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4.1 

In-country conditions conducive
to Stage II activities

implementing an action plan to tackle theproblem.

4.2 The purpose an,d primary focus
of Stage II activities

Typical conditions which exist when a
country completes Stage I and is ready for
Stage II activities include the following:

The main purposes of Stage II include the

following:a) By the time the government has received
technical assistance to review road safety
activities and has organized a national
road safety seminar, the multi-sectoral
nature and extent of the problem will have
been emphasized and the general public
wi II have an idea about the problem of
road safety through the news and media
coverage of the seminar. Variousresearchers, 

medical practitioners and the
media may be interested in creating
awareness among the general public
through road safety-related research and

publicity.

a) develop an overall strategy for the
improvement of road safety in the country,

b) identify the most urgent improvements to
be included in a priority action plan,

c) begin implementation of the priority action
plan so that basic systems and procedures
can be established to enable more
effective activity in road safety, and

d) strengthen the key organizations and
individuals who need to be involved in the
improvement of road safety in the longterm.b) The interim road safety working group will

coordinate activities and obtain periodic
sponsorship for road safety initiatives,
publicity campaigns and materials. A
national road safety council might be
established and start coordinating and
managing national road safety activities.

The primary focus during Stage II should
be to strengthen the key organizations, systems
and procedures so that once the priority action
plan has been implemented, local organizations
will be able to tackle the road safety problems of
the country more effectively.c)

Individual 

agencies with road safetyresponsibilities 
may start to take action toimprove 

safety. Typical activities which need to be
undertaken during this stage include the"
development of a strategy, development and
implementation of a priority action plan and
development of five-year programmes.

d) The ministries which deal with external
funding agencies should request
assistance from bilateral aid agencies and
multilateral development banks to financesome 

or all of the proposed road safety
improvements by the road safety review
undertaken during the previous stage.

4.3 Development of a strategy

An overall strategy needs to be developed
in this stage, within which the priority action plan
will playa major part, with the aim that by the
end of implementation of the priority action plan
key organizations are in a position to smoothly
implement road safety programmes and to
continue tackling road safety problems in thecountry.

e) Some funds should be incorporated into
existing and future project loans for
implementation of road safety initiatives.

f) The government should be aware of the
broad aspects of the cost of road accidents
to the economy and be interested in
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funding.

4.4 Development and implementa-
tion of a priority action plan

c)
A road safety action plan must becomprehensive 

to facilitate road safety
programmes in future and must include all the
14 major sectors identified earlier (see 3.1.1 -3.1.14).

Demonstration projects: In each section
where improvements are to be carried out,
demonstration projects should be
implemented to provide training to
individuals involved in the key agencies
and to establish procedures and practices
conducive to the improvement of national
road safety. In the field of road
engineering, it would be appropriate to
improve two or three dangerous locations
(or "accident blackspots") and to train the
relevant staff in carrying out investigations
of them, developing countermeasures and

implementing improvements. Development
of a safety auditing system could first
involve developing guidelines for the
inspection of proposed road schemes and
their application to two or three schemes by
local traffic engineers under the
supervision of a road safety specialist to
gain practical experience in identifying
potential safety problems. The
development of control guidelines would
also benefit from the development of draft
guidelines and their trial application by
local traffic engineers under the
supervision of the road safety specialist.

An overview of the road safety priority
action plan is presented in figure 2. The
overview uses a DEE (Disaggregated
Effectiveness Evaluation) framework which
provides systematic and consistent vertical and
horizontal integration of activities. The major
thrust of the DEE framework is that the
activities of the plan or project are
disaggregated into a number of subtasks or
elements. Each element is then broken down
further until it is specified by the achievement of
a number of simple quantitative and/or

qualitative performance indicators. The whole
road safety action plan is thus disaggregated
into the established 14 sectors. Each sector is
disaggregated into several components, and
each component has at least one minimumoutput. 

For monitoring, each output is further
broken down into performance indicators.

To undertake the activities within the 14
sectors to implement road safety programmes
and activities effectively, some basic systems
are needed. These are set out below, they are
the most urgent activities of the road safety

programmes.

In a similar way, practical demonstration
projects can be devised for each sectorwhere 

road safety activities are to beundertaken. 
These projects should be used

as opportunities to train local personnel intechniques, 
methods and new practices. It

is also important to start some research at
a university or economic research institute
into the true costs of road accidents to the
economy in the country.

a) Road accident data system: One
essential priority is the early establishment
of an effective road accident data system
which allows accident data to be collected
nationally and stored at a central location
to be analyzed and retrieved as needed.
The analyses and statistics have to be
widely disseminated in order to let all
agencies participate fully in solving the
problems of the country.

b) National road safety councilor other
coordinating mechanism: It is necessary
that representatives of the important
organizations with road safety
responsibilities meet periodically to discuss
and coordinate activities, and that such a
coordinating mechanism has adequate
funding and technical resources to allow
decisions to be implemented. This is best
done by establishing a national road safety
council with its own secretariat and

Demonstration project: road marking to improve
road safety
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SECTOR COMPONENT MINIMUM OUTPUTS

Figure 2 Overview of the road safety action plan
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d)

Manpower training and study tours:
Apart from opportunities to participate in
training in the demonstration projects, a
small multidisciplinary group of four or five
senior officers selected from the
government agencies with the most
responsibility for road safety should make
an overseas study tour to selected
countries which have demonstrated
success in solving road safety problems.
By visiting such countries, discussing
safety issues and practices with experts
and studying the facilities and activities
being undertaken, these officers will gain a
better understanding of what can be
accomplished in their own country.

the 

government, particularly the costs of local
staff and specialists who will work with the
outside consultants.

Two different types of activity need to befinanced 
under Stage II activities. The first is thetechnical 
assistance which might be required in

order to provide advice and assistance. The
second is related to implementation costs of the
priority action plan, including funding of thetraining 

costs for local specialists. These costs
are most commonly financed through a road
safety component within an aid-funded project
and typically include' funds for technicalassistance, 

equipment, infrastructure
improvements and training of key personnel,
both in-country and overseas. Including funding
for implementation of the. priority action pla~
(ideally US $ three to five million) in the road
safety component is highly desirable, as it
means that demonstration projects and the
priority action plan can be implemented during
the period of the consultancy project. This helps
in training local personnel and in building local
capability to tackle the problems, rather than just
doing a study, with implementation after the
consultants have left.

Wherever possible, such study tours
should be timed to permit attendance at
international road safety conferences so
that the safety specialists can meet and
network with safety professionals and
experts from other ESCAP member
countries. This will also maximize cost
effectiveness, by enabling attendance at
such seminars or conferences at minimal
cost.

Governments interested in implementing a
priority action plan and developing road safety
activities should be aware that the World Bank
and ADB have recognized the importance and
urgency of road safety. In addition, bilateral
agencies providing assistance to a country often
assist countries in tackling road safety issues as
well. A request can be made from the recipient
country for road safety assistance for existing or
proposed projects. However, setting aside funds
for a priority action plan takes time. Requests
should, therefore, be made as quickly as
possible so that ongoing or future aid-funded
projects support road safety activities. In some
cases, where funds from previous or existing
projects have not all been spent, aid agencies
could allow some of them to be reallocated for
use on road safety activities, provided the
government presents strong justifications for
this.

4.5 Time- scale for completion

Implementation of priority action plans can
be undertaken over a period of one to threeyears, 

depending on the size of the action plan,
the size of the country and the nature of the
problems to be addressed. Generally, the
objective should be to make preparations for
the development of five-year programmes, at
the same time as implementing the most urgent
improvements needed to strengthen the key
institutions and agencies. A maximum of about
three years could be allowed for the action plan.

4.6 Resources required and sources
of funding

The resources required to carry out the
action plan will, of course, depend very much
upon the nature of the action plan, the scope of
the work required and the size of the country
concerned. Input by international road safety
specialist over a period of 35 to 50 man-months
is typically required when implementing such
action plans. In addition to the technical inputs,
financial inputs are also needed to cover the
actual costs of the various interventions
implemented as part of the action plan. Some
parts might be financed through aid-funded
loans. Other parts will have to be financed by

4.7 Monitoring and evaluation of the
action plan

Monitoring and evaluation of individual
schemes and sites is based on monitoring the
accidents occurring before and after intervening,
while monitoring the overall action plan must
focus on whether the plan's objectives have
been achieved. It is necessary to ensure that
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the activities of the consultants and specialist
advisers have been effective, and that the
impact of such activity is strengthening the
capability of the country to address the problem.
The use of monitoring frameworks based on the
Disaggregated Effectiveness Evaluation (DEE)
concept as shown in figure 3 is recommended
for the implementation of action plans (figure 4).
DEE identifies in a framework form exactly what
activities are to be carried out as part of the
implementation of the action plan and seeks to
identify indicators which can be used to see if
the desired impacts have been achieved. It can
also be used during implementation to identify
whether the project is progressing as desired in
terms of development and institutional impact.

4.8 Case study of
implementation

action plan

An example of a road safety action plan
and its implementation in Fiji could illustrate the
sequence of events and processes involved. A
summary of the processes is given below and
more details are presented in annexes A and B.

L- "'~. -'-~~~~--

Figure 3: Monitoring frameworks

Initial technical assistance was financed bytheADB 
and enabled a road safety review to be

undertaken and the general areas for
improvement to be identified by an expertconsultant. 

Following the recommendations ofthe 
road safety review, a road safety component

of about US$ three million was included within
a US$ 80 million Road Rehabilitation Project
which was being developed at that stage with
funding by the ADB, the World Bank and EXIM
Bank. When the Road Rehabilitation Project
started a few years late, it included about US$
three million provisionally earmarked for road
safety activity, without details being specified.

The ADB provided further technical
assistance in the form of a road safety advisor.
He provided periodic traffic safety advice to the
government in developing a strategy and
overseeing implementation of a road safety
action plan using US$ three million set aside for
road safety.

Figure 4: Quarterly monitoring increases
likelihood of successful implementation

i) A revised road accident data system.
This included modification and
installation of a Microcomputer Accident
Analysis Package (MMP), provision of
technical assistance to train police
personnel and install the system (three-
man-months) and funds to purchase a
computer, printer and office equipment.

The road safety strategy aimed at
institutional strengthening of the key agencies
and implementation of a Priority Action Plan to
implement the most urgent improvements
needed in key sectors. It required about 42
man-months of specialist technical assistance.

The action plan developed by the road
safety advisor included the following aspects:
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ii) The national road safety council.
Funds were provided to purchase
equipment to use for publicity,
including mobile exhibition vehicles,
overhead projectors, a videorecorder, 

tannoy systems, safety
materials and the establishment of a
national road safety councilheadquarters.

vii) Driver training and testing. Technical
advice (three man-months) was
provided on updating and improving
the existing driving test, training

driving examiners, training driving
instructors in defensive driving
techniques, establishing a defensive
driving course and instructors course
and developing a traffic code for new
drivers.

iii) A traffic and road safety unit
(TARSU). This included provision of
technical advice (24 man-months) to
train and establish a traffic and road
safety unit within the public works

department, including vehicles,
various equipment such as traffic
counters and the cost of some
overseas training. It also included
funding for implementation of
accident blackspot programmes,
area-wide schemes, route action
plans, mass action plans along the
national network and urban traffic
management schemes in provincialtowns.

viii) Vehicle inspections. Funds were
allocated to' provide technical
assistance (three man-months) to
review the existing vehicle inspection
system, train vehicle inspectors and
purchase basic equipment.

The example of the road safety action plan
in Fiji illustrates that a whole range of
improvements and interventions can be
financed within aid-funded projects. In this case,
the project was largely related to highway
rehabilitation, but it was possible to finance
technical assistance and activities in traffic
policing, education and a number of other non-
engineering sectors. Aid agencies are willing to
assist developing countries with road safety
issues and to include road safety components
within existing or proposed loans.

ivy Children's traffic education. Working
through the national road safetycouncil, 

technical advice (three man-
months) was provided on the
development of children's education
materials and teachers' guides for use
in schools. Funding was also providedfor 

guides and other materials.

Funds are available from aid agencies
provided government officials make it known to
agencies' staff that road safety is a serious
problem and that assistance is required in this
area.

v) Traffic law enforcement. Technical
assistance (three man-months) was
provided to establish a traffic law
enforcement course at the police
training academy. Vehicles to
establish a pilot highway patrol;
equipment such as radar, speed
detection devices, alcohol testing
metres and evidential testers; and
equipment for rescuing victims of
accidents were provided as part of theproject, 

along with technical
assistance for training policepersonnel, 

both in the country and
overseas.

4.9 

Development

programmes

of five-year

Apart from implementing the priority action
plan and activities strengthening institutions, it is
necessary to develop medium-term (five-year)
road safety programmes to follow the action
plan. The first five-year programme should
consolidate and improve road safety activities
and should cover all sectors affecting safety,
while identifying priorities and costs. It should
package the proposed improvements in such a
way as to facilitate funding from development
banks and other aid agencies as well as identify
activities and interventions which can be
financed through such agencies and those to be
funded by the government or organizations inthe 

country concerned.

vi) Emergency medica! services. Funds
were allocated for technical
assistance (three man-months) to
develop a pilot emergency ambulance
system to cover the capital of Suva. Programmes and activities developed in

the identified sectors using the DEE framework,
including possible funding sources, are
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Road safety councils or other coordinating
mechanisms must have a regular and
guaranteed source of income. This can be
provided by governments directly or providedthrough 

a levy on motor insurance (as in Fiji); bytaking 
a percentage of annual profits from

insurance companies, tyre manufacturers and
petrol companies (as in the Republic of Korea);or 

as a small levy on vehicle or driver licencesor 
fuel sales.

discussed below. Because of similarities in their
implementation, road safety publicity and road
safety education of children are combined as
road safety education and publicity. Road
accident costing is not included in the
discussion and the funding of road safety
activities is discussed with each sector. In
addition to the incorporation of the related DEE
frameworks in this section, they are also
duplicated as annex C for easy reference.

4.9.1

Coordination and
management of road safety

4.9.2 Road accident data systems

Collection, storage', t"etrieval, analysis and
dissemination of data all need to be dealt with
by road accident data system, and institutional
development is required. A DEE framework forthese 

components and tbeir corresponding
minimum outputs and performance indicators is
presented in figure 6.

If it has not already been undertaken in
earlier stages, it is necessary to use legislation
to establish a clear definition of responsibility.
This requires the designation of a senior
politician (for example, a Minister, or even the
Prime Minister's office) to be directly
responsible for road safety policy. It requires the
nomination of a senior level civil servant
(director level) to initiate and coordinate actions
by organizing a committee and ensuring that
action is taken by each agency with
responsibilities for safety activity.

The implementation of the action plan
should establish a nationwide accident data
collection and analysis system. The programme
implementation stage includes activities to
extend the quality and consistency of data
collected throughout the country and to increase
the amount of analysis and research using the
data. Initially, the system may beset up only at
the national police headquarters in the capital
city of the country, but later it may become
necessary to extend the system so that it is
available on microcomputers in regional and
district police headquarters, depending on the
size of the country. Copies of the database
should also be available at the national road
safety council headquarters and within the traffic
safety unit of any highway authority, so that
accident blackspot remedial measures and road
safety publicity countermeasures can be
devised. A comprehensive annual accident
report giving statistics and indicators on all
aspects of road safety in the country and
comparisons with other countries should be
published and widely circulated to all
responsible agencies. The database should also
be made available to researchers in universities
or research institutes, so that further analysis
and research can be done on road safety issues,
particularly with respect to monitoring the
effectiveness of countermeasures being

implemented.

It is recommended that a national road
safety council be responsible for coordination
and management. It should include senior
decision-makers from member organizations
and act as a coordinating and steering
committee for implementation of road safety
initiatives and actions. A DEE framework for a
national road safety council is presented infigure 

5 for reference, but should be modifiedaccording 
to local requirements. Considerations

that need to be made concerning the council
include the role and function of the council and
information about, technical support for and theoperations 

of the council. The minimum outputsand 
performance indicators for eachconsideration 

should be clear.

Resources are needed to establish a
secretariat (either under the director level or
with its own full time Executive Director), to
provide a full-time multidisciplinary team to
carry out and follow up initiatives and act as an
executive arm of the national road safety
council. Adequate technical and financial
resources need to be allocated. In most
countries, it will also be necessary to ensure
that regional and local organizations coordinate
their efforts with the national road safety
council. This is often best done by establishing
regional (and, if necessary, district or municipal)
road safety councils with their own full-time
secretariats to carry out activities at the local
level.
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OBJECTIVE

Establishment of improved national and provincial coordination mechanisms with representation from all relevant parties and with adequate

technical and financial support to coordinate traffic safety activities and publicity aimed at the reduction of traffic accidents and casualties

COMPONENT MINIMUM OUTPUTS PERFORMANCE INDICATORS

Role/responsibility I NRSC membership and responsibilities defined
defined L- NRSC role defined~ole I funding

3uaranteed income L Funding sources r,e'-jewed

Suitable sources selected

Interim council established

Legislation drafted

Legislation enacted

NRSC established

Information Functioning
NRSC

~dministrative

suppar1

MTC acting as Secretariat for interim NRSC
National Road

Safety Council
-E Secondment from Police

Seconded from MoT

Seconded from MoE

Technical support 3econdments

:Jflice I equipment I Fully equipped office

I- Accident system established at NRSC Secretariat

'Jational

All key national agencies represented OrT NRSC

Coordinated efforts/initiatives being undertake

NRSC influencing policy

NRSC active in national road safety publicity

National publicity campaign implemented)perations

-ocal

I Provision for local committees in NRSC legislation
L- NRSC funding at local level

Notes NRSC = Nationai Road Safety Council

MoT = Ministry of Transport

MoE = Ministry of Education

Figure 5 National road safety council
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OBJECTIVE

An effective road accident data system which permits tne scale, nature and characteristics of the problem to be prOPel1Y defined
and remedial measures devised by relevant agencies

COMPONENT MINIMUM OUTPUTS PERFORMANCE INDICATORS

"'J~ police form

All key data included

Draft form pilot tested

Final form in national use

Trained field staff in use

FOIT1ls being returned within 1 month

Forms in pdice training course

Returned fOlT1ls complete/correct

Data cdlection

systems
Accident data
:oIlection
procedures

-E Written procedures available
All reporting stations have procedures
Procedures agreed for checking/follow up

-E All necessary maps I plans identifioo

~ccident location Grid reference system devised

system Cooing system devisoo

Jata storage I
retri~al systems

\1icrocomputers -r-- Microcomputer and peripherals installed at PAU
L- Microcomputer and peripherals installed at MoT

::;oding systems -r-- Coding system devised I agreed on
L-- Cooing system prepared and in use

-E Adequate staff in PAU
Trained coders Two PAU staff trained in data entry

Data being storoo without problemRoad Accident
Data System

Software to check --r- Programme in full use
and store data L-- System operating without problems

"Jata analysis

system

~nalysis
programmes

Trained staff

-r- Programmes in full use
L-- System operating without problems-.-PAU 

adequately staffed
L-- PAU analysing effectively

)ata dissemination -Pefiodic and

system annual repOl1s

-E Proouction of regular annual repOl1

Requests for information being met

Road safety activities of NRSC, MoT and others based on

statistics

'"Itutlona'
develop, ,ent

Effective accident
unit

Adequate number and quality of staff
PAU able to operate all daily aspects of system

independently
Adequate police budget for effective PAU operation
PAU included in organization structure

Notes PAU = Police accident unit
MoT = Ministry of Transport
NRSC = National road safety council

Figure 6: Road accident data system
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Expanding the system nationwide requires the
purchase of microcomputers for a number of
new locations plus the systematic training of
police personnel in completing and checking the
new forms and operating the accident datasystem. 

Costs of computers can often be
financed via road safety components in
development bank loans. The costs of staffing
and training of personnel generally have to be
financed directly by the national policedepartment. 

Appropriate funds should be set
aside for this purpose in annual police budgets
and as part of the overall five-year programme
of the government.

hour are desirable and provide increased
protection to pedestrians, children and cyclists.
Engineering measures can often be combined
with speed limits and strong enforcement to
discourage traffic from such areas and bring
speeds down to levels appropriate to suchareas. 

Efforts need to focus on making the
regulations easier to enforce by the police to
ensure that they discourage unsafe or
undesirable road behaviour.

Although the main cost involved in traffic
legislation is the time spent by legislators which
must be financed by the government, some
technical assistance may be needed from
international specialists in road safety legislation
to review similar legislation of other countries,
and to assist in the development of a revised or
updated national traffic act. The development
banks may be able to assist in financing such
technical assistance.

4.9.4 Traffic police
enforcement

and law

The development of a specialist national
traffic police force is important in the fight to
improve road safety, since the systems of
controls and penalties can substantially affect
driver behaviour if there is effective and efficient
traffic law enforcement by the police.
Equipment, training and enforcement are the
major components required for implementation.
The minimum outputs with corresponding
performance indicators for each of these
components are shown in figure 8.

Accident unit staff in Fiji entering data from
police accident forms

4.9.3 Traffic legislation

Traffic legislation programmes need to
include updating the Traffic Act, regulations and
review mechanisms. Minimum outputs and
performance indicators for these components
are shown in the DEE framework in figure 7. Efforts in law enforcement must focus on

coordinating police activities with other agencies
such as the judicial system which provides
sanctions or penalties and with the emergency
services which provide assistance to accident
victims.

Legislation, controls and penalties must beconsistent, 
mutually supportive and seen as

related to road safety_I ntroduction of new
regulations must be supported by campaigns to
raise public awareness of the problem. Apart
from obvious safety legislation like requiring the
wearing of seat belts and crash helmets and the
introduction of alcohol limits for drivers, the
overall traffic legislation needs to be examined
to make sure that it is updated and suitable for
current traffic conditions and problems.

Police must be appropriately trained in
areas such as traffic control techniques,
accident studies, first aid and human relations.
They must provide services in a way that the
population will consider useful for society. The
major requirements in this area are the provision
of modern enforcement equipment (such as
radar and alcohol testing devices) to strengthen
the enforcement capability of traffic police and
the establishment of efficiency indicators for
traffic police in particular target areas (such as
speed limits, alcohol breath tests, and seat belt
usage) in relation to the number of vehicles,
traffic volume and number of drivers.

One important area for immediate action is
speed limits. In urban areas, maximum speed
limits of 50 kilometres per hour with effective
enforcement have proven to be a successful
road safety measure in many countries around
the world. To improve road safety in residential
areas, lower limits of about 30 kilometres per
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OBJECTIVE

Impro~ traffic legislation to remove ambiguity and promote road safety and facilitate effective enforcement by traffic police
other enforcement agencies

COMPONENT MINIMUM OUTPUTS PERFORMANCE INDICATORS

rraffic legislation -Introduction of new

Road Traffic Act

Traffic
Legislation

Regulations Introduction of
new regulations

Review mechanism -I

Review of existing legislation and areas of deficiency
identified

Key ministries/organisations consulted and views
recei'ied

New Traffic Act drafted and passed by parliament
New Traffic Act working effectively

Review of existing regulations'
Introduction of new regulations regarding

seatbelt
Introduction of new regulations regarding

driving under the influence of alcohol
Recommendations made regarding other regulations

~ Legislation designed giving broad structure
Mechanism for ::L by MoT
periodic update I review Wide powers to modify I amend regulations as needed

Note MoT = Ministry of Transpon

Figure 7. Traffic legislation
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OBJECTIVE

More effective traffic police enforcement through increased use of enforcement equipment and tactics to deter unsafe driving behaviour
on major roads

COMPONENT MINIMUM OUTPUTS PERFORMANCE INDICATORS

Specifications prepared/agreed upon
.=unds released

~oadside tester in use

Evidential testers in use

Increased use of
alcohol testers

~quipment -E Specifications prepared/agreedupon

Funds released

Radars in regular use
Increased use of
speed detectors

ncreased use of
hazard warning lights

Specifications prepared/agreed upon
"unds released

'iazard lights in regular use

Safer site control

Improved training
capability

-c At least one officer has attended owrseas course
Officer available for domestic training

Traffic Police
and Law
Enforcement rraining

Instructors fully familiar with enforcement equipment

Training course implemented

Regular training courses available

Highway patrol personnel trained

Jmpro~d enforcemen

1capability

Enforcement of
moving offenses

-c:: Statistics indicate increased enforcement
Increased number of drivers prosecuted

=-nforcement .=nforcement of driving-c Statistics indicate increased enforcement
under the influence of Increased number of drivers prosecuted
alcohol laws
.=nforcement of -c Statistics indicate increased enforcement
seat belt laws Increased use of seatbelts

Figure 

8: Traffic police and law enforcement
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Traffic police should receive about 10 per cent
of the total police budget in order to ensure
effective traffic enforcement. I n addition to
government funding, it is possible thatequipment, 

such as radar and alcohol testingdevices, 
could be financed by loans from the

development banks. Technical assistance from
police advisers can also be financed either by
development banks or through secondment of
serving officers from other countries through
bilateral aid.

discrepancies 

and variations which
may be indicative of problems and/or

corrupt practices.

ii) An effective system of testing
potential drivers in normal traffic
conditions.

iii) Programmes of driver education and
publicity to encourage safer driverbehaviour.

Funding of driver .training and testing
normally has to be done by the government. Its
role is to provide the regulatory framework and
controls for the driver training industry and
driving tests. This is often best accomplished by
establishing an agency to oversee driverstandards. 

Technical assistance can be fi nancedthrough 
bilateral agencies and development

banks.

Police spot checks of driving under the influence
of alcohol

4.9.5 Driver training and testing

The focus of this programme should be to
establish a nationwide system of consistent
testing of candidates and adequate controls to
minimize corrupt practices and unsafe drivers.

be improvedSystem reviews, driver testing and driver
training are the major components of the driver
training and testing programme. Figure 9 shows
a DEE framework with minimum outputs and
their corresponding performance indicators. An
effective driver training and testing system the
following elements:

4.9.6

Road 

safety education and
publicity

Road safety education is necessary for two
groups of people: the general public and
children. The first step in educating the general
public is to raise public awareness through
publicity of regulations and law enforcement,
safety standards, safety products and road
features as well as the consequences of losses
caused by road accidents and to create lasti ng
changes in the behaviour and attitudes of road
users. The mass media (television, radio,
newspapers and other methods of publicity) and
local authorities and associations should
organize effective publicity with specific targets,
including road safety videos, announcement on
television, posters and other materials. It is
necessary to vary publicity campaign
programmes periodically to retain interest and

i) An effective system of driv.er training
which includes control and regulation
of approved driving schools and
instructors. This enables the
government to ensure that instructors'qualifications, 

vehicles, training
materials and course content meet
standards which will result in well-trained, 

safety-consciousdrivers. The
driving test should be carried out by
specialist driving examiners. The
pass/fail rate of individual examiners
and driving-test candidates submitted
by different driving schools should be
closely monitored to identify
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OBJECTIVE

Critical review of present dri'ver training and dri'ver testing systems and development of recommendations for implementation of
improved dri'ver training and testing systems with appropriate controls to minimize license abuses

COMPONENT MINIMUM OUTPUTS

PERFORMANCE 

INDICATORS

-E Driver instructor control syStem reviewed
Driving schools reviewed
Driver training reviewed

Jriver training
review

System review

Driwr testingreview

-E

Theory test reviewed .

Practical driver test reviewed
Driver examiner system and staff reviewed

-E Recommendations made on testing

Recommendations Draft procedure manual c()}'npleted

on driver testing New testing procedures approved/adopted
'Jriver testing

Dri~r
Training and
Testing

Driver training

-E Recommendations on driving school controls-[
Driving schools / Recommendations on driwr instructors instructors New procedures approved

Driwr training Recommendations on training materials

Training -.-Local training of examiners
L- Seminar for instructors

3trategy for action
Technical note Technical note prepared and distributed.

Recommendations I Strategy for future training/testing devised
L- Consultation with key agencies

Figure 9: Driver training and testing
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freshness. 

The major components,
corresponding minimum outputs and
performance indicators for road safety publicity
are shown in figure 10.

Earlier stages would have strengthened the
capability of highway authorities to identify and
improve frequent accident locations! blackspots
and other road safety infrastructure. Often a
traffic and road safety unit would be established
and appropriate procedures for safety audit,
blackspot improvement, access control and
development control established. The focus in
the first five-year programme should be to
reduce the number of accidents occurring at
known accident blackspots and to improve the
overall safety of the road network. A number of
countries which have adopted safety targets
have found that approximately half of casualty
reductions were achieved in the medium and
longer terms through infrastructure
improvements. Some of these infrastructure
improvements will be costly investments like
new roads and expressways, but much can be
achieved from targeted low cost improvements
at accident blackspots.

Road safety education of children should
begin at the pre-school level and continue
throughout the compulsory schooling years.
Initially, the emphasis should be on primary
school education. Teaching of traffic education
at school is best done by teachers supported as
necessary through occasional visits by the
police and other safety professionals. The role
of such professionals should be to support the
teachers in the classroom by providing
appropriate guidelines and training materials.

Local curriculum developers should be
involved in developing teacher guides and
training materials. In the early years, ideas and
concepts can be taken from overseas, but these
need to be modified to reflect the localexperience, 

needs and cultural situation. Investment in comprehensive accident
analysis and low-cost road safety improvement
programmes can be quite cost effective. The
emphasis at this stage is on carrying out such
programmes consistently and continuously,
while at the same time improving the overall
safety of the road network by introducing
general infrastructure improvements such as
road signs and markings and other safety
features such as guard rails. Solutions should
focus not only on blackspot improvements but
should also aim to treat whole routes
consistently and to identify general types of sites
for similar treatment/mass action plans.

Private sector and commercial sponsorship
of road safety publicity should be explored.
Petrol, automobile and insurance companies
might sponsor campaign plans and

programmes.

Regarding road safety education forchildren, 
the main costs involved relate to

technical assistance in developing appropriate
curriculum materials (the bulk of which has to
be done in-country by local specialists and
therefore has to be funded by the government)
and the cost of printing and publishing road
safety teacher guides and safety materials for
use by children. There are also costs involved
for in-service training of existing teachers and
introduction of training modules within teacher
training colleges. International funding agencies
can often assist in the funding technical
assistance and some production costs for the
initial materials such as the teacher's guide.
Some financing through bilateral funding may
also be possible.

The focus at this stage should be on
training additional accident investigators and
safety auditors and establishing small safety
units within the road and highways agencies
throughout the country, investment of funds in
low-cost programmes and the development and
introduction of safety-checking procedures,
particularly where rehabilitated roads pass
through small communities.

Infrastructure improvement is suitable for
external funding from development banks such
as the World Bank and ADB which have
financed major road safety infrastructure
improvement projects and programmes in many
countries. Their support is usually part of larger
scale projects on road rehabilitation or

improvement.

4.9.7 Road safety infrastructure

Improvements

Accident prevention and reduction and
institutional development are the major
components of road safety infrastructureimprovements. 

The minimum outputs and
performance indicators fora DEE framework are
shown in figure 11.
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OBJECTIVE

Increased capability of local staff in the design, implementation and evaluation of targeted, data-led publicity campaigns and improved
children's traffic education through the schools and community involvement

COMPONENT MINIMUM OUTPUTS PERFORMANCE INDICATORS

Analyze data
Identify media
Design materials
Execute campaigns
Monitor and evaluate

Publicity campaigns

General road user
education I publicity

rechnical note

Curriculum
dewlopment

Road Safety
Education
and Publicity

Educational
materialChildren's traffic

education

Teachers' guide

:;ommunity
in~lvement

Use of mass media

Local training

-Technical note on road user p'ublicity

-c= Present traffic education reviewed
Recommendations for curriculum, develop

-EObtain educational materials from other countries
Review materials
Develop and print material~ .

Develop plan for future materials

-E Develop guides for primary teachers
Pilot teachers' guide
Print final guide

--c: Develop and produce pack for parents
Investigate other community involvement opportunities

-Mass media programmes

-E Local staff directly involved in all aspects
Seminar/workshop on publicity
Seminar/workshop on education and curriculum developmen
Training session for trainersTraining

Overseas training Two local staff to attend training course overseas

Figure 10 Road safety education and publicity
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OBJECTIVE:

Safety-conscious planning and design of future roads and rehabilitation schemes and establishment of methods, procedures and
institutional capability to identify, analyse and improve hazardous locations through low-cost engineering improvements

COMPONENT MINIMUM OUTPUTS PERFORMANCE INDICATORS

Safer designs -C Highway and traffic engineering standards reviewed
Modifications recommended

~ At least two seminars held for engineers on

Safety-conscious safety issues
design and planning Safety audit system/procedures drafted

Safety audit system operational in MQT

-c Draft plan devised for demonstration sections of

Safety audit of national roads

existing network Comprehensive programme initiated for demonstration

sections by MoT

-E Urbaf1 accident blackspots identified

Two urban blackspots analysed as demonstration

Improvement of projects

accident blackspots Outline designs prepared and in progress

~ Blackspots on national roads identified Dangerous sections selected for demonstration project

Data analysed/designs prepared

Schemes included in work programme

Infrastructure
Planning and
Design and
Improvements

-Route action plans-"'

--.r- Problems assessed to identify potential
Mass action plans L applications

Two typical solutions proposed

~ TWO appropriately qualified staff assigned to Unit

Trained MoT RSU staff participate in demonstration projects

Road Safety Unit RSU staff active in monitoring/assessing network
for safety problems

RSU in organizational structure with adequate operating
budget

-Municipal Road -c Municipalities aware of MoT road safety unit
Safety Unit Municipalities examining possibility of establishing

traffic engineering or safety units

-E Local staff directly involved in all demonstration projects
Domestic training Local engineers given seminars on safety audits and

safety engineering
Local staff given practical training in design of low-cost

measures

-c Two MoT engineers and one municipality engineer attend
Overseas training overseas courses on safety engineering

Two MoT engineers and one municipality engineer
seconded to counterpart agencies overseas for
practical training

Notes MoT = Ministry of Transport
RSU = Road Safety Unit

Figure 11: Infrastructure planning and design and improvements
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Road safety improvements in
urban areas

effectiveness of such systems.

Road safety standard inspections do not
necessarily have to be undertaken directly by
the government. In many countries, it is now
common practice to delegate or franchise
vehicle testing to the private sector for
inspections of standards and specifications
established by the relevant government
ministry, usually the Ministry of Transport. The
concessionaires can be limited in number', but
are required to satisfy criteria relating to the
equipment, staff and size of premises according
to government specifications. A concessionaire
system is advantageous to the government
because it does not need to invest in equipment-
testing stations and staff. The concessionaire
provides this investmel'}t in return for a
concession to operate vehicle inspections for an
agreed period of time. Part of the fee collected,
for example 10 percent, could be passed on to
the relevant controlling ministry to allow the
government to establish an effective control
system to monitor and supervise the
concessionaires and carry out a programme of
random roadside inspections to provide
enforcement. In some countries, the
government continues to provide the testing
facilities for public service and heavy goods
vehicles, as it has a responsibility when it
licenses or authorizes such vehicles to be used
by the public.

The greatest number of traffic fatalities and
injuries occur in towns and cities of the
developing world, and up to 70 per cent of
urban traffic deaths are pedestrians. It istherefore 

necessary to find well-balanced
solutions between traffic and living functions in
urban areas. The guiding principle must be to
establish a hierarchal classification of the road
network, so that each road fills only one
allocated function.

Accident reduction and institutional
development are the major activities to be
implemented in this programme, in combination
with road safety infrastructure improvements
and presented as infrastructure planning anddesign, 

and improvements in figure 11.
Examples of activities required at this stage
include classification of the general road
network to create a hierarchy of routes in thetowns, 

introduction of roundabouts to slow
traffic and give priority to traffic at intersections
and the introduction of speed reduction
techniques and devices to reduce speeds in
residential areas to 30 kilometres per hour. This
requires the establishment of traffic engineering
and safety units in the municipal roads
departments and the implementation of road
safety infrastructure improvements in urban
areas.

There is no need for much funding to
establish vehicle safety standards so most of the
costs will need to be borne by the government.
Some technical assistance may be needed,
which can be financed by development banks or
bilateral agencies, but actual investment should,
wherever possible, be through a franchise
system, as there are private sector operators
interested in providing such services. Wherever
possible, it should be feasible to arrange for
control mechanisms and systems to be financed
directly from a levy on the vehicle inspection
fee.

Infrastructure improvement costs for road
safety purposes can be incorporated intovarious 

urban traffic and transport projects
funded by the World Bank or ADB. This can
include funding for technical assistance and
specialists to assist in establishing traffic units.

Vehicle safety standards

There is little doubt that vehicle defects area 
common factor contributing to road accidents

in the ESCAP member countries.
Improvements in this area could bring
significant benefits for safety standards forvehicle 

safety are inadequate in many Asian
and Pacific countries. System reviews,
consideration of options and strategies for
action are required. See figure 12. The focus of
activity during this stage should be the
establishment or improvement of vehicle testing
procedures to provide periodic road-worthiness
inspections. Initially, the objective should be to
ensure that basic safety-related items such asbrakes, 

lights, tyres and steering wheels are
checked. Special equipment should be
introduced to measure and strengthen the

4.9.10 Emergency assistance to road
accident victims

Many countries do not have effective
assistance for road accident victims, often due
to the high cost of providing such facilities. If so,
it is necessary for the government to organize
and improve the emergency rescue system.
One of the most important measures is to set up
standards for response times to emergency
calls.
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OBJECTIVE:

Critical review of possibilities for introducing inspection of vehicle safety standards and development of recommendations
for development and implementation of an appropriate vehicle inspection system which will deter use of defective
and unsafe vehicles on public roads

COMPONENT MINIMUM OUTPUTS PERFORMANCE INDICATORS

-[ Previous/present management/administration
-r- System / facilities systems reviewed

System review L Previous/present facilities reviewed

Testing procedures / I Review of previous/present procedures
staffing L- Previous/present staffing levels reviewed

Management I
organisation of
testing

Vehicle
Safety
Standards

Options

-f Different options for vehicle ~tandard testing

responsibilities generated
Consultation with key agencies
Recommendations for preferred option

i; Different options for testing procedures generated

Operation of tests

Consultation with key agencies
Recommendations for preferred option

Strategy
for action

Figure 12: Vehicle safety standards

35



United Nations ESCAP Guidelines on Road Safety Action Plans and Proqrammes

Although at first it may be possible to use
either a network of voluntary services (such as
8t John's Ambulance or the Red Cross or
Crescent) or highway patrols or fire stations to
provide initial assistance, in the longer term it
will be necessary to develop an effective
emergency ambulance system. A DEE
framework is presented in figure 13 which
shows the necessary components with
corresponding minimum outputs and
performance indicators of emergency
assistance to road accident victims.

of casualties. Research is normally undertaken
in universities or institutes and needs to be
funded by the central government or the
ministries which use the research as part of their
work.

Unfortunately, the likelihood of obtaining
external assistance with research funding is very
limited, although the British DF.lD has carried
out or assisted research activity in the ESCAP
member countries. Generally, the international
development banks do not finance research,
although some funding may be available
through the bilateral agencies. The government
needs to allocate funds for research in order to
ensure that effective research is being
undertaken as part of the overall efforts tp
improve road safety.

There are different approaches to the
provision of emergency care, such as by the
"scoop and run" method, where emphasis is on
getting victims quickly to a hospital or medical
facility, or by providing trained, well-equipped
ambulance crews at sites to assist victims.
Whichever approach is adopted, quality care
will require adequate equipment and trained
personnel. Significant investments may be
needed. For hospitals, this may require
improving equipment and procedures in the
emergency ward and information on providing
basic first aid to motorists. This may mean
investment in both vehicles and emergency
resuscitation equipment in the vehicles, as well
as communication systems. It is also necessary
to ensure that the drivers of such vehicles be
given training in first aid and in the treatment,
handling and transport of injured people.

4.10 Impact of Stage II activities

The net impact of Stage II activities should
be that local professionals are able to address
the road safety problems facing the country by
the end of the priority action plan. In particular,
there should be data on accidents available to
all key agencies, and the scale, nature and
characteristics of the problem should be clear.
There should be a coordination mechanism
(such as a national road safety council) active
and effective in carrying out core safety
activities. Increased sponsorship should be

Funding for emergency assistance is
needed for improved facilities in emergencywards, 

equipment and the establishment of a
nationwide-system of ambulance services. In
the long term, such costs may be borne by the
Ministry of Health or by the insurance sector,
since reduced casualties and deaths will result
in lower insurance pay-outs. Some funding may
be available from international agencies for the
capital investment needed in the early stages.
In the long term, however, it is the country's
Ministry of Health which must allocate sufficient
resources for such activity.

4.9.11 Road safety research

Road safety research provides the
framework within which policy decisions should
be made. It is therefore very important to have
adequate research on the nature and
characteristics of the problem and the
effectiveness of countermeasures which may be
implemented. Research is also needed into
alternative strategies and policies which may be
effective in reducing the numbers and severity Ambulances need to

emergency medical care
provide effective
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OBJECTIVE

Critical review of the existing emergency assistance available for road accident victims and development of recommendations for phased
establishment of a coordinated and effective emergency response capabilitY nationwide

COMPONENT MINIMUM OUTPUTS PERFORMANCE INDICATORS

System review

--c:: Current situation reviewed and deficiencies i~entified

Emergency telephone
Relevant organizations consulted

Organization I -Existing service providers reviewed
coordination

Transport of
casualties

-L Provision of services reviewed and deficiencies
identified

Data on number of ambulances and hospital beds
collected

Emergency telephone-,- Key organizations consulted
L- Recommendations madeEmergency

Assistance
to Road
Accident
Victims

Organization I
coordination

-c New structure agreed upon with Mol
New structure in pJace

A.lternative options
(immatediate implementation)

Transport of
casualties

-StrategyStrategy for action

-E Rationalization/coordination of services

Response times reduced

Number of casualties transported by ambulance
increased

-c Strategiy for long term organization of services
developed

Technical note produced

Note Mol = Ministry of Interior I Home Affairs

Figure 13 Emergency assistance to road safety victims
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obtained from the local insurance industry,
major petrol companies and chambers of
commerce or other commercial agencies.
Government ministries should be investing in
road safety as part of their normal budgets in
each sector as they have more understanding of
the losses sustained by the country from road
accidents.

plans and programmes which will save many
thousand people from being killed, injured or
crippled in road accidents every year and vast
resources being lost to their economies.

Once activities are underway, it is often
possible to finance further road safety
improvements as part of follow-up aid-funded
projects.

As the example from Fiji illustrates, even
a fairly small road safety component (in this
case, about US$ three million within a
rehabilitation project costing US$ 80 million can
have an immense impact upon the capability of
local organizations and institutions to tackle the
problem. Apart from installing appropriate
systems and procedures and developing
guidelines and systems for improvement and
training of personnel, the various actions under
the priority action plan in Fiji will lead to long-
term improvements in road safety there. Other
countries taking advantage of the availability of
funds from development banks and funding
agencies can also implement road safety action Introducing a new road safety council
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