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CZ) Identification of risk locations within road network is the primary task of its safety management. But which indicator to use?
= = Traffic accidents — only retrospective view, statistically random and rare. ..
() = Alternative indicators, for example vehicle fleet data (floating car data, FCD) — proactive satety evaluation and 1dentitfication of risk locations,
8 based on relationship between road geometry (consistency), speed and safety.
g:) Is it practically feasible to use such data for proactive satety evaluation and identification of risk locations?
E = FCD collected by Princip a.s.: sample of 1172 company vehicles, in 8 months (Oct 2014 — May 2015), GPS position 4 times per second
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S. Validation
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tangent and curve (Lamm et al.,
1999)
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CONCLUSIONS

The 1dentification process consists of several steps — each of them 1nvolves decisions, which have influence on quality and precision of results.
= At the same time there is no guidance for most of these decisions, e.g. necessary sample size, free-flow speed collection or segmentation method.
" Both speed consistency and alignment consistency were able to classify the curves in accordance with objective safety. However more precise

validation approaches, such as comparison of rankings, were not successful. Revision and improvement of the procedures is in progress...
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