R�U�H���Y�H�K�L�F�O�H�V�����Q�R���S�H�G�H�V�W�U�L�D�Q�V��

�«���Z �L�W�K���D���K�D�U�G���R�E�V�W�D�F�O�H���V�W�U�X�F�N���E�\���R�Q�H���R�I���W�K�H���Y�H�K�L�F�O�H�V���G�H�V�F�U�L�E�H�G

Motorways

�«���L�Q�Y�R�O�Y�L�Q�J�������Y�H�K�L�F�O�H�����Q�R���S�H�G�H�V�W�U�L�D�Q�V��

�6�K�D�U�H���R�I���D�F�F�L�G�H�Q�W�V�«
NR outside urban areas NR in urban areas

�«���D�W���D�Q���L�Q�W�H�U�V�H�F�W�L�R�Q�
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collisions)

Location of fatal accidents on the national road network in France mainland in 2024 
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Territorial analysis - Departmental road networks 

Acc 1 Deaths 1 pedestr

by 
pedal 
cycle 
(incl. 

mPMD)

1 Ain 311 33 11 14 ���×������

2 Aisne 131 25 12 8 ���×������

3 Allier 160 16 7 3 ���×������

4 Alpes-de-Haute-Pce 106 7 2 2 ���×������

5 Hautes-Alpes 77 7 0 4 ���×������

6 Alpes-Maritimes 248 11 5 8 ���×������

7 Ardèche 227 20 4 10 ���×������

8 Ardennes 66 10 8 1 ���×������

9 Ariège 75 9 2 2 ���×������

10 Aube 76 25 3 4 ���×������

11 Aude 188 37 14 6 ���×������

12 Aveyron 157 19 4 7 ���×������

13 Bouches-du-Rhône 457 56 19 12 ���×������

14 Calvados 301 17 16 8 ���×������

15 Cantal 87 8 0 2 ���×������

16 Charente 92 13 1 8 ���×������

17 Charente-Maritime 208 33 15 19 ���×������

18 Cher 90 17 3 5 ���×������

19 Corrèze 109 13 3 5 ���×������

2A Corse-du-Sud 182 19 4 6

2B Haute-Corse 221 21 5 3

21 Côte-d'Or 109 11 4 5 ���×������

22 Côtes-d'Armor 201 25 8 16 ���×������

23 Creuse 42 4 1 1 ���×������

24 Dordogne 129 25 5 3 ���×������

25 Doubs 167 23 10 10 ���×������

26 Drôme 146 32 6 11 ���×������

27 Eure 163 20 9 4 ���×������

28 Eure-et-Loir 134 30 8 5 ���×������

29 Finistère 324 20 10 13 ���×������

30 Gard 270 48 10 11 ���×������

31 Haute-Garonne 189 29 14 10 ���×������

32 Gers 92 15 2 5 ���×������

33 Gironde 225 38 15 16 ���×������

34 Hérault 226 29 13 10 ���×������

35 Ille-et-Vilaine 141 28 15 6 ���×������

36 Indre 88 11 5 3 ���×������

37 Indre-et-Loire 129 17 8 0 ���×������

38 Isère 294 38 19 12 ���×������

39 Jura 103 17 4 1 ���×������

40 Landes 146 25 11 6 ���×������

41 Loir-et-Cher 78 15 5 5 ���×������

42 Loire 172 15 5 4 ���×������

43 Haute-Loire 115 8 4 8 ���×������

44 Loire-Atlantique 192 26 7 6 ���×������

45 Loiret 182 24 12 2 ���×������

46 Lot 95 16 2 4 ���×������

47 Lot-et-Garonne 158 18 8 9 ���×������

48 Lozère 45 1 0 3 ���×������

49 Maine-et-Loire 219 31 15 10 ���×������

���×������

2024
Deaths during 

the period 
���������±��������

Road 
Length
(km) 2

Acc 1 Deaths 1 pedestr

by 
pedal 
cycle 
(incl. 

mPMD)

50 Manche 266 29 18 15 ���×������

51 Marne 152 16 6 8 ���×������

52 Haute-Marne 72 16 3 4 ���×������

53 Mayenne 76 12 3 6 ���×������

54 Meurthe-et-Moselle 191 17 9 9 ���×������

55 Meuse 77 14 1 2 ���×������

56 Morbihan 215 31 16 15 ���×������

57 Moselle 156 20 10 8 ���×������

58 Nièvre 77 16 7 4 ���×������

59 Nord 268 24 24 20 ���×������

60 Oise 252 26 11 5 ���×������

61 Orne 184 22 11 8 ���×������

62 Pas-de-Calais 345 26 22 11 ���×������

63 Puy-de-Dôme 286 24 10 4 ���×������

64 Pyrénées-Atlantiques 318 19 7 13 ���×������

65 Hautes-Pyrénées 149 9 6 12 ���×������

66 Pyrénées-Orientales 159 20 12 7 ���×������

67 Bas-Rhin 129 27 9 10

68 Haut-Rhin 251 20 7 10

69 Rhône 227 19 7 4 ���×������

70 Haute-Saône 64 5 1 9 ���×������

71 Saône-et-Loire 258 28 14 15 ���×������

72 Sarthe 149 17 8 4 ���×������

73 Savoie 185 21 7 16 ���×������

74 Haute-Savoie 275 34 7 23 ���×������

75 Paris 239 36 9 9 ���×������

76 Seine-Maritime 494 45 19 12 ���×������

77 Seine-et-Marne 218 20 14 10 ���×������

78 Yvelines 112 24 5 5 ���×������

79 Deux-Sèvres 171 33 8 10 ���×������

80 Somme 144 25 8 9 ���×������

81 Tarn 112 14 10 2 ���×������

82 Tarn-et-Garonne 454 47 19 13 ���×������

83 Var 255 31 7 14 ���×������

84 Vaucluse 225 33 15 10 ���×������

85 Vendée 146 27 3 10 ���×������

86 Vienne 106 10 1 8 ���×������

87 Haute-Vienne 117 20 10 4 ���×������

88 Vosges 120 19 7 4 ���×������

89 Yonne 43 1 1 1 ���×������

90 Territoire de Belfort 469 11 19 5 547

91 Essonne 1 321 14 27 10 ���×������

92 Hauts-de-Seine 1 106 14 21 6 331

93 Seine-Saint-Denis 887 9 13 9 344

94 Val-de-Marne 331 18 21 4 407

95 Val-d'Oise 302 15 16 3 ���×������

2024
Deaths during 

the period 
���������±��������

Road 
Length
(km) 2

���×������

Road safety indicators on the road network managed by the 
departments 
 

  

1 Figures obtained from the road network managed by the department 
outside metropolitan areas and Paris. 
2 Road length on 1 January 2020. Departmental roads within the 
perimeter of non-transferred metropolitan areas are included in the 
total road length. 
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In 2024 in mainland France, 3,193 people died on the roads and 16,000 were seriously injured. 

People aged 18-34 (970 deaths and 5,200 serious injured) represent 20% of the population but 30% 
of deaths, 33% of serious injuries and 37% of those presumed responsible for fatal accidents. 

People aged 75 and over (535 deaths and 1,300 serious injured) represent 10% of the population but 
17% of deaths, 8% of serious injured, and 12% of those presumed responsible for fatal accidents. 

While 77% of fatalities and 75% of serious injured are men, 84% of those presumed responsible for 
fatal accidents are men, whereas 63% of non-responsible deaths are men. 

The most deadly journeys are those that allow people to travel the fastest, and the journeys most at 
risk of permanent injuries are those not protected by a vehicle: 

 - Journeys using soft mode  (pedestrians, cyclists, mPMD) account for 23% of fatalities, 35% of 
serious injured and 45% of injured who will have a handicap one year later; 

 - Journeys using powered two-wheelers account for 23% of fatalities, 32% of serious injured and 36% 
of injured who will have a handicap; 

 - Journeys in passenger vehicles account for 48% of fatalities, 30% of serious injured and 15% of 
injured who will have a handicap. 
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Risks - Novice drivers (licence held for less than two years)   

 

Number of novice drivers by their presumed 
responsibility in fatal accidents 

 
 

Number of novice drivers by excessive speed factor 
in fatal accidents 

 
 

Number of novice drivers by blood alcohol level in fatal 
accidents 

 
 

Number of novice drivers involved in fatal accidents 
where illegal drugs were present 

 
 

 Socioprofessional Categories (SPC) 
82% of novice drivers involved in fatal accidents 
belong to one of the following four SPC categories: 
- Students (24%); 
- Intermediate professions and employees (21%); 
- Manual workers (19%); 
- Professional drivers (18%). 

The SPC for executives and senior professionals 
represents 1.3% of novice drivers, compared with 
3.6% for experienced drivers. 

Novice drivers aged 17-18 with less than one year's 
driving experience are mainly students. 

By presumed responsibility  
Inexperience in driving results in presumed 
responsibility for fatal accidents being higher among 
novice drivers than among experienced drivers aged 
20 to 34 (78% versus 70%, respectively). 

Speed 
In fatal accidents, excessive speed is identified in 
35% of novice drivers, a figure close to that of 
experienced drivers aged 20 to 34 (31%). 

Alcohol and illegal drugs 
In 2024, alcohol was found for in 20% of novice 
drivers involved in fatal accidents, which is lower 
than the rate for experienced drivers aged 20 to 34 
(26%); illegal drugs are also a factor for novice 
drivers (14%), lower than the rate for experienced 
drivers aged 20 to 34 (18%). 

The proportion of novice car drivers testing positive 
for alcohol is lower than that of experienced drivers 
aged 20-34 (25% and 29% respectively). For 
motorcycles, the proportion of novice drivers testing 
positive for alcohol or illegal drugs is half that of 
experienced drivers aged 20-34. 

The proportion of novice drivers who tested positive 
for illegal drugs and were involved in a fatal accident 
varies by age: 17% among 20-24 year olds, 25% 
among 25-29 year olds and a slight decrease to 23% 
among 30-34 year olds. 

Depending on the weather, day or 
night 
In 2024, weather conditions or light levels do not have 
a significant impact on the occurrence of fatal 
accidents involving novice drivers. The proportion of 
fatal accidents is higher at night (55%) among 17-18-
year-old novice drivers who have held their licence for 
less than a year. 

 

Experienced 
drivers

20-34 y.o.

Yes No
Share of 

presumed 
responsibles

Share of 
presumed 

responsibles

Motorcycles 88 32 73% 80%

PV 294 82 78% 70%

UV 27 8 77% 73%

HGV + PT + 
Other

31 56 36% 41%

TOTAL 440 178 71% 70%

Novice drivers                                     
Presumed responsibility

Experienced 
drivers

20-34 y.o.

Identified 
speed 
factor

Unidentified 
speed 
factor

Speed 
factor 
part

Speed factor 
part

52 68 43% 55%

156 220 41% 31%

9 26 26% 16%

2 85 2% 7%

219 399 35% 32%

UV

HGV + PT + 
Other

TOTAL

Novice drivers

Motorcycles

PV

positive known
Positive 
share

15 93 16%

81 330 25%

12 32 38%

0 86 0%

108 541 20%

Novice drivers according to 
alcohol level

Motorcycles

HGV + PT + 
Other

UV

PV

Experienced 
drivers

20-34 y.o.

Positive 
share

34%

29%

15%

5%

26%TOTAL

Experienced 
drivers

20-34 y.o.

positive known
Positive 
share

Share of 
presumed 

responsibles

Motorcycles 11 90 12% 31%

PV 54 316 17% 18%

UV 4 32 13% 10%

HGV + PT + 
Other

3 83 4% 4%

TOTAL 72 521 14% 18%

Novice drivers according to the 
drug test
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Accidents involve multiple factors: in France, the FLAM study on the factors triggering fatal acci-
dents in 2015 identified that human factors are present in 92% of fatal accidents, factors related to 
infrastructure in 30%, factors related to the vehicle in 20% and traffic conditions in 18%. 

For each person presumed responsible, police forces can record up to three behavioural factors. 

In fatal accidents, excessive or inappropriate speed and alcohol remain the top two factors cited 
(for 29% and 22% of those presumed responsible, respectively). Inattention, illegal drugs and ill-
ness are cited in 14%, 13% and 10% of those presumed responsible (PR), respectively. Dangerous 
manoeuvres (dangerous overtaking, lane changes, failure to maintain a safe distance) are cited by 
11% of PRs, failure to give way by 10% of PRs and wrong-way driving by 4% of PRs. 

 



 

 
 

Accident 
factors 
 

 

 Risk factors 
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 Key Performance Indicators 
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humans 
Presumed responsible (PR) 124 
Main factors of presumed responsible 
 

126 
Speed 128 
Alcohol 130 
Illegal drugs 132 
Health condition 134 
Inattention 136 
Personal protective equipment  

Seat belt   137 
Equipment for cyclists and mPMD users   138 
Equipment for Powered two-wheeler users     139 

Self-reported driver behaviours 
 

140 
Offences 
 

 142 
Points-based licence 
 

 144 
Convictions 
 

 145 
Driving without a licence, non-insurance and hit-and-
run offences in accidents 146 

vehicles 
Accidents factors related to the vehicle 
 

148 
The age of vehicles 
 

  149 
The technical characteristics of the vehicles 
 

  150 

Accidents by engine type 
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environment Factors contributing to fatal accidents related to 
locations, infrastructure and the road environment 152 

Periods of high accident rates 154 
Accidents according to weather conditions 155 
Accident factors according to the road network  

Accident factors on motorways 156 
Accident factors on roads outside urban areas 158 
Accident factors on roads within urban areas 160 
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Accident fators - Speed 

16%

23%

30%

24%

23%

13%

11%

4%

16%

6%

8%

5%

5%

2%

20%

39%

37%

33%

27%

17%

13%

34%

31%

39%

28%

25%

16%

12%

7%

23%

14%

16%

10%

9%

3%

41%

54%

53%

44%

35%

25%

15%

-60%-40%-20%0%20%40%60%

-50% -40% -30% -20% -10% 0% 10% 20% 30% 40% 50%SL exceeded <10km/h SL exceeded +10km/h
SL exceeded <10km/h SL exceeded +10km/h

Connecting motorw ays (SL 130 km/h)

Arterial expressway (SL 110 km/h)

2x2 lane roads (SL 110 km/h)

Roads crossing small urban areas (SL 50m/h)

Entries-exits of medium-sized urban areas (SL 50 km/h)

Arteries in the city centre of medium-sized urban area (SL 50 km/h)

2 or 3 lane roads (SL 80-90 km/h)

DayNight

Observations of speeds in 2020 were disrupted by the pandemic and 
by the change in methodology, creating some breaks in the series. 
 

 
  
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

                                                 
1 International Transport Forum (OCDE), Speed and Crash risk, 2018. 
2 World Health Organization, Speed management, 2023 
3 Elvik R., The Power Model of the relationship between speed and 
road safety: update and new analyses, TØI Report 1034/2009, Institute 
of Transport Economics TØI, Oslo, 2009. 

Average speeds practised 
In 2024, average daytime speeds for passenger vehi-
cles (PV) will increase on urban centre roads (+2.5 
km/h compared to 2023) and two-way roads outside 
urban areas (+0.2 km/h). Conversely, other road net-
works will see moderate decreases or stabilise. Com-
pared to 2021, these same two networks show the 
most significant increases (+4 km/h and +3 km/h), 
while other roads show marked decreases. Across all 
networks, speeds are higher at night than during the 
day, and on weekends rather than on weekdays. 
However, some networks show higher night-time 
speeds on weekdays, particularly those with a speed 
limit of 80 km/h and those located in urban areas. 
Since the abolition, on 1 January 2024, of penalty 
points for speeding offences of less than 5 km/h, there 
has been a shift in speeds above the speed limits. 
This is particularly noticeable in urban areas for PVs, 
while for heavy goods vehicles, the increase is 
marked both in and outside urban areas. For the lat-
ter, the fact that the employer may cover the fine 
seems to encourage higher speeds, whereas the loss 
of points remained the personal responsibility of the 
driver. 

Links between average speed limits, 
practised speeds and accidents 
According to the OECD, a 10 km/h reduction in aver-
age speed limits generally leads to a 2 to 5 km/h re-
duction in practised speeds, depending on communi-
cation and enforcement measures1. Studies show an 
exponential relationship between practised speeds 
and accidents, linked to vehicle dynamics, the energy 
released during impact, and the increased difficulty for 
drivers to cope in the event of loss of control2. 

Researchers Nilsson and Elvik modelled the change in 
the number of accidents as a function of the variation in 
average speed, assuming all other factors remain con-
stant. Based on a meta-analysis of 115 international 
studies, Elvik concluded that a 1% reduction in average 
speed would lead to a 4.6% reduction in mortality on ru-
ral roads and motorways and a 3% reduction in urban 
areas3. 

In France, the implementation of automated control 
has reduced the average speeds of PVs on roads with 
a speed limit of 90 km/h (from 92 km/h in 2002 to 85 
km/h in 2005). Over the same period, mortality on 
two-way roads outside urban areas fell by 37%. Thus, 
for every 1% reduction in speed, mortality fell by 
4.9%, confirming Elvik's findings. 
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Source: Observatory of Speeds 2024, ONISR 2025 























































 

 

156 

Road safety in France �± report for the year 2024 - ONISR 2025 

�$�F�F�L�G�H�Q�W�V���I�D�F�W�R�U�V���R�Q���P�R�W�R�U�Z�D�\�V
On motorways, one in two people killed is a pas-
senger in a passenger  vehicle. One in four people 
killed is a passenger, and 29% of deaths  occur 
without  third party.  

 

 
* Interpretation: between 2019 and 2024, the number of motorway 
deaths fell by an average of 1.9% per year. 

 

 
 

 

 
 

 
Source: Safety Barometer for Emergency Personnel �± 2024 Report, 
ASFA, 2025. 2025 MTECT National Campaign 

In 2024, 239 people were killed on motorways , 24 
fewer deaths than in 2019. This network accounts for 
7.5% of total mortality, a share that has fluctuated be-
tween 6% and 9% since 2010. 

On motorways, two-thirds of those killed are between 
25 and 64 years old . Compared to 2019, mortality 
among 25-34 year olds increased by 32%, while that 
among 55-64 year olds decreased by 29%. 

Mortality on motorways is lower than on the network 
as a whole, with 1.5 fatalities per billion kilometres 
travelled in 2024, compared to an average of 5.3. 

By travel mode  
In 2024, 120 passengers  in passenger vehicles  
were killed on motorways (50% of motorway deaths). 
In the same year, 49 motorcyclists  were killed, rep-
resenting a 36% increase compared to 2019. The 
number of pedestrians killed rose by 5% compared to 
2023; in 4 out of 10 cases, the pedestrian killed was 
not initially in a vehicle. 

The number of serious injuries is estimated at 1,100, 
with a distribution similar to that of fatality rates by 
travel mode. 

Types of collisions  
In 2024, 29% of motorway deaths occurred in acci-
dents without a third party involved  (loss of control) 
and 22% in accidents involving more than two users 
(3 or more vehicles, or 2 or more vehicles and 1 pe-
destrian). In addition, 24% of users were killed in rear-
end collisions between two vehicles. 

In 2024, 42 drivers travelling in the wrong direction  
were involved in accidents causing injuries (26 of 
whom were driving at night), including 16 fatal acci-
dents. They caused 20 deaths (see opposite for dis-
tribution by age and gender). Of the 38 drivers travel-
ling in the wrong direction whose alcohol level is 
known, 17 were positive.

Deaths o n motorways by travel mode and main cause of accident in 2024   

 
Reading: 22 pedestrians were killed on the motorway in an accident where the main opponent (heaviest vehicle involved in the accident) was a PV.
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Since 2014, 14 officers  from the DIR and SCA 
have been killed on duty, including 8 in the last 
three years. 
. 
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Accident factors - Accidents factors on motorways 

 

 
 

 

 
Key to factors: H = Human; V = Vehicle; I = Infrastructure; C = Traffic 
conditions; Unknown = Unidentifiable causes. Source: FLAM study, 
Cerema, 2021 

 

 

  

 

 

Environmental factors  
Infrastructure-related factors account for 17% of fatal 
accidents on motorways, a rate almost half that on 
two-way interurban roads (33%). Dual carriageways 
account for 40% of fatal accidents, despite represent-
ing only 21% of total motorway mileage (FLAM). 

In 2024, 73% of people killed on motorways died in 
accidents on straight sections of road, and 18% on 
wet roads. In addition, 31% of vehicles involved in fa-
tal accidents collided with a fixed obstacle, which ac-
counts for 53% of vehicle occupant deaths on this net-
work (105 deaths). In 72% of cases, the obstacle 
struck was a safety barrier. 

Vehicle factors  
Between 2022 and 2024, 14% of vehicles involved in 
fatal accidents had a vehicle-related factor. This pro-
portion rises to 22% for PTW. The two most common 
factors are vehicle displacement (37 cases), when the 
vehicle is out of the driver's control, and mechanical 
failure (20 cases). 

Human factors  
In 2024, the number of presumed responsible was 
243 (including 134 deaths) and 83% of PRs were 
men. Half of PRs were PV drivers and 24% were UV, 
HGV or PT drivers. 

In 2024, there were 105 non-PR deaths, 43% of 
whom were PV passengers and 19% PV drivers. 

On motorways, from 2022 to 2024, the main reason 
�I�R�U���W�U�D�Y�H�O���I�R�U���3�5�V���L�Q���I�D�W�D�O���D�F�F�L�G�H�Q�W�V���Z�D�V���µ�O�H�L�V�X�U�H���W�U�D�Y�H�O�¶��
(51%). A work-related reason for travelling is recorded 
in 28% of cases on motorways, compared with an av-
erage of 11% on other road networks. 

Among the factors identified in fatal accidents involv-
ing PRs, the most common are speed  (25%), alcohol  
(15%), followed by illegal drugs and inattention  
(13% each). These are followed by dangerous ma-
noeuvres (lane changes, dangerous overtaking and 
failure to maintain a safe distance, 10%), then drows-
iness or fatigue (8%), feeling unwell (7%) and finally 
driving in the wrong direction (5%). 

�7�K�H�� �I�D�F�W�R�U�� �R�I�� �µ�H�[�F�H�V�V�L�Y�H�� �R�U�� �L�Q�D�S�S�U�R�S�U�L�D�W�H�� �V�S�H�H�G�¶�� �L�V��
found in 14% of young people and decreases with 
age. The same is true for alcohol, which has virtually 
no impact on those over 65. The illegal drugs factor is 
particularly relevant for 18-54 year olds. Drowsiness 
or fatigue becomes more significant among the over-
55s, and faintness, which is absent among 18-34 year 
olds, increases gradually with age. 
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Road safety in France �± report for the year 2024 - ONISR 2025 

�$�F�F�L�G�H�Q�W���I�D�F�W�R�U�V���R�Q���U�R�D�G�V���R�X�W�V�L�G�H���X�U�E�D�Q���D�U�H�D�V
In 2024, 60% of people killed in France are killed 
on roads outside urban areas, and 43% of deaths 
on these roads involve no other parties.   

 

 
* Reading: between 2010 and 2019, the number of deaths outside 
urban areas decreased by an average of 3.2% per year. 

 

 

 
 

 

 
 
 

In 2024, 1,924 people were killed in accidents 
outside urban areas , 47 more than in 2023 and 20 
fewer than in 2019, the pre-pandemic reference year. 

The proportion of deaths outside urban areas among 
all deaths fell from 65% in 2010 to 60% in 2024. 

An estimated 7,600 people were serious injuries 
(MAIS3+): 250 pedestrians, 1,000 cyclists, 170 users 
of mPMDs (i.e. 19% of soft modes); 2,500 users of 
PTWs (33%) and 3,200 occupants of PVs. In addition, 
an estimated 85,000 people suffer minor or moderate 
injuries (MAIS1-2). 

Men account for 78% of deaths outside urban areas. 
The main population at risk of fatal accidents remains 
18-24 year olds (17% of deaths for 8% of the 
population). 

By travel mode  
In 2024, vulnerable road users accounted for 35% 
of deaths  outside urban areas and 54% of serious 
injuries. Accidents involving no other parties 
accounted for 34% of deaths involving motorcycles 
and 43% of deaths involving pedal cycles. 

Motorists account for 57% of deaths: with 1,107 
deaths in 2024 (98 fewer than in 2019), the figure is 
down 33% compared to 2010. 

Types of collisions  
Outside urban areas, 43% of deaths occur in 
accidents without other parties involved , 26% in 
head-on collisions , 12% in side collisions and 5% in 
rear-end collisions. 

In addition, 94 pedestrians died outside urban areas 
(93 in 2023): 64% were hit by a PV and 29% by an 
UV or HGV. In 2024, 39% of deaths occurred in 
accidents where the vehicle collided with an obstacle, 
most often a tree (37%) or a ditch, embankment or 
rock face (23%). 

People killed outside urban areas by travel mode an d main cause of accident in 2024   

 
Reading: 60 pedestrians were killed outside urban areas in an accident where the main opponent (heaviest vehicle involved in the accident) was 
a PV.
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This sheet concerns roads outside urban areas as 
defined in Article R110-2 of the Highway Code, i.e. 
outside areas marked by urban area entry (EB10) 
and exit (EB20) signs. Motorways are excluded. 

Distribution of deaths and serious injuries  by travel 
mode  

Share of users killed in collisions with fixed 
obstacles on roads outside urban areas  
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Accident factors  - Accident factors on roads outside urban areas 

 

 
 

 

 
 

 

 
 Key: H = Human; V = Vehicle; I = Infrastructure; C = Traffic conditions; 
Unknown = Unidentifiable causes. Source: FLAM study, Cerema, 2020. 

  

 

Environmental facto rs  
81% of fatal accidents occur on departmental roads, 
9% on municipal or metropolitan roads and 8% on 
national roads. 

Outside urban areas, infrastructure-related factors 
are more common than on motorways (FLAM). Poor 
road maintenance is cited as a factor in 3% of fatal 
accidents involving PTW users. 

In terms of weather conditions, 75% of fatal accidents 
occurred on dry roads and 23% on wet roads. 

In 2024, most deaths occur during the day (59%), 
particularly among senior citizens (65% of those aged 
35-74 and 82% of those over 75). In contrast, more 
than half of those aged 14-34 are killed at night, with 
62% of those aged 14-17 and 59% of those aged 18-
24. 

Vehicle -related factors  
Between 2022 and 2024, 808 vehicle failures were 
recorded in fatal accidents: 129 worn tyres and 11 
burst tyres, 95 lighting problems, 32 related to the 
driver's poor knowledge of the vehicle, 24 cases of 
limited visibility from the passenger compartment, 17 
mechanical defects, 14 loading defects and 11 vehicle 
fires. 

Human factors  
Outside urban areas, the number of presumed 
responsible is 1,858 (including 1,298 deaths) and 
64% of PRs are PV drivers and 10% are UV, HGV or 
PT drivers. 

In 2024, there were 625 non-PR deaths on roads 
outside urban areas. Of these, 38% were PV 
passengers and 15% were PV drivers. 

Outside urban areas, human factors are present in 
90% of fatal accidents (FLAM study, Cerema). Over 
the period 2022-2024, the most frequent factors 
associated with those presumed responsible (PR) for 
fatal accidents are: 
- speed, accounting for 31% of all travel modes, 

rising to 54% for heavy motorcycles and 32% PVs. 
It is present in 49% of PRs aged 18-24; 

- alcohol, with 24% across all modes, particularly 
among pedestrians (45%), cyclists (35%) and light 
motorcycles (30%). This factor reaches 35% for 
PRs aged 25 to 34; 

- Illegal drugs (12%), particularly among 
pedestrians (22%) and mopeds (20%). 

- Faintness (9%) is the leading factor among cyclists 
(41%). It particularly affects those aged 65 and 
over (28%). 

- Inattention (9%), including 25% for pedestrians 
and 18% for HGVs. 

- Failure to observe priority rules (8%), rising to 19% 
among those aged 75 and over. 
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Road safety in France �± report for the year 2024 - ONISR 2025 

�$�F�F�L�G�H�Q�W���I�D�F�W�R�U�V���R�Q���U�R�D�G�V���Z�L�W�K�L�Q���X�U�E�D�Q���D�U�H�D�V
Accidents in urban areas account for 32% of 
deaths, 46% of serious injuries  MAIS3+ and 53% 
of minor or moderate injured.  
In urban areas, 67% of deaths and 83% of serious 
injuries  are vulnerable road users.  

 

 
* Reading: from 2019 to 2024, the number of deaths in urban areas 
fell by an average of -0.1% per year. 
 

 

  
 

 

In 2024, 1,030 people were killed in accidents on ur-
ban roads (as defined in Article R110-2 of the High-
way Code, excluding motorways), an increase of +1% 
compared to 2023. 

An estimated 7,300 people were serious injuries 
(MAIS3+), including 1,600 pedestrians, 1,600 cyclists, 
660 users of mPMDs (i.e. 53% of active modes) and 
2,200 users of PTWs. An estimated 116,000 people 
suffered minor or moderate injuries (MAIS1-2). 

By trav el modes  
In 2024, vulnerable road users accounted for 67% 
of deaths in urban areas  and 83% of seriously in-
juried, compared with 34% and 52% respectively in 
outside urban areas. 

Motorists account for 28% of deaths: with 291 fatali-
ties in 2024, this is an increase compared to 2019 
(+5%). 

The change in mortality hides significant variations 
between modes between 2019 and 2023: among 
those killed, there are 56 fewer PTW users and 17 
fewer pedestrians, but 15 more PVs, 17 more cyclists 
and, above all, 22 more mPMDs. 

Types of collisions  
In 2024, 321 pedestrians died in urban areas (31% of 
fatalities): 55% were hit by a PV, 26% by a UV or 
HGV, 4% by a PT and finally 4% by a PTW. 

In total, 39% of deaths occurred in accidents without 
a third party, compared with 43% outside urban ar-
eas. Among these accidents without a third party, 
52% of those killed were PV users, 26% were motor-
cyclists and 13% were cyclists or mPMD users. 

Also in 2024, 50% of p eople killed in urban areas 
in a vehicle were killed after hitting a fixed obstacle 
at the edge of the road. In 22% of cases, the collision 
was with a wall or building, in 13% of cases with a 
pole or tree, and in 9% of cases with a parked ve-
hicle.  

Deaths in urban areas by travel mode and main cause of accident in 2024   

 
Reading: 178 pedestrians were killed on urban roads in accidents where the main opponent (heaviest vehicle involved in the accident) was a PV.
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Distribution of deaths and serious  injuries  by travel 
mode  

Seniors  

With 396 deaths, people aged 65 and over ac-
count for 39% of deaths in urban areas (compared 
to 24% on roads outside urban areas). Further-
more, this age group is the only one for which mor-
tality has not fallen since 2010, with a 2% increase 
in average annual mortality. 

In urban areas, 46% of pedestrians killed are aged 
75 or over; this proportion is 5.1 times higher than 
on other road networks (9%). 
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Accident factors  - Accident factors on roads in urban areas 

 

 

 

  
 

 

 
 Key: H = Human; V = Vehicle; I = Infrastructure; C = Traffic condi-
tions; Unknown = Unidentifiable causes. Source: FLAM study, 
Cerema, 2020. 

  

Environmental factors  

The smaller the urban area, the more serious the ac-
cidents: speeds are higher because there is less traf-
fic and fewer intersections. 

Poor road maintenance is cited as a factor in acci-
dents for 4% of PTW users involved in fatal accidents 
(FLAM). 

The majority of deaths occur during the day (61%), 
but many moped and mPMD users are killed at night 
(60% and 52% respectively), unlike cyclists (24%). 

Vehicle -related factors  
Over the period 2022-2024, 109 vehicle-specific fail-
ures were identified in fatal accidents, including 15 
mechanical defects, 34 worn tyres, 47 lighting prob-
lems and 7 loading problems 

Human factors  
In urban areas, there were 1,060 presumed responsi-
ble (including 583 deaths) of whom 48% were PV driv-
ers and 14% were UV, HGV or PT drivers. In addition, 
there were 444 non-PR deaths, of whom 54% were 
pedestrians and 13% were PV passengers. 
 
In urban areas, the main factors are: 
�� speed, accounting for 25% of all vehicles, rising to 

56% for heavy motorcycles; 
�� alcohol, accounting for 20% of all users, rising to 

37% for mopeds; 
�� driving under the influence of illegal drugs is higher 

among powered two-wheelers users (31%) than for 
the average user (11%); 

�� inattention is a factor in 36% of accidents involving 
utility or heavy goods vehicles (UV, HGV, PT). 
 

The three main factors among pedestrians are inat-
tention (43%), failure to observe priority rules (23%) 
and alcohol (17%). Speed is the leading factor for 
heavy motorcycles (56%) and PV (27%). 

In terms of age groups, speed is a major factor among 
young people (48% among 18-24 year olds). This fac-
tor decreases with age. 

Alcohol is a factor in an average of 25% of accidents 
among 18-54 year olds. Illegal drugs are mainly pre-
sent among young people (21% among 14-34 year 
olds), with their presence decreasing with age. 

Failure to give way and inattention are factors that in-
crease with age, reaching 18% and 26% among those 
aged 75 and over. 

Finally, discomfort is particularly prevalent among 
older people. It is present in 13% of cases among 45-
54 year olds and 40% among drivers aged 65 to 74. 
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Since 2018, the Road Safety Delegation (DSR) has been organising calls for study and research pro-
jects aimed at all scientific communities and all public and private stakeholders involved in road safety 
research. 
The priority areas for research between 2023 and 2027 are: 

�x Accident factors   
�x Road users  (people at high risk of being victims of or responsible for road accidents; the health 

of drivers and other road users) 
�x Victims  (seriously injured persons, vulnerable road users, shock waves) 
�x Education and lifelong learning   
�x Vehicle developments  (partially or fully autonomous vehicles, driver assistance systems, soft 

mobility and innovative vehicles, powered 2-, 3- and 4-wheelers) 
�x Regional specificities  

https://www.onisr.securite-routiere.gouv.fr/en/road-safety-policy/already-selected-projects 

 

 



 

 
 

Studies  
 

 

 Research and studies  164 

 Improving pedestrian crossing safety: the ZEBRA project 166 

 The 2024 Paris Olympic Games and road accidents 167 

 Improving the safety of PTWs: ARAS driving aids 168 

 Assessment of PTWs traffic during lane filtering 169 

 Characteristics of damaged vehicles according to accident type 
(CraVAT): motorbike 170 

 Characteristics of damaged vehicles according to accident type 
(CraVAT): passenger vehicles 171 

 Obtaining a category B licence and driving at 17 172 

 Anger and aggression while driving 173 

 CESIR IV / Tarpon II �± influence of medication consumption on 
the risk of road accidents 174 

 Assessment of the ignition interlock device 175 
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�5�H�V�H�D�U�F�K���D�Q�G���V�W�X�G�L�H�V 

  
 

 
Source: National Research Agency 
 
 
 

                                                 
1 Institute of Public Health, Epidemiology and Development. 
2 UTAC Ceram is approved to carry out all regulatory tests on vehicles 
and their equipment. It is designated by the French authorities to inter-
national bodies to carry out regulatory tests at the request of manufac-
turers with a view to obtaining European and international approval.  

As early as 1910, the field of accidentology was 
established and associated with traumatology. The 
�W�H�U�P�� �µ�D�F�F�L�G�H�Q�W�R�O�R�J�\�¶��only entered the vocabulary in 
1968 to define the scientific study of accidents. Public 
research was organised in collaboration with the 
private sector (manufacturers and insurers), 
developing concepts and research topics around 
�W�K�U�H�H�� �D�U�H�D�V���� �µ�L�Q�I�U�D�V�W�U�X�F�W�X�U�H�¶���� �³�E�H�K�D�Y�L�R�X�U�´�� �D�Q�G��
�µ�Y�H�K�L�F�O�H�V�¶���� �7�K�L�V���V�F�L�Hnce incorporates fields related to 
techniques and technologies (automotive, control), 
engineering (roads, kinetics, detection), health 
sciences (including neuroscience) and clinical 
pharmacology. The interdisciplinary nature of 
accidentology also extends to the fields of economics 
and human sciences with preventive and educational 
content. 

Strengthening a discipline  
In 1958, the first Emergency Medical Service (SMUR) 
was set up in Salon-de-Provence. In 1967, the 
national road safety training centre was opened by the 
national gendarmerie to strengthen road safety 
culture within its units. In 1995, the Rhône Register 
was established to record injuries caused by road 
accidents. Subsequently, a driving instructor's 
diploma was created and road safety education 
became compulsory in schools. In 1993, a certificate 
recognised this discipline and in 2000 an educational 
continuum was established. Top graduate schools 
offer training based on a multidisciplinary approach, 
and universities incorporate this subject into their 
curricula, particularly through education sciences or 
psychology at Aix-Marseille and Angers, thus creating 
cognitive-behavioural approaches that complement 
research. New university diplomas were created in 
2021 by Gustave Eiffel University (UGE). 

Diversity of organisations involved  
Gustave Eiffel University and Cerema are the main 
players in the scientific and technical network in the 
field of road accidents. In addition, there are Inserr, 
CNRS laboratories and Inserm, ISPED1 and 
university teams. In addition, UTAC 2 is approved to 
carry out type-approval tests on vehicles and their 
equipment. At the same time, R&D (manufacturers, 
equipment suppliers) is represented in particular 
through LAB and Ceesar. Research is also 
encouraged by calls for projects from the ANR, the 
MAIF Foundation, the VINCI Foundation and the 
DSR. 

Priority Research Programmes and 
Equipment (PEPR) 

�$�V�� �S�D�U�W�� �R�I�� �W�K�H�� �µ�)�U�D�Q�F�H�� ���������¶�� �L�Q�Y�H�V�W�P�H�Q�W�� �S�O�D�Q����
PEPRs aim to build or consolidate French 
leadership in scientific fields linked to 
technological, economic, societal, health or 
environmental transformation and considered to 
be priorities. Unlike exploratory PEPRs, national 
acceleration strategy PEPRs generate knowledge 
about transformations that are already underway. 

�0�R�E�L�O�L�W�\���L�V���V�W�X�G�L�H�G���L�Q���W�K�H���3�(�3�5�V���µ�6�X�V�W�D�L�Q�D�E�O�H���&�L�W�L�H�V��
�D�Q�G�� �,�Q�Q�R�Y�D�W�L�Y�H�� �%�X�L�O�G�L�Q�J�V�¶�� �D�Q�G�� �µDigitalization and 
Decarbonization of Mobility�¶���� �Z�K�L�F�K�� �D�L�P�� �L�Q 
particular to broaden the scope of mobility analysis 
to include social, economic and environmental 
aspects, to understand the psychological 
determinants of mobility and to consider needs by 
cross-referencing mobility data and contextual 
data. 

The MAIF Foundation's call for projects  

Recognised as a public utility, the MAIF 
Foundation supports scientific research aimed at 
developing knowledge on risk prevention, and in 
particular on the safety of all road users, through 
its biannual call for projects. 

In 2024, the Foundation published the 7th edition 
of its barometer on smartphone use while driving, 
with a focus on 18-35 year olds. Other studies look 
at the effectiveness of incentive schemes to 
encourage cyclists to wear helmets, and solutions 
to improve the safety of vulnerable road users in 
cities at night. 

Question of major interest �± IDF Region  

The Île-de-France Region supports research in the 
Paris region on major issues, including: 

�µ�8�Q�G�H�U�V�W�D�Q�G�L�Q�J�� �W�K�H�� �E�H�K�D�Y�L�R�X�U�D�O factors in-
volved in accidents and improving road safety 
for road users in Île -de-�)�U�D�Q�F�H���¶ 
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At European level  

The ERSO: European Road Safety Observatory   

This European Commission observatory publishes 
statistics from the European CARE database. In 
2024, ten reports  were published  on topics �± in-
ter alia �± cyclists, novice drivers, PTWs and the en-
forcement of the Highway Code. The ERSO is part 
of the network of regional road safety observato-
ries, an exchange network that gathers information 
on road safety policies and practices. 

The ETSC: European Transport Safety Council  

The ETSC is a European non-profit organisation. 
Thanks to its experts and the reports it produces, 
the ETSC provides independent advice to 
European institutions and national governments. 
In 2024, in addition to the annual road safety 
review covering 32 countries, the following reports 
were published: Reducing road deaths on rural 
roads  and Improving the road safety of e -
scooters . 

At the international level  

The International Transport Forum (ITF) and 
IRTAD: International Traffic Safety Data and 
Analysis  

With 80 members and observers from more than 
40 countries, IRTAD is a permanent working group 
of the ITF focused on databases, statistical meth-
ods and road safety analysis. The annual report 
presents the results for each country. 

The World Road Association (PIARC)  

With 127 member governments, PIARC aims to 
improve international cooperation and provide 
professionals with consolidated technical 
knowledge. 

 
 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

                                                 
3 E-Survey of Road users' Attitudes, ESRA, 2015-2026. 

Priority research  areas  

The six research areas covered by the DSR call for 
projects, redefined for 2023 to 2027, focus on accident 
factors , road users , injured , lifelong education and 
training , vehicle developments  and regional speci-
ficities.  

As young people and the elderly are at greater risk of 
being victims or responsible for accidents, research on 
these road users is essential. The same applies to the 
health of drivers and other road users. 

International cooperation  
European and international research organisations 
enable scientific knowledge to be capitalised on. The 
Club of Associated Research Organisations (CLORA) 
acts as a bridge between French public research and 
the European Union, while European (FERSI, CARE, 
ETSC) and international (Irtad, which now includes 
the Safer City Streets network) forums and networks 
are places for sharing expertise. The OECD 
International Transport Forum addresses road safety 
from the perspective of a sustainable economy and by 
studying the impact of mobility services using 
automated vehicles on transport provision. Finally, as 
part of the ESRA3, project, international surveys are 
being conducted on citizens' attitudes to road safety 
and their behaviour on the roads. 

New challenges  
In the context of the climate emergency, which 
requires the decarbonisation of transport, we can 
expect to see profound changes in our travel habits. 
Soft modes of transport are developing (walking, 
PMD, cycling). 

Furthermore, vehicle automation requires 
infrastructure to be adapted and interactions between 
different vehicles, humans and machines to be 
anticipated. The safety of the occupants of these 
future vehicles, as well as that of other road users, is 
a priority, with the key challenge being to adapt 
training in line with technological advances. 

The development of artificial intelligence (AI) is also 
becoming a road safety issue. The ONISR's speed 
and behaviour observatory has been experimenting 
with the use of AI to refine the collection of such data 
since 2024. 

 

Review of the first two years of the DSR 's 
2023-2027 call for study and research 
projects  

Since the launch of this new call for projects, 41 
projects have received financial support from 
the DSR in 2023 and 2024.  

Among them, eight  focus on active mobility (six  on 
cycling and two  on pedestrians). Driving ability and 
health more generally are the focus of seven  
supported projects. 

All other priority areas, such as casualties, PTWs, 
vulnerable users, regional specificities, illegal 
drugs and alcohol, vehicle developments and 
senior citizens, are supported through studies that 
sometimes cover several themes. 
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�,�P�S�U�R�Y�L�Q�J���S�H�G�H�V�W�U�L�D�Q���F�U�R�V�V�L�Q�J���V�D�I�H�W�\�����W�K�H���=�(�%�5�$���S�U�R�M�H�F�W 

Steering University of Bordeaux, Inserm and 
Cerema 

Partners Municipalities of La Seyne-sur-Mer 
and La Fare-les-Oliviers 

Completion July 2024 

Methodology 

AI-powered tools for locating and 
describing pedestrian crossings and 
auditing them for the State, local 
authorities, concession companies and 
design offices. 

Scope Throughout France 

Keywords Pedestrian crossings, GIS, safety 
audit, artificial intelligence 

 

 

 

 
 

                                                 
1 An aerial view is a photo taken from above, usually by satellite. An 
immersive view is a photo of the object in question, recreating the us-
er's peripheral vision. 
2 Cerema's Cartagene platform aims to facilitate the creation of inno-
vative application services. 
3 AI only returns a probability of presence for each descriptive criterion 
of the pedestrian crossing; the information is never 100% certain. 
4 For further information: https://www.cerema.fr/fr/actualites/dossier-
zebra-diagnostic-securite-du-passage-pieton-assiste 

The ZEBRA project aims to improve the quality and 
safety of pedestrian crossings (PC) by developing 
tools with the following functions: 
�� automatic geolocation of pedestrian crossings; 
�� map visualisation with multi-criteria filters and 

safety indicators; 
�� conducting a safety assessment: terrain grid and 

audit guide. 

This project is a proof of concept for automated road 
safety assessment. It provides several building blocks 
for reflection, tools and documents, ultimately 
enabling pedestrian crossings to be identified, filtered, 
categorised and assessed. 

Artificial intelligence for road safety  
ZEBRA uses image classification techniques based on 
deep learning convolutional neural networks, offering 
the performance needed to achieve these objectives. 
The project has thus demonstrated the feasibility of us-
ing artificial intelligence to identify and characterise a 
number of descriptive criteria for pedestrian crossings. 
This feasibility is based on the availability of aerial (Na-
tional Institute of Geographic and Forest Information, 
IGN) and immersive1 images (Panoramax) of the geo-
graphical area under study. 

In particular, it enables the automatic identification of 
risk criteria such as the presence or absence of a traffic 
island, visibility masks and a parking space 5 metres 
upstream of pedestrian crossings. 

These pedestrian crossings were mapped using the 
Cartagene tool2. At the same time, developments in 
geographic information systems (GIS) made it possible 
to import pedestrian crossings and their presumed 
characteristics3. The aim is, after processing, to enable 
users to sort pedestrian crossings to be audited ac-
cording to multiple criteria. 

The project resulted in the development of a diagnostic 
grid for pedestrian crossings and a methodological 
guide to facilitate implementation in the field4 by local 
authorities. Two formats were developed: a paper ver-
sion and a digital version via the QField mobile appli-
cation. 

ZEBRA is a decision-making tool for local authorities 
and their technical services, enabling them to diagnose 
their pedestrian crossings and better prioritise their 
safety measures 

Schematic representation of  the ZEBRA project  

Location of pedestrian crossings on the Cartagene 
platform  

GIS tool: sorting pedestrian crossings according to 
safety criteria  

https://www.cerema.fr/fr/actualites/dossier-zebra-diagnostic-securite-du-passage-pieton-assiste
https://www.cerema.fr/fr/actualites/dossier-zebra-diagnostic-securite-du-passage-pieton-assiste
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Traffic report for the Olympic Games period (26 July 
to 11 August 2024)  

 
Source: DGITM TDM JOP �± GT TDM n°13 of 30/09/2024 

Traffic report for the first week of the Paralympic 
Games (26 to 30 August 2024)  

  
Source: DGITM TDM JOP �± GT TDM n°13 of 30/09/2024 

 

 
Source: BAAC  

 

                                                 
1 Sources: MSJOP, « Premier bilan des jeux olympiques et paralym-
piques de Paris 2024 » 

Context  

The Olympic Games 1 (OG) and Paralympic Games (PG) 
took place mainly in the city centre. To ensure the safety 
and protection of visitors, various perimeters were 
defined, limiting or prohibiting motorised traffic around the 
sites. 

On average, 30,000 police officers and gendarmes, as 
well as 18,000 military personnel , were mobilised on a 
daily basis during the OG, and 25,000 during the POG. 

During the Olympic Games, 185 km of lanes reserved 
for accredited personnel ( LRAP) were set up on the 
various Olympic routes, causing heavier traffic on the 
remaining lanes. 

Public transport  operators adapted their services in the 
Île-de-France region, with up to +70% on certain lines 
during the Olympic period , including a night service. 

The cycle path network  was extended by 120 km for the 
Games, bringing the total to 400 km. More than 10,000 
spectators per day travelled to the venues by pedal cycle 
despite sometimes inclement weather, with a modal 
share of up to 5% at certain competition venues. 

The Olympic Games' impact on traffic  
During the Olympic Games and the first week of the 
Paralympic Games, there was an average 20% decrease 
in traffic on DiRIF routes, including VRJOPs, compared 
to previous years. This decrease was 25% on roads 
outside the VRJOP. During the second week of the PG, 
which also coincided with the start of the school year, 
traffic volumes with VRJOPs returned to near-normal 
levels. 

The Olympic Games' impact on road 
accidents  
The summer period was divided into four sequences in 
order to assess road accident rates: July before the 
Olympic Games (25 days), the Olympic Games period 
���������G�D�\�V�������W�K�H���S�H�U�L�R�G���E�H�W�Z�H�H�Q���W�K�H���µ�*�D�P�H�V�¶���������� �G�D�\�V����
and the Paralympic Games period (12 days). 

In France mainland, the number of injured recorded by 
the police during this period was equivalent to the 
2019-2023 average. In Île-de-France, the number of 
injured recorded was slightly lower in all periods. 

In Paris, the categories of injured that increased 
compared to 2019-2023 were PV and UV users 
(+20%), cyclists (+8%) and PT users. The number of 
injured in mPMD was lower, given that in the summer 
of 2023, self-service electric scooters were still 
authorised in Paris. 

In Paris and the Île-de-France region, there has been 
a slight decrease in mortality compared to 2019-2023. 

 

Number of injured from 1 July to 8 September in 2024 
and in average from 2019 to 2023 in Paris  

Number of injured from 1 July to 8 September in 2024 
and average from 2019 to 2023 in Île -de-France  

�2�3�*�¶���Ney figures  
- 9 million  French people along the Olympic torch 
route from 8 May 2024 (450 towns ). 
- 360,000 spectators at the OG opening ceremony 
and 50,000 spectators at the PG opening ceremony, 
ceremonies outside the stadiums. 
- 12 million spectators at the events. 
- 5 million people in the 166 OG fan zones and 74 
PG fan zones. 

Source: BAAC 
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Project team A. Ait-Moula, E. Riahi, C. Naude, 
T. Serre 

Affiliation Accident Mechanisms Laboratory 
Gustave Eiffel University 

Methodology 

A methodology combining qualitative 
analysis, based on the study of func-
tional failures by motorcyclists, and 
quantitative analysis, based on the 
kinematic reconstruction of acci-
dents, was developed as part of this 
thesis. It made it possible to assess 
the potential benefits of ARAS on ac-
cidents involving PTWs. 

Keywords Powered two-wheelers, ARAS, Acci-
dent, Road safety. 

 

 
Source : UTAC, 2025 

 
 

 

Motorcyclists are a group that is particularly vulnera-
ble to road accidents. To improve their safety, ARAS 
(Advanced Rider Assistance Systems) have been de-
veloped to assist PTW users in their driving tasks. To-
day, there are 14 systems designed for them, broken 
down as follows: 

Longitudinal systems : Anti-lock Braking System 
(ABS), Autonomous Emergency Braking (AEB), Pre-
crash Braking (PCB), Combined Braking System 
(CBS), Adaptive Cruise Control (ACC), Traction Con-
trol System (TCS), Stoppie Control, Anti-Wheeling, 
Launch Control. 

Lateral systems : Motorcycle Stability Control (MSC), 
Anti-Skid. 

Informative ARAS : Smart Helmet, Dangerous Turn 
Warning, Collision Aversion Technology (CAT). 

The effect of ARAS  
An analysis of 390 real accident cases from the 
�G�D�W�D�E�D�V�H�� ���(�W�X�G�H�V�� �'�p�W�D�L�O�O�p�H�V�� �G�¶�$�F�F�L�G�H�Q�W�V�� ���� ���8�Q�L�Y����
Eiffel/LMA) and IGLAD (Initiative for the global 
harmonization of accident data, an international 
database) shows that ARAS could intervene in 61% 
of cases, in particular thanks to functions such as 
ABS, AEB or PCB, which prevent wheel lock-up or 
trigger emergency braking. However, in 39% of 
cases, no effect of ARAS was observed because 
accidents are more related to risky behaviour 
(speeding, alcohol, offences) than to errors. Among 
the ARAS analysed, ABS is the most influential 
thanks to its prevention of wheel lock-up. It is followed 
by CAT, which has two cameras providing 360° 
surveillance. AEB and PCB intervene in 28% of 
cases, while ACC reaches 17% thanks to maintaining 
a safe distance. Finally, in terms of lateral ARAS, 
MSC has the highest score, with 6% of possible 
interventions. 

AEB for PTWs  
A quantitative analysis of the effects of AEB shows 
that, depending on its configuration (range, 
deceleration, strategy), this system could prevent up 
�W�R�����������R�I���3�7�:�V�¶���D�F�F�L�G�H�Q�W�V���Z�K�H�U�H���L�W���L�V���D�F�W�L�Y�D�W�H�G�����)�R�U��
cases that cannot be avoided, it significantly reduces 
the impact speed (see graphs opposite). According to 
a complementary study, AEB could also reduce 
serious injuries (MAIS3+) by 70%. 

ARAS on PTWs  
ARAS offer significant safety potential. However, their 
integration into motorcycles also requires acceptabil-
ity studies and analysis of motorcyclists' reactions. 

 

Frequency with which each ARAS is likely to 
intervene in the event of an accident  

The influence of AEB on PTW accidents  
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Steering Cerema (Mathis Beltrami, 
Thérésien Esbérard, Benoît Hiron) 

Partners Ergocentre, University G.-Eiffel 

Period 2016-2024 

Methodology 

Accident rate: BAAC data only 

Behaviour: quarterly observations (3 
hours in the morning) 

Acceptability: 3 surveys conducted 
Education: 3 surveys of instructors 
Impact of police forces: 1 experiment 
at 3 sites 

Traffic trends: traffic recorded 1 to 2 
times per year 

Scope  
Departments 06, 13, 26, 31, 33, 34, 
38, 44, 59, 66, 69, 75, 77, 78, 83, 84, 
91, 92, 93, 94 and 95 

Keywords 
Lane filtering, PTW, assessment, 
behaviours, accident rates, 
acceptability, training, signage 

 

 

 
 

 

                                                 
1 Cerema. (2024). Circulation inter-files des deux-roues motorisés : 
évaluation des expérimentations (2016-2024). 
https://doc.cerema.fr/Default/digital-viewer/c-600236 

A regulated practice  
Lane filtering (LF) for powered two-wheelers (PTW) 
refers to the possibility for PTW drivers to drive be-
tween the leftmost lanes of traffic (IF�Œ) in the event of 
congestion on a motorway-type road (MTR). 

Regulated in 2025, this practice is being trialled twice 
in part of France: from 2016 to 2021 and then from 
2021 to 2025. The evaluation of the two trials will be 
published in 20241. 

LF was practised in the event of congestion on VCAs 
with a SL of at least 70 km/h. A PTW is said to be in 
LF when it is travelling in the IF�Œ at a maximum speed 
of 50 km/h and with a maximum speed difference of 
30 km/h from other vehicles. If the PTW does not 
meet these conditions (excessive speed, incorrect po-
sition, etc.), it is considered to be lane splitting (LS). 

Result s 
The declared practice of LF by PTW drivers is wide-
spread. Video observations seem to confirm these 
trends. Indeed, when LF is authorised (during periods 
of congestion), 75% of PTWs do drive in the left-most 
lane. In addition, 47% of PTWs travel at speeds below 
50 km/h and 98% have a speed difference of less than 
30 km/h with adjacent vehicles. 

Of the 53% of PTWs that do not comply with the 50 
km/h speed limit in LF, 40% travel at a speed differ-
ence of more than 30 km/h. 

The rules are little known among motorists but well 
understood by motorcyclists. LF training is widely 
available. The signage tested is also understood. 

The issue of LF is mainly relevant to the Paris region, 
both in terms of observed practices and accident 
rates. 

The accident rate for PTWs in LF is low, stable and 
not very serious. However, there is an issue with ac-
cidents in RIF. 

Conclusive experiments  
�� Encouraging effects observed. 
�� Gradual dissemination of the rules. 
�� No observed impact on accident rates. 

Cerema's recommendations  
Evaluations show the need to monitor the practice in 
order to enforce speed limits for PTWs when lane 
splitting. A further analysis of behaviour on infrastruc-
ture including dedicated fast lanes would help to re-
fine the doctrine in this area. 

Main scenario for accidents of PTWs when filtering  
(assessment of the 1st LF experiment, 2016 -2018) 

 

Experimental territories and road networks  
(2nd LF experiment, 2021 �±2025) 
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Characteristics of damaged vehicles according to accident 
type (CraVAT): motorbike

Team Cerema (Bérengère Varin, Claire 
Bazerque, Nathalie Mompart) 

Completion October 2024 

Methodology 

Use of databases on injury acci-
dents (BAAC), the vehicle registra-
tion system (SIV) and the database 
created by the SRA (Sécurité et 
Réparation Automobiles) associa-
tion. 

Scope  France mainland, 2015-2022 

Keywords Injury accidents, motorbikes, vehi-
cle types, engine capacity 

 

 

 
 

 

 
 

 

 
 

                                                 
1Motorbikes: motorcycles of all engine sizes, including three-wheeled 
tricycles without bodywork; mopeds are not included in the study. 

Vehicle characterisation  

Based on BAAC data, approximately 78,000 motor-
bikes1 were identified by their CNIT code, repre-
senting three-quarters of all motorbikes involved in 
accidents between 2015 and 2022. They were 
characterised according to three criteria: type (two-
wheeled scooters, sports bikes, roadsters, etc.), 
engine capacity and performance defined by the 
vehicle's weight/power ratio (expressed in kg/hp). 

Motorbike  fleet and accidents  
While the motorbikes involved in injury accidents 
between 2015 and 2022 show a similar distribution 
to that of the registered fleet, it appears that certain 
types are over-represented in fatal accidents, ac-
cidents o utside urban areas  and accidents with-
out third parties . The motorbikes that are over-
represented are roadsters , sports bikes , sports 
touring bikes  and high -performance motor-
bik es. 

Levels of involvement differ accord-
ing to characteristics  
Of the 78,000 motorbikes identified, the study 
notes: 

- an overall issue  in accidents for motorbikes with 
an engine capacity between 500 and 1,000 cm 3 
(40,000 vehicles) as well as for roadsters (18,000), 
due to their number and their over-representation 
in fatal and non-fatal accidents; 

- an issue in terms of numbers  for two-wheeled 
scooters (23,000); 

- an issue in terms of severity , with an over-rep-
resentation of sports touring bikes , sports bikes  
and high -performance motorbike s in fatal acci-
dents . 

Characteristics of motorbikes  ac-
cording to driver involvement and ac-
cident severity  
Drivers of small -displacement  motorbikes and/or 
those with the lowest performance , as well as driv-
ers of two -wheeled scooters , are more often pre-
sumed non -responsible  for accidents than other 
drivers. 

Conversely, drivers of motorbike s over 650 cm 3, 
sports bikes  and roadsters , as well as those of the 
most powerful motorbike s, are more often pre-
sumed  responsible for fatal accidents  than other 
drivers. 

Types of motorbikes  involved in non -fatal accidents  

Types of motorbikes  involved in fatal accidents  

Share of motorbik es involved in accidents by engine 
capacity and presumed driver responsibility  

Road safety in France �± report for the year 2024 - ONISR 2025 
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Team 
Cerema (Claire Bazerque, François 
Menaut, Nathalie Mompart,  
Ayman Zoubir) 

Completion December 2024 

Methodology 

Cross-referencing data from Traffic 
Accident Analysis Bulletins (BAAC) 
with PVs characteristics (UTAC) 
and vehicle categories (according 
to KANTAR) 

Scope France, 2015-2022 

Keywords PV, injury accident, BAAC, CNIT 
code, vehicle fleet 

 

 

CraVAT uses data from approximately 300,000 dam-
aged passenger vehicles (PV) between 2015 and 
2022 to characterise them according to their weight, 
category and type of accident. 

Damaged cars are becoming o lder 
and heavier  
Between 2015 and 2022, the average unladen weight  
of damaged passenger vehicles  increased  by 29 
kg. Not all vehicle categories were affected in the 
same way: small city cars gained 54 kg, while SUVs 
lost 100 kg. For small city cars, this can be explained 
by their electrification and hybridisation, while for 
SUVs, this phenomenon is linked to the emergence of 
models in the small market segments. Between 2015 
and 2022, the average age of vehicles involved in ac-
cidents increased by around two years, from 8.1 years 
to 9.9 years. Over the same period, the proportion of 
cars aged between 10 and 24 years among vehicles 
involved in accidents increased by 11 points, from 
40% to 55%. 

Accident rates by vehicle category  
City cars are involved in 42.4% of fatal accidents, 
even though they represent only 40% of the reference 
fleet. They are more often driven by younger people 
(aged 18-24) and are also the oldest passenger 
vehicles (49% of city cars are over 10 years old). In 
contrast, SUVs are involved in 10% of fatal accidents 
(compared to 15% of the reference fleet), they are 
newer (around 5 years old on average compared to 9 
years for all vehicles involved in accidents) and are 
mainly driven by 45-75 year olds (the age groups least 
likely to be responsible for accidents). Nevertheless, 
SUVs pose a greater risk to pedestrians in urban 
areas and PTWs outside u rban areas , which are 
1.48 and 1.31 times more likely  to die if hit by an 
SUV compared to another PV of equivalent age. 
Finally, sports PVs represent only 0.3% of damaged 
PVs but they stand out for their high proportion of 
accidents without collision or with a fixed obstacle 
������������ �D�Q�G�� �D�F�F�L�G�H�Q�W�V�� �L�Q�Y�R�O�Y�L�Q�J�� �W�K�H�� �I�D�F�W�R�U�� �µ�X�Q�I�D�P�L�O�L�D�U��
�Y�H�K�L�F�O�H�¶�������������� 

Risks vary according to age and type 
of user  
Among all users involved, regardless of the type of vehi-
cle, pedestrians are the most vulnerable. This increased 
risk is accentuated according to the age of the pedes-
trian: the risk of death in the event of a collision with a 
PV is three times higher for pedestrians aged 75 to 84 
(involved/killed ratio of 9.2%) and four times higher for 
those aged 85 and over (involved/killed ratio of 12.6%), 
compared to pedestrians under the age of 75 (in-
volved/killed ratio of 2.9%). 

 

Change in the weight of damaged vehicles by 
category between 2015 and 2022 

Distribution of drivers presumed responsible by 
category of PV and age of driver (2015 -2022) 
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A decree by the Council of State lowers the 
minimum age for obtaining a B licence and 
driving from 18 to 17, effective from 1 January 
2024. 

 

 
Note: Before the reform, candidates enrolled in Early Learning to 
Drive (AAC) could take their test from the age of 17 and only obtained 
their licence at 18. 
Source: Driving licence examination records 
 

 

 
Source: Driving licence examination records 
 

 

 
Source: BAAC 
 

 

 
Source: BAAC 

Driving licence and test registrations on 
the rise for under -18s, leading to a drop in 
the pass rate  
The change in the age at which young people can drive 
a car independently has led to an increase in registra-
tions among 15-17 year olds. Registrations among 16-
year-olds saw the sharpest increase (+33%, compared 
with +6% for 15-year-olds and +20% for 17-year-olds). 
Nevertheless, 229,335 17-year-olds registered, repre-
senting the majority of registrations for the 15-17 age 
group (compared to 179,822 for 16-year-olds). The re-
form allowing 17-year-olds to obtain a driving licence 
was more attractive to males: in 2024, boys accounted 
for 53% of registrations among 15-17-year-olds. 

In 2024, the number of people taking the practical driv-
ing test at age 17 increased by 127% (290,050 candi-
dates vs. 127,598 in 2023). This increase is particularly 
marked among young people aged 17 to 17 and a half 
(4 times more than in 2023). The pass rate is down 6.5 
points for this age group (79% in 2023 and 73% in 
2024). However, it remains higher than the 58% rate for 
all age groups combined. In total, 24.4% of 17-year-olds 
in 2024 obtained their driving licence that same year. 

A slight decline in early learning  
(AAC) registrations  
In 2024, AAC registrations fell by 9%, or 31% and 34% 
among 16- and 17-year-olds, respectively, while they in-
creased by 8% among 15-year-olds (+12,523 registra-
tions). The change to obtaining a licence at 17 seems to 
have reduced interest in AAC among 16-year-olds, who 
can now take the test the year after they turn 16 without 
registering for AAC. On the other hand, the increase in 
registrations among 15-year-olds reflects a real enthusi-
asm for driving at this age. 

Transfer of accidents from PTWs to PVs 
and increase in mortali ty 
In 2024, the number of 17-year-old drivers (PV or UV) 
involved in injury accidents is higher than in previous 
years (215 more PV-UV drivers involved compared to 
2023), while the number of 17-year-old PTW drivers 
involved in injury or fatal accidents is down (107 fewer 
drivers compared to 2023). Among 18-year-olds, the 
number of drivers involved in injury accidents is up for 
PV-UV drivers (54 more drivers). 

Among drivers whose licence age is recorded in the 
BAAC, 30 people died in 2024 in accidents involving 
a PV-UV driver who obtained their licence at the age 
of 17 (15 of these 30 deaths were young drivers): two-
thirds by a driver who was still 17, and one-third by a 
driver who was now 18. 
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There is no precise, universally accepted 
definition of aggressive driving behaviour in the 
literature. However, American researchers 1 have 
defined it as any intentional behaviour fuelled by 
anger or frustration that endangers other road 
users psychologically and/or physically.  
In the most extreme cases, road rage involves the 
intention to physically harm others, which can go 
as far as homicide . 
 
Anger -provoking situations  

 
Source of the tables : Delhomme, P., & Villieux, A. (2008). Colère au 
volant, colère générale et situations de conduite génératrices de 
colère : une étude par carnet de bord. Bulletin de Psychologie, 61(2), 
119-120. 
 
Categorisation of driving situations that cause anger

 
�
���,�Q�W�H�Q�V�L�W�\���R�I���D�Q�J�H�U���I�U�R�P�������µ�Y�H�U�\���V�O�L�J�K�W�¶���W�R�������µ�Y�H�U�\���V�L�J�Q�L�I�L�F�D�Q�W�¶���������������� 
�
�
�'�X�U�D�W�L�R�Q���R�I���D�Q�J�H�U���I�U�R�P�������µ�O�H�V�V���W�K�D�Q���������V�H�F�R�Q�G�V�¶���W�R���������µ�P�R�U�H���W�K�D�Q������
�K�R�X�U�V�¶ 
 
 
 
 
 
 
 
 
 

 
 

 
 

 

                                                 
1 Ellison-Potter et al., 2001. 
2 Deffenbacher, Oetting et Lynch, 1994. 
3 Adapted to French specificities by P. Delhomme et A. Villieux.  
4 Chapman, Evans et Underwood. 2004. 
5 Delhomme, & Villieux, 2008. 
6 Delhomme, Chaurand et Paran, 2012. 
7 Stephens, Sullman, 2014 ; Stephens, Trawley, Madigan, 2013. 
8 Delhomme & Villieux, 2005. 

The links between anger experienced 
while driving, aggressive driving 
behaviour and road accidents  
Motorists with a high score on the Driving Anger Scale 
(D.A.S.) have a higher score on the general anger 
scale. These motorists get angrier in everyday 
situations. However, the driving environment is 
more conducive to expressing anger , and at more 
intense levels4. 

According to American studies using the D.A.S., 
motorists with high levels of anger, compared to 
those with lower levels of anger, engage in more 
aggressive and risky behaviour and are involved 
in more road accidents . Such links have also been 
observed in two French studies5.  

Personality traits such as thrill-seeking, 
impulsiveness and boredom are good predictors of 
traffic violations and accidents. Finally, men have 
higher levels of thrill-seeking behind the wheel than 
women, but no difference wa s found between the 
sexes in terms of anger 6.  

The effects of aggression on driver 
attention  
The tendency to express anger aggressively �± verbally, 
physically or with one's vehicle �± is associated with a lack 
of concentration on the road. Anger, unrelated to the task 
at hand, slows down the overall speed at which 
participants detect elements in a photograph of a road 
scene (traffic lights, pedestrians, cars, road markings). 

When anger is generated by the task of driving, 
participants are slower than others to take corrective  
action �± braking, turning the steering wheel �± enabling 
them  to avoid hazards such as a pedestrian suddenly 
crossing the road7. 

Proposed actions  
Training  initiatives based on the development of self-
control and driving situation management strategies 
could be considered, as could eco-driving 8.This type of 
driving involves anticipating events on the road in order to 
avoid sudden braking and acceleration as much as 
possible. 

 

The Driving Anger Scale: a scale for measuring 
road rage  
American researchers2 have developed a scale for 
measuring road rage as a personality trait: the 
Driving Anger Scale (D.A.S). This scale records 
the propensity to experience anger while 
driving in different driving situations.  It consists 
of 33 indicators divided into six factors (hostile 
gestures, discourtesy, illegal driving, presence of 
police forces, slow driving and obstructed traffic). 
This scale has been translated into a version 
adapted to French specificities3 by the Driving 
Anger Expression Inventory (DAX). In France, a 
solution using only three factors and 11 original 
indicators was deemed more appropriate to the 
French context. 
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Team INSERM (Emmanuel Lagarde, Ben-
jamin Contrand, Océane Dorémus) 

Completion November 2024 

Methodology 

AI processing and coding of emer-
gency room records for road acci-
dent victims linked to the National 
Health Data System (SNDS) to ob-
tain medication consumption data. 

Scope Bordeaux CHU, 2013-2021 

Keywords Medication, accident, emergency 

 

 

 
Reading: 4.5% of injury accidents were attributable to medication use 
in 2013. 

 
 
 
 
 
 
 
 
 
 
 
 
 

Characteristics of victims and medication 
use  

Among the 17,296 victims of road traffic accidents 
(RTA) who arrived at the Bordeaux University 
Hospital emergency department between 2013 and 
2021, men accounted for 56.6% of victims, 18-35 year 
olds accounted for 45.9% of victims, and cyclists 
accounted for 25.5%. These rates are closely linked 
to the urban catchment area of these emergency 
departments. The severity of the injuries observed 
was generally high: urgent for 32.8% of victims and 
very urgent for 14.8% of them. In addition, 25.5% of 
the study population was affected by a long-term 
condition, including 4.5% by psychiatric disorders. 
Thus, 32.9% of victims had taken medication prior to 
admission, including 5.9% of class 3 medications. 
Mixed use affects 33.3% of patients taking class 3 
medications, 42.4% of those taking class 2 
medications, and 25.1% of those taking class 1 
medications. 

Benzodiazepine derivatives and road 
accidents  
Analyses have estimated that of the 4.1% of road 
accidents attributable to medications, 1.8% are linked 
to class 3 medications and 2.3% to class 2 
medications. More specifically, a large proportion of 
this attributable share is linked to benzodiazepine 
derivatives and certain antidepressants. These 
treatments also pose the greatest risk to pedestrians. 
In contrast, although they are the most widely used, 
class 1 medications present a low risk of accidents. 
The above results, combined with analyses of the 
impact of chronic and acute treatments, demonstrate 
that there is no risk to driving for medications with 
level 1 pictograms. There has also been a steady 
decline in medication-related accidents between 2013 
and 2021 (see graph opposite), which can be 
explained by a decrease in the consumption of 
benzodiazepines. 

A higher risk among people aged 60 and 
over, particularly women  
Additional analyses based on data from the French 
National Agency for Medicines and Health Products 
Safety (ANSM) revealed that the risk  associated with 
the consumption of level 3  medication was 
particularly high  among people over 60  due to higher 
consumption. The proportion attributable to the 
consumption of level 3 medications is 1.6% in the 
general population, 3.2% in men over 60 and 4.9% in 
women over 60. 

Changes in the proportion of accidents attributable 
to medication use.  

Comparison of the proportion of accidents 
attributable to the consumption of level 3 
medications among people aged 60 and over and the  
rest of the population  

Medication classes  
A four-level rating system has been developed by a 
multidisciplinary group of experts. It divides the risks 
of impaired driving ability into four levels, from 0 (no 
risk) to 3 (major risk), represented by pictograms on 
medication packaging. 
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Scope France 

Keywords IID, assessment, alcohol 
 

 
 

 

 
 

 

 
Source: Graphs adapted from the IID assessment report 

                                                 
1 It is often impossible to distinguish between medical-administrative 
IID, which are therefore incorporated into administrative IID. 

A growing but mixed use  
Since 2019, the IID system has seen  a rise in pop-
ularity , which can be explained by the widespread 
use of administrative IIDs in 2019 and the entry into 
force of the Mobility Orientation Law (LOM, end of 
2019), which systematises the prescription of IIDs in 
cases of repeat drink-driving offences (judicial IID). In 
2022, 30,546 IIDs were prescribed  by prefectures 
and judicial authorities. However, driving licence sus-
pension remains the preferred penalty. 

The implementation of the system remains une-
ven depending on the type of IID and the region , 
conditioned by roadside enforcement policy, the pri-
oritisation of penalties, uneven knowledge of the sys-
tem, more or less restrictive eligibility criteria and the 
irregular distribution of approved centres. Thus, in 
2022, 16 departments prescribed 50% of adminis-
trative IID s in France. 

Proven effectiveness 1 
The rate of reoffending during the penalty period 
is lower  among drivers who have been prescribed an 
IID than among drivers who have had their licences 
suspended. The effects of the IID are confirmed after 
the end of the penalty, thus proving to be long-lasting: 
the average number of repeat offences of driving un-
der the influence of alcohol in the 12 months following 
the end of the measure is 1.6% for administrative IIDs 
and 2.1% for judicial IIDs, compared to 6% after an 
administrative suspension. 

This system helps to reduce traffic offences and con-
tributes to a decrease in the number of accidents. 

However, the scope of IID goes beyond road 
safety : it is part of the fight against excessive alcohol 
consumption and addiction, and helps users maintain 
their socio-economic ties (professional activity, social 
ties). 

A system that can still be improved  
The IID system involves a wide range of public and 
private stakeholders. Their coordination could be im-
proved to enhance the credibility and clarity of the 
system. The three types of IIDs, with their different 
methods of application, involve complex implementa-
tion processes that are often difficult for users to un-
derstand. 

Finally, the IID system is considered expensive  by all 
stakeholders, including prefectures, users and ap-
proved installers. The cost appears to be an obstacle 
to widespread deployment. More frequent use of the 
system should lower this cost. 

 

The Ignition Interlock Device  (IID) is designed to 
prevent drivers who have consumed alcohol from 
getting behind the wheel by blocking the ignition. 
There are three types of IID: 
The judicial IID , imposed by a judge in cases of 
drink-driving offences (introduced in 2011 and 
reinforced in 2019); 
The administrative IID , an alternative to 
administrative suspension of a driving licence, 
prescribed by the prefect (implemented in 2019); 
Medical -administrative IID 1, prescribed by the 
prefect on the basis of the opinion of the 
departmental medical commission in cases of 
alcohol dependence (trialed in 2016 and rolled out 
nationwide in 2019). 
 
 Changes in the number of administrative and 
judicial IIDs prescribed in France (from 2019 to 2022)  

Recurrence  rates 12 months after the end of the IID 
measure or suspension in France (2019 �±2021) 



 

  

1924�±2024: 100 years of road traffic accidents  statistics  

1954�±2024: 70 years of annual reports  
 

 

 

 

 

 

 

 

 

 

 

 

 

Available on the ONISR website: 

https://www.onisr.securite-routiere.gouv.fr/etat-insecurite-routiere 

 

https://www.onisr.securite-routiere.gouv.fr/etat-insecurite-routiere


 

 
 

Appendices  
 

 

 The National File of Injury Accidents (BAAC)  178 
 The severity of injuries and handicaps  180 
 Key dates in road safety  181 
 International comparisons �± IRTAD tables  184 
 BAAC long series  188 
 Estimated data on the number of injured, France 

mainland  192 

 BAAC raw results  194 
 Glossary and acronyms  200 
 Useful links, sources and  references  202 



 

 

178 

Road safety in France �± report for the year 2024 - ONISR 2025 

 

 



 

 

179 

Road safety in France �± report for the year 2024 - ONISR 2025 

 

�7�K�H���Q�D�W�L�R�Q�D�O���U�R�D�G���D�F�F�L�G�H�Q�W���I�L�O�H 

 
 

Organisation of the collection and use of accident 
data in 2024  

 
 

 

Injury Accident Analysis Bulletin (BAAC) have 
been in existence since 1952; their definition is set out 
in the Act of 9 August 2004  on public health policy 
and the Order of 27 March 2007 . 

Ministerial instruction INTS1711116J of 18 April 
2017 states that all injury road traffic accidents 
reported to the police must be recorded on a BAAC 
form. A pre-BAAC (initial BAAC record) must be 
drawn up within 48 hours of an accident and updated 
by the police until it becomes a BAAC within two 
months of the accident. The police record the 
information in their own information systems, 
PROCEA Web for the police and PULSAR BAAC for 
the national gendarmerie. The information systems 
are synchronised so that pre-BAAC and BAAC forms 
can be sent daily to TRAxy (Traffic Road Accident, xy 
coordinates), the ONISR information system. The 
BAAC form describes the accident situation, the 
vehicles and the users involved. It does not include 
the identities of the people involved in the accidents, 
but as the accident is precisely located, particular 
attention is paid to compliance with the General Data 
Protection Regulation.  

The Guide to the production of the national road 
accident file can be consulted on the website: 
www.onisr.securite-routiere.gouv.fr/en. 

Data consolidation  
At national level, Cerema Sud-Ouest carries out a first 
level of quality control: checking the formats and 
completeness of the fields used to identify each accident 
(municipality, organisation, date of accident, etc.). The 
departmental road safety observatories (ODSR) and 
certain road managers carry out a second level of 
verification and correct any data entry errors, missing 
fields, etc. The national file is validated by ONISR in April 
of the following year and becomes the source of official 
accident statistics that are communicated to the public 
and institutions (feeding into WHO, CARE and IRTAD 
international databases).  

The ONISR is responsible for administering the 
national road accident file recorded by the police 
forces. Its missions are governed by Decree No. 
75-360 of 15 May 1975  on the Interministerial 
Committee for Road Safety. It works 
independently, guaranteeing the statistical quality 
of the data, some of which is certified by the 
French Public Statistics Authority. Certified data is 
marked with this logo . Created on 13 December 
2019, a Steering Committee assists the ONISR 
with statistical collection and analysis methods. 

As part of the open data initiative, data that is not 
confidential in nature is available on the website 
www.data.gouv.fr. 

The rapid reports from the prefectures are 
aggregated data sent to ONISR every week and at 
the beginning of each month. They enable 
verification of the completeness of the TRAxy data 
feed in pre-BAAC, and verification that a person 
who has subsequently died is correctly registered 
as such in the BAAC (up to 30 days). 

 Decision 93/704/EC of the Council of the European Union 
of 30 November 1993 establishing the European statistical 
�G�D�W�D�E�D�V�H�� �R�Q�� �U�R�D�G�� �D�F�F�L�G�H�Q�W�V�� ���N�Q�R�Z�Q�� �D�V�� �³CARE�´�� �I�R�U��
Community road accident database ) 
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The AIS (Abbreviated Injury Scale, 2005 version) is an international classification used in traumatology. It 
allows each injury to be coded according to its location and nature and assigned a severity score ranging from 
1 (minor injury) to 6 (fatal injury).  This immediate severity  score, known as the AIS score, takes into account 
various parameters such as life-threatening risk, speed, complexity and expected duration of care. This clas-
sification makes it possible to calculate the maximum AIS (MAIS), which is the score for the most severe injury 
in a victim with multiple injuries. Individuals considered to be seriously injured have a score greater than 
or equal to 3 (MAIS 3+) 1. 

AIS (Abbreviated Injury Scale ) coding: most frequent injuries by AIS severity level and body region.   

 
 

Handicap  severity scale  
Based on the 2005 version of the AIS, the Functional Capacity Index (FCI), defined by an iterative process 
involving a panel of experts, is used to determine the injuries responsible for probable functional impair-
ments at 1 year , and the classes according to a level from 1 (total deficit)  to 5 (no deficit). The FCI is based 
on ten dimensions2 : feeding, excretion, sexuality, walking, grasping, bending and lifting, vision, hearing, 
speech and cognition. Pain is not included . 

FCI (Functional Capacity Index) coding: the most common injuries responsible for handicap  by FCI impairment 
level and body region.  

 
Source: Rhône Register 

                                                 
1 Regarding the 2005 version of the AIS: a number of injuries that were classified as AIS3 in the 1990 version have been reclassified as AIS2, 
leading to a decrease in the proportion of MAIS3+ injured according to this new definition. 
2 The handicap scale based on the 1990 version of the AIS, the Injury Impairment Scale (IIS), took into account different factors such as cosmetic 
damage and pain. In particular for road accidents, the most common injury among motorists, whiplash, does not present a functional deficit 
(FCI=5) even though it causes pain (IIS=1, minor handicap). 



 

�.�H�\���G�D�W�H�V���L�Q���U�R�D�G���V�D�I�H�W�\ 

 

 

 

 

Changes in road deaths in France mainland and safety measures taken 1970 �±2024 (12-month moving average)  

Changes in road deaths in France mainland and safety measures taken 1970 �±2024 (12-month moving average)  
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1893: Definition of the certificate of competence required to 
drive vehicles. 

1899: Regulation of motor vehicle traffic: 
- speed limit (SL) of 30 km/h in the countryside, 20 km/h in 

urban areas; 
- registration certificate (car registration document); 
- certificate of competence to drive vehicles. 

1917: Creation of the first driving schools. 

1921: Introduction of the Highway Code. 

1922: �7�K�H�� �³�F�H�U�W�L�I�L�F�D�W�H�� �R�I�� �F�R�P�S�H�W�H�Q�F�H�´�� �E�H�F�R�P�H�V�� �D�� �³�G�U�L�Y�L�Q�J�� �O�L��
�F�H�Q�F�H�´�� 

1949: Adoption on 19 September of the Geneva International 
Convention on Road Traffic and Road Signs (entered into 
force in 1952). 

1954: General regulations on traffic police. 
�‡ Law authorising the testing of a driver's blood alcohol level in 
the event of a serious accident. 

1959: Introduction of penalties for driving while intoxicated or 
under the influence of alcohol. 

1962: Speed limit of 60 km/h in urban areas, with a possible 
increase to 80 km/h on certain crossings on major routes. 

1965: Law of 18 May authorising the detection by exhaled air 
of the alcoholic impregnation of drivers in the event of serious 
offences (alcohol-test). 

1968: Adoption on 8 November of the Vienna International 
Convention on Road Traffic and Road Signs (entered into 
force in 1977). 

1969: SL of 90 km/h for drivers who have held a licence for 
more than one year. 

1970: Interministerial mission on road safety. 
�‡ Law of 9 July making alcohol testing mandatory after an of-
fence or accident, with the following thresholds: 
�� 0.80 g/l of blood for a contravention; 
�� 1.20 g/l of blood for a criminal offence. 
�‡ Mandatory three-point seat belt equipment in the front seats 
of new vehicles. 

1972: Creation of the Interministerial Committee for Road 
Safety (CISR) and the position of Interministerial Delegate for 
Road Safety (DISR). 

1973: SL set at 110 km/h on major roads and 100 km/h on 
other roads. 
�‡ Helmets become compulsory for motorcyclists in and outside 
urban areas and for moped riders outside urban areas. 
�‡ Seat belts become compulsory outside urban areas in recent 
motor vehicles (>1970). 
�‡ SL set at 120 km/h on motorways and lowered to 90 km/h on 
all roads outside urban areas. 

1974: SL raised to 130 km/h on motorways and 110 km/h on 
dual carriageways, maintained at 90 km/h on other roads. 

1975: Compulsory wearing of helmets on mopeds in urban ar-
eas. 
�‡ Compulsory wearing of seat belts in the front of vehicles on 
urban expressways and in urban areas from 10 p.m. to 6 a.m. 
�‡ SL of 45 km/h imposed on moped manufacturers. 

1976: Helmets become compulsory for moped riders outside 
urban areas. 

1979: Seat belts become compulsory in the front of vehicles 
(vehicles > 1967). 

1980: Helmets become compulsory for moped riders. 

1983: SL in rainy or other wet weather: 110 km/h on motor-
ways, 100 km/h on dual carriageways, 80 km/h on other roads. 
�‡ Mandatory speed limiters for HGVs > 1 October 1983: 
�� 100 km/h for vehicles equipped with anti-lock brakes;  

�� 90 km/h for vehicles weighing between 10 and 19 tonnes; 
�� 80 km/h for vehicles weighing over 19 tonnes and PT; 
�‡ Law of 8 December setting the maximum blood alcohol level 
for driving at 0.80 g/l or 0.40 mg/l of exhaled air. Offence re-
duced to 0.80 g/l instead of 1.20 g/l of blood. 

1985: Law of 5 July to improve the situation of traffic accident 
victims and speed up compensation. 
�‡��Minimum speed of 80 km/h in the left lane of motorways. 

1986: Law of 17 January introducing the possibility of 
immediate licence withdrawal in the event of drink-driving. 

1990: SL in urban areas set at 50 km/h.  
�‡ Compulsory wearing of seat belts in the front of utility vehicles 
under 3.5 tonnes that are equipped with them. 

1991: Decree on the use of child restraint systems in cars and 
extension of seat belt use to rear passengers. 

1992: Compulsory technical inspection for PVs and UVs under 
3.5 tonnes 
�‡ Implementation of the points-based driving licence. 
�‡ SL of 50 km/h on all roads if visibility is less than 50 metres. 

1993: Creation of the National Interministerial Road Safety 
Observatory under the DISR. 

1994: Specific SL for novice drivers at 80, 100 or 110 km/h 
depending on the road. 

1995: Lowering of the blood alcohol limit for driving from 0.7 
g/l to 0.5 g/l. 

1996: Access to driving PTW specified by decree: 
�� Gradual access to motorcycles from the age of 16 to 21. 
�� Authorisation to drive a 125 cm3 motorcycle if you have 

held a B licence for at least two years. 
�� Road safety certificate (young people >14 years old) for mo-

peds. 

1999: Decree of 3 May requiring a pictogram to be displayed 
warning of the risks associated with the use of certain 
medications. 

2000: Road safety is �G�H�F�O�D�U�H�G���D���µ�P�D�M�R�U���Q�D�W�L�R�Q�D�O���F�D�X�V�H�¶�� 

2001: Illegal drug testing for drivers involved in fatal accidents. 
�‡ Creation of the National Road Safety Council (CNSR). 

2002: CISR meeting on 18 February. 
�‡ Decree making it compulsory for drivers of light quadricycles 
to be at least 16 years old and to have a road safety certificate. 

2003: CISR meeting on 9 July. 
�‡ Law of 3 February requiring drug testing for all drivers 
involved in traffic accidents. 
�‡ Stricter penalties for not wearing a seat belt or helmet. 
�‡ Law of 12 June strengthening the fight against road violence: 
stricter penalties and introduction of a probationary licence. 
�‡ 27 October: inauguration of the first automatic radar. 
�‡ 31 October: introduction of automated control. 

2004: CISR meetings on 13 January and 7 July. 
�‡ Implementation of the provisional driving licence. 
�‡ Blood alcohol limit for PT drivers set at 0.2 g/l. 
�‡ Increased penalties for speeding > 50 km/h and reduced 
penalties for speeding less than 20 km/h outside urban areas. 

2005: CISR meetings on 24 January and 1 July. 
�‡ Enforcement of the offence of driving without a licence and 
without insurance (Perben II Act of 9 March 2004). 
2006: CISR meeting on 9 November 
�‡ Law of 5 January increasing penalties for speeding offences 
of 50 km/h and above by strengthening the effectiveness of 
vehicle confiscation penalties. 
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2007: Decree on driving licences allowing:  
- The gradual acquisition of 12 points during the probationary 
period of the driving licence; 
- The possibility of obtaining a new licence after a six-month 
period of invalidation; 
- The possibility of checking your points balance at any time 
via secure internet access. 
2008: CISR meeting on 13 February. 
�‡��Creation of special traffic zones in urban areas (30 km/h 

zones, etc.); 
�‡��Increased caution by drivers towards the most vulnerable 

road users; 
�‡ SL for passenger transport vehicles; 
�‡ Obligation for cyclists outside urban areas to wear a reflective 
vest at night and in conditions of poor visibility. 

2009: CISR meeting on 13 January. 
�‡ Deployment of the first red light radars. 
�‡ Decree introducing supervised driving lessons 

2010: CISR meeting on 18 February. 
�‡ 25 November: transfer of road safety and education policy to 
the Minister of the Interior. 

2011: CISR meeting on 11 May. 
�‡ Law of 14 March on guidelines and planning for Internal Se-
curity Performance (LOPPSI 2):  
�� Extension of the scope of illegal drug testing; 
�� Additional penalty of vehicle confiscation; 
�� Immobilisation and impoundment of a vehicle by the 

Prefect; 
�� Possibility for the judicial authority to make the retention of 

driving privileges for the perpetrator of an alcohol-related 
offence conditional on the installation of an ignition interlock 
device (IID) in the vehicle. 

�‡ Deployment of the first discriminating radars. 

2012: �µ�/�H�Y�H�O���F�U�R�V�V�L�Q�J�¶���D�Q�G���µ�D�Y�H�U�D�J�H���V�S�H�H�G�¶���U�D�G�D�U�V�� 

2013:  Removal of the requirement for drivers aged 21 with an 
A licence to drive a motorcycle < 35 kW for two years. 
�‡��First mobile radars enabling traffic control. 

2014: Decree of 4 August supplementing the list of restrictive 
conditions that may appear on driving licences and allowing 
driving to be restricted for medical reasons. 
�‡ Early Learning to Drive from the age of 15 with a practical 
test at 17 and a half and independent driving at 18. 
�‡ First �µ�G�R�X�E�O�H-�V�L�G�H�G�¶���U�D�G�D�U�V�� 

2015: CISR meeting on 2 October. 
�‡ Lowering of the legal blood alcohol limit to 0.2 g/l for drivers 
with a provisional licence or learner licence, and a ban on all 
drivers wearing a device capable of emitting sound in their ear, 
except in cases of deafness. 
�‡ Transposition of the European directive facilitating the cross-
border exchange of information on road safety offences. 
�‡ Possibility for mayors to lower the speed limit to less than 50 
km/h in a large part of their urban area. 

2016: Law of 26 January making illegal drug testing possible 
for all drivers and accompanying persons, even in the absence 
of an accident. 
�‡ Obligation for those over 18 to have held an A2 licence for at 
least two years and to complete a 7-hour training course to 
obtain an A licence (motorcycles with a power rating of more 
than 35 kW). 
�‡ Creation of a fixed penalty for offences relating to driving 
without a licence or insurance. 
�‡ Immobilisation of the vehicle and impoundment by the police 
in the event of excessive speeding. 
�‡ Extension of offences that can be detected without 
interception (radar or video ticketing). 

2017: Obligation for company directors to report drivers who 
commit offences while driving company vehicles, under 
penalty of a fine. 
�‡ Trial of automated number plate recognition to combat 
uninsured driving. 

2018: CISR meeting on 9 January. 
�‡ SL reduced to 80 km/h on two-way roads outside urban areas 
(90 km/h for overtaking lanes). 
�‡��Prefect's restriction on driving for repeat drink-driving 
offenders if they are not equipped with an IID. 
�‡ Increase in the number of points deducted from 4 to 6 for 
failure to comply with the rules of priority for pedestrians. 

2019: Law of 24 December on mobility (LOM) allowing local 
authorities to raise the SL to 90 km/h after consultation with 
the departmental road safety commission. 
2020: Withdrawal of driving licences for drivers holding a mo-
bile phone in their hand and committing another traffic offence 
at the same time. 
�‡ Extension of the maximum period from six months to one 
year for the right to drive with an alternative IID instead of a 
licence suspension. 
�‡ Drivers who reoffend for drink-driving offences will only be 
allowed to drive a vehicle equipped with an IID, with medical 
and psychological monitoring. 
�‡ Parking is prohibited within 5 metres of pedestrian crossings: 
road managers must carry out compliance work before 31 
December 2026. 

2021: Heavy goods vehicles and public transport vehicles 
must be equipped with visible stickers indicating the blind 
spots of heavy vehicles. 
�‡ Obligation to sell breathalysers alongside alcoholic 
beverages sold over the counter or on the internet. 
�‡ Launch of a new experiment with lane filtering (CIF) for 
motorcyclists. 
�‡���0�R�Q�W�D�J�Q�H���/�D�Z���R�I�������1�R�Y�H�P�E�H�U���P�D�N�L�Q�J���L�W���F�R�P�S�X�O�V�R�U�\���W�R���H�T�X�L�S��
vehicles with winter tyres between 1 November and 1 March 
in certain mountainous areas. 34 departments concerned. 

2022: Decree extending the list of medical conditions that are 
incompatible, or compatible with or without adjustments or 
restrictions, with obtaining a driving licence. 
�‡ Inclusion in the Highway Code of new road signs reminding 
drivers of the safety distances to be observed in tunnels 
�‡ Decree allowing the �F�R�Q�G�L�W�L�R�Q���R�I���µ�K�D�Y�L�Q�J���D���G�U�L�Y�H�U�¶���W�R���E�H���P�H�W���L�I��
the automated driving system is compliant. 
2023: CISR meeting on 17 July. 
�‡ Authorisation for the installation of illuminated road markings 
to improve the visibility of pedestrian crossings or traffic light 
lines. 
�‡ Raising of the minimum age for driving a mPMD from 12 to 
14, tougher penalties for carrying passengers and driving on a 
prohibited road. 
2024: Lowering of the minimum legal age for driving (B 
licence) from 18 to 17. 
�‡��Speeding offences of less than 5 km/h above the SL will no 
longer result in the loss of a point. 
�‡ Removal of the obligation to display the green insurance 
sticker as of 1 April. 
�‡ Mandatory technical inspection every 3 years for all category 
L vehicles: motorcycles, 2- and 3-wheel scooters, mopeds and 
motorised quadricycles. 
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Source: IRTAD, Road Safety Annual Report, 2024. 

�,�Q�W�H�U�Q�D�W�L�R�Q�D�O���F�R�P�S�D�U�L�V�R�Q�V���±���,�5�7�$�'���W�D�E�O�H
Speed limit (SL ) 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Source: IRTAD, Road Safety Annual Report, 2024. 
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Alcohol and driving �± Thresholds  

 
Source: IRTAD, Road Safety Annual Report, 2024. 
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Source: IRTAD, Road Safety Annual Report, 2024. / *ONISR, Observatory of Behaviours for the Year 2024 (France mainland), 2025 

Wearing of the seat belt  
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Wearing protective helmets   
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�%�$�$�&���O�R�Q�J���V�H�U�L�H�V����  

People killed in France mainland (1954 �±2024, raw data)  

 
1 Source: National database of injury accidents recorded by law enforcement, ONISR and Cerema Nord-Picardie archives 
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People killed by age group, France mainland  (1967-2024, raw data ) 
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 People killed by travel mode, France mainland (1954 -2024, raw data)  

 
* Since 2019, the BAAC file distinguishes motorised Personal Mobility Devices.   
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Accident rates in overseas departments and regions   
Deaths by travel mode, 2010 �±2024 

 
 

Deaths by age group, 2010 �±2024 

 
Accident rates in overseas territories excluding DROM*  
Deaths* by travel mode, 2010 �±2024

 
 

Deaths* by age group, 2010 �±2024 

 * Saint Pierre and Miquelon since 2016, Saint Barthélemy, Saint Martin, Wallis and Futuna, French Polynesia and New Caledonia �± data outside 
the scope of certification by the Public Statistics Authority 
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�(�V�W�L�P�D�W�H�G���G�D�W�D���R�Q���W�K�H���Q�X�P�E�H�U���R�I���L�Q�M�X�U�H�G�����)�U�D�Q�F�H���P�D�L�Q�O�D�Q�G 
The injury data presented in these tables are initially derived from modelling work carried out by Gustave Eiffel 
University until 2016 based on data from the BAAC and the Rhône Register. The annual data1 for serious 
injured  (MAIS3+) and minor or moderate injured  (MAIS1-2) are estimated by ONISR for 2017 and subse-
quent years, using a simplified methodology based on adjustment coefficients calculated from Gustave Eiffel 
University's 2012-2016 modelling (for more details on the methodology used, see the ONISR website2 and, 
for the AIS (Abbreviated Injury Scale) of injuries, see page 180). 

The injured according to travel mode  

 
The injured according to  age 

 
The injured according to their road environment  

 
M: Motorway; ROUA: Roads outside urban areas (excluding motorways); RIUA: Roads in urban areas (excluding motorways) 

                                                 
1 The values are presented here as calculated, but should be rounded when used. 
2 https://www.onisr.securite-routiere.gouv.fr/etudes-recherches/victimes/blessures/methode-de-redressement-du-nombre-de-blesses-de-la-
route 
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Appendices  - Estimated data on the number of injured 

The injured according to the presence of an outside person involved (third 
party)  

 
The injured according to gender and age  

 
W: Women, M: Men 
Reading: it is estimated that nearly 2,000 men aged 25 to 34 were seriously injured (MAIS3+) in 2024. 
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 �%�$�$�&���U�D�Z���U�H�V�X�O�W�V 
Accident rates by department or territory  
 

 
GN: National Gendarmerie; SP: Public Security; CRS: Republican Security Companies; PPP: Paris Police Headquarters 
 
* * Data not certified for overseas territories and New Caledonia. 
Source: ONISR - National file of injury accidents recorded by the police forces - BAAC 2024.  



 

Appendice s - BAAC raw results 

Raw data on traffic accident victims  

Victims by travel mode   

 
Gustave Eiffel University has shown that the number of injury accidents recorded by law enforcement agencies and therefore included in the BAAC file corresponds to approx-
imately a quarter of the injury accidents that actually occurred. The BAAC file serves as a basis for accident studies and, when cross-referenced with the register of road accident 
victims in the Rhône department, it can be used to produce estimates of the number of injured mainland France mainland, but it is not possible to break these down by 
department or territory (see pages 16-18, 180, and 192-193). 
 

* Unlabeled data 
Source: ONISR, National file of road traffic injury accidents recorded by the police forces -, BAAC 2024. 
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Victims by age and gender  

 

 

Victims all travel modes, including walking (excluding COM -NC) 

* Unlabeled data. 
Source: ONISR, - National file of injury accidents recorded by the police forces, BAAC 2024. 
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Victims on pedal cycles , e-bikes , or mPMD  (excluding COM -NC) 

 

 

Victims in powered two -wheelers or passenger vehicles (excluding COM -
NC) 

 
Source: ONISR, - National file of injury accidents recorded by the police forces, BAAC 2024. 
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Raw data on drivers involved in traffic injury accidents,  France mainland  

Drivers presumed responsible in passenger vehicles  
Fatal accidents  

 

Injury accidents  

 

Share of drivers presumed responsible by age (all vehicles)  

 
 

(1) Undetermined ages correspond to users who fled the scene and were not found. 
* Unlabeled data. 
Source : ONISR, - National file of injury accidents recorded by the police forces, BAAC 2024. 
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Appendice s - BAAC raw results 

Number of pedestrians and vehicles involved, by environment and type of 
accident  

 
Alcohol in fatal accidents by travel mode and age 

 
* Nb: total number of drivers (or pedestrians) involved in a fatal accident. 
** % with alcohol: proportion of drivers (or pedestrians) with an alcohol level above 0.5 g/l among drivers (or pedestrians) tested who were involved in a fatal accident. 
Source : ONISR, National file of injury accidents recorded by the police forces, BAAC 2024. 

199 

 



 

 

200 

Road safety in France �± report for the year 2024 - ONISR 2025 

�*�O�R�V�V�D�U�\���D�Q�G���D�F�U�R�Q�\�P�V 
Glossary  
BAAC injured : minor injured or injured requiring hospitalisation for more than 24 hours, as recorded by the 
police. 

Bicycle : mechanical pedal cycle, without electric assistance. 

Electrically assisted bicycle (e -bike ): electric b icycle (France):  bicycle equipped with a motor and a re-
chargeable battery. The motor starts automatically when the user pedals and stops when they stop pedalling 
or when the speed exceeds 25 km/h. An electric bicycle without pedals is considered a moped. 

Fatal  accident:  accident in which at least one person is killed. 

Fatality:  person who died in the accident or within 30 days of the accident. 

Heavy goods vehicle (HGV):  motor vehicle intended for the transport of heavy or bulky loads with a gross 
vehicle weight rating of over 3.5 tonnes. 

Injured according to the Abbreviated Injury Scale (AIS ): 

- Minor or moderate injured MAIS1-2: injury in which all bodily injuries are rated below 3 on the AIS scale 
(known as MAIS1-2 injury, see page 180); 

- Seriously injured MAIS3+: injured persons with at least one bodily injury rated as greater than or equal to 3 
on the AIS scale (known as MAIS 3+, see page 180). 

Injured with handicap : a person likely to suffer major sequelae of any kind after one year, i.e. a person for 
whom the bodily injury with the highest expected sequelae has a value between 1 and 3 on the Functional 
Capacity Index (FCI, see page 180) scale. 

Injury accident:  accident in which at least one person is injured or killed. 

Legal alcohol limit : < 0.5 g/L of blood for all users except novice drivers and public transport drivers (< 0.2 
g/L). �7�K�H���F�U�L�P�L�Q�D�O���O�L�P�L�W���L�V���•�����������J���/���R�I���E�O�R�R�G 

Micro -car : a small, low-pollution car with a maximum engine capacity of 50 cm3 and a maximum speed of 45 
km/h. It can be driven with an AM licence, like a moped, from the age of 14. 

Moped:  motorised two-wheeled vehicle with an engine capacity of less than 50 cm3 and a maximum design 
speed not exceeding 45 km/h, including scooters. 

Motorcycle:  powered two-wheeled vehicle with an engine capacity of more than 50 cm3, including scooters. 

Motorist:  driver of a passenger vehicle. 

Novice driver:  driver who has held a licence for less than 2 years. 

Occupant of a passenger vehicle: user of a passenger vehicle, driver or passenger. 

Passenger vehicle (PV):  motor vehicle designed and built for the transport of people, with at least four wheels 
and no more than eight seats in addition to the driver's seat. 

Pedal cycle : a bike or EAB. 

Personal mobility device (PMD):  may be non-motorised (roller skates, skateboards, scooters) and is con-
sidered a pedestrian; or motorised (electric scooters, Segways, etc.). In 2018, a transition year for the BAAC 
database, it �L�V���L�Q���W�K�H���µ�R�W�K�H�U�¶���F�D�W�H�J�R�U�\�� 

Powered two -wheelers (PTW):  moped or motorcycle, including 3-wheelers, including scooters. 

Presumed responsible:  person whose responsibility in a road accident is presumed by the police, regardless 
of any subsequent court decision. 

Scooter:  Scooter: a registered motorcycle with two wheels, fairing, open frame and flat floor. 

Senior:  a person aged 65 or over, unless otherwise specified. 

Soft modes:  active modes (walking, cycling, semi-motorized PMD) and motorized PMD. 

Utility vehi cle (VU):  utility vehicle or van intended for the transport of goods with a maximum authorised laden 
weight (PTAC) of less than 3.5 tonnes. 

Vulnerable road user:  a road user without a vehicle (pedestrian, user of an electric mobility scooter or electric 
mobility bike, cyclist, user of a two-wheeled motor vehicle). 
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Acronyms  
AC: Automated control  
ADEME: Environment and Energy Management Agency 
ANSM: National Agency for the Safety of Medicines and Health Products 
ASFA: Association of French Motorways and Toll Structures Companies 
BAAC : Traffic Accident Analysis Bulletins 
BEA-TT: Land Transportation Accident Investigation Bureau  
CARE: Community database on Accidents on the Roads of Europe  
CCFA: Committee of French Automobile Manufacturers 
CEESAR: European Centre for Security Studies and Risk Analysis 
CEREMA: Centre for Studies and Expertise on Risks, the Environment, Mobility and Urban Planning 
CISR: Interministerial Road Safety Committee 
CNAMTS: National Health Insurance Fund for Salaried Workers 
CNSR: National Road Safety Council 
COM-NC: Overseas Collectivities and New Caledonia 
DARES: Directorate for Research, Studies and Statistics �± Ministry of Labour 
DGO: General Orientation Document �± Road Safety Issues at Departmental Level 
DIR: Interdepartmental Directorate for Roads 
DISR: Interministerial Delegate for Road Safety 
DITTT: Directorate of Infrastructure, Topography and Land Transport, New Caledonia 
DREES: Directorate for Research, Studies, Evaluation and Statistics - Ministry of Health 
DROM: Overseas departments and regions 
DSR: Road Safety Delegation (known as DSCR before April 2017) 
FSR: Road Safety Foundation 
INSEE: National Institute of Statistics and Economic Studies 
INSERM: National Institute of Health and Medical Research 
INSERR: National Institute for Road Safety and Research 
IRTAD : International Traffic Safety Data and Analysis group  
ITF: International transport forum �± OECD organisation 
LAB : Accidentology and Biomechanics Laboratory 
LESCOT: Ergonomics and Cognitive Sciences Laboratory for Transport 
MAIS: Maximum Abbreviated Injury Scale �± level of severity of the most serious injury 
OCDE: Organisation for Economic Co-operation and Development 
OFDT:��French observatory for drugs and drug addiction 
ONISR: National Interministerial Observatory for Road Safety 
PDASR: Departmental Road Safety Action Plan 
PIARC: Permanent International Association of Road Congresses  
REAGIR: Respond with serious accident investigations and remediation initiatives  
SDES: Department of Data and Statistical Studies of the Ministry of Transport  
SIS: Fire and Rescue Service 
SIV: Vehicle Registration System 
SL:  Speed limit 
STRMTG: Technical Service for Ski Lifts and Guided Transport 
UCLIR: Coordination Unit for Combating Road Safety Issues 
UGE: Gustave Eiffel University, formerly IFSTTAR 
UMRESTTE: Joint Unit for Epidemiological Research and Surveillance of Transport, Work and Environment 
UTAC: Technical Union of Automobile, Motorcycle and Cycle 
WHO: World Health Organisation 
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�8�V�H�I�X�O���O�L�Q�N�V���D�Q�G���V�R�X�U�F�H�V 
�%�X�U�H�D�X���G�¶�(�Q�T�X�r�W�H�V���V�X�U���O�H�V���$�F�F�L�G�H�Q�W�V���G�H���7�U�D�Q�V�S�R�U�W���7�H�U�U�H�V�W�U�H���± BEA-TT 

http://www.bea-tt.developpement-durable.gouv.fr/ 
Centre d'études et d'expertise sur les risques, l'environnement, la mobilité et l'aménagement �± Cerema  

https://www.cerema.fr/fr 
�x Memento des maires : https://publications.cerema.fr/webdcdc/les-essentiels/securite-routiere/ 
�x Savoirs de base en sécurité routière :  

https://www.cerema.fr/fr/actualites/savoirs-base-securite-routiere-serie-fiches-pedagogiques-du 
�x Cartographie de diagnostic des passages à niveau : https://diagnostic-pn.cerema.fr/ 
�x Envisager autrement les espaces publics : https://publications.cerema.fr/webdcdc/espaces-publics/ 
�x Chiffres clés : Trottinettes électriques : un vélo pour les jeunes ? :  

https://www.cerema.fr/fr/actualites/chiffres-cles-trottinettes-electriques-velo-jeunes 
Certimoov : Tests sur casques vélo et 2RM   

https://www.certimoov.com/ 
Conseil national de la sécurité routière �± CNSR 

https://conseilnational-securiteroutiere.fr/ 
Délégation à la sécurité routière �± DSR  

https://www.securite-routiere.gouv.fr/ 
European Road Safety Decision Support System �± Safety cube DSS 

https://www.roadsafety-dss.eu/ 
European Road Safety Observatory �± ERSO  

https://road-safety.transport.ec.europa.eu/statistics-and-analysis_en 
European Transport Safety Council �± ETSC : PIN The Road Safety Performance Index 

https://etsc.eu/projects/pin/ 
Établissement public de sécurité ferroviaire �± EPSF 

https://securite-ferroviaire.fr/ 
Institut national de la statistique et des études économiques �± INSEE 

https://www.insee.fr/fr/accueil 
Ministère de la transition écologique, de la biodiversité, de la forêt, de la mer et de la pêche �± MTE 

https://www.ecologie.gouv.fr/ 
�x Les passages à niveau : https://www.ecologie.gouv.fr/politiques-publiques/passages-niveau 
�x Statistiques sur les transports : https://www.statistiques.developpement-durable.gouv.fr/transports 
�x �5�D�S�S�R�U�W�V���D�Q�Q�X�H�O�V���V�X�U���O�H���S�D�U�F�����O�H���W�U�D�I�L�F���H�W���O�H�V���p�Y�p�Q�H�P�H�Q�W�V���G�¶�H�[�S�O�R�L�W�D�W�L�R�Q���G�H�V���V�\�V�W�q�P�H�V���G�H���W�U�D�P�Z�D�\�V 

https://www.strmtg.developpement-durable.gouv.fr/rapports-annuels-sur-le-parc-le-trafic-et-les-
a556.html 

Ministère des sports, de la Jeunesse et de la vie associative- Bilan des JOP 2024 
https://www.sports.gouv.fr/premier-bilan-des-jeux-olympiques-et-paralympiques-de-paris-2024-3020 

National Technical University of Athens �± NTUA : Road safety observatory :  
https://www.nrso.ntua.gr/ 

Observatoire national interministériel de la sécurité routière �± ONISR :  
https://www.onisr.securite-routiere.gouv.fr 

Organisation de coopération et de développement économique �± OCDE : International transport forum �± ITF  
https://www.itf-oecd.org/ 

Organisation mondiale de la santé �± OMS : Road traffic injuries 
https://www.who.int/health-topics/road-safety#tab=tab_1 

Registre des Victimes d'Accidents de la Route dans le Rhône 
https://www.revarrhone.org/ 

Réseau vélo et marche �± RVM : Schéma national des véloroutes  
https://www.velo-territoires.org/schemas-itineraires/schema-national/ 

SNCF Réseaux : Prévention ferroviaire  
https://www.sncf-reseau.com/fr/securite-ferroviaire/prevenir-les-prises-de-risque-sur-le-domaine-
ferroviaire 

Université Gustave Eiffel �± UGE 
https://www.univ-gustave-eiffel.fr/ 
�x Projet « Sécurité des usagers de la route et conduite automatisée » �± SURCA 
https://surca.univ-gustave-eiffel.fr/ 
�x Département Transport Santé Sécurité - TS2 
https://ts2.univ-gustave-eiffel.fr/ts2  

http://www.bea-tt.developpement-durable.gouv.fr/
https://www.cerema.fr/fr
https://publications.cerema.fr/webdcdc/les-essentiels/securite-routiere/
https://www.cerema.fr/fr/actualites/savoirs-base-securite-routiere-serie-fiches-pedagogiques-du
https://diagnostic-pn.cerema.fr/
https://publications.cerema.fr/webdcdc/espaces-publics/
https://www.cerema.fr/fr/actualites/chiffres-cles-trottinettes-electriques-velo-jeunes
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