This project has received funding from the European Union’s Horizon 2020 research and innovation programme under Grant Agreement No 814761

POLICY BRIEF
I dream of Zero
Enabling public fleets to lead by example
– right now.

No. 2
September
2022

2

i-DREAMS Policy Brief No. 2 - September 2022

CONTENT

1. The (real) challenge of Road Safety

3

2. Dealing with Risk at the source

6

3. Acting on the key leverage points

8

4. Leading at the Local Level, right now

10

5. A solution at hand (literally!)

12

3

i-DREAMS Policy Brief No. 2 - September 2022

1. THE (REAL) CHALLENGE OF ROAD SAFETY

Several public authorities, from local and
regional governments to the European
Union (EU), are committing to ambitious
goals on Road Safety – and while the EU
is aiming at a 50% reduction in fatalities
by the end of this decade1, some cities
have already reached zero.2 This ambition
is driven by a new approach – Vision
Zero.
Zero? It’s understandable if you feel
sceptical – after all, we live in a world
where approximately 1,3 million people
die each year as a result of road traffic
crashes3. But Vision Zero is grounded in
reality, and doesn’t rely on wishful

1

thinking. It requires a brave commitment,
but a pragmatic one – based on up to date
scientific knowledge, a systematic and
well-directed effort, and leadership
through practical solutions.
Most importantly, Vision Zero provides a
clear path for effective action by local and
regional governments and transport
authorities. This Policy Brief is about a
very important practical solution that can
help those authorities start leading by
example, right now – and enable
corporate fleet owners to advance their
corporate social responsibility with
concrete actions.

The EU Road Safety Policy Framework 2021-2030 set the ambitious goal of halving the number of fatalities and
serious injuries on European roads by 2030, as a milestone on the way to ‘Vision Zero’, zero fatalities and
serious injuries by 2050 (available here).
2 Oslo (Norway), Helsinki (Finland), Pontevedra (Spain).
3 World Health Organization, “Road Traffic Injuries: key facts”, 2022 (available here)
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A new approach… that works
Vision Zero marks a profound conceptual
shift in Road Safety policy and practice.
Almost 25 years old today4, this innovative
approach is based in words of wisdom
pronounced over 2,000 years ago: “errare,
humanum est”.5

Indeed, humans make mistakes. So,
instead of expecting road users to always
follow the rules and never fail, it’s better to
acknowledge that these “road humans”,
all of them, are ill-equipped to understand
and measure many of the critical risks
inevitably inherent to motorized traffic.
And to plan instead for that reality.
Of course, everyone should behave
responsibly and respect the law, but the

prevalence of several risk behaviours
(e.g., speeding, disrespecting safety
distances, etc.) shows that what people
are supposed to do isn’t necessarily what
they’ll actually do, at least all the time, and
particularly in situations that involve high
levels of risk they aren’t even aware of.
This doesn’t make Road Safety a
pointless endeavour. Quite the contrary.
Analyses of types and locations of traffic
crashes recurrently point to the existence
of underlying structural factors. Unique
individual characteristics may play a role
in traffic crashes, but if they were the only
factor at play, the geographical distribution
of crashes (just to name an example)
would be random – and it isn’t.

Instead of blaming the
individual, fix the system
Because there are structural factors at
play, moral or legal judgment of individual
behaviour is of little use from a strategic
point of view, as the environment in which
individuals operate will push each and
every one of them to repeat risk
behaviours, in ways in which they often
aren’t conscious of (so it isn’t simply a
question of “moral choice”).

4
5

This calls (at least for transport
professionals working outside the
courtroom) for a shift of attention, from
“blaming” individuals for their mistakes, to
understanding how their traffic behaviour
is systematically influenced by these
structural factors. Acting upon these
structural factors is the most effective way
to reduce both the quantity and the
severity of traffic crashes.

Road Safety strategy approved by the Swedish Parliament in October 1997.
“Errare humanum est, perseverare autem diabolicum”, attributed to Lucius Annaeus Seneca (4 BC to 65 AD).
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Two of the key structural factors are the
infrastructure (streets and roads) and the
motorized vehicles that roll in it (cars,
buses, trucks, etc.). Changes to any one
of these factors (and preferably to both)
can strongly and systematically influence
(and thus change) behaviour of all
individuals driving those vehicles on those
roads.

5
We may be unable to design-out error and
“bad luck”, but we can certainly engineer
the system to reduce their frequency and
mitigate their consequences. This means
traffic deaths and serious injuries aren’t an
inevitable by-product of motorized traffic.
And if they’re not inevitable, they must be
avoided. That’s the real challenge – and
possibility – opened up by Vision Zero.

6
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2. DEALING WITH RISK AT THE SOURCE

Motor vehicles, due to their higher speed,
larger mass and stronger structure, are
the main source of risk for all road users –
including their own occupants, the
occupants of other vehicles, and everyone
else, particularly people walking or
cycling.
This is an objective assessment. A fact.
Any effective road safety strategy must
acknowledge this, and prioritise
reducing risk at the source. This
principle has been successfully applied to
occupational health and safety for many
years, with great success.6 It’s time to
systematically apply it to traffic
management as well.
Measures to reduce risk behaviour on the
part of drivers must take precedence over
restrictions on the free movement of
citizens who walk, cycle or use public
transport. The so-called “vulnerable road
users” (simply put, all road users not
protected by the steel chassis of a fourwheel motorized vehicle) are the ones
with the least power to reduce road
danger.

“Motor vehicles are the
main source of risk for all
road users.”

A new gadget for a very old
brain
Cars, trucks, buses and motorcycles have
been around for little more a hundred
years. This century is nothing more than a
tiny drop in the biological evolution of
Mankind, and specifically in the design
and performance of the nervous system
our species uses to perceive risks and
adjust behaviour.
As Homo Sapiens, we evaluate speed,
and all risks associated with driving, using
a nervous system that is at least 250.000
years old (not counting the millions of
years spent on the earlier stages of
evolution, which matter a lot). Needless to
say, during most of this time there were
no vehicles, and neither man nor vehicle
ever moved faster than 50 km/h.7
Simply put, this means we are not
equipped to accurately perceive the
speeds that motorized vehicles can reach,
nor to assess the risks these speeds
generate (even more so when we’re tired,
distracted, or late for a meeting). Habit
has normalized risk, making us further
unaware of the radical challenges
motorized traffic poses to human beings.
The fact that we may feel safe, confident
and in control inside a vehicle moving at
high speed doesn’t mean we are.

The National Institute for Occupational Safety and Health, “Hierarchy of Controls”, 2022 (available here).
In 2009 Jamaican sprinter Usain Bolt set the world record in the 100-meter sprint at 9.58 seconds. In 2011
Belgian scientists used lasers to measure Bolt’s performance in the different stages of a 100-meter race held in
September that year. They found that, 67.13 meters into the race, Bolt reached a top speed of 43.99 km/h.
6
7
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The safety illusion
We don’t understand, for example, that
braking distance grows exponentially with
speed.8 This is particularly relevant for a
pedestrian getting ready to cross the
street, and for the driver approaching that
crosswalk. The same applies to keeping a
safe distance to the vehicle travelling in
front of us.

travelling at 50 km/h will cover a distance
of 70 meters? In a city street teeming with
people walking and cycling, drivers getting
out of parked cars or walking around
delivery vehicles, who knows the
mathematical odds of something
unexpected happening in those 70
meters?

We may not be aware that we need help
in assessing and reducing risk, but we do.
And what goes for assessing the risks
associated with speed, goes for the risks
associated with alcohol, fatigue, tailgating,
checking the smartphone “just for a
second”, etc.

Responsibility for lawful and responsible
behaviour has been fully unloaded onto
the shoulders of individual drivers, but, as
we’ve seen, they aren’t fully capable of
understanding and assessing the risks,
they are prone to making mistakes, and
they aren’t often aware of their limitations.
This is, obviously, wrong – and something
must be done.

Who knows that, during a short 5-second
distraction with the eyes off the road, a car

8

Braking distance increases exponentially with increasing speed because in the mathematical formula used to
calculate braking distance the initial speed of the car is squared.
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3. ACTING ON THE KEY LEVERAGE POINTS

Risk behaviours, especially speeding and
distractions, are enabled by the
combination of an inviting road and an
unrestrained vehicle. A full century of carcentric transport policies focused on
reducing travel times resulted in a road
network shaped for high speeds, and
vehicles capable of reaching those
speeds (even if going above legal speed
limits).

The principle that Road Safety policy and
practice must address the “3 Es”
(Engineering, Enforcement and
Education) has been around for a while,
and remains valid. It is fundamental,
however, to understand that these “3 Es”
are not alternatives – they must advance
together to reinforce each other.
Enforcement and Education alone can do
very little if the roads and the vehicles
enable risky behaviour.
In what regards Engineering, one thing is
evident: substantive and sustained
progress in Road Safety necessarily
requires acting on two key structural
factors, the infrastructure and the
vehicles rolling in it. The good news is
local and regional authorities are very well
placed to act on both these factors. First,
because they have power over road and
street networks; and second, because
they own and operate important public
fleets.

9

Changing roads and vehicles
Let’s start with the infrastructure. The best
way to make streets and roads safer is to
reduce the legal speed limits and use
traffic calming measures to ensure
respect for those limits – including
physical measures (raised crosswalks,
bottlenecks, etc.) and network
management measures (to prevent
through traffic in residential areas, school
streets, etc.). These changes take their
time, but are rather straightforward,
requiring a consistent effort in the right
direction.
Acting on vehicles is trickier. The most
direct solution to making vehicles safer
should be implemented right when they
are being manufactured: vehicles
shouldn’t be built to move at speeds
above the legal limit. This solution, being
technically feasible (even more so today),
was first tried and blocked at the policy
level many decades ago, and that failure
hasn’t been overturned since.9
This leaves Advanced Driver Assistance
Systems (ADAS) as the second-best
option. There have been very important
technological and legal advances in this
domain – but there are limits.

See Peter Norton, “Fighting Traffic: The Dawn of the Motor Age in the American City”, The MIT Press (2011).

9
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The European Union’s revised Vehicle
General Safety Regulation10, approved in
late 2019, and its subsequent regulations,
made type approval11 of vehicles depend
on the existence of several ADAS
devices, among them Intelligent Speed
Assistance (ISA). All cars coming into the
European market from 2024 onwards
(2026 in the case of trucks) must be
equipped with these systems.

one must add nearly 29 million vans and
more than 6,2 million medium and heavy
commercial vehicles, including 692.207
buses.13 Most of these vehicles aren’t just
‘going away’ anytime soon, at least if we
consider the current average age of the
EU vehicle fleet – passenger cars are now
on average 11,8 years old, vans 11,9
years, trucks 14,1 years and buses 12,8
years.14

These requirements, however, will only
apply to new vehicles coming out of the
factory. Which begs the question – what
about existing vehicles? This is, literally, a
big issue.

Public incentives for purchasing electric
vehicles may accelerate this turnover, but
to what extent? And how will those
incentives fare against other factors
pushing in the opposite direction, namely
economic crises and budget limitations?

Let’s “just” wait… 15 years?
The impacts of policies designed to
improve vehicles – whether they are
directed at lower emissions12, or higher
safety – are inherently constrained by the
slow turnover of vehicle fleets. This is
because of the size of the existing fleets,
their average age, and the incentives
affecting change.
The size is massive. In 2020, there were,
throughout the European Union, 246,3
million cars on the road in total. To these,

10

In short – we can expect the EU’s fleet to
improve in terms of safety over the next
decade as new, better-equipped, vehicles
enter the market. But, if we do nothing
else, that change will be rather slow, and
won’t happen fast enough to meet
international goals for the reduction of
traffic deaths, and, most importantly, to
support (right now) the policies of local
and regional governments who are
stepping forward. This is where retrofitting
existing vehicles with leading ADAS
technology becomes really interesting –
and critical.

Regulation (EU) 2019/2144 of the European Parliament and of the Council, available here..
Type approval is a procedure that certifies that a type of vehicle complies with the relevant administrative
provisions and technical requirements, and can thus enter the EU market.
12 Sergey Naumov, David R. Keith and John D. Sterman, “Accelerating vehicle fleet turnover to achieve
sustainable mobility gains”, 2022, Journal of Operations Management (available here).
13 ACEA, “Fact sheet: buses”, 2021 (available here).
14 ACEA, “Average age of the EU vehicle fleet, by country”, 2022 (available here).
11

10

i-DREAMS Policy Brief No. 2 - September 2022

4. LEADING AT THE LOCAL LEVEL, RIGHT NOW

Advancing ambitious Road Safety policies
at the local and regional levels is not
easy. The implementation of traffic
calming measures requires time and
money to produce results. It also requires
a good deal of patience and
determination, to overcome scepticism,
bad habits and the occasional backlash
from drivers who resent lower speed
limits.

Changing traffic behaviour is a process,
which requires both strategy and
leadership. Changing the infrastructure,
as we’ve seen, is an indispensable
component. But it’s not enough for local
and regional authorities to set the scene
for the behaviours of others – they must
also lead by example.
A critical asset is often forgotten – public
fleets.

Use what you have, do what
you can
Local and regional authorities have large
fleets at their disposal – public transport
buses, waste collection trucks, and many
other vehicles of different sizes used for
various types of services and errands. In
any given large or medium city, they can
add up to dozens or even hundreds of
vehicles.
Everyday, these vehicles are injected into
the traffic stream. While accounting for a
small proportion of the total number of
vehicles in existence, the fact is, unlike
individually owned vehicles, these fleets
aren’t parked 95% of the time – and thus
represent a higher proportion of the ‘traffic
mix’.

Their behaviour in traffic is an important
resource (often untapped) to influence the
behaviour of other traffic participants in
city streets and urban roads. Especially if
we consider the size of many of these
vehicles (e.g., buses and waste collection
trucks), and the parts of the network in
which they often operate (not three-lane
motorways, but rather one- and two-lane
roads and streets, all over the city).

Furthermore, these vehicles are subject to
fleet management – this means their
behaviour can be collectively and
systematically changed and monitored.

11
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Leading by example and
bringing others on board
The fleets of local and regional public
authorities can – and should – be used as
an important tool to advance Road Safety
and their Vision Zero Plan. Rather than
waiting for the new vehicles (they’ll take
their time to arrive), cities and regions now
can, for a small fraction of the time, and
an even smaller fraction of the investment,
retrofit the vehicles they already have. By
improving their existing fleets, authorities
can lead by example in three different, but
equally important ways.

Second, they can encourage other fleet
operators (private PT operators,
deliveries, corporate, etc.) to follow their
example, and take their Road Safety
commitments from words to actions. One
mustn’t underestimate the size of the
fleets involved. In 2020, about 14% of the
total EU vehicle fleet (35,6 million15) was
composed of commercial vehicles and
buses (many of which belong to private
operators). To this number, one must add
more than 1 million taxis16 and a very
large number of cars dedicated to ridehailing, car sharing and corporate fleets.

First, they can make sure that the
behaviour of their vehicles is consistent
with the behaviour they are asking from
the public at large. In very sensitive times
of change, this is critical – if it is
consistent, it will reinforce their message;
if it is not, it will undermine their credibility.

Third, large-scale public uptake of ADAS
retrofit products will stimulate the market
to provide better and cheaper solutions for
public, corporate and also individual
customers. In short, local and regional
authorities can become the critical mass
of adopters of ADAS retrofit solutions.

15
16

ACEA, “Size and distribution of the EU vehicle fleet”, 2022 (available here).
International Road Transport Union (n.d.), “Facts and figures on Taxi transport in Europe” (available here).
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5. A SOLUTION AT HAND (LITERALLY!)

Several cases show proactive retrofitting
of public fleets with Advanced Driver
Assistance Systems (ADAS) is possible,
and is worth it. Examples? Take
Transport for London, which started
equipping its buses with Intelligent Speed
Assistance (ISA)17 in 2015, and after a
successful pilot decided to extend it to its
whole fleet18. Or, for a more recent
example, take New York City, which this
year (2022) launched its own pilot19.

scientific evidence, leading technology,
and extensive field trials on cars, buses
and trucks.
A solution that will be easy to retrofit into
existing fleets, to improve vehicles,
drivers, and fleet management. Just
what local and regional authorities need to
lead by example with their fleets.

ISA is a useful system to help deal with
speed limits. But we can – and must – go
beyond. There are more factors to
consider, and technology has made it
possible to address them. Especially risk
factors connected to the driver (fatigue,
distraction), the external environment
(time of day, rain), and how both affect
what is a safe speed for the vehicle (it
may be lower than the speed limit).
EU-funded project i-DREAMS20
developed a solution based on solid

ISA warns drivers when they are travelling above the speed limit. It does so considering the vehicle’s speed
and the speed limit applicable to the vehicle’s location. When the vehicle is moving faster than that limit, the
driver is warned, e.g., through an acoustic signal or a vibration in the pedal.
18 Source: European Transport Safety Council, “New buses in London will be fitted with Intelligent Speed
Assistance technology following successful trials”. Case Study can be found here.
19 Sources: (1) New York City, “Mayor Adams, DCAS Commissioner Pinnock Implement new Technology on City
Fleet Cars to Reduce Speeds and Save Lives”, Press Release, August 2022 (available here), and (2) David
Zipper, “Why New York City’s Car Safety Pilot Is a Big Deal”, Bloomberg, August 2022 (available here).
20 i-DREAMS is a 3-year project funded by the European Union’s Horizon 2020 research and innovation
programme. The acronym “i-DREAMS” stands for a smart Driver and Road Environment Assessment and
Monitoring System. The consortium consists of 13 partners, researchers as well as industry partners, from 8
different countries.
17
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The concept
If you don’t want to get into trouble, stay
away from it. Wise advice, isn’t it? Well,
that’s exactly what i-DREAMS does. It
keeps the driver from getting into
dangerous situations by intervening when
the driver isn’t yet aware the risk is there,
but the system, picking up signals, detects
risk is increasing. This intervention keeps
the driver inside a Safety Tolerance
Zone21, i.e., operating in a way that
ensures enough time and distance will be
available to implement corrective actions
safely.
But… a system for drivers to adjust speed
and distance to the context? Why do
drivers need a system for that? Isn’t that a
basic driving skill? Well, drivers do selfregulate their behaviour, they do so by
personally assessing the balance
between what they estimate the driving
task requires of them, and what they feel
capable of doing to cope with that
demand.

Naturally, these estimations are
subjective, and as such can be
influenced by a series of factors, like
distraction, fatigue and drowsiness, health
concerns (e.g. illness, frailty, cognitive
state) and extreme emotions (e.g. anxiety,
stress, anger). As a consequence, the
personally estimated critical safety
tolerance zone often does not correspond
to objective safety margins.
As studies show (and any fleet manager
will acknowledge), what is “acceptable” as
a safety tolerance zone varies, not only
between individuals but also within the
same individual (whether he or she is,
say, running late for a meeting or enjoying
a sunny Sunday drive in the country).
These phenomena undermine the
effectiveness of self-regulative actions,
and increase crash risk. So, yes, this
system is necessary.

How the system works
i-DREAMS combines external indicators
with vehicle and driver indicators to
assess risk, and adapt the safety
tolerance zone accordingly. The system’s
hardware allows for different
configurations.

21

Sensors installed inside the vehicle detect
the heart rate, which in turn enables the
system to detect sleepiness even before
the driver does22. The system also
detects distraction, namely hand-held
mobile phone use23. Continuous driving

To know more about the Safety Tolerance Zone, cf. i-DREAMS Policy Brief No. 1, October 2020 (here).
Fatigue can be measured through the heart rate, and in this way detected even before the own individual.
23 The system prioritized detecting hand-held use over use with the mobile phone in a fixed position, as the
former type of use is the one classified as illegal in most national laws. .
22
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duration is also measured, because the
longer one drives without rest, the more
concentration drops beyond a period of
time (and this period of time gets shorter
with challenging driving situations).
All these indicators are factored into the iDREAMS software, and combined with
input on external conditions, as these may
also raise the risk, like weather (e.g., rain)
and time of day (e.g., night).

14
With the collection and computation of all
these indicators, if, for example, the diver
is tired, or driving in the rain, the reaction
time (and braking distance) will need to be
longer, so the system alerts the driver
earlier, making safety margins larger by
alerting for the need to reduce the speed,
increase the distance to the vehicle in
front, or take a break.

After the trip, learn
Many systems warn the driver when
driving inside the vehicle, but i-DREAMS
provides post-trip feedback, which is an
indispensable step to change the
driver’s attitude towards safe driving.
This feedback helps the driver become
more aware of his or her own risk
behaviour, and of the risk events
registered during the trip.
To keep drivers engaged, this is done
through gamification – the driver gets
scored, can compare his or her score to
the behaviour of colleagues from the
same fleet, and can also take up goals to
improve his or her own driving (these
goals can also be proposed by the
system).
To provide positive reinforcement and
encourage further progress, the driver
gets rewarded for improving the scores.
One way is by rising in the ranking, or by
getting digital “badges”.

Another, very interesting way, is for the
driver to receive and collect digital
credits. A shop functionality can be
added by the employer or fleet manager,
to make items available for sale with these
digital credits at an online shop – for
example, cinema tickets for the whole
family. Costs incurred with this system
can be easily recouped by savings in lost
productivity and insurance costs.
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It works!
Extensive and rigorous field trials have
been conducted in Belgium, Germany,
Greece, Portugal and the United
Kingdom, with cars, trucks, and buses.
Each trial is conducted in four stages –
first, operation with no support, to
establish the baseline; second, in-vehicle
interventions only; third, in-vehicle
interventions plus post-trip interventions;
and in the fourth stage, gamification is
added.
So far we can say that clear
improvements can be seen in scores per
driver, and events per 100 km. Tailgating
is a good example: the number of severe
tailgating events per 100 km drops over
time, as we roll out the stages of
intervention. There is also growth in the
number of functionalities the drivers are

15
using in their apps, with good interaction,
use of tips, etc. Not all drivers are working
with gamification features, but that is
something to expect, as this is always a
voluntary behaviour.
Privacy hasn’t been much of an issue.
Many transport companies are already
monitoring the behaviour of their drivers
through telematics for their services, and
they already have a legal basis, a lawful
ground, to monitor detailed aspects of
driving.
Fleet managers need measurable
indicators for how well their drivers are
driving, and collection and analysis of this
data is often being included in the
employment contract, or else done
because of general safety purposes,
either through informed consent or in
more general purpose of safety.
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A precious management tool
i-DREAMS can help fleet managers
pursue important goals. First of all, it helps
build the safety culture within the
organization. This is not an easy task.
Pushing for safety poses several
organizational challenges, and practical
difficulties can quickly undermine the
credibility and authority of managers. This
is a practical tool.
Second, i-DREAMS can also provide
“eco-eco” benefits. Driving safe can lead
to important savings on fuel, which has
the economic advantage of reducing
operational costs, and the ecological
advantage of reducing emissions.
Third, i-DREAMS may lead to reductions
in insurance costs, through agreements
with insurance brokers. Many
organizations face big challenges to
insure their fleets, as bad safety records

raise the insurance premiums. If they can’t
get insurance, they won’t be able to
operate.
i-DREAMS will enable cooperation with
insurance brokers, who now are more
concerned about prevention up-stream
than about simply paying for the damage.
Prevention is cheaper, but it requires
programmes and tools. A fleet manager
with a tool that can prove driving style is
improving and getting safer at the fleet
level can lead to massive savings in
insurance.
Fourth, there is corporate social
responsibility. i-DREAMS technology
enables the fleet manager to become
innovative and proactive, and go beyond
the typical sticker in the back of the
vehicle with a phone number for
complaints.

It’s up to you
It is calculated that at least 33% of
crashes attributable to human factors
(e.g., inattention, distraction, fatigue,
speeding) could be prevented on the
basis of i-DREAMS.
i-DREAMS has translated its research into
a market product, going much further than
other EU-funded projects, to reach an
exceptional Technology Readiness Level
(TRL) of 8 or almost 9.

Software and hardware have been
intensively and successfully field-tested.
Success in these field tests has led
participating organizations (and others) to
look for permanent cooperation, to retrofit
their fleets right away.
The technology is solid, its practical
application now available. We’re ready.
It’s up to you to dream of Zero, and lead
by example.

PEDRO HOMEM DE GOUVEIA, POLIS

Project identity
Project name

i-DREAMS
Safety tolerance zone calculation and interventions for driver-vehicleenvironment interactions under challenging conditions

Coordinator

Hasselt University – UHASSELT
Martelarenlaan 42
3500 Hasselt
Belgium
Tom Brijs: tom.brijs@uhasselt.be

Consortium
partners

National Technical University of Athers – NTUA – Greece
Loughborough University – LOUGH – United Kingdom
European Transport Safety Council – ETSC – Belgium
Oseven Single Member Privacte Company – OSEVEN PC – Greece
Technische Universitaet Muenchen – TUM – Germany
Kuratorium fuer Verkehrssichterheid – KFV – Austria
DriveSimSolutions – DSS – Belgium
CardioID Technologies LDA – CARDIO ID – Portugal
Promotion of Operational links with integrated services, association
internationale – POLIS – Belgium
Univerza V Mariboriu – UM – Slovenia
Technische Universiteit Delft – TUD – the Netherlands

Funding
scheme

Horizon 2020 Framework Programme for Research and Innovation
(2014-2020)
Programme
H2020-EU.3.4. - SOCIETAL CHALLENGES - Smart, Green And
Integrated Transport
Topic
MG-2-1-2018 - Human Factors in Transport Safety

Duration

1 May 2019 – 30 April 2023 (48 months)

Budget

EU contribution: € 6 265 343,75

Website

https://idreamsproject.eu/

Published by
Hasselt University
Transportation Research Institute (IMOB)
Wetenschapspark 5 bus 6
3590 Diepenbeek
Belgium
On behalf of the i-DREAMS consortium

Contact
idreams-admin@uhasselt.be
www.idreamsproject.eu

