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Road safety is a major issue affecting the road sector. Road accidents remain a serious impediment to
sustainable human development in many of the developing member countries (DMCs) of the Asian
Development Bank (ADB). Road accidents continue to be an important social and economic problem in
developing countries like India. Growth in the number of motor vehicles, poor enforcement of traffic
safety regulations, poor quality of roads and vehicles, and inadequate public health infrastructures are
some of the road safety problems facing in India.

The object of this Thesis is to present a status report on the nature of the government policy towards the
Activity plans implemented till now and which has to be implemented later for the reduction of road
fatalities and for the safe roads, and also giving the guidelines for financing of remedial measures,
institutional framework, physical characteristics of the road, traffic control and calming measures, road
safety education and enforcement issues.

The aim of the Activity plans is to analyze the present situation of road safety in India and to indicate
main problems in individual sector of the Activity implemented by comparing and taking the examples
of some of the ASEAN Region who are successed in implementing in the individual sectors. The effect
of the programme to real safety situation is estimated, and further plans could be corrected if it is
necessary. Implementation of the goals for the coming years to reduce the number of accidents at
maximum extent and give  people, the safe and the steady flow of traffic in India. The vision of a
tremendous change next 5 to 10 years is based on a big potential for improvement and a joint effort of
all involved groups on all levels of traffic safety, centrally coordinated by the National Road Safety
Authorities.

 The Action Plan is deliberately divided into 14 key Sectors of activity in broadly the same way as the
individual country road safety action plans. The sectors involve many different disciplines and a very

 Road Accidents, Road Safety Motor Vehicle Statistics, Motorization, Visions, Goals, action plans, Set
of measures, Implementations, Evaluation, ASEAN Region, GRSP (Global Road Safety Program), NRA
(National Road authority).
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ABSTRACT:  
 
Road safety is a major issue affecting the road sector. Road accidents remain a serious 

impediment to sustainable human development in many of the developing member countries 

(DMCs) of the Asian Development Bank (ADB). Road accidents continue to be an important 

social and economic problem in developing countries like India. Growth in the number of 

motor vehicles, poor enforcement of traffic safety regulations, poor quality of roads and 

vehicles, and inadequate public health infrastructures are some of the road safety problems 

facing in India. 

 
The object of this Thesis is to present a status report on the nature of the government policy 

towards the Activity plans implemented till now and which has to be implemented later for 

the reduction of road fatalities and for the safe roads, and also giving the guidelines for 

financing of remedial measures, institutional framework, physical characteristics of the road, 

traffic control and calming measures, road safety education and enforcement issues. 

 

The aim of the Activity plans is to analyze the present situation of road safety in India and to 

indicate main problems in individual sector of the Activity implemented by comparing and 

taking the examples of some of the ASEAN Region who are successed in implementing in the 

individual sectors. The effect of the programme to real safety situation is estimated, and 

further plans could be corrected if it is necessary. Implementation of the goals for the coming 

years to reduce the number of accidents at maximum extent and give  people, the safe and the 

steady flow of traffic in India. The vision of a tremendous change next 5 to 10 years is based 

on a big potential for improvement and a joint effort of all involved groups on all levels of 

traffic safety, centrally coordinated by the National Road Safety Authorities. 

 
 The Action Plan is deliberately divided into 14 key Sectors of activity in broadly the same 

way as the individual country road safety action plans. The sectors involve many different 

disciplines and a very wide range of multi sector activities but all are based on applying 

scientific, methodical approaches to the problem. 

At the end the thesis gives the recommendations and conclusion for the safe Roads in India. 

 
Key words: Road Accidents, Road Safety Motor Vehicle Statistics, Motorization, Visions, 
Goals, action plans, Set of measures, Implementations, Evaluation, ASEAN Region, GRSP 
(Global Road Safety Program), NRA (National Road authority). 
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1. Road Safety Back Ground and Introduction 

1.1 Back ground: 
Countries road network has an important role to play in economic and social policy. Countries 

with a low standard of living are characteristically countries with inadequate means of 

moving. The reason for this relationship is obvious – transportation is an essential ingredient 

of almost everything mankind does to supply itself with the necessities of life. People, roads 

and vehicles form the same important combination all over the world – that of being able to 

transfer themselves or goods from one place to the other. Road accidents are becoming a 

serious problem throughout the world, in social, health and economic terms.  Over 20 million 

people are injured or crippled and over 1 million are killed every year globally due to road 

traffic crashes [1]. Developing countries account for up to 85% of all the fatalities [2]. Traffic 

accidents in developing countries have been increasing rapidly and have in some cases 

become more deadly than the diseases that historically affected the population. Around 

238,000 people die in road crashes every year in South Asian countries [2]. Road fatalities 

now leads the list of accidental deaths in India much more than any other such as by 

drowning, fire, rail or air mishaps etc. Driving or riding a vehicle in India is by large 

becoming a dangerous experience, And Indian roads like those of other Asian countries are 

becoming virtual death traps.  The magnitude of road accidents in India is increasing at an 

alarming rate. The latest annual statistics indicate that over 80,000 people are killed on Indian 

roads and top the world in the number of road fatalities [3]. National level of fatalities per 

kilometre is 0.025 [4]. Lack of awareness of road safety issues amongst the masses, apathy of 

the policy makers and implementers etc add to the increasing problem of road safety. 

 
Road accidents continue to be an important social and economic problem in developing       

countries. The problem is particularly acute in the Asia-Pacific region, which has only around 

16% of the world's motorized vehicle fleet but accounts for 44% of global road deaths [2]. 

The WHO forecasts that death and disability from road crashes will increase in all countries, 

with road crashes moving from the ninth to third most important health problem by 2020 [5] . 

Activity plans, proper management techniques of road safety based on countries road 

conditions and environment will play a vital role for solving the problem of road fatalities 

globally. Which also helps in steadily and systematically reducing the number and severity of 

road crashes by implementing coordinated multi-sector remedial programs. 
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1.2 Introduction 

1.2.1 What is Road Safety? 
Road accidents may be defined as a human tragedy, associated with major health problems, 

negative socio-economic growth, and poverty. Road accidents involve high human suffering 

and monetary costs. 

1.2.2 Why is Road Safety Important? 
The road safety is important because of the following Main reasons: 

• Road accidents will be with us for a long time.  

• Accident trends are on the rise and issues need to be addressed.  

• Comprehensive road safety programs can reverse accident trends  

• Road accidents block economic and social development.  

1.2.3 Typical losses arising from road accidents include  
• Material damage to property and vehicles.  

• Lost productivity of those killed or injured.  

• Cost of medical treatment.  

• Administrative costs (insurance, police, courts, etc.).  

• Subjective costs (pain, grief, and suffering).  

• Unquantifiable social and community cost. 

• Poverty.  

1.2.4 General Road Safety Issues 
The Asia-Pacific Region accounts for almost half (around 0.5 million) of all estimated 

worldwide road accident deaths [6]. The estimated economic loss in ADB's developing 

member countries (DMCs) is more than $35 billion annually [2]. This is more than double the 

amount of annual foreign development aid they receive. Road accidents cost DMCs 1-3% of 

GDP annually [7]. The trends of road traffic fatalities in the People's Republic of China (PRC) 

were 183% during the 1990s compared with 113% in Asia [6].  

 

Because of the rapid economic growth in the PRC and the region, both public and private 

vehicle fleets are expected to continue to grow rapidly in the coming years, creating 

tremendous pressure on insufficient road infrastructure. Without effective action, traffic 

deaths in the PRC and other countries in Asia are expected to increase sharply within this  
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decade. Road accidents significantly inhibit economic and social development. They are 

associated with 

• Millions of premature deaths and injuries.  

• Billions of dollars in medical costs.  

• Strain in welfare service.  

• Loss of productivity.  

• Low economic growth.  

• Poverty.  

Road safety has not been given high priority during the development of current infrastructure 

due to the need for basic services and lack of funds. There is a lack of integration of urban and 

rural roads with highway development programs. Road deaths and injuries are increasing at 

faster pace in Asia than other regions of the world. Current World Bank studies indicate that 

around 50% of hospitalised road victims in Bangladesh are road accident victims [1]. In 2001, 

there were about 755,000 road accidents, killing 106,000 and injuring 546,000 persons in the 

People's Republic of China (PRC) this translates to one death every five minutes [6]. In 

Malaysia, about 60% of traffic fatalities involve motorized 2-wheeler [8]. In India, fatalities 

among pedestrians are around 45% [3]. 

1.2.5 Why Do Accidents Occur? 
Broadly road accidents occur due to the following 4 reasons: 
 
1. Defects in vehicle e.g. breakage of tie rod of a running vehicle tyre bursting, wheel 

coming loose or failure of brakes. Due to such occurrence the driver loses control on 

the vehicle and an accident results. 

2. Error of driver e.g. overtaking at a wrong place, turning abruptly or stopping without 

prior signalling, which can cause collision with the vehicle following; driving fast 

through villages exceeding the speed limit; falling asleep at the wheel, overturning due 

to going round a curve at excessive speed, driving while intoxicated etc.,  

3. Environment around the road e.g. error of drivers of other vehicles like bullock carts, 

cycles, rickshaw, jay walking, pedestrians, school children being run over, cattle or 

dogs etc. running onto roads.  

4. Defects in roads: A study of accidents registered with the police shows that the 

number of accidents due to this reason is around 10% of total accidents. Even allowing 

for some errors in analysis of reasons for accidents, the figure will not exceed 20%.  
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1.3 Problem Formulation: 
In India, the number of reported road accidents is 3.03 lakhs (approximately 300,000) while 

fatalities are well over 60,000 per year [9]. Road traffic injuries are a major but neglected 

public health challenge that requires concerted efforts for effective and sustainable 

prevention. Of all the systems with which people have to deal every day, road traffic systems 

are the most complex and the most dangerous. Traffic accidents give rise to multi faceted 

problems such as health, social and economic problems, in all countries. Road accidents 

constitute a large problem throughout the world. Road accidents cause –beside grief and 

physical suffering substantial economic losses to individuals and societies. The traffic 

accident in many developing countries have become one of the leading causes of death, and 

the people injured put a heavy burden on already overloaded medical resources. 

 

In the present traffic conditions, it is necessary to complement safety built into vehicles and 

roads with educational activities aimed at changing attitudes to safety and driving. Road 

safety is collective responsibility on which the Government, Industry and the people must 

work together. 

 

If India continues with activities as at present (´´business as usual´’) for the next 5 years, there 

will be more number of deaths and injuries with great economy loss. Such huge recurring 

losses are not sustainable and action has to be taken to implement a regional strategy and 

action plan to improve road safety in the region.  

 

In this thesis it  has been identified a set of actions which are intended to have an immediate 

and long-term impact on the safety of road users (particularly the motorcyclist) in India and to 

build up the capacity within the region and to  recognise the urgency of the road safety 

problem and also to make improvements in road safety over the next few years through 

coordinated implementation of the regional action plan so that road safety issues can be 

addressed more effectively by local specialists in future years.  

1.4 Research Aim and Objectives: 
This thesis Indian road safety action plan is modelled on successful road safety action plans 

from the ASEAN regions and the other parts of around the world and encompasses the 

individual road safety action plans being implemented in each of the individual states of India. 
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The primary target and objective of this thesis is to focus on the activity plans of road safety 

implemented till now and which has to be implement later in India and also to create 

awareness amongst people regarding the  importance of the road safety which will help in 

solving down the road fatalities for better reliability and safety of vehicles and also to lead  a 

cleaner environment, By accessing the problem of accidents and to achieve a similar 

reduction in the number of serious injuries from road accidents with the comparisons of some 

of the ASEAN countries like Singapore, Malaysia and other ASEAN regions, also Preparing a 

national road safety strategy and plan of action in India. Taking measures for the 

improvement of road safety and using latest techniques through use of the technology of 

ASEAN regions road safety network and implementing in India towards an objective of safe 

roads. Finally the thesis gives the conclusion and some recommendations with new 

approaches of Road Safety to set out the short, medium and long-term actions required at a 

country level to build a sustainable road safety. 

1.5 Research Methodology 
While writing this Thesis, careful literature review have been carried out referring to relevant 

books,, scientific journals and read some documents based on road safety importance, 

activities, issues & problems,  from the World Health Report, World Bank’s Business 

Partners for Development (BPD) reports , the Department for International Development 

(DFID) reports , Asian Development Bank reports (ADB), International Road Federation 

(IRF) reports , and other governmental and non-governmental organizations like 

GRSP(Global Road Safety Program)reports, NRA(National Road authority) reports , I got the 

latest and previous  road accidents data of India and ASEAN  regions from the websites and 

also from some of my  friends who have  collected this  data.  

1.6 Limitations: 
Thesis writing is a time-bound mandatory exercise. Time duration allowed for the completion 

of the exercise, as we all know, is definite. It is considered a significant constraint on the 

activity, especially considering the difficulties in obtaining data from the developing 

countries. Here a statement about the scope and limitations of this study seems in order. First 

and foremost in this regard as far as its results are concerned, this study is situation and 

subject specific. 
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I could not get the much data of accidents and the activities implemented in the previous years 

and its success and I could not even get the complete data of latest accidents reports of Asian 

region and also for India. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

6 



2.0 Global scenario for Road safety: 

2.1 Introduction: 
Long before cars were invented, Road traffic injuries occurred involving carriages, carts, 

animals and people. The numbers grew exponentially as cars, buses, trucks and other motor 

vehicles were introduced and became ever more common. A cyclist in New York City was 

the first recorded case of injury involving a motor vehicle on 30 May 1896, and a London 

pedestrian was the first recorded motor vehicle death on 17 August of the same year [1].  

Developed nations are very sensitive to loss of life due to road accidents. Some of them with 

fatality rates as low as 1 or 2 per 10,000 vehicles are making structured efforts to bring it 

down further. The US for instance hopes to bring down fatalities by 20 per cent in 5 years. 

Sweden is working towards a Zero Vision, aimed at eliminating road deaths [7]  

2.1.1 The Problem World-wide  
Road safety is an issue of immense human proportions. Over 75 percent of these casualties 

occur in developing and transition countries, though they account for only 32 percent of motor 

vehicles [10]. These accidents will continue, and very likely increase as motorization 

increases, unless all stakeholders act together. 65% of deaths involve pedestrians and 35% of 

these deaths are children [7]. Over 10 million are permanently disabled or seriously injured 

each year [11]. It has been estimated that at least 6 million more will die and 60 million will 

suffer injuries during the next 10 years in developing countries unless immediate action is 

taken [5]. The actual situation gives a daily fatality rate of over 3,200 victims [13]. Besides 

these fatalities, we have over 100,000 severely injured and hospitalised road users every day. 
 
In developing countries there is a lack of or outdated traffic laws, but also their un-

enforceability, poor expertise and skills of the enforcers, an urgent need for adequate 

enforcement instruments and above all poor infrastructure.  

The absence of a strong and defined enforcement strategy has led to the non-development of a 

safe road user culture in many developing countries, leading to an attitude of useless and 

senseless violence amongst road users. Aggressive driving, tailgating, dangerous driving, 

driving under the influence of alcohol and drugs, over-speeding are some of the violations 

which directly effect road safety. Furthermore we can determine in most countries in the 

world a structural lack of traffic education and poor driver training programs.  

7



Enforcement is the key-element in road safety management and its importance is dependent 

upon road and traffic engineering, driver training, public awareness, road traffic legislation 

and vehicle technology. These subjects are the most important elements in creating a global 

catastrophe in the near future. Add to this the fact that there are over 1.5 billion registered 

vehicles on the roads worldwide, weaving through a population of over 6 billion, with the 

number of registered vehicles increasing annually by a minimum of 10 % [13]. According to 

the latest figures of the World Bank and WHO, the result of unsafe behaviour on the roads 

can be expected within 15 years to be killer number three in the world. 

 

Table 1: Change in rank order of Disability-adjusted life year (DALYs) for the 10 leading 

causes of the global burden of disease: 

 
The above graph shows the prediction of rank of road accidents as a killer of a human being 
will change from position number 9th to position 3rd in the world. 
It is estimated that annually: 

• Over one million people die in road crashes, equivalent of 3,200 people a day.  

• Between 23-50 million are injured.  

• Over 163,000 children under the age of 15 die on the roads.  

• An additional 1.5 million children under 15 are injured. 

• Road crashes are the leading cause of death for men ages 15-44 worldwide. 

• Eighty-five percent of all road fatalities occur in developing countries. 

• Global road crashes cost $500 billion.  

 

 

8 



• Road crashes cost developing countries approximately $60 billion, about twice the 

amount they receive in developmental assistance from all bilateral and multilateral 

sources. 

 

The huge economic losses inhibit economic development and perpetuate poverty. Apart from 

releasing pressure on medical facilities, reductions in deaths and injuries will produce savings 

that can be spent on other aspects of health care, or can be invested to deliver better public 

services [7]. 

  
Road traffic injuries accounted for 2.1% of all global deaths, making them the eleventh 

leading cause of global deaths [13]. The rates of road traffic death vary considerably between 

regions and between countries within regions (Table 2). In general, rates are higher in low-

income and middle-income countries than in high-income countries. Altogether, low-income 

and middle-income countries accounted for 90% of all road traffic deaths in 2002 [5]. 

 
 
Table 2: Predicted road traffic fatalities by region (in thousands), adjusted for 
underreporting, 1990-2020: 
 

 
 
Source: Data are displayed according to the regional classifications of the World Bank. 
 

Profile of the people affected by road traffic injuries Figure 2 shows the distribution of road 

traffic deaths by type of road user in selected countries. Pedestrians, cyclists and moped and 

motorcycle riders are the most vulnerable road users [7]. In low-income and middle-income 

countries, they account for large portions of road traffic and most road traffic deaths [14]. In 

high-income countries, car owners and drivers account for a large majority of road users and 

the majority of road traffic deaths.  
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Nevertheless, even there, pedestrians, cyclists and moped and motorcycle riders have a much 

higher risk of death per kilometre travelled. Figure 3 shows the distribution of global road 

traffic deaths by sex and age. In all age groups, males account for more deaths than females. 

In 2002, the road traffic death rates were 27.6 per 100 000 males and 10.4 per 100 000 

females. Males accounted for 73% of deaths and 70% of all DALYs lost because of road 

traffic injury [15]. 

 

If the current trend continues, road crashes will be the third largest cause of death and 

disability after clinical depression and heart disease by the year 2020 [11] , the Red Cross 

predicted. Traffic accidents ranked as the ninth biggest killer in the world in 1990. 

 
 
Figure: 1 
 

Road users Killed in various modes of transport as a proportion of all road traffic 
deaths. 
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Figure: 2 Road traffic deaths by Sex age group, world, 2002. 
 

 
Source: WHO Global Burden of Disease project, 2002, Version 1. 
 
 
In 2002, people aged 15–44 years accounted for more than half of all road traffic deaths 

globally. They also accounted for about 60% of all DALYs lost because of road traffic injury 

[15]. In high- income countries, people aged 15–29 years had the highest death rates per 

100,000 populations, but in low-income and middle-income countries people 60 years and 

older had the highest rates. In low income and middle-income countries children have much 

higher rates of road traffic death than in high-income countries. In 2002, people 60 years and 

older accounted for more than 193 000-road traffic deaths. Their death rates per 100 000 

population were the highest of all age categories in low-income and middle-income countries. 

When involved in a motor vehicle crash, elderly people are more likely to be killed or 

seriously disabled than younger people because they are generally less resilient. United 

Nations population projections indicate that people 60 years and older will account for ever-

greater portions of all countries’ populations over the next 30 years. The vulnerability of 

elderly people to road traffic death and serious injury will be of increasing concern globally. 

2.1.2 Road safety as a social equity issue 
Studies show that motor vehicle crashes have a disproportionate impact on the poor and 

vulnerable in society [1]. Poorer people comprise the majority of casualties and lack ongoing 

support in the event of long-term injury. They also have limited access to post-crash 

emergency care [17].  
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In addition, in many developing countries, the costs of prolonged medical care, the loss of the 

family bread winner, the cost of a funeral, and the loss of income due to disability can push 

families into poverty [18]. A large proportion of the road crash victims in low-income and 

middle-income countries are vulnerable road users such as pedestrians and cyclists. They 

benefit least from policies designed for motorized travel, but bear a disproportionate share of 

the disadvantages of motorization in terms of injury, pollution and the separation of 

communities. Equal protection for all road users should be a guiding principle to avoid an 

unfair burden of injury and death for poorer people and vulnerable road users [19]. This issue 

of equity is a central one for reducing the global burden of road crash death and injury. 
 

2.2 Current Attention to Global Road Safety 
In addition to the World Health Organisation/World Bank Report, WHO made “Road Safety” 

the theme of World Health Day on April 7, 2004, focusing worldwide attention on the issue. 

The momentum has also been fostered by a number of partners including the Permanent 

mission of the Sultanate of Oman to the UN, WHO, the World Bank, United Nations Children 

Fund UNICEF), the United Nations Development Programme (UNDP), the FIA Foundation 

for the Automobile and Society, the Bone and Joint Decade, Association for Safe 

International Road Travel (ASIRT), Global Road Safety Partnership (GRSP) and the Task 

Force for Child Survival and Development who have formed a Global Road Safety Steering 

Committee[16]. 

Through Steering Committee efforts, several important events are occurring in global road 

safety: 

Across Europe, North America and in Asia, one of the key strategies is to have a single body 

to oversee all traffic safety issues. In the US, the NHTSA (National Highway Safety 

Administration), the institutional set-up for road safety, sets and enforces safety standards on 

the road, funds research and is committed to reducing deaths and injuries caused by road 

accidents. Similarly Japan has Institute for Traffic Accident Research and Data Analysis 

(ITARDA), UK has Transport Research Laboratory and France has National Institute for 

Transport and Safety Research (INRETS) co-ordinating road safety efforts in these countries. 
 

2.2.1 Traffic accidents in developing countries 
Traffic accidents are a major problem in both developed and developing countries, although  
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related to different historical reasons and circumstances. The single clear, common feature is 

the impact caused by the use of the automobile. In the industrialised countries, the traffic 

accident problem started to become serious in the first decades of the century in the US, when 

the number of automobiles increased sharply. After WWII, the problem became serious also 

in most European countries, and Japan as well. In developing nations, the traffic accident 

problem has been increasing since at least the 1970s, when several countries became 

dependent on motorised transportation in general and on automobile transportation in 

particular. It is reaching epidemic proportions.  

 

If current traffic safety conditions in developing countries are already extremely serious, it 

will undoubtedly worsen in the near future, in face of the rapid increase in the use of 

motorised means, within a travelling and social environment that are not prepared to 

experience such changes. The increased uses of motorised means, especially automobiles and 

motorcycles have been pursued intensively by most developing countries in an irresponsible, 

socially unacceptable way.  

2.3 ASEAN Road Safety  
The road safety problem in the ASEAN region has reaching an alarming proportion, with over 

75,000 deaths and 4.7 million injuries occurring annually Causing very serious physical, 

psychological and material harm to the victims and their families, as well as on the huge 

economic loss of over US$ 15 billion each year (2.2% of annual Gross Domestic Product) to 

the ASEAN region as a whole [21]. Conscious that failure to take effective actions will result 

in a further 385,000 deaths, 24 million injuries and economic losses of over US$ 88 billion 

over the next five (5) years. This inhibits economic and social development and can contribute 

to perpetuation of poverty. 
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Figure:3 Shows the Map of South east ASEAN regions. 

 

 

The region covered by the Association of South East Nations (ASEAN) is a region of 

immense contrasts with motorization levels ranging from some of the least motorised 

countries in the world at 9.5 vehicles per 1000 persons to highly motorised countries with 683 

vehicles per 1000 persons. It contains one of the smallest national populations at 0.36 million 

and one of the largest populations in the world at 234 millions. Urbanisation of populations 

ranges from a low of 20% to as high as 100%. Despite the fact that motorcycles are an 

important part of the traffic fleet in many countries their proportion ranges from as low as 3% 

to as high as 95% of the fleet[22]. The ASEAN member countries also include some of the 

poorest countries in the world and some of the wealthiest. Annual GDP per capita ranges from 

US dollar 128 per year to US dollar 23,000 per year. The region therefore covers the whole 

spectrum of development ranging from very poor under developed countries to those that are 

as wealthy and as fully developed as any in the world. 
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Despite these huge contrasts there is also number of similarities amongst sub groups of 

countries. Motorcycles are a major component of the traffic fleet and a problem almost 

everywhere. Vulnerable road users have in the past not been well catered for in any of the 

countries. Accident data is generally poor and incomplete and even where it is available. It is 

generally not being used effectively to improve road safety. Most importantly, there has been, 

in the past, inadequate amongst decision-makers about the true scale and costs of the problem. 

 
The economic development of the ASEAN countries in particular has spurred rapid growth in 

the level of motorization and has resulted in a significant worsening of the road safety 

situation across the region. 

2.4 Road safety in India 
Every hour around 9 people lose their lives and about 39 people get injured in road accidents 

in India. The rate of number of fatalities per 10,000 vehicles in India is 14.54, many times 

higher than high-income countries where it is between 1 to 2 fatalities per 10,000 vehicles. 

India’s fatality rate is also much higher than the rate in low-income countries like Brazil, 

Mexico and Malaysia, which stands at 4.1, 4.6 and 5.6 respectively.  

An estimate shows that annual social cost to the country due to road accidents amounts to 

over Rs 55,000 crore, and increasing every year [20]. 

2.4.1 The General Traffic Situation of India 
General view of India 
India is a one of the largest country in Asia and it is located in Southern Asia, bordering the 

Arabian Sea and the Bay of Bengal, between Bangladesh and Pakistan with total area of 

3,287,590 sq. km slightly more than one-third the size of the US. An estimated population is 

over one billion inhabitants is heterogeneously distributed over its 28 states and Federal 

District. Nearly 65-70% of the inhabitants live in rural areas. Possessing large agricultural, 

inning, manufacturing and service sector [23]. 
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2.4.2 Road System in India 
 
 
Figure:4 Map of India. 
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Before 1927, there was no policy in India for the development of roads in a planned and 

systematic manner. In the year 1927, Govt. of India, accepted the recommendations of 

Jayakar Committee to the effect that planned development of roads should be an essential 

objective. Later, in the year 1943 a Road Development Plan, named as Nagpur Plan, was 

drawn up and it was to be implemented during the next 20 years. It was for the first time that 

roads were categorized as National Highways, State Highways, Major District Roads, Other 

District Roads, and Village Roads. National Highways, State Highways and MDRs were 

considered a part of main arterial road network and ODRs and Village roads were considered 

as feeder roads of the main road network. In the year 1961, Bombay Plan was introduced for 

20 years (1961-81) on the similar lines as Nagpur Plan. The Indian Road Congress in its 

Lucknow Session held in 1985, drew up the Lucknow Plan for the next 20 years (1981-2001). 

The Lucknow plan 5,880 kms of National Highways, 35,300 kms. of State Highways, 59310 

kms. of MDRs and 2,54,662 kms. of ODRs and Village Roads was developed in the year 

2001. Against these targets only 2,733 kms. Of NHs, of ODRs & Village Roads could be 

constructed up to 1995. Thus, the length of total road network in the year 1995 was only 1, 

84,052 kms as against the target of 3, 55,166 kms. set for the year 2001 as per Lucknow Plan 

[24]. 

 
As per the latest data the Indian road network comprised a total of 3319644km (paved 

1,517,077-km) being patronised by a vehicle fleet of 59.16 millions vehicles (numbers for 

2004). As shown in figure 6, the fleet consisted of 7.69 millions cars/jeeps, 42 million two 

wheelers, 0.59 million buses, 2.96 million goods vehicles, and 6.1 million others with 

growing tendency. The Indian Road Network consist of three following patterns of road 

networks [24]. 

• Primary Network - Only 2 to 3 % 4 - Lane, and 15% single lane. 

• Primary/Secondary Network - Severe capacity constraint and lack of mobility. 

• Tertiary Network. 

♦ Connectivity and issue. 

♦ 40 % habitations not connected by all weather roads. 
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Figure: 5 showing the fleet composition of vehicles. 
 
 
 
The below mentioned Table number 3 shows the road length by different category of the 
Indian Highway System (Km): 
 
It shows the all types of road lenth in Km from 1970 to 1997.It shows how the length of the 
road increased in the past. 
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Table 3: Evolution of the Indian Highway System (km)[26]. 
 
 

2.4.3 ECONOMY:  
India's population is estimated at nearly 1.07 billion and is growing at 1.7% a year. It has the 

world's 12th largest economy -- and the third largest in Asia behind Japan and China -- with 

total GDP of around $570 billion. Services, industry and agriculture account for 50.7%, 

26.6% and 22.7% of GDP respectively. Nearly two-thirds of the population depends on 

agriculture for their livelihood. About 25% of the population live below the poverty line, but a 

large and growing middle class of 320-340 million has disposable income for consumer goods 

[28]. 
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• Population: 1 billion (UN, 2004)  
• Population growth rate: 1.44% (2004 est.) 
• Capital: New Delhi  
• Area: 3.17m sq km (1.2m sq miles)  
• Major languages: Hindi, English and 17 other official languages  
• Major religions: Hinduism, Islam, Christianity, Sikhism, Buddhism, Jainism  
• Life expectancy: 63 years (men), 65 years (women) (UN)  
• Monetary unit: 1 Indian Rupee = 100 paise  
• Main exports: Agricultural products, textile goods, gems and jewellery, software services 

and technology, engineering goods, chemicals, leather products  
• GNI per capita: US $530 (World Bank, 2003)  
 

2.5 Current Status in India: 
It has been experienced all over the world that the countries, which are undergoing increasing 

and rapid motorization, face proportionately higher number of road accidents. 

At the earliest stages of road safety development, little or no safety awareness may exist and 

efforts will first need to be made to enhance the awareness of key decision-makers to the scale 

and nature of the problem and the actions that are necessary to alleviate the situation.  

The situation in India is somewhat better than a country, which may be at the earliest stage of 

safety development but still far less satisfactory than those countries, which have proven 

records of road safety improvements.  

However, in India the situation varies from state to state and within a state from district to 

district and within a district from one department to another and within a department from one 

office to another. 

 
The below mention are some of the fact and current status of Indian roads as per the latest 

data given by the Institute of Road Traffic Education, (a non governmental organisation based 

in New Delhi):  

 
• 85% of all road accident deaths occur in developing countries and nearly half in 

the Asia-Pacific region. 

• India accounts for about 10 percent of road accident fatalities worldwide. 

• An estimated 1,275,000 persons are grievously injured on the road every year.  

• Social cost of annual accidents in India has been estimated at $ 11,000.  
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• Professionalism in driver training is absent, proportion of untrained drivers is        

continually on the rise and a positive driving culture is lacking.  

 

If the government doesn’t increase the efforts to promote awareness about the seriousness of 

the road accident problem, it’s social and economic implications and the necessity to curb the 

rising menace of road accidents. This will facilitate various stakeholders to play their rightful 

role in promoting road safety. 

2.5.1 India: Road Issues and Safety: 
While new roads are being built, and newer, faster automobiles and trucks are racing out of 

the factories, India's record when it comes to road safety is abysmal. According to H Ansari, 

chair professor, general insurance, National Insurance Academy, Pune, "From 300,000 

vehicles on a road network of 400,000 kilometers in 1951, the number of vehicles has gone up 

nearly a 170 times till 2000, whereas the road network has expanded by only nine times. " 

But, as India's motor industry grows to maturity, it's also desperately clear that the country 

needs to raise the bar on safety [27]. 

 

The modern automobile industry has made tremendous strides on safety, but only a few have 

filtered through to India. Safety features like airbags, crash sensors and crumple zones are all 

far in the future on Indian roads. And, the world's top manufacturers -- Ford, GM, Suzuki, 

Hyundai, Fiat, Toyota, Honda and Volkswagen -- are now selling automobiles every day on 

Indian roads. But neither they nor Indian manufacturers have to put in safety features that are 

mandatory or the norm abroad. 

 

2.5.2 Road Traffic Deaths and Injuries in India: 
Every day as many as 140000 people are injured on the world's roads. More than 3000 die and 

some 15,000 are disabled for life... Current figures are alarming enough. Even more alarming 

are trends. If they continue, by 2020, the numbers of people killed and disabled every day on 

the worlds roads will have grown by more than 60%, making road traffic injuries a leading 

contributor to the global burden of disease and injury.-Dr Lee Jong-wookl [25]. 
 

Once we accept that road traffic injury control is a public health problem and that we have an 

ethical responsibility to arrange for the safety of individuals, then it follows that healthcare- 
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professionals have to assume responsibility for participating in efforts to control this 

pandemic. In India, over 80000 persons die in traffic crashes annually, Over 1.2 million are 

injured seriously and about 300000 disabled permanently. In India, for individuals more than 

4 years of age, more life-years are lost due to traffic crashes than due to cardiovascular 

diseases or neoplasms! Road traffic injuries are among the second to sixth leading cause of 

death in the age group 15-60 years in all countries of the Southeast Asia region. This is why 

World Health Day 2004 focuses on road traffic injuries and measures to prevent them. The 

slogan for the day was 'Road, Safety Is No Accident'. Road safety does not happen 

accidentally, but requires deliberate effort by the government and its many partners [28]. 

 
In the past three decades the incidence of traffic crash fatalities and injuries has reduced 

significantly in the rich, highly motorised countries; on the other hand, the total number of 

casualties in India has continued to increase for the past 50 years. One cannot attribute this 

failure to the forms of government, culture or religious practices existing in India or in more 

than 100 low-income countries. Among these countries, there is great variation in size 

(populations can vary from less than a million to more than one billion), religions, cultural 

practices and forms of government. If these factors had a determining influence then there 

should have been a few countries where road safety policies were successful. The fact that 

this has not happened means that there must be other reasons why the road safety situation in 

India is less than desirable. 

 
One reason is that health and technical professionals in India have not taken a scientific 

approach to this problem. In Australia, Europe and North America, many of the pioneers in 

road safety research came from the health profession: William Haddon Jr, a public health 

professional, was the first head of the National Highway Traffic Safety Administration of the 

USA when it was established in the late 1960s; Dr Gordon Trinca, a surgeon in Melbourne, 

has been the National Chairman, Road Trauma Committee, Royal Australasian College of 

Surgeons; in Sweden, Bertil. 

 

AIdman, MD designed the rear-facing child seat in 1963 and established the injury prevention 

centre at Chalmers University. There are many others. However, in India, we do not have 

many surgeons or physicians who have taken up the cause of road safety in a scientific and 

consistent manner. 
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 Some have even gone against the implementation of the compulsory 

 helmet law on frivolous grounds, unlike the official statement issued by the American 

College of Surgeons which concludes 'the American College of Surgeons supports efforts to 

enact and sustain universal helmet laws for motorcycle riders' this must change.  

 

Considering the enormity of the problem, health professionals in India must get involved in 

the following ways:' – 

 

• Include road safety in health promotion and disease. 
 

• Systematically collect health-related data on the magnitude, characteristics and 

consequences of road traffic crashes;  

 

• Support research to increase knowledge about risk factors and the development,  

implementation, monitoring and evaluation of effective counter measures; 

 

• Promote capacity building in all areas of road safety and the management of. survivors 

of road traffic crashes; 

 
• Translate effective science-based information into policies and practices that protect 

vehicle occupants and vulnerable road users; 

 
• Strengthen pre hospital and hospital care as well as rehabilitation services for all. 

 
• Develop trauma care skills of medical personnel at the primary, district and tertiary 

healthcare levels; 

 

• Promote the development of policies aiming at greater integration of health and safety 

concerns into transport policies, and facilitate this by further developing methods and 

tools to this effect (e.g. for integrated assessments); 

 

• Invest in medical research to improve the care of trauma survivors; 
 

• Advocate for greater attention to road safety in view of the health impact and costs;  
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• Educational programmes by themselves are usually insufficient to change overall 
behaviour: they may increase knowledge, but rarely result in appropriate behaviour 
change among road users at the societal level. 

• A few individuals may change their behaviour, but individuals also behave differently 

on the same day under different circumstances. 

 

• Driver education may be necessary for beginners to learn the elementary skills 

required to obtain a driving licence, but compulsory training in schools leads to early 

licensing. There is no evidence that such schemes result in reductions in crash rates. 

 

• Most attempts at enforcing road traffic legislation do not have any lasting effects, 

either on road user behaviour or on crash rates, unless the effort is sustained. Stricter 

penalties (in the form of higher fines or longer prison sentences) do not affect road 

user behaviour; imposing stricter penalties often reduces the level of enforcement. 

 
• Enforcement of laws against driving under the influence of alcohol, a minimum age 

for the consumption of alcohol, and sobriety checkpoints are measures that do reduce 

the incidence of road traffic injuries. 

 
• Placing cameras at intersections reduces red light violations and crashes by 25%- 40%. 

 
• Helmet use reduces head and facial injuries in cycle and motorcycle users of all ages 

involved in all types of crashes, including those with motor vehicles. 

 

• Use of seat belts and airbags can reduce fatalities among car occupants by over 30%. 
 

• The only effective way to get most motorists to use safety belts is by introducing 

appropriate legislation. When laws exist, advertising can inform the public about them 

and their enforcement. 

 

• Rear brake lights mounted high on a vehicle reduce the incidence of rear-end crashes. 

 
• Daytime use of headlights reduces the number of multiparty daytime accidents by 

about 10%-15% for cars and motorcycles. In urban areas, traffic-calming techniques, 

roundabouts and pedestrian and cycle facilities provide considerable safety benefits. 
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• Reduction in average speeds is always accompanied by reduction in road traffic           

injuries. 

 

In India, the vulnerable road users constitute over 70%-80% of all road traffic deaths, and 

car occupants only about 5% [29]. Future road safety work should be redirected to bring 

the needs of vulnerable road users to centre stage. The patterns of traffic and crashes in 

India are very different from those in high-income countries. Road and vehicle designs 

that eliminate the risk of serious injuries to vulnerable road users are not available at 

present. A much larger group of committed professionals, in every country of the world, 

needs to be involved in this work for new ideas to emerge. Disabilities and fatalities 

caused by road traffic injuries can only be eliminated with a change in philosophy. 

 

The medical profession can start with demanding the establishment of a National compulsory 

helmet laws in all states of India, speed control measures in cities, and then lobby for all that 

we know works. If we take this seriously, we can end up saving, thousands of needless deaths 

and injuries every year. 
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3.0 Data Analysis for India versus the ASEAN region: 
 
 

3.1 Recent Road Crash Casualties: 
As per the data available for year 2003 which is shown In Table 4 it can be seen that  India 

dominate the region (and in fact lead the world) in terms of road deaths. The more motorised 

countries, Thailand, Philippines, Vietnam and Malaysia all lose a larger share of their citizens 

to road deaths with a fatality risk approximately 5 times that of India [22]. 

 

 
 
 
Country 

 
 
Year 

 
Total Number 
of Persons 
(killed in 
numbers) 

 
Persons 
injured 

 
Total Number 
of  
Registered 
vehicles 

 
Number of 
accidents  
per ten thousand 
vehicles 

 
Number of persons killed 
per ten thousand vehicles 

India  2002 84674 408711 58863 69.38 14.31 
Brunei 2003 28 645 244727 107.30 1.15 
Cambodia 2003 824 6329 447428 159.90 18.41 
Indonesia 2003 8761 13941 24995 5042 350.51 
Laos 2003 415 6231 278384 208..35 14.9 
Malaysia 2003 6282 46420 12868930 225.35 488 
Myanmar 2003 1308 9299 467350 115.01 27.9 
Philippines 2003 995 6793 4292000 38.26 2.3 
Singapore 2003 211 7975 711043 225.02 2.96 
Thailand 2003 13116 69313 251000 365.03 522.598 
Vietnam 2003 11853 20694 12054000 17.165 9.83 
 
 
Table 4 - Key indicators for the ASEAN region and India. 
 
 

Indonesia with the lowest motorization level almost one hundredth that of India has the lowest 

fatality risk but the worst fatality rate of the region. Malaysia is reported to have the highest 

fatality risk in the world. Fatality risks and rates for the ASEAN region and India are 

presented in Figures 6 and 7. 
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The below figure 6 shows the Deaths per 100,000 populations in ASEAN Region & India. 
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Figure 6 –ASEAN/India fatality risk (2003) 
 
 
Figure showing the high fatality risk in Malaysia, Thailand and Korea. 
 
 

On average, 50 people a day who leave home for work, to travel, to shop etc. in Thailand 

never return home because of road accidents. Yearly, some 20,000 people die and over 

100,000 are injured in car crashes in Thailand [8]. This is equivalent to approximately 2 road 

deaths per hour! The economic losses due to road accidents are estimated at more than 100 

billion Baht (USD 2.5 billion), about 2 per cent of the GDP. Studies have indicated that about 

85 per cent of these accidents are attributed to human error as the major cause of accidents 

(source: SweRoad). According to official statistics, the accident rate is about 12 deaths per 10, 

000 vehicles. This is about 6 times higher than rates in developed countries. 
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The below figure 7 shows the Deaths per 10,000 Motor Vehicles in ASEAN Region & India. 
 
 

Numer of Persons Killed per 10000 Vehicles

Vietnam; 9,83

Thailand; 
422,5

Singapore; 
2,96

Phillippines; 
2,3

Myanmar; 
27,9

Malaysia; 488

Laos; 14,9

Indonesia; 
350,5

Cambodia; 
18,41

Brunei; 1,15

India; 14,31

No of Killed

Vietnam
Thailand
Singapore
Phillippines
Myanmar
Malaysia
Laos
Indonesia
Cambodia
Brunei
India

 
 
 
 
 
 
Figure 7 – ASEAN/India fatality rates (1996) 
 
 
 

In Thailand the Police identified excessive speed as the biggest cause of crashes followed by 

unsafe passing and illegal overtaking. Drinking and driving, dangerous overtaking and the 

poor use of helmets all contribute to the high fatality risk. 
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The below Table 5 shows the total number of accidents in ASEAN regions and in India from 

1996 to 2003. 

 

 
Country 
 

 
1996 

 
1997 

 
1998 

 
1999 

 
2000 

 
2001 

 
2002 

 
2003 

 
Brunei 

 
 
2663 

 
 
2947 

 
 
2703 

 
 
2782 

 
 
2861 

 
 
2794 

 
 
2839 

 
 
2625 

 
Cambodia 

 
463 

 
418 

 
417 

 
970 

 
6788 

 
6414 

 
5836 

 
7153 

 
Indonesia 

 
15291 

 
17101 

 
15097 

 
12769 

 
12649 

 
12791 

 
12267 

 
12600 

 
Lao PDR 

 
3330 

 
3407 

 
3617 

 
3159 

 
4335 

 
4681 

 
5002 

 
5800 

 
Malaysia 

 
18910 

 
21563 

 
21103 

 
22316 

 
25402 

 
26517 

 
27923 

 
29000 

 
Myanmar 

 
4959 

 
4813 

 
5360 

 
4703 

 
4888 

 
4592 

 
4812 

 
5375 

 
Philippines 

 
6830 

 
8085 

 
9340 

 
10595 

 
13849 

 
8755 

 
13371 

 
16418 

 
Singapore 

 
74855 

 
74663 

 
78804 

 
34027 

 
13726 

 
15581 

 
16003 

 
16003 

 
Thailand 

 
88556 

 
82336 

 
73725 

 
67800 

 
73737 

 
77616 

 
91623 

 
91623 

 
Vietnam 

 
19075 

 
19159 

 
19975 

 
20733 

 
22486 

 
25040 

 
27993 

 
20690 

 
India 

 
371204 

 
373671 

 
385018 

 
386456 

 
391449 

 
405637 

 
407497 

 
---------- 

 
Table 5: Number of Accidents in ASEAN Regions and India. 
 
 
Sources: 
ADB-ASEAN Regional Safety program, country reports 
 
 
Notes 

1. * In Brunei, Malaysia, Philippines, Singapore and Thailand, number of accidents given for 
both injury accidents plus accidents with damage only. 

2. In Cambodia, Indonesia, Laos, Myanmar and Vietnam, number of accidents given for only 
injury accidents which means accidents resulting in injury or death. 
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The Figures 8a, 8b, 8c, shows Road accidents reported deaths in India & ASEAN regions. 
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Figure 8 a: 

 
          Figure   b)                                                                             Figure  c) 
Figure 8a, 8b & 8 c: 
 
From the past 10 years the road accidents are increasing dramatically in India, whereas in 
Malaysia, Indonesia and in Thailand it is nearly constant from past 2 years and getting 
controlled yearly. 
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3.2 The proportion of different type of road users (Vehicular Growth): 
India like many other developing countries, is witnessing a spiralling increase in the number

of vehicles clogging its roads. It is expected that by 2050, there will be over 267 million 

vehicles on Indian roads[32]. 

  

 

Traffic composition in India is of a mixed nature. A wide variety of about a dozen types of 

both slow- and fast-moving vehicles exists including the pedestrians, animal drawn vehicles, 

bicycles, motorcycles, cars, buses and trucks. Two-wheelers and cars (including jeeps) 

account for more than 80 percent of the vehicle population in most large cities. The share of 

buses is negligible in most Indian cities as compared to personalized vehicles. For example, 

two-wheelers and cars together constitute more than 95 percent in Kanpur and 90 percent in 

both Hyderabad and Nagpur, whereas in these cities buses constitute 0.1, 0.3, and 0.8 percent, 

respectively[31]. 

 

In 2002, 58.8 million vehicles were plying on Indian roads (Table 6). According to Statistics 

provided by the Ministry of Road Transport & Highways, Government of India, the annual 

rate of growth of motor vehicle population in India has been about 10 percent during the last 

decade[30]. The basic problem is not the number of vehicles in the country but their 

concentration in a few selected cities, particularly in metropolitan cities (million plus). It is 

alarming to note that 32 percent of these vehicles are plying in metropolitan cities alone, 

which constitute about 11 percent of the total population. During the year 2000, more than 6.2 

million vehicles were plying in mega cities (Mumbai, Delhi, Kolkata, and Chennai) alone, 

which constitute more than 12.7 percent of all motor vehicles in the country (Table 7). 

Interestingly, Delhi, which contains 1.4 percent of the Indian population, accounts for nearly 7 

percent of all motor vehicles in India. 
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Table 6: Total Number of Registered Motor Vehicles in India: 1951–2002 
(In Thousands) 
 
Source: Transport Research Wing, Ministry of Road Transport & Highways, Government of India, 
New Delhi. Motor Transport Statistics of India. Various issues. 
 
Note: P indicates provisional; others include tractors, trailers, three-wheelers (passenger vehicles), and 
other miscellaneous vehicles that are not separately classified. 
 

 
Table 7: Total Number of Registered Motor Vehicles in Selected Metropolitan Cities in India: 1995–
2000 (Year as of March 31 and Number of Vehicles in Thousands) 
 
Source: Transport Research Wing, Ministry of Road Transport & Highways, Government of India, 
New Delhi. Motor Transport Statistics of India. Various issues. 
 
Note: N.A. indicates unavailability of data. 
 
The number of vehicles in ASEAN region is also increasing simultaneously with the 

population.  
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The below table 8 shows that in 7 years the number of registered vehicles in ASEAN region is 

doubled[11]. The proportion of different types of road user is dependent on availability of 

public transport and economic factors The numbers of vehicles on the road is increasing at an 

exponential rate because of social and business activities and also the purchasing power along 

with the need to travel. As loans are made available for vehicle purchase the number of 

vehicles has increased phenomenally. Big sized vehicles have become status symbol. For 

different reasons even members of the same family do not share a single vehicle. Unreliability 

and discomfort in using public transports has resulted in the increase of private vehicles and 

the other road users. The average age of vehicle owner has gone down resulting in increase in 

immature and in experienced user of the vehicle. This results in ever increasing number of 

rash drivers. 

 Total number of registered vehicles in ASEAN countries: 

Table: 8 

Country 
 

1996 1997 1998 1999 2000 2001 2002 2003 

 
Brunei 

 
175675 

 
144186 

 
161290 

 
183333 

 
215789 

 
235294 

 
237700 

 
244727 

 
Cambodia 

 
218890 

 
239771 

 
267478 

 
297629 

 
331858 

 
382978 

 
409988 

 
447428 

 
Indonesia 

 
14530 

 
16821 

 
17645 

 
18224 

 
18975 

 
20927 

 
22985 

 
24995 

 
Lao PDR 

 
156302 

 
170629 

 
182069 

 
187041 

 
200756 

 
220491 

 
252508 

 
278384 

 
Malaysia 

 
7686684 

 
8550469 

 
9141375 

 
9929951 

 
10598800 

 
11302550 

 
12068140 

 
12868930 

 
Myanmar 

 
346563 

 
375826 

 
387016 

 
423958 

 
436279 

 
445167 

 
461692 

 
467350 

 
Philippines 

 
2904487 

 
3193549 

 
3316817 

 
3533732 

 
3701000 

 
3866000 

 
4163939 

 
4292000 

 
Singapore 

 
668304 

 
683204 

 
681081 

 
688811 

 
692807 

 
708370 

 
06965 

 
711043 

 
Thailand 

 
16473 

 
17740 

 
18951 

 
20166 

 
20770 

 
22607 

 
24874 

 
25100 

 
Vietnam 

 
4595132 

 
5244986 

 
5643000 

 
6056000 

 
6964000 

 
8928516 

 
11621386 

 
12054000 

 
Total 

 
16783040 

 
18637181 

 
19816704 

 
21338845 

 
23181034 

 
26132900 

 
29970159 

 
31413957 

Sources:  
ADB-ASEAN Regional Safety program, country reports 
Notes:  

1. Number of vehicles  taken as the sum of all registered cars, buses and coaches, Lorries and 
vans, motorcycles, mopeds and three wheelers. 

2. In Brunei and Thailand, data were estimated from figures used in their country report. 
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Total number of Population (000´s) In ASEAN countries: 
 

 

Country 
 

1994 1995 1996 1997 1998 1999 2000 2001 2002 2003 

 
Brunei 

 
289 

 
297 

 
305 

 
313 

 
322 

 
330 

 
338 

 
344 

 
351 

 
358 

 
Cambodia 

 
10367 

 
10695 

 
10968 

 
11237 

 
11489 

 
11757 

 
12021 

 
12265 

 
12487 

 
13487 

 
Indonesia 

 
190043 

 
192750 

 
195457 

 
198163 

 
200867 

 
203568 

 
206265 

 
208981 

 
211716 

 
234893 

 
Lao PDR 

 
4572 

 
4686 

 
4802 

 
4919 

 
5037 

 
5158 

 
5279 

 
5403 

 
5530 

 
5921 

 
Malaysia 

 
20103 

 
20610 

 
21129 

 
21667 

 
22180 

 
22710 

 
23270 

 
23802 

 
24305 

 
23092 

 
Myanmar 

 
43519 

 
44352 

 
45137 

 
45873 

 
46555 

 
47181 

 
47749 

 
48320 

 
48895 

 
42510 

 
Philippines 

 
66814 

 
68341 

 
69910 

 
71521 

 
73177 

 
74878 

 
76626 

 
78317 

 
79944 

 
84620 

 
Singapore 

 
3421 

 
3526 

 
3670 

 
3794 

 
3923 

 
3952 

 
4018 

 
4131 

 
4164 

 
4608 

 
Thailand 

 
58272 

 
58610 

 
58976 

 
59370 

 
59794 

 
60246 

 
60728 

 
61184 

 
61613 

 
64265 

 
Vietnam 

 
71679 

 
72980 

 
74300 

 
75460 

 
76520 

 
77515 

 
78523 

 
79526 

 
80525 

 
81624 

 
Total 

 
757790 

 
773550 

 
789349 

 
805004 

 
821551 

 
836965 

 
852479 

 
865929 

 
880179 

 
913020 

Table 9: The table shows the comparison of population from last 10 years in ASEAN region. 
Source: World Development indicators database, World Bank. 

3.3 Approach to Safety improvement: 
 Right to life and safety is a fundamental right of any citizen. This is guaranteed under the 

constitution of every country in the world including India. Anything, which is hazardous to 

human, violates the right to life, and road safety is as much on the agenda as any other area, 

which may be accident-prone. Along with the ever-increasing population of both people and 

vehicles, comes the growing realization that this problem has to be combated on all fronts 

before it grows out of proportion. Studies conducted in India and other parts of the world have 

indicated that negligent road-user behaviour is the main factor in 65 percent of the accidents 

and a contributing factor in about 90 percent of the cases [12]. 

 

Different countries are at different stages of development in terms of recognizing and 

addressing their road safety problems.  
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Unless a country is at an appropriate stage of development (with respect to road safety issues) 

it can be difficult to mobilize the necessary political commitment for action in the field of 

road safety or to implement particular types of intervention in a country. It is necessary to 

develop and implement appropriate types of intervention to match the willingness of the 

society to take action. 

3.3.1 Developing a Road Safety plan: 
A national medium or long term Road Safety Plan is a prerequisite for achieving sustainable 

improvements in road safety. The plan should set measurable long term and mid-term road 

safety targets, build capacity of local institutions, and provide alternative sources of financing 

for road safety measures. 

Considerable experience has been gained in developing countries which have already 

attempted to implement road safety action plans and programs -some very successfully and 

others with less success.All the concerned authorities of various countries are taking whatever 

be the measures possible, within the available resources, the safety of public at large. 

Immediate interest of all concerned is to reduce the number of accidents and the casualties, 

therein precious human lives should be saved, adapting what ever be the possible measures 

and tools available at our disposal-through technologies, studies and experiences. Corrective 

steps need to be taken by all concerned in order to make the roads safe for our children and 

for us. 

3.3.2 Addressing the Challenge of Road Safety 
The human and economic damage caused by road crashes is largely preventable. Yet road 

safety is often given short shrift when it comes to resources and aid. Flaws in road design and 

engineering, coupled with driver behavior, can be overcome with concerted effort. For 

example, a comprehensive set of road safety measures aimed at national highway users in 

India could reduce road crashes. The need for such measures is obvious. Though national 

highways in India comprise two percent of all roads, they account for up to a third of the total 

road fatalities there. 

Experience in various developing countries around the world has demonstrated that safety 

problems need to be tackled in a comprehensive and coordinated manner in order to achieve 

success. It has also been shown that different types of intervention are effective at different 

stages of a country's development in safety and that the problem needs to be addressed within 

a systematic and strategic plan to maximize benefits. 
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3.3.3 Safety Professionals for activity plans of road safety: 

The lack of professionalism in the field of accident prevention affects both the quality of the 

measures implemented and the public image of action to ensure safety. Action may be 

designed by people with limited training in accident analysis, who have no clear notion of the 

interaction between human behavior and the social and physical environment, and no easy 

access to information on the effects of counter measures under different conditions. These 

people may also have little understanding of the multisectoral approach. In this situation, 

many errors may be committed that could have been avoided in the light of past experience in 

other communities or countries. Accidents result from complex processes and eliminating 

them requires a national and scientific approach. 

If the measures implemented are not adequate to solve the problem at hand, or are not 

acceptable in the prevailing cultural conditions, the measures will prove ineffective and 

money and effort will be wasted. However, a more serious consequence is that the measures 

may deter decision-makers from taking further action to ensure safety, or may become widely 

unpopular with road-users and contribute to a poor public image of traffic safety. Efforts to 

raise the awareness and involvement of citizens could easily be wasted in this way. The 

implementation of inappropriate measures may arise at all levels of decision-making, but 

professional people able to take an overview of the problems and to coordinate sect oral 

activities appear to be particularly scare at the community level in most countries. There is a 

particular need for better transfer of information both at the international level and within 

countries, and for more systematic and intensive use of the results already available from 

research and experience in accident prevention. While many of the measures currently being 

implemented in industrialized countries are not directly applicable to conditions in the 

developing world, there are fairly simple solutions to some common accident problems. In 

addition, observations of how countermeasures work and of human behavior and performance 

have provided useful information. The information and experience available in developed 

countries could form the basis for action in many countries where improvements in safety 

measures are urgently needed. The lack of a proper structure for gathering and disseminating 

information and the insufficient number of professionals at the receiving end are causing 

serious delays in implementation of safety action. 
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4.0 A Framework for Road Safety Activities: 

4.1 Introduction: 
It seems generally accepted that road traffic will inevitably generate accidents resulting in 

injuries, fatalities, and property damage; that road safety activities can only aim at reducing 

the number and severity of accidents. Road traffic may in this respect be the only civil activity 

in recent times where so high risk factors are accepted that a significant number of severe 

injuries and fatalities can be predicted and tolerated. Roads are the only transport system 

where safety is subordinated to mobility. Sweden seems so far to be the only country 

contemplating a “zero-option” as their official policy, i.e. that no serious injuries or fatalities 

are to be tolerated, that mobility will be subordinated to safety.  

 

A zero option may in the near term be an unsuitable target for road safety programs in Asian 

countries like India. But successive, achievable reductions in number of serious injuries and 

fatalities may as in Vietnam and some other countries, serve well as a focal points of road 

safety programs. Published goals would help to demonstrate government commitment, and 

emphasize the responsibility and accountability of the key agencies concerned. Goals and 

specified incentives should increase motivation to carry out safety activities, provide direction 

on scope of work and coordination, and help in determining priorities. The key tools and 

measures to improve road safety are well known and to a large extent ready available to 

governments. The weak links are commitment and effective management. 

4.2 Activities undertaken during the year 2003-2004 in India: 

The following are the activities taken place in India during 2003-2004. 

• Public awareness campaign was carried out in an Electronic/print Media through 

Directorate of Advertising and visual publicity (Davp) viz printing of calendar 

depicting road safety messages, display of cinema slides, broadcasting of radio jingles, 

computerized animation display, Display on colour railings Telecasting/Broad casting 

of TV/Radio spots on Road Safety on national Network of Doordarshan/All India 

radio Respectively[32]. 
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• Grants-in-aid were provided in the financial year 2003-2004 to a total number of 86 

Non Govt. Organisations for undertaking road safety programmes  

• 64 ambulances and 60 cranes were provided to NGOs/State/UT Governments for 

speedy evacuation of road accident victims to nearest medical aid centre and for 

removal of vehicles involved in accidents on National Highways.  

• Two-day Refresher training to 30,015 drivers of heavy vehicle in the un-organised 

sector was imparted through the 17 NGOs/Institutions.  

• The Road Safety Week was observed from 5th to 11th January, 2004 throughout the 

Country with the involvement of State Governments Voluntary Organisations, Vehicle 

Manufacturers, State Road Transport Undertakings etc[33]. All the above agencies 

carried out a number of measures on road safety during the "Week".  The theme of the 

Road Safety Week was Better roads do not mean batter your life (Avoid Over 

speeding).  

• An All India Essay Competition on Road Safety and All India Essay Competition on 

Vehicular Pollution for school children from 9th to 12th class was organized though 

United Schools Organisation, New Delhi.  

• Transport Minister's Trophies have been instituted for State Road Transport 

Undertakings having minimum number of accidents/fatalities consisting of Cash 

Award of Rs.1.50 lakhs along with trophy and citation.  

• National Award on Road Safety is being awarded annually to NGOs and to individuals 

for their outstanding work in the field of road safety which comprises of a cash prize 

along with trophy and citation.  

 

To deal effectively with road safety problems, actions need to be taken, Development of 

comprehensive road safety action plans is necessary so that coordinated, multisector 

approaches can be applied and all stakeholders encouraged to play their part.  

Allocation of adequate technical and financial resources to permit effective implementation of 

the action plans. Before such actions can be taken in the India, there is a need to develop the  
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institutional and technical capacity within individual states  of India and put in place the tools  

and mechanisms that will enable key stakeholders to participate fully in the efforts to improve 

road safety.  

4.3 The role and objectives of the Road Safety Action plans: 
The Action plan is deliberately divided in to 14 key Sectors of activity. The sectors involve 

many different disciplines and a very wide range of activities but all are based on applying 

scientific, methodical approaches to the problem. 

 

Improvement of road safety is a very complicated task requiring coordinated actions and 

interventions at different stages and levels to maximize their effectiveness. The format of this 

section of the Action plan, Attempts to summarize the existing situation in each sector, 

identifies the most strength in each sector, outlines the sorts of actions being undertaken in 

that sector in India and then identifies specific regional actions that can be taken to support 

and supplement in the country activity now underway by taking the examples and comparing 

with the ASEAN regions. 

 

By implementing the proposed supportive regional actions in each sector a number of 

important objectives will be achieved. They are as follows: 

 

• Annual Conferences/Workshops on Road safety Action plans would allow exchanges 

of ideas and experiences and opportunities to provide advice/guidance in different 

sectors. 

• Creating a safety network, based knowledge database will provide the technical 

information and references to assist implementers in each sector to find the 

information and references needed to help them implement their part of the Action 

plan. 

• Centralized ‘’Train the Trainer’’ courses will allow systematic development of safety 

professionals in each sector that can become Trainers in their own countries. 

• Monitoring and reporting progress regularly in individual States and across the local 

region as a whole enable momentum to be maintained. 
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• Central development of modules (e.g. legislation on helmets, drink driving etc) will 

allow models/examples to be prepared for easy adaptation by those who do not yet 

have such items. This reduces development/implementation time. 

• Facilitating exchanges and cooperation between countries will enable sharing of best 

practices and expertise across the region. 

• On going availability of expertise to provide regular (quarterly) short advisory visits to 

action plan implementers in each States of India will keep the action plans on track for 

each sector. 

• Assisting(/ supporting centrally trained persons to run local courses in their sector in 

their country will develop pools of local experts in each sector to enable more 

effective implementation of the country Action plans. 

 

Each and every sector is important for the long term Road safety in India so coordinated 

action is required in all sectors. The road safety activities in each sector and action plan are 

summarized below: 

1. Raising Awareness about Road Safety Issues: 
Road user education and awareness raising is an important part of any road safety strategy.      

To be effective such activity must be based on analysis of data and should be designed and 

monitored in a systematic way to ensure success. The underlying justification for a road safety 

campaign is to communicate information with the aim of reducing the number and the 

severity of road accidents.  

‘’Road accidents data must be analyzed to identify the nature and characteristics of the 

problem and the road user targeted. Road safety publicity is an indispensable part of any 

nation’s road safety strategy is most successful if used in conjunction with engineering, 

legislation or enforcement.’’[14]. 

                                               

For several years, authorities in highly motorized countries have been making considerable 

efforts to improve road safety. Road safety campaigns generally play a part in this effort. 

 
Current Status in India: 
It has been experienced all over the world that the countries which are undergoing increasing 

and rapid motorisation face proportionately higher number of road accidents, one among 

those is India. 
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At the earliest stages of road safety development, little or no safety awareness may exist and 

efforts will first need to be made to enhance the awareness of key decision-makers to the scale 

and nature of the problem and the actions that are necessary to alleviate the situation. 

Current status in ASEAN Region: 

This is the most traditional road safety and 8 of the ten countries have reasonable programs 

underway. Malaysia and Singapore lead the way and demonstrated their excellent television 

videos at many of the country workshops. Cambodia and Indonesia have much to do in this 

field but Handicap international has started to assist governments in Cambodia and Laos. 

 

Asia Injury Foundation, based in Hanoi is a highly effective NGO raising awareness and 

focusing on various issues primarily related to young motorcyclists and helmet wearing 

through their ‘’Helmets for Kids’’ campaign. 

 

Successful ASEAN regions in Road Safety Publicity Campaigns: 
Thailand , Cambodia, Lao PDR & Malaysia all continue to have serious problems related to 

high accident rates during new year holiday periods, but Malaysia seems to have managed ( 

via a combination of publicity and other measures) to have largely overcome such problems, 

so lessons can be learned from their experience. 

 

Singapore and Malaysia have good expertise to share and there is scope for adapting effective 

campaigns from neighboring countries to tackle common problems, e.g. helmet wearing, 

motorcycle conspicuity. 

 
Policy Statement in India: 
The government will make increased efforts to promote awareness about the seriousness of 

the road accident problem, its social and economic implications and the necessity to curb the 

rising menace of road accidents. This will facilitate various stakeholders to play their rightful 

role in promoting road safety.  

 
Strategies to Implement Policy in India: 
 

• Raising awareness among key decision-makers, stakeholders and NGOs to facilitate 

them for planning and promoting road safety. 

• Raising awareness about the gravity of road safety issues amongst all citizens of the 

country and particularly the young, elderly and the infirm. 
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• To enlighten various road user groups with respect to their roles and responsibilities. 
 
 
The following are the some of the examples which are given for the Awareness to the 
people in the road safety publicity campaigns: 
• The need for wearing helmet for both, the riders and the pillion riders.  

• Not using mobile phones while driving.  

• Not crossing Zebra Lines at signals or stopping vehicles before Zebra lines.  

• Signal jumping or avoiding signal jumping.  

• Overloading of school auto rickshaws or avoiding sitting in an overloaded auto 
rickshaw.  

• Not mixing drinking and driving.  
 
• Wearing of seat belts. 

 
Indeed, experience has shown that, in very many cases, poorly designed and deficiency in the 

control of the effectiveness gives the failure results of campaigns. 

 
 
Country level Action for ASEAN Regions: 
All countries recognized that they could make improvements by better targeting of their 

campaigns at high- risk groups, but few countries had the financial resources available to 

match the effectiveness of the Singapore & Malaysia initiatives. All countries agreed to use 

the WHO Road Safety Day on April 7th of every year as an excellent opportunity to launch 

their new Action plans and promote road safety to a wide audience of decision makers and the 

general public. 

 
Most still needed to improve the professionalism and effectiveness of their campaigns and 

campaign materials and it is clear that much could be learned from private sector partners 

with experience in areas such as advertising. 

 

Regional Supportive Action for ASEAN Regions: 
 

• Develop central guidelines and sample posters and materials (e.g. on motorcycle 

safety). 

• Create a road safety publicity special interest group via ASNet. 

• Centralized training of publicity specialist. 
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• Exchange of publicity materials, campaigns and evaluation techniques. 

• Regular dialogue/pooling of expertise and experience. 

2. Road Safety Information Database: 

The collection of collision-data is of great importance to get a more reliable and clear picture 

of the consequences and actual situation of unsafe behavior on the roads in the world. Data is 

the cornerstone of all road safety activity and is essential for the diagnosis of the road crash 

problem and for monitoring road safety efforts. The absence of reliable data on the magnitude 

and nature of the problem is a serious handicap that needs to be overcome as a priority.  

Under-reporting is believed to be significant. It is important to identify what categories of 

road users are involved in crashes, what maneuvers and behavior patterns lead to crashes and 

under what conditions crashes occur, in order to focus on safety activities. Good data systems 

are crucial to help identify who is at risk for injury, and to help identify successful and cost-

effective interventions. 

‘’An effective computer –based accident data system using a standard police data collection 

form nationwide is one of the most important prerequisites for a country that hopes to 

improve its road safety problem. It permits the characteristics and nature of the problem to be 

defined and appropriate counter measure’s to be devised’’ [34]. 

 

Essential components of a crash/casualty data system are a standardized report form and a 

means of storing and analyzing the data. The UK Transport Research Laboratory has 

developed a Microcomputer Accidents Analysis package (MAAP) to enable users to obtain 

good data for diagnosis, planning, evaluation and research purposes and this is in use around 

the world. Technical Research Centre of Finland (VTT) has developed a Tool for Estimation 

of Traffic Safety Effects of Road Improvements (TARVA). The method uses road, traffic and 

crash information for estimation of road safety in terms of crash reduction and avoided 

fatalities [36]. 

 
Current Status of Road safety information database for India: 
Detailed analyses of road accidents are essential if the causes of the accidents are to be fully 

understood. At the present time the police prepare a report for the accidents that they are 

aware of.  
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The accident report requires the precise location of the accident, details of the people involved 

in the accident, details of vehicles involved in the accident, details of the road network  at and 

near to the location of the accident, conditions at the time of the accident e.g.: weather, road 

surface.  

 

This daunting task would be that much easier if the details of the vehicles stored on the 

vehicle register, details of the drivers stored on the license register and road details stored on 

digital plans and maps were readily accessible.  

 

If these basic data could be brought together in a comprehensive database, the police report 

could give more attention to the causes of the accident. 
 

Road Accident Data Systems in ASEAN Region: 
Local Consultants were engaged in all countries to produce reports on Road Safety & 

Accidents costs. Systems vary significantly throughout the region, as the availability of useful 

data and its effective analysis and use by decision makers, researchers, engineers etc. Some 

countries gained the most useful information for planning road safety interventions from 

small- scale hospital surveys of traffic casualties (Cambodia & Lao PDR). 

 
Malaysia made excellent use of its accident data in research and planning road safety 

initiatives but accident black spot improvement work at present is only on the federal road 

network. 

 
Under reporting was a serious problem in most countries, with police reported traffic fatalities 
in some countries only 10-30% of those recorded in hospital statistics. Injuries were grossly 
under reported in all countries and hospital data often showed 20-30 times the injures being 
reported annually in police statistics. 
 
No countries appeared to have a system that can yet meet the basic requirements of road 

safety engineers, who need to be able to develop a prioritized accident black spot list, with 

full details of the accident patterns so that remedial measures can be devised. Even where the 

basic data systems were quite good, the data was often not being fully analyzed or utilized to 

its maximum potential. In most countries it was not being used for hazardous locations 

improvement and even where it was used for such work, this was often only on national 

roads, with hazardous sections of road on the rest of the network being left untreated. 
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Successful ASEAN regions in Road Safety Publicity Campaigns: 
Malaysia and Singapore were the only countries with a reasonably good nationwide system, 

and even they have room for improvement. All other countries had very inadequate systems, 

which need very significant improvements. 

 

Policy Statement in India: 

The government will significantly increase help and assistance to enhance data collection and 

analysis systems in states, union territories, districts, metropolitan cities as the components of 

a national road safety information system. 

Strategies to Implement Policy in India: 
• Improve the reporting of important details at the scene of accident shortly after the 

occurrence of the accident.  

• Improve the storage and accessibility of all data relevant to an accident such as 

vehicles involved, road environment etc.    

• Development of a comprehensive road safety information database needed for 

operating effective safety management systems/programmes at national, State and 

city.  

 
A number of countries have installed and are improving their computerized data systems. 

Easy to use/ easy to adapt computer data systems such as the TRL MAAP system have or are 

being introduced in to several countries( Malaysia, Indonesia and several others have MAAP 

based systems) Philippines is introducing a system based on that of Vic roads in Australia and 

Singapore has its own system. 

 
Country level Action for ASEAN Region: 
All countries recognized they could make improvements by: 

• Agreeing a new standard accident data reporting form for introduction nationwide. 

• Computerizing the data storage, retrieval and analysis. 

• Supplementing police reported data with hospital data on traffic casualties treated by 

medical staff. 

• Producing a consolidated report based on police and hospital data to give a true picture 

of the scale and characteristics of the road safety problem. 

• Better analyses and use of data for design of remedial measures. 
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Regional Supportive Action for ASEAN Region: 
 

• Agreement across ASEAN on core items to be collected in every ASEAN country 

(coordinate with APRAD requirements). 

 

• Information to be made available on accident data systems and key features required 

in terms of data collected, data retrieved, data analyses , accident location systems, 

data dissemination, etc. 

 

• Police data to be supplemented by health data to get true scale of problem. 
 
• Create a data system special interest group on ASNET. 

 

3. Safe Planning and Design of Roads: 

The introduction of self enforcing techniques in road designs is likely to have much better 

short term results than improving vehicle standards and driver testing requirements. Many 

developing countries have either just adopted road standards from developed countries or 

modified such standards without fully evaluating the consequences.  

The traffic mix and road usage in developing countries is very different from that in 

developed countries. Road crashes can be prevented by better planning and more safety 

conscious design of the road network. Systematic identification and treatment of hazardous 

locations can improve road safety substantially. The remedial measures are usually low cost 

and countries with limited resources should initially consider such schemes. 

 

 
Figure 9: 
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The above figure shows that to have good road systems in the country, the roads should be 

build properly with proper planning and taking engineering measures. Which should be later 

properly operate by the government, if this two are done properly then the out put will be safe 

with which the road users will be safe to reach there destination when they use roads. 

 “Developing countries need to adopt more safety conscious design procedures when planning 

land use or improving their road networks.  Safety Audit (or safety checking procedures) 

should also be adopted to ensure that road networks are designed to be safer, particularly for 

pedestrians, non-motorized vehicles and motorcyclists”. [35]. 

 

Current Status in India: 

 Road infrastructure has a strong influence on the perception of drivers, including their 

understanding of the way the road operates and consequently their behavior. Depending on its 

design a road may encourage people to drive too fast or without the driver being consciously 

aware of it, cause him to drive slowly.  

 In India traffic engineering measures are often haphazard and inadequate and thus not 

effective in tackling road safety problems. Road markings and traffic signage are often not 

properly implemented and usually are not properly maintained. 

With present emphasis placed on the development of transportation by both central and state 

governments, with the construction of road networks and highways, it becomes imperative 

that the safety of road infrastructure is not compromised for the sake of quantity. 

Current Situation in ASEAN Region: 
Singapore and Malaysia have good safety audit guidelines and firmly established Road Safety 

Audit Policies, training and a programme of actual audits.  Thailand has recently produced 

safety audit guidelines and Brunei has a very high quality road network. 

 
Most countries still needed to establish a pool of trained specialists capable of carrying out 

safety audits.  Several countries had benefited from pilot audits and training as part of major 

donor-aided highway projects.  It is however a matter of urgent concern that many of these aid 

funded road schemes are still not subject to compulsory safety audits.  Failure to impose 

compulsory safety audits on all new (and especially rehabilitated) road schemes continues to 

be a major contributory factor to the deterioration of road safety across the region and urgent 

action is required on this issue. 
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However it is acknowledged that political and commercial pressures will generally over-ride 
safety considerations in most countries resulting in unsafe roadside development and that this 
can result in long-term road safety problems. 
 

Effective development control and access control (to prevent unsafe road side development) 

should be applied uniformly ensuring safe road networks for future generations. 

 

Introduction of compulsory safety audits and training of safety auditors should be a high 

priority for ASEAN countries. 

 
Successful ASEAN Regions: 
Singapore applies safety audit across all major roads.  Malaysia applies it only on selected 

schemes but few others yet do much in this sector. 

All countries need to be more preventative activities to ensure safer road networks. 
 
 Policy Statement of India: 
 The government will undertake additional steps to promote road safety practices at national, 

state and local levels. Safety conscious planning and design of roads and road networks will 

be encouraged whilst undertaking new as well as up gradation and rehabilitation road schemes 

through application of road safety audits. Continuing application of Intelligent Transport 

Systems (ITS) to achieve safe and efficient transport system will be encouraged. 

 
 Strategies to Implement Policy in India: 
 Require all proposed new and rehabilitation road schemes to be checked from a safety 

perspective for all types of road users during the planning and designing stages through Road 

Safety Audit and adopt accident reduction strategies for existing roads through black spot 

improvement programmes. 

 

Review design standards, codes, guidelines, recommended practices, access control and 

development control procedures to ensure best global practices for road safety are in 

corporated wherever appropriate. 

 

To facilitate quality improvement of practicing highway engineers on various road safety 

aspects through training and dissemination of appropriate road safety knowledge 
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Country Level Action in ASEAN Region: 
All countries recognized the benefits of Road Safety Audit but only Singapore had an 

effective policy & programme in place, Malaysia also does audits on some formal schemes. 

 

Most still needed to increase the pool of specialists capable of carrying out audits.  This will 

require an extensive program of training & pilot audits over several years.  Meanwhile, there 

are many local Manuals & Guidelines from Countries within the region that can easily be 

adapted to the local needs of any country yet to draft their own.  ASEAN safety network 

(ASNet) can be used to contact relevant persons and to exchange/share audit documents. 

 
Regional Supportive Action 
This is a crucially important area for long-term safety and the key actions required are:  
 

• Establishment of safety audit policy and guidelines for each country. 
• Create a Safety Engineering “special interest” group via ASNet. 
• Centralize practical training of safety audit trainees from each country. 
• Safety audit training courses in each country by the centrally trained trainers with help 

from Central trainers. 
• Safety audit made mandatory on all major road schemes. 

 

4.  Vehicle Road Worthiness and Safety Standards: 
The purpose of a motor vehicle inspection is to identify vehicles that are not in compliance 

with the in- use standards.  

 
The fitness of the vehicles depends on the quality of the vehicles available in the market, 

Awareness of keeping the vehicle road worthy, the age of vehicle and the number of years the 

vehicle is allowed to be on the road.  

 

In many countries due to easy finance scheme it is easy to purchase a vehicle but regular 

running and maintenance requires money and time, education, and good mechanics. Non 

availability of any one factor results in fast detonating condition of the vehicles which become 

prone to accident due to break failures, engine failures or other unscheduled and un 

predictable break downs.  

Improvements in vehicle design, occupant protection and vehicle maintenance have made a 

significant contribution to crash reduction in industrialized countries. Occupants can be 

protected by safety features such as seat belts, headrests, air bags, special seats for children.  

49 



The modern automobile industry has made tremendous strides on safety, but only a few have 

filtered through to India. Safety features like airbags, crash sensors and crumple zones are all 

far in the future on Indian roads. The world's top manufacturers -- Ford, GM, Suzuki, 

Hyundai, Fiat, Toyota, Honda and Volkswagen -- are now selling automobiles every day on 

Indian roads, but neither they nor Indian manufacturers have to put in safety features that are 

mandatory or the norm abroad. 

 
Besides the automotive industry investments in car safety, (e.g. roll-bars, ABS, seatbelts, and 

airbags), the development and use of high-tech accessories in cars, such as television, Internet, 

GPS (Global Positioning System), cell-phones etc., has great dangers for road safety. Police 

officers see too often the dramatic and fatal consequences of drivers using these instruments. 

Therefore restrictions concerning the use of these apparatus are absolutely necessary 

 
When it comes to road safety, the first stop in India is the quasi-official Automotive Research 

Association of India, an organization overseeing testing and research for the entire industry. 

The association has an unusual structure -- it has been floated by the automobile companies 

and it is affiliated to the Government of India. 

 
India has been taking steps to bring safety standards in line with international rules. In the last 

10 years it has introduced 43 standards that match ECE regulations, out of the total 115 ECE 

regulations. But crucial standards related to crash tests and airbags are yet to be harmonized 

[34]. 

 

”Vehicle safety standards are necessary to ensure unsafe vehicles are not imported and to

develop a safety culture among vehicle operators, owners and users. Regular vehicle 

roadworthiness inspections must be backend by adequate roadside checks in order that the 

overall standard of the vehicle is gradually raised’’ [35]. 

  

 
Current Status in India: 
During the last 25 years, numerous improvements to vehicle safety have been made as a result 

of research. Without vehicle construction regulations governing safety standards for systems 

such as braking, lightening, signalling there can be little control over the general safety of 

country’s vehicle fleet.  
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In India, vehicle safety standards are specified in Rules 93 to 127 of the Central Motor 

Vehicles Rules (1989) but these norms are hardly followed. Old vehicles, which have low 

safety standards, continue to be used.  

For many vehicle owners the statutory periodic inspection is considered a troublesome 

imposition rather than an important “health,” check on their vehicles. Furthermore the State 

Road Transport Authorities lack manpower and equipment to undertake task of vehicle 

inspection in a comprehensive way. 

 

Current situation in ASEAN Region: 

Vehicle roadworthiness inspection is common in all countries but the coverage and the 

effectiveness varied widely. Singapore Malaysia and Brunei (with good automated inspection 

systems) were the best with Cambodia and Indonesia trailing far behind, Indonesia because of 

huge geographical area to be covered and Cambodia because very few of the vehicles used on 

the road are required to be roadworthiness inspected. 

 
Several countries imported second-hand vehicles from neighboring countries resulting in 

anomalies such as the steering wheel on the wrong side, particularly in Myanmar and 

Cambodia, and this significantly increases the risk of the road accidents occurrence in those 

countries. In case of Myanmar the situation is exacerbated because of the vehicles continuing 

too be manufactured in the country with steering wheels on the wrong side for that country – a 

practice that needs to be discontinued as soon as possible. 

 
With ASEAN highway network developing, there will be instances of temporary (visiting) 

traffic with steering wheels on the “wrong side” for the country being visited. This is 

acceptable for such short period visits. However, all the vehicles permanently based in a 

country should be required to comply with the local requirements by having the steering 

wheel converted/moved to the correct side or risk being banned from further use on the roads 

of that country. 

 

Despite motorcycles being the dominant vehicle in many countries they often are not subject 

to roadworthiness inspections at present, and many defective and dangerous motor cycles are 

in use on the roads across the region. 
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Successful ASEAN regions: 
Singapore, Malaysia and Brunei appear strongest in this area and have privatized vehicle 

inspections. Private sector has invested in new stations; equipment etc. and other countries 

should consider privatizing such activity (while retaining a strong regulatory control role) as 

this is an area conducive to privatization.    

 
Policy Statement in India: 
The government will take steps to strengthen the system to ensure that safety aspects are built 

in at the stage of design, manufacture, usage, operation and maintenance of vehicles in line 

with prevailing international standards in order to minimize adverse safety and environmental 

effects of vehicle operation on road users and infrastructure. 

 
Strategies to Implement Policy in India: 
 

• To promote safety conscious design of vehicles to ensure safe transport for passengers, 

drivers and other road users. 

• To promote the statutory periodic inspection as an essential check on the road 

worthiness of vehicles. 

• To minimize impact of vehicle operation on roads. 

 
Country Level Action in ASEAN Region: 
All countries recognized the importance of effective and thorough vehicle inspection but 

several still have to rarely on manual inspection in many of their rural areas. In most cases 

motorcycles were not required to be roadworthiness inspected, but many countries are now 

considering doing so. 

 
Most still needed to improve the testing facilities and to make the process more automatic and 

time saving. Countries accept the regular roadworthiness inspections (at present often only 

required for commercial vehicles) needed to be applied to all vehicles (including motorcycles) 

using public roads. 

 
Regional Supportive Action in ASEAN Region:  

• Develop central guidelines in vehicle inspection. 
• Create a vehicle inspection “special interest” group via ASNet. 
• Centralized training of vehicle inspection instructors. 
• Vehicle inspector training courses in each ASEAN country. 
• Regular dialogue/pooling of expertise and experience. 
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5. Driver Training and Testing: 
The driving skill is one of the important factors for the Road Safety. Novice driving could 

result in uncontrolled vehicle and rash driving. Both the factors contribute fairly to increase 

accident rate. Newer tools available now need to be used to train and develop skills in road 

usage. It is not only safe driving but how they react after an accident is very important. When 

an accident does take place it is the right attitude and concern for others which can save life. 

This needs to be part of the training. Accidents are bound to occur. 

In India after accident involved parties becomes judge themselves and start blaming each 

other and even educated class tries to settle the score than and there. The education in this 

respect could help in reducing ugly scene and holding of traffic for minor misshapenness.   

With road user error contributing to the vast majority of road crashes, the development of safe 

drivers, skilled in defensive driving techniques, should be the primary objective of any road 

safety program. Driving examiners in developing countries are rarely given special training 

and driving tests an inadequate test of ability to drive safely in traffic on real roads. 

 

New drivers were not given enough education on road safety before they were allowed to 

drive on the road, thus resulting in poor understanding of the traffic rules and regulation as 

well as drivers discipline while on the road. In some developing countries, they were able to 

get their licenses even without going through the normal procedure or channels. This has a lot 

of negative effect not only on enforcement but also driver’s behavior and practices. Drivers 

often do not have the knowledge of vehicle maintenance or any knowledge on first aid and 

were not able to act immediately when the need arises. Understanding the traffic rules and 

regulation, the ability to understand the traffic behavior the traffic rules and regulation, the 

ability to understand the traffic behavior, the ability to maneuver and maintain the vehicle 

properly and the ability to react or make fast decision is of utmost importance when using the 

road. 

 

As for existing or experienced drivers, education to enhance their knowledge on road safety 

were not given/organized from time and as such, their knowledge on road safety will never be 

improved or updated. Changes of the road conditions, markings signs and etc were not 

properly relayed to the drivers resulting in the ignorance of the recent changes and this are 

resulting in accidents. 
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“Effective driver testing is the best way to ensure that only safe, competent drivers are 

awarded a driver’s license. Good control and registration of driving schools and instructors is 

also highly beneficial in ensuring learners are given competent instruction’’ [35]. 

 
Current Status in India: 
Motor vehicles should be driven only by those people who have appropriate license. Driving 

licenses can be issued only to people who have reached prescribed age, are physically and 

psychologically able to drive a motor vehicle, have gone through the prescribed education and 

training, have demonstrated ability to drive motor vehicles and have fulfilled other conditions 

as prescribed for driving particular groups or types of motor vehicles. The driver licensing 

laws are not uniform and in many instances they are quite lenient. No rigorous standard 

driving test is given. At present often less than five minutes are devoted to test the ability of a 

driver.  

 

Lack of lane discipline and consideration for pedestrians and other vulnerable road users, 

violation of traffic rules and regulation are just some of the faulty driving traits of many 

Indian drivers today. 

 
Current Status in ASEAN Region: 
This is one of the more successful sectors with 6 of the 10 countries scoring reasonable marks 

and others making progress. There is still much work to be done however, particularly in the 

countries where motorcyclists dominate the traffic and accidents. 

 

In several countries it is still too easy to acquire a license without passing a test and in much 

of the region underage children are riding motorcycles with negligible pressure from police, 

parents, schools or the licensing authorities. In Cambodia although over 80% of the traffic is 

motorcycles, it is not yet a requirement that the motorcyclists have to have passed a driving 

test. Consequently almost all of those in the traffic stream have no knowledge of traffic rules 

and regulations. 

 

Very few countries had an up-to-date highway (i.e. road-user guide) readily available and 

relevant to all road users. 
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Successful ASEAN regions: 
Some good work is already being undertaken in many regions of ASEAN, but there is room 
for improvement in all countries.   
 
Policy Statement in India: 
The government will strengthen the system of driver licensing and training to improve the 

competence and capability of drivers. 

 
Strategies to Implement Policy: 

• To facilitate the development of systems which ensure that trained and competent new 
drivers are permitted to come on the roads. 

• To improve the manpower both quantitatively and qualitatively, to test and evaluate 

the driving ability of all licence applicants. This would be done by a system of 

accreditation of the quality of testing and evaluation of drivers. 

• To assist and encourage setting up of model driving schools with adequate 

infrastructure and tools in partnership with automobile manufacturers, other private 

sector participants and NGOs. 

 
 
Country Level Action for ASEAN Region: 
All countries recognized they could make improvements having an updated road-user 

guide/highway code available, by better control of driving schools and instructors and making 

both training and testing more safety related. 

 
Most still needed to improve the transparency and effectiveness of the testing and licensing 

system. The increased importance of first aid training within the driving test is being 

appreciated by several countries, as it achieves a better understanding of the need for safe 

behavior as well as providing essential skills needed at the scene of the accident. The private 

sector has demonstrated the effectiveness of fleet training of the drivers-particularly of oil 

tankers, in the reducing numbers and severity of accidents and there could be lessons for 

others from that experience. 

 
Regional Supportive Action: 

• Develop centrally the model highway code/road-user guide for adaptation to local 

needs by the ASEAN countries. 

• Centralized training of Defensive Driving instructors from each country. 
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• Defensive Driving courses in each country to develop a pool of local Defensive 

Driving instructors in each country. 

• Create a “special interest” group via ASNet. 
 

6. Safety for Vulnerable Road Users: 
 As a general observation it can be said that pedestrians are the neglected road users 

throughout much of India. Relatively few pedestrian crossing facilities exist in most major 

cities such as foot bridges, under passes, signal controlled crossings etc. Features that assist 

pedestrian safety, for example, guard rails or central reservations are also infrequently used. 

Many Asian countries are also characterized by quite heavy pedestrian activity along rural 

roads as people move from village to village but most people are obliged to walk in the road 

itself as few sidewalks or even paths are made available for pedestrians.  

 

It has been the general experience of high income countries to overlook the safety of 

vulnerable road users during motorization. Greater priority has begun to be given to the 

vulnerable modes of cycling and walking in motorized countries in recent years but the focus 

at present in low income countries is on vehicle operating costs and the efficiency of 

motorized transport.  

 
Current Status in India: 
 The road users found most vulnerable on Indian roads from a road safety point of view are 

pedestrians, bicyclists and motorized two wheelers.  

 

Special provisions for people on foot include regulations for pedestrian crossings which give 

legal precedence to pedestrians. However, it is the pedestrians seeking to protect their lives, 

who almost invariably give way to motor vehicles.  

 

Another set of vulnerable road users are the non-motorized handcarts, cycle rickshaws, animal 

drawn carts etc. In India, there is high degree of heterogeneity of traffic and no segregation of 

motorised and non-motorised traffic on roads. This often leads to increased conflicts between 

them and thus reduced safety.  
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There is no appropriate legislation to govern the behaviour of pedestrians and non-motorised 

traffic on the roads. 

Current Situation in ASEAN Region: 

Motorcyclists and pedestrians are by far the biggest proportion of those killed or injured with 

motorcyclists often contributing to 60-75% of the casualties. Many of these motorcyclist 

casualties could be avoided if there was widespread wearing of safety helmets. Construction 

of better pedestrian facilities and reduction of vehicle speeds in areas where large numbers of 

pedestrians are expected could reduce the number of pedestrian casualties. 

 

There were also high motorcycle crash involvement levels with the highest figures of close to 

70% in Viet Nam. Unfortunately, helmet use tends to be low and it is a crucial issue in all 

three countries together with drinking and driving, speed and safer infrastructure for 

vulnerable road users. To tackle these problems effectively and build a sustainable 

partnership, GRSP works with numerous partners at both the international and country levels. 

 

Policy Statement in ASEAN Region: 

Vulnerable road user safety should be a priority area and pedestrian safety in particular. 

Training programmes should be undertaken to raise the awareness with engineers and police. 

Donor funded road projects should specify vulnerable road user safety to be addressed.  

• Programmes and measures intended to promote vulnerable road user safety in 

motorized countries should be publicized in low income countries, i.e. speed reduction 

zones, traffic calming, home zones.  

 
 Policy Statement in India: 
The design and construction of all road facilities will take into account the needs of vulnerable 

and physically disadvantaged in an appropriate manner. The government will seek to 

disseminate ‘best practices’ in this regard to town planners, architects, highway and traffic 

engineers. 

 
 Strategies to Implement Policy in India: 

• Recognize Vulnerable Road Users (VRUs) as being equally important as the 

motorized vehicle, in the planning, designing, construction and operation of roads and 

to provide for their special needs and requirements. 
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• To update existing and develop new standards, guidelines and recommended 

practices in line with accepted international practices to facilitate safe accommodation 

of VRUs. 

• To encourage NGOs to work with Vulnerable Road Users, to increase their awareness 

of the dangers. 

 

7. Road Traffic Safety Education and Training: 

Teaching safety skills to children can provide lifelong benefits to society, but should be seen 

as a long term intervention strategy. Experience in many countries has shown that reliance on 

individuals or organizations visiting schools to give talks on road safety are not effective on 

their own. Children may remember the messages in the short term, but effective and 

sustainable development of positive attitudes towards road safety are best achieved by 

inclusion in the core curriculum, either as a compulsory subject in its own right or as a cross-

curricular theme. 

Children need to be made more aware of road safety and should be taught “survival” skills 

appropriate to their age and needs.  Teaching of road safety in schools is best done by teachers 

who have themselves been trained on road safety issues, and who can provide such instruction 

on a regular basis to their students on average 20% of all people killed in developing countries 

are aged under 15.  This is twice as high as in the developed world [35]. 

 
Current Status in India  
In India, like in many developing countries, the lack of knowledge of road safety rules among 

the population at large is a major factor contributing to the non-observance of such rules in 

practice. This in turn leads to unsafe road user behavior and habits. 

 

In many areas road safety education and training facilities are not satisfactory. There are some 

private organizations with the association of voluntary organizations are imparting such 

training to their employees.  

 

The school curriculum in India hardly includes a section on road safety. It is only in recent 

times that the traffic police personnel of some cities have been assigned the job for imparting 

road safety education to children. 
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                      Current Situation in ASEAN Region: 
Eight of the countries have poor road safety education programmes for children, with only 

Singapore doing well and Vietnam making good progress. Malaysia and particularly Thailand 

have invested significant resources in developing a schools curriculum but still have some 

way to go in terms of achieving reductions in child accidents. 

 
In many of the countries, because police are the main providers of safety education there is 

still far too much focus on teaching children regulations and meanings of traffic signs when 

they should be taught “survival” skills appropriate for their age. 

 
Successful ASEAN Region: 
Few countries yet, (with the exception of Singapore) have systematic teaching of safety 

“survival” skills for children and significant improvements are required in this sector in all 

countries, although Vietnam has developed some useful materials in this sector. 

 
Singapore in cooperation with Shell has invested heavily in safety education of children but 

few other countries (apart from Vietnam) yet have extensive effective activity in this area. 

 
Policy Statement of India  
Road safety knowledge and awareness will be created amongst the population through 

education, training and publicity campaigns. Road safety education will also focus on school 

children and college going students, while road safety publicity campaigns will be used to 

propagate good road safety practice among the community. The government will encourage 

all professionals undertaking road design, road construction, road network management, 

traffic management and law enforcement to attain adequate knowledge of road safety issues. 

 
Strategies to Implement Policy in India: 

• Encourage inclusion of road safety awareness as part of educational curriculum 

for students of various age groups. 

• To develop and implement road safety publicity campaigns by using the creative 

resources of both Government, professional agencies and NGOs for various target 

groups as per their respective requirements.  

• Also Planning and implementing community based road safety programmes to engage 

local as well as non-governmental partners in the areas of road traffic safety that most 

affect their daily lives. 
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• Planning, designing and implementing training programmes for various specific 

groups involved in road safety management tasks e.g. Traffic Personnel, Highway 

Engineers, School Teachers, Town Planners, NGOs etc. 

 
Country Level Action in ASEAN Region: 
All countries recognized they could make improvements by utilizing existing resources better 

and could also create more effective programmes by improving the teaching of road safety 

within the schools curriculum. 

 
Most still need to improve teacher training, teacher guidelines and the availability of 

resources for teachers and children.  Two NGOs, Asia Injury Foundation & Handicap 

International were making significant contributions in this sector in Vietnam & Lao PDR. 

 

Safety of school children can also be improved using engineering and traffic claming 

techniques on roads near the school building to reduce speeds at the school itself and by 

developing safe routes to school projects to improve safety on surrounding road networks.  

This is also a good way of improving the partnership between the school, highway authorities 

and parents & children. 

 
Regional Supportive Action 
 

• Sample road Safety Education (RSE) material to be available on ASNet database. 
 

• Encourage exchange of RSE material between countries. 
 

• Centralized training of RSE trainers/curriculum developers. 
 

• RSE training courses in each ASEAN country to develop a pool of local RSE      
developers and specialists. 

 
• Create a RSE “ special interest” group via ASNET: 

 

8. Traffic Police and Law Enforcement: 

In most developing countries the Traffic Police are grossly under-resourced and under-trained 

to deal effectively with road safety violations. Effective traffic law enforcement can play an 

important role in reducing traffic crashes. 
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While most if not all countries in Asia and Pacific have revised their road regulations in the 

past 15 years, little bilateral technical assistance seems to have been provided in this sector 

nor does there seem to have been local research effort in such countries despite many 

countries sharing the same base for road regulations (The British Motor Vehicle Code 1939). 

Little exchange of information and experience has occurred and traffic regulations have 

generally been revised individually by each country [35]. 

Although enforcement of traffic legislation is a matter for each nation, this initiative can play 

an important role by encouraging information exchange on effective strategies, sharing 

research based information and bringing about new research. It is clearly nonsensical for 

individuals to be spending time, money and effort on reinventing the wheel.   

Nowadays science, research, social-psychology and technology are more and more of 

influence and importance. It makes it justifiable to see if traffic enforcement can be developed 

on a more scientifically based approach, so it seems a logical step to investigate other 

enforcement organizational variants besides the police domain. 

Current Status in India: 

Enforcement of traffic legislation is aimed at controlling road user behavior by preventive, 

persuasive and punitive methods in order to effect the safe and efficient movement of people 

and goods. The primary objective of traffic law enforcement is the creating of a deterrent to 

violators and potential violators of traffic laws and to raise the level of compliance among all 

drivers and road users. In recent years the amount of traffic has increase substantially but the 

number of traffic police and regional transport officers has not increased proportionately. The 

consequences are that the quality of enforcement has deteriorated.  

The enforcement agencies face many practical problems like low priorities being assigned to 

traffic police departments, inadequacy of funds and lack of coordination among different 

supporting agencies. 

 
Current Status in ASEAN Region: 
Although effective traffic policing requires that about 10% of total police resources be 

devoted to traffic policing most countries in ASEAN currently devote much lower levels of 

resources ( typically 3-5 %) compared to the 10% actually required. As a consequence very 

few of the police forces in the region have sufficient traffic policing vehicles, or the 

enforcement equipment required to do their job effectively. 
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Enforcement varies very significantly throughout the region from the famously efficient 

police in Singapore to almost negligible formal enforcement in some countries. At the lower 

end, traffic ‘’fines’’ that are collected often occur in an informal or corrupt manner. 

 

The Singapore Traffic police demonstrated in many workshops their techniques, which 

included very significant components of public relations road safety work. They work very 

closely with the private sector and children and clearly had an excellent image that was very 

different from the traffic police in most other countries in the region. 

Successful ASEAN regions: 
Good enforcement depends upon several factors including, equipment, training and respect 

.Effective enforcement depends upon understanding the accident patterns and targeting the 

high risk road users, at the times and locations that accidents occur. Traffic police deployment 

and priorities should therefore be largely driven by the detailed analysis of accident data but 

this is rarely done at present because of the very inadequate data systems, which currently 

exist in most countries. 

 
Singapore, Malaysia and Brunei had greatest strengths in this sector. 
 
Effective traffic police enforcement is a fundamental requirement for safety improvement but 

even where resources are limited much can be achieved by simply enforcing wearing of 

helmets and seat belts. 

 
Policy Statement in India:  
The government will take appropriate measures to assist various state and other governments 

to improve the quality of their enforcement agencies. Government will actively encourage the 

establishment and strengthening of Highway Patrolling on National and State Highways 

taking the help of the State Government and Union Territories as appropriate. 

 
Strategies to Implement Policy in India: 

• To take appropriate measures to improve the capacity of concerned state agencies, to 

affect improvement in their driver testing and vehicle testing to the required standards. 

• To take appropriate steps to ensure that the enforcement authorities are adequately 

manned, trained¸ equipped and empowered to carry out their function ensuring safe 

road use and orderly traffic flow including the traffic situation, land use and road 

network planning etc. 
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• To setup a national level Traffic Police Training Institute to serve, motivate and 

provide incentive and necessary help to each State to set up modern police training 

schools within their jurisdiction. 
 
‘’Traffic police must focus their attention on preventing road accidents. This is best done by 

having a well- trained , efficient organization that is adequately with modern equipment and 

vehicles and by concentrating on moving offences and unsafe driver behavior’’[34]. 

 
Country level action of ASEAN Region: 
All countries recognized they could make significant improvements by allocating more staff, 

more or better equipment and more vehicles. Traffic police in Singapore, Brunei & Malaysia 

were significantly better resourced that the others and as a result, were working effectively. 

 
The remaining countries recognized they needed significant improvements in their activity 

levels & effectiveness, and that a significant increase in resources for policing will be 

necessary if the required level of enforcement is to be achieved. In resources for policing will 

be necessary if the required level of enforcement is to be achieved. In the meantime most 

agreed to focus efforts on low cost extremely effective enforcement areas such as enforcement 

of motorcycle helmet wearing. 

Regional Supportive Action: 
 

• Create a traffic policing special interest group via ASNet. 

• Develop traffic police enforcement train the trainer’s course. 

• Centralized training of the traffic police enforcement trainers 

• Traffic police enforcement training courses in each ASEAN country. 

• Regular dialogue and exchange of experience and expertise. 

9. Emergency Medical Services for Road Accidents: 
The importance of emergency rescue services in reducing the severity of the outcome of 

accidents cannot be overstated. Their organization varies from country to country, but the 

authority in charge is most often the ministry of Health or the police. In most countries, there 

is a national telephone number for use in emergencies, but there may be regional ones. 

Timely and proper treatment of road casualties is essential for reducing the severity of injury 

to crash victims.  
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Driver education on first aid procedures and correct transportation of crash victims is 

important. The emergency telephone number (for example, "100,101" is used in India) can 

facilitate the simultaneous alerting of police, ambulance and other rescue services and help to 

reduce response times (depending on the availability of road-side telephones). 

 
‘’The key principle is to provide initial stabilization of the injured party during the ‘’golden 

hour’’ (i.e. the first hour after injury).The general driving public should be made aware of 

simple actions that can be taken to save life’’ [35]. 

 
Current Status of Emergency Assistance to Traffic Victims in India: 
In the more developed countries the response time of ambulances and the like to reach the 

scene of an accident are short and many lives are saved as a result. In India, the average 

response time is much longer with the consequence that some lives are lost that with a quicker 

response time might have been saved.  

However response time is not the only important factor. The quality of post-accident 

treatment also has a bearing on whether or not an accident victim lives or dies. In some areas, 

Highway Patrol and Traffic Aid Posts have been introduced to improve response time and 

quality of treatment. To achieve quick response time and prompt high quality medical 

attention requires a higher degree of co-ordination between the many agencies involved. 

 
Current Status in ASEAN Region: 
The likelihood of dying from a serious injury resulting from a traffic accident is much higher 

in the ASEAN countries than in a similar situation in Europe or the other more industrialized 

countries. Many people are dying needlessly through lack of first aid at the scene, quick 

transport to a hospital & skilled medical help at the scene or at the hospital. 

 
Within ASEAN countries there is also a wide disparity in the emergency services available. 

The richer countries of Singapore, Brunei & Malaysia invest significantly more resources than 

their neighbors and have effective systems but most ASEAN countries rely on other drivers or 

the general public to render assistance to accident victims. 

 
Hospital surveys in countries with large motorcycle fleets emphasize the tragic patterns of 

casualties. Hospital beds are filled with young males with head and leg injuries. This has 

resulted in increased involvement of Hospital Directors & staff in road safety initiatives, 

particularly those aimed at increasing helmet wearing. 
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The Red Cross organization are very active and effective in training the public and 

commercial drivers in several of the countries( e.g. Vietnam) and could be harnessed for first 

aid training of professional drivers across ASEAN region. 

 

Commercial drivers and eventually all drivers can easily be taught the very simple 4-5 actions 

to save or maintain the life of a traffic victim and how to transport such victims. This could 

significantly influence the number that die in the ‘’Golden Hour’’ 

 
Successful ASEAN regions in Emergency Assistance to Traffic Victims in India: 
 
Except Malaysia, Singapore all other countries are not successed in assisting emergency 

assistance to Traffic Victims.  

 
Policy Statement in India: 
The Government will strive to achieve its target that all persons involved in road accidents 

benefit from speedy and effective trauma care and health management. The essential 

functions of such a service would include the provision of rescue operation and administration 

of first aid at the site of an accident, the transport of the victim from accident site to an 

appropriate nearby hospital. 

 
Strategies to Implement Policy in India: 

• To improve communication system available with police and other emergency 

services as a means to reduce response times and to assist in planning and 

implementation of Traffic Aid Post Scheme. 

• To train police, fire and other emergency service personnel such as those on 

ambulances and paramedics in basic first aid for road crash victims. 

 

• To develop local and regional trauma plans based on study of post-accident assistance 

and consequences for road traffic accident casualties. 

 
Country Level Action for ASEAN Region: 
All countries recognized they could make improvements by increasing the numbers of 

ambulances available but until that can be done by developing a better first aid culture within 

the population and especially amongst commercial drivers who are most frequently driving on 

the roads. 
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Most countries still relied on the public to arrange transport to hospitals for the majority of 

casualties, hence training of commercial drivers would make access to basic first aid during 

the initial ‘’Golden Hour’’ much more likely and hence reduce the incidence of death or 

serious injury. 

Regional Supportive Action: 
• Create an Emergency Services ‘’special interest’’ group via ASNet. 
• Develop centrally first aid training modules for professional drivers. 
• Develop centrally train the trainer courses in first aid/emergency services. 
• Encourage/extend Red Cross first aid professional driver schemes (as done in 

Vietnam) to other countries. 
• Annual ‘’lifesaver’’ award in each country to a professional driver to encourage bus, 

taxi and truck drivers to train on emergency first aid and display ‘’lifesaver’’ logo on 
vehicles. 

 

10. Road Safety Research and Costing: 
Road crashes cost approximately 1 to 3 percent of a country's annual Gross National Product 

(GNP). These are resources that no country can afford to lose, especially those with 

developing economies. It is estimated that developing countries currently lose in the region of 

$100 billion every year. This is almost twice as much as the total development assistance 

received worldwide by the developing countries. These losses undoubtedly inhibit the 

economic and social development of developing countries [35]. 

 
Road Safety Research: 
Road safety research aims to improve knowledge about factors contributing to road crashes, 

effects of different countermeasures, and development of new and more effective safety 

measures. It forms the framework of knowledge against which better policy and resource 

allocation decisions can be made to ensure most effective use of available resources. 

 

Research is usually undertaken in Universities and Research Institutes and is normally 

financed by the country in which the Research Institute or University is located. Twenty eight 

research institutes and universities were identified as being most likely to have carried out 

road safety research in the Asia/Pacific region.  
 
In South Asia, India appears to have been the most active in promoting road safety with 

research being undertaken by the Central Road Research Institute (CRRI) and the Indian 

Institute of Technology (IIT).  
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”Road safety research has proven beneficial in documenting the road accident problem and 

has provided the means to develop and evaluate countermeasures. It has contributed greatly to 

the accident reduction in industrial countries. Such research is usually best carried out by 

specialist researchers of universities or road safety institutes’’ [34]. 

 
Current Status in India: 
Road Safety research is needed to clarify the current situation in terms of priorities and 

problem areas. 

 

Accurate and comprehensive accident data is required to provide a base comparison for 

identifying problems evaluating changes and asserting the effectiveness of any 

countermeasures adopted.  

 

A particular deficiency is the lack of research in the field of the development and monitoring 

of low cost engineering measures. With such developments immediate improvements can be 

implemented at the known hazardous locations. 

 

The dissemination of information on road safety matters amongst professionals and others in 

the field is very poor. 

 
Current Situation in ASEAN Region: 
Singapore, Malaysia and Indonesia have invested in road safety research but the remaining 

countries have very little priority or activity at present in this sector. One of the reasons for 

Local Consultants in each country being tasked with reviewing road safety and estimating 

accident costs was an effort to simulate such research. 

 
On a global basis, the countries with the best road safety records (UK, Sweden, Netherlands, 

USA and Australia) have the best road safety research centers. Effective research enables the 

problem to be properly understood and suitable countermeasures derived. 

 
All countries received training in the use if ASNet, the Sida sponsored internet learning and 

research facility. This will continue as a very effective tool for all the future research and 

collaboration and for exchange of information between road safety professionals in ASEAN 

countries. 
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Regular research on the scale characteristics and the costs of the road safety (now known to 

be costing the ASEAN region at least $14 Billions per year [2.1% of ASEAN GDP]), should 

encourage more rational allocation of resources by ASEAN Governments and increase 

expenditure on road safety. A strong research capability in road safety is essential if the 

problem is to be properly understood in each country and effective safety improvements 

derived. 

 
Successful ASEAN Region: 
Malaysia and Singapore are good in this area, but effective research can only be carried out if 

there is access to a good comprehensive accident data so police and the other data must be 

made available and not treated as “secret”. 

 

Accident researchers must also be given access to the data from hospitals and health 

ministries to get a more complete picture of the time scale, nature and costs of the problem. 

 
Policy Statement in India: 
Government will encourage the current road research activities and programmes of road 

safety research. Priority areas will be encouraged by increased funding. Government will 

facilitate dissemination of the result of research and identified examples of good practice 

through publication, training, conferences, workshops and websites.  

Strategies to Implement Policy 
• To set up a system for identifying new areas for research and for extension to on going 

research projects that are likely to be most rewarding with a special attention to safety 

of the vulnerable road users. 

• To develop arrangements for the allocation of funds for research projects to be carried 

out by Research Institutes, Universities, NGOs. 

• To consolidate the results already available from research projects and resource 

material for widespread dissemination among road safety professionals. 

 
Country Level Action in ASEAN Region: 
All countries recognized they needed to improve the quality and analysis of their accident 

data to enable better design of road safety interventions. Valuations of the estimated annual 

costs of the road accidents also provided a means to persuade decision makers on the need to 

“invest” in road safety to reduce such losses. 
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Most countries still needed to improve their accident data bases to allow good research to be 

carried out, but hospital surveys were providing an effective supplementary data base in 

several of the countries (Laos, Cambodia) and providing a more picture of the problem. 

 

All countries will in future regularly update the accident costs estimates and makes the annual 

losses widely known to key decision makers, the media and the stakeholders so that priority 

and the investment is given to road safety in future. 

 

Regional Supportive Action in ASEAN Region: 
• Create a road safety research “special interest” group via ASNet. 

 
• Encourage sharing/exchange of road safety research results and collaborative research 

across ASEAN on motorcyclist and vulnerable road user safety. 

• Create road safety research data base on ASNet. 
 

• Organize central training courses for road safety researchers. 
 

• Assist each country to develop a framework for road safety research and a prioritized 

road safety research program.      

11. Traffic Legislation: 
Enforcement of the traffic rules and regulations in many developing countries has remained 

limited in scope and efficiency through shortage of manpower in the traffic police forces, lack 

of adequate training, lack of the necessary technical equipment, lack of the necessary 

technical equipment(radio communication network, police vehicles, radars, Breathalyzers, 

etc,),poor performance of the traffic courts, etc. several countries have undertaken to 

strengthen their enforcement procedures, either by developing the means available to the 

police or by instituting mobile courts with power to inflict on the spot penalties. 

 
The amendment of Road Traffic Act in most of the countries cases is found ineffective and 

needs adjustments. 

 

”Traffic legislation provides the framework for traffic police and other enforcement 

authorities to ensure compliance with driving rules and regulations. Existing legislation 

should be reviewed, updated and consolidated wherever possible” [35]. 
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Current Situation in India: 
The wearing of seat-belts has been compulsory in India but enforcement fails to make it 

success as every one does not follow and even the automobile industries also does not make it 

mandatory. 

 
The wearing of helmets by motorcycle riders and passengers is compulsory in some states of 

India and that also strictly not followed by the people and enforcement fails to be success in 

implementing. 

 

General speed limits have been set for motorways, highways and urban areas of India, but 

they are not always enforced. 

 

Laws against drinking and driving have often been enacted, but enforcement has again proved 

difficult, mostly because of the imprecision of the law or lack of specialized equipment for 

carrying out checks. 

 
Current Situation in ASEAN Region: 
All the countries had basic legislation in place but many needed to bring the laws and 

regulations up-to-date to include the latest safety technologies such as speed and red light 

cameras, alcohol testing devices etc. Unfortunately some countries still lacked adequate laws 

covering seat belt wearing, alcohol levels and even motorcycle helmet wearing. 

 

Traffic fine procedures and the traffic courts still need significant development and 

improvement in several countries. 

 

For traffic police to be able to do their work, it is imperative that an effective legal basis exists 

for enforcement, that traffic legislation is updated to reflect modern traffic conditions, and that 

the fines and prosecution system are effective in deterring unsafe driver behaviors. 

 

Successful ASEAN Regions: 
Brunei, Malaysia, Singapore and Philippines are successful at some extent and they are 

maintaining good traffic regulation but they too need some improvements. There is 

considerable scope to share information between ASEAN countries. 
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Those that already have legislation on safety helmet wearing, drink driving etc can share such 

information with neighboring countries so that they can develop similar modules.  

 

Policy of implementation in India: 
 

• Most attempts at enforcing road traffic legislation do not have any lasting effects, 

either on road user behavior or on crash rates, unless the effort is sustained. Stricter 

penalties (in the form of higher fines or longer prison sentences) do not affect road 

user behavior; imposing stricter penalties often reduces the level of enforcement. 

• Enforcement of laws against driving under the influence of alcohol, a minimum age 

for the consumption of alcohol, and sobriety checkpoints are measures that do reduce 

the incidence of road traffic injuries should be implemented. 

• Placing cameras at intersections reduces red light violations and crashes by 25%- 40%. 

• Helmet use reduces head and facial injuries in cycle and motorcycle users of all ages 

involved in all types of crashes, including those with motor vehicles. 

• Use of seat-belts and airbags can reduce fatalities among car occupants by over 

30%.The only effective way to get most motorists to use safety belts is by introducing 

appropriate legislation. When laws exist, advertising can inform the public about them 

and their enforcement. 

• Daytime use of headlights reduces the number of multiparty daytime accidents by 

about 10%-15% for cars and motorcycles. In urban areas, traffic-calming techniques, 

roundabouts and pedestrian and cycle facilities provide considerable safety benefits. 

• Reduction in average speeds is always accompanied by reduction in road traffic 

injuries. 

 Mandatory Law and enforcement: 
• Compulsory use of seat belt by car users; 

 
• Making it mandatory for children to ride in back seats only; 

 
• Mandatory helmet use by two-wheeler riders; 

 
• Daytime headlamp use by motorcyclists; 

 
• Control of drinking and driving; 

 
• Limiting speeds to less than 50 km/h on major roads in cities and less than 30 km/h in 

residential neighborhoods and business districts. 
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• Rear brake lights mounted high on a vehicle reduce the incidence of rear-end crashes. 
 
Country Level Action in ASEAN Region: 
All countries recognized they could make improvements to their traffic legislation and that 

this was a continuous process. 

 

Most still needed to update regulations to incorporate latest road safety technologies such as 

speed enforcement equipment, alcohol-testing equipment etc. 

 
ASNet can be very effective in providing examples of international and neighboring 

countries’ legislation and regulations to help speed up the task of drafting new laws in all the 

countries. 

 

Regional Supportive Action: 
 

• Develop centrally “modules” of road safety legislation (e.g. speeding, drink-driving, 

helmet wearing, etc) for adaptation by countries. 

 
• Create a traffic legislation “special interest” group via ASNet. 

 
• Make available via ASNet examples of traffic legislation from within ASEAN and 

from other regions. 

 
• Where feasible “harmonize” rules and regulations (e.g. on drink/drive BAC limits). 

 
• Organize central training course on traffic legislation development.  

 

12. Road safety funding: 
The conditions of road and the net work of road depend on the funds availability, municipal 

corporation policies and the town planning. Up keeping of existing roads is a mammoth task, 

needing large amount of funds and other resources.  
 

“Funding of Road Safety is primarily the responsibility of Government.  However, the private 

sector and especially the insurance industry can & should play an important role in tackling 

road safety.  Opportunities do exists for governments to draw the insurance industry and other 

private sector investors into the battle to improve road safety by establishing voluntary and 

compulsory levies”[35]. 
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WHO should encourage dialogue and coordination between potential donors for the funding 

of safety projects that are likely to provide results of interest to several countries or regions. 

Road safety should be emphasized as an integral part of development policy 
 
Current status in India: 
A fundamental requirement for constructing new roads and making sustainable improvements 

to city transport management and rural infrastructure is a clear understanding of who will 

finance maintenance and capital improvements. Many industrial countries have established 

legal and financial arrangements that accommodate private ownership of roads at the highest 

level of the network, toll roads, and the lowest level, access roads. Private ownership of roads 

is highly cost-effective and efficient, especially at the lowest level of the network. Given the 

combined influence of two powerful trends - decentralization and the increased role of the 

private sector - the time is right to adopt institutional arrangements that encourage the largest 

private sector group, small-scale farmers, to assume more responsibility for the lowest level of 

the network.  

 
Improper drainage system leads to flooding due to rains and leaves the road in shattered 

conditions creating traffic blocks. The road construction technology is still behind the current 

requirement and due to increase in traffic the average age of roads has reduced considerably. 

The number of signal lights and their complexity has increased. The amount of electric power 

required to run all the signals in a city has gone up. All these activities add up to fund and 

other resource requirements. The net work of road is the life line of a city it is like blood 

flowing in the body. 

A sustainable funding source is required for the implementation of road safety measures. Two 

sources for financing road safety which are becoming more popular are road safety levies on 

insurance premiums, thereby extending the focus from compensation to prevention, and road 

funds which are usually based on fuel levies. These levies may be dedicated to the 

improvement and the maintenance of a safe and cost effective road network. 
 

In order to raise resources for road infrastructure, the 1998-99 Union Budget had provided for 

levy of additional excise duty and additional custom duty of Re1 per liter on petrol. The 1999-

2000 Union Budget levied an additional duty of Re 1 per liter on high speed diesel (HSD). In 
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 the 2003-04 Union Budget, additional cess of 50 paisa per liter on petrol and high-speed 

diesel was levied. The revenue from the cess goes into the CRF, which has been given 

statutory status by the Central Road Fund Act, 2000[34]. 

Current Status in ASEAN Region: 

Only Singapore (and perhaps Malaysia to some extent) can claim to have a reasonable level 

of funding for Road Safety.  The remaining countries are all under-resourced. 

 

Current Private Sector involvement is mainly through fuel companies and vehicle 

manufactures with minimum involvement from the insurance industry.  There is however 

several excellent examples of private sector sponsorship for safety activities, particularly in 

Singapore and Vietnam and these should inspire other countries in the region.  Thailand’s 

recent decision to allow half of the “health levy” on alcohol and tobacco sales to be used for 

road safety will make US$ millions available annually for safety action and is an excellent 

example of what can be done to raise additional funding. 

 

The insurance sector is small but growing in ASEAN countries and needs to address the real 

cost of covering high-risk groups and adjust premiums accordingly.  This will be good for 

business and road safety.  Absence or non-compliance of minimum 3rd party insurance in 

some countries inhibits safety so governments should enforce insurance regulations to achieve 

a high rate of coverage. 

Although government must finance the key line ministries with road safety responsibilities 

levies (on fuel, vehicle inspections, driver licenses, insurance, alcohol etc) can be used to 

finance road safety activities and a particularly good source of such funds (where it exists) is 

the Road Fund.  In the Philippines 71/2 % of the road fund is now allocated for road safety 

activities. 

Policy Statement in India: 

• The government has permitted 100 per cent foreign equity (up to US$ 306 million) in 
construction and maintenance of roads, highways, tunnels etc.  

• Earlier, most of the private sector investments were through the build-operate-transfer 
schemes. Now many of the recent projects are being bid on a toll collection system to 
finance the project. This new scheme has generated considerable interest among 
private investors and operators. 
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• To improve the position of availability of funds, steps have been taken in this direction 
like cess on petrol and diesel has been levied to make funds available for Highway 
infrastructure development. Funds are also obtained from externally funding agencies 
like World Bank, Asian Development Bank, OECF etc. for projects in Highway 
sector. Amendments have been made in the National Highway Act to encourage 
private sector participation in funding of road projects on BOT basis.  

 
• The road users, following the commercialization concept, are in principle responsible 

for all specific investments and services required to attain the desired level of traffic 

safety, and should in principle pay for these through fees commensurate with the costs 

imposed. 

 
• Donors have to be made aware of the importance of accident prevention as part of 

their range of activities. 

 
• WHO should act as an advocate for road safety programmes at international level, 

with reference to strategies for health for all. 

 

Successful ASEAN Regions: 

Singapore appears reasonably resourced.  Thailand and Brunei are the next strongest but all 

countries need to improve in this sector, and to seek innovative ways as Thailand has done, to 

improve the funds available for road safety. 

 
Country level Action in ASEAN Region: 
All countries recognized they could make improvements by making more funding available 

for road safety and by establishing long term sustainable funding via levies or road funds and 

increased private sector involvement.  Levies can be applied to Fuel, Alcohol, Road funds, 

Insurance, Driving Licenses and Vehicle Inspections etc. to provide a guaranteed and growing 

income for road safety activities. 

Most still needed to improve the link between insurance premiums and risk rates of different 

classes of road users. 

 
Regional Supportive Action: 

• Prepare short information note on alternative sources of funding for road safety. 
• Encourage International donors, Lending Agencies and ASEAN governments to invest 

in road safety. 
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• Raise awareness amongst key decision makers about the annual economic losses 
occurring due to road safety problems. 
 

13. Improvement of Hazardous Locations: 
The main important of improvement of Hazardous Locations is to identify the  accident 
locations on the network of Roads and implementing  the appropriate engineering 
countermeasures to try to prevent further accidents, or reduce the incidence of accidents, at 
those locations.  
 
“Improvement of known hazardous locations is one of the most cost-effective investments 
that can be made in the transport sector and should be a high priority for every government 
[35]’’. 

 
 

 
Current Situation in India: 
Improvement of the infrastructure is a continuous activity in India.  Such improvements are 

not always planned at the national level, and involve very different types of action, from 

building motorways, widening roads and building bypasses around towns, to more localized 

measures (dealing with particularly dangerous spots (“black spots”), improving junction 

layout, resurfacing roads, etc.).  Although figures are difficult to establish, such improvements 

are widely recognized as having played a major role in the downward trend in accident rates 

observed in some States of India. 

Lack of technology and poor accident data makes the job tough to implement and to identify 

the hazardous location and lack of funds makes it tougher to get on with the work for 

improving the road infrastructure to reduce the accidents and for a safer roads. 

 
 
 
Current situation in ASEAN Region: 
This is a disappointingly underdeveloped sector as only Singapore and Malaysia can be 

considered to have anything like a systematic programme of remedial works at hazardous 

locations.  Poor accident data systems with inadequate accident site location systems are 

partly to blame, but much could still be done if the will was there to do it.  Proven techniques 

are readily available to improve “Black Spots” as well as tackle hazardous routes and areas 

and many other remedies can be applied as “mass action plans” to such locations as dangerous 

bends, single lane bridge approaches and community safety problems such as villages, 

schools and markets. 
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Examples of “Traffic Calming” techniques can be seen in several countries, including the 

widespread use of rumble bars outside Hanoi as well as speed humps in several cities 

including the capital of Brunei, Bandar Seri Begawan. 

 

However, these generally appear to have been installed as isolated measures rather than as the 

result of systematic in depth analysis of the accidents occurring at hazardous locations.  Very 

little systematic work is currently being done in this area at present in despite it being one of 

the most cost effective ways of improving road safety. 

 

There is a need to develop such activity and to train government engineers and consultants in 

each country in the necessary techniques and skills. 

 
Successful ASEAN Regions: 
Singapore and Malaysia are most active in this area, but most other countries still have a long 

way to go. 

 

Policy Statement in India: 

• Development of a hazardous locations investigations course and guidelines. 

• Create a safety engineering “special interest” group via ASNet as in the ASEAN 

Region. 

• Centralized training of hazardous location investigation/instructors. 

• Hazardous location investigation courses in each state to train a pool of government, 

consultant and academic engineers in such techniques. 

 

Country Level Action in ASEAN Region: 
All countries recognized the effectiveness of improving hazardous locations and that there 

were very few engineers working in this field in the region. 

 
Most still needed to improve their accident data systems to enable hazardous locations to be 

readily identified and all countries need to focus more on the safety needs of vulnerable road 

users and the locations most frequently involving their accidents. 

 
All countries need guidelines in this area and more trained specialists for this type of work. 
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14. Coordination Management of Road Safety: 
Road safety work is a complex process involving different elements of the economy and the 

society. While the government is ultimately responsible for road safety, it is imperative that 

clear responsibility and authority are assigned to the various entities involved to ensure that 

all important aspects are adequately covered. It is equally important that there is a designated 

body with clear responsibility for coordination to ensure coherent programs and effective use 

of available resources.  

Various types of management structures are in use to coordinate road safety work at the 

national level; e.g. a high-level unit or agency established for the purpose, a designated lead 

department (e.g. Department of Transport), or committees or councils as in ASEAN Region..  

There should be a lead agency in government to guide the national road safety effort which 

should engage all significant groups within the country concerned with road safety.  It should 

have the authority and responsibility to make decisions, control resources and coordinate 

efforts by all sectors of the government, including health, transport, education, and police. 
 
Coordinated planning should occur among the Nations agencies and other intergovernmental 

organizations active in promoting road safety.  The donor community urgently needs to 

dedicate more resources to this issue, making the support comparable to that of other health 

problems of comparable magnitude.  International nongovernmental organizations and the 

private sector should take action locally and globally as committed employers and socially 

responsible corporate entities. 

 

Road safety cannot be the responsibility of government alone. The commercial sector, service 

organizations and non-Governmental Organizations (NGOs) play an important role in 

increasing road safety awareness. NGOs have an important input at grass roots level. 

Non-governmental road safety organizations (RSOs) can be effective partners of 

governmental road safety councils. Together they can promote and implement road safety 

policies, education and awareness.  

“Strong political, financial and technical support is needed for those delegated to initiate & 

coordinate road safety on behalf of the State.  Road safety is a multi-dimensional social 

problem involving many government agencies, so the State must play a leading role in 

initiating, organizing and coordinating the national assault on road safety problems in a 

country [35]”. 
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Current Status in India: 
Road Safety is a complex process involving different sectors of the economy and various 

elements of the society. The responsibility for improving the safety on the roads and reducing 

accidents is shared by many governmental departments and public and private agencies at 

National, State and Local levels.  

To function smoothly there must be proper legal, institutional and financial environments.  

The authority, responsibility and accountability of various stakeholders must be made clear 

and proper coordination between agencies should be developed at National, Regional and 

Local levels.  

Road safety is a highly cost effective activity involving the saving of human lives and the 

reduction of economic losses. 

Current Situation in ASEAN Region: 

All countries in the ASEAN region had some kind of National Road Safety Council (NRSC) 

or similar body to coordinate activities, although several covered other forms of transport as 

well and some had not met for a considerable period.  None were adequately funded or 

resourced for the work required. 

 
Most such coordinating bodies had representatives from the Ministries responsible for 

Highways, Transport & Police, but often little or no involvement of Education & ministries.  

The private sector & NGOs were usually absent. 

 
All countries had individual officers with responsibilities for coordinating and implementing 

Road Safety programmes, but few had well resourced teams of multi-disciplinary specialists 

able to carry out effective work in all the sectors. 

 

Local level Committees were typically less common and less well organized where they did 

exist Most countries however did not have any local level committees operating at all. 

 
 
Successful ASEAN Region: 
Singapore, Brunei and Malaysia were the strongest in this sector, but Vietnam and Myanmar 

have also made some good progress. 
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The remaining countries need very significant improvements. 
 
Even the best countries have potential to improve further in this sector. 
 
Policy Statement in India: 
The government will spell out the institutional responsibilities of the various stakeholders of 

road safety and take appropriate measures to ensure that the required legal, institutional and 

financial environment for road safety is put in place. The reforms in these areas would take 

into account an active and extensive participation of the community at large and of private 

and business sector as well as of NGOs for raising awareness about the road safety issues like 

behavioural pattern, the human factor, issues of risk perception as also building up of an 

environment for a minimum acceptable level of safe behaviour on roads etc. 

Strategies to Implement Policy in India: 
• To strengthen the legal framework for road safety at various levels. 

• To strengthen the institutional framework for managing road safety. 

To strengthen the financial framework for road safety 
 
 
Country Level Action in ASEAN Region: 
All 10 ASEAN countries have now produced Road Safety Action Plans to a very similar 

format covering the 14 sectors included in this regional plan and all countries agreed that the 

effectiveness of their NRSC  or similar body could be improved by: 

 
• Better political, financial & technical support 
• Better representation including more private sector & community involvement. 

 
It was generally agreed the National Road Safety Strategy and Action Plan would provide a 

focus for increased NRSC activity. 

 

Most countries made specific efforts to launch their new Road Safety Action Plans as Drafts 

for discussion.  In some cases these launches were timed to coincided with WHO World 

Health Day on April 2004, which focused on Road Safety Issues for the first time ever. 

 
Regional Supportive Action plans for ASEAN Region: 

• Ministerial declaration on road safety 

• Monitoring of country and regional action plans via ASEAN – Sec. 
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• Promotion of ASEAN road safety charter to get commitment from stakeholders in 

government, private sector and NGO’s. 

• Creation of “special interest” group via ASNet 

• Training of “Road Safety Champions”. 
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5.0 Recommendations: 

5.1 Introduction: 
Road traffic crashes are predictable and can be prevented. Many high-income countries have 

shown sharp reductions in crashes and casualty numbers over the past couple of decades. This 

has been achieved by adopting a systems approach to road safety that emphasizes 

environment, vehicle and road user interventions, rather than solely focusing on direct 

approaches aimed at changing the behavior of road users. Although solutions for low-income 

and middle-income countries may differ from those that have a longer history of motorization, 

some basic principles are the same. These include, for example, good road design and traffic 

management, improved vehicle standards, speed control, the use of seat-belts and the 

enforcement of alcohol limits. The challenge is to adapt and evaluate existing solutions, or 

else create new solutions in low-income and middle-income countries. 

Despite the growing burden of road traffic injuries, road safety has received insufficient 

attention at both the international and national levels. The reasons include lack of general 

awareness and specific information on the scale of the problem, on the health, social and 

economic costs of road traffic crashes, and on the interventions that can prevent crashes or 

reduce the harm they cause. 

 
Another reason is that the problem of road traffic crashes and injuries does not “belong” to 

any specific agency, either at national or international levels. Instead, responsibility for 

dealing with the various aspects of the problem – including the design of vehicles, the design 

of road networks and roads, urban and rural planning, the introduction and enforcement of 

road safety legislation, and the care and treatment of crash survivors – is divided among many 

different sectors and groups. There has usually been no leader to ensure that they coordinate 

their efforts and address the problem as a whole. In this environment, it is not surprising that 

political will has frequently been lacking to develop and implement effective road safety 

policies and programmes. 

5.2 Actions for road safety 

5.2.1 What governments can do 
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Institutional development 
• Make road safety a political priority. 
• Appoint a lead agency for road safety, give it adequate resources, and make it publicly 

accountable. 
• Develop a multidisciplinary approach to road safety. 
• Set appropriate road safety targets and establish national road safety plans to achieve 

them. 
• Support the creation of safety advocacy groups. 
• Create budgets for road safety and increase investment in demonstrably effective road 

safety activities. 
 

5.2.2 Policy, legislation and enforcement 
• Enact and enforce legislation requiring the use of seat-belts and child restraints, and 

the wearing of motorcycle helmets. 
• Enact and enforce legislation to prevent alcohol-impaired driving. 
• Set and enforce appropriate speed limits. 
• Set and enforce strong and uniform vehicle safety standards. 
• Ensure that road safety considerations are embedded in environmental and other 

assessments for new projects and in the evaluation of transport policies and plans. 
• Establish data collection systems designed to collect and analyze data and use the data 

to improve safety. 
• Set appropriate design standards for roads that promotes safety for all. 
• Manage infrastructure to promote safety for all. 
• Provide efficient, safe and affordable public transport services. 
• Encourage walking and the use of bicycles. 
 

5.2.3 What public health can do 
• Include road safety in health promotion and disease prevention activities. 
• Set goals for the elimination of unacceptable health losses arising from road traffic 

crashes. 
• Systematically collect health-related data on the magnitude, characteristics and 

consequences of road traffic crashes. 
• Support research on risk factors and on the development, implementation, monitoring 

and evaluation of effective interventions, including improved care. 
• Promote capacity building in all areas of road safety and the management of survivors 

of road traffic crashes. 
• Translate effective science-based information into policies and practices that protect 

vehicle occupants and vulnerable road users. 
• Strengthen pre-hospital and hospital care as well as rehabilitation services for all 

trauma victims. 
 

• Develop trauma care skills of medical personnel at the primary, district and tertiary 
health care levels. 

• Promote the further integration of health and safety concerns into transport policies 
and develop methods to facilitate this, such as integrated assessments. 
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• Campaign for greater attention to road safety, based on the known health impact and 
costs. 

 

5.2.4 What vehicle manufacturers can do 
• Ensure that all motor vehicles meet safety standards set for high-income countries – 

regardless of where the vehicles are made, sold or used – including the provision of 
seat-belts and other basic safety equipment. 

• Begin manufacturing vehicles with safer vehicle fronts, so as to reduce injury to 
vulnerable road users. 

• Continue to improve vehicle safety by ongoing research and development. 
• Advertise and market vehicles responsibly by emphasizing safety. 

 

5.2.5 What donors can do 
• Highlight the improvement of road safety outcomes as a global development priority. 
• Include road safety components in grants for health, transport, environmental and 

educational programmes. 
• Promote the design of safe infrastructure. 
• Support research, programmes and policies on road safety in low-income and middle-

income countries. 
• Make funding for transport infrastructure projects conditional on the completion of a 

safety audit and any follow-up required. 
• Set up mechanisms to fund the sharing of knowledge and the promotion of road safety 

in developing countries. 
• Facilitate safety management capacity building at regional and national levels. 

 

5.2.6 What communities, civil society groups and individuals can do 
• Encourage governments to make the roads safe. 
• Identify local safety problems. 
• Help plan safe and efficient transport systems that accommodate drivers as well as 

vulnerable road users, such as bicyclists and pedestrians. 
• Demand the provision of safety features, such as seat-belts, in cars. 
• Encourage enforcement of traffic safety laws and regulations, and campaign for 

firm and swift punishment for traffic offenders. 
• Behave responsibly by: 

  --abiding by the speed limit on roads; 
  --never driving when over the legal alcohol limit; 
  --always wearing a seat-belt and properly restraining children, even on short trips; 
  --wearing a crash helmet when riding a two-wheeler. 
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There are many proven science-based interventions, as well as promising strategies still under 

study. Governments can make use of these to develop effective and cost-effective road safety 

programmes. With properly targeted investment, India should derive considerable social and 

economic benefits from reduced road traffic deaths, injuries and disabilities. 

5.3 Recommended actions: 
The government should take the opportunity to access the current status of road safety in their 

country, review policies and institutional arrangements and capacity, and take appropriate 

actions. 

All the following recommendations should be addressed across a wide range of sectors and 

disciplines if they are to achieve success. However, the recommendations should be treated as 

flexible guidelines. They leave much room for adaptation to local conditions and capacities. 

Because of low-income and with limited human and financial resources, it may be difficult for 

governments to apply some of these recommendations on their own. In these circumstances, it 

is suggested that country’s work with international or nongovernmental organizations or other 

partners to implement the recommendations. 

5.3.1Recommendation 1: 
Identify a lead agency in government to guide the national road traffic safety effort: 
The country needs a lead agency on road safety, with the authority and responsibility to make 

decisions, control resources and coordinate efforts by all sectors of government – including 

those of health, transport, education and the police. This agency should have adequate 

finances to use for road safety, and should be publicly accountable for its actions. 

Experience shown that different models can be effective in road safety and that country needs 

to create a lead agency appropriate to its own circumstances. The agency might take the form, 

for example, of a designated, stand-alone bureau, or a committee or cabinet representing 

several different government agencies. It might also be part of a larger transport organization. 

The agency might undertake much of the work itself or else it might delegate work to other 

organizations, including provincial and local governments, research institutes or professional 

associations. Specific efforts should be taken by the agency to engage all significant groups 

concerned in road safety, including the wider community. Awareness, communication and 

collaboration are the key to establishing and sustaining national road safety efforts. National 

efforts will be boosted if one or more well-known political leaders can actively champion the 

cause of road safety. 
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5.3.2 Recommendation 2: 
 Assess the problem, policies and institutional settings relating to road traffic injury and 
the capacity for road traffic injury prevention:  
An important element in dealing with road safety is ascertaining the magnitude and 

characteristics of the problem, as well as the policies, institutional arrangements and capacity 

within the country to deal with road traffic injuries. This includes an understanding not only 

of the volume of traffic deaths, injuries and crashes, but also of which road users are most 

affected; in which geographic areas the greatest problems are found; what risk factors are 

contributing; what road safety policies, programmes and specific interventions are in place; 

what institutional structures are addressing the road traffic injury problem; and what their 

capacity is. Intermediate outcome measures – such as mean speeds, rates of seat-belt wearing, 

and rates of helmet wearing – can also be useful and can be obtained through simple surveys. 

 
Possible sources of data include: police; health ministries and health care settings; transport 

ministries; insurance firms; motor vehicle manufacturing companies; and government 

agencies collecting data for national planning and development. However, the accuracy, 

consistency and thoroughness of these data should be assessed before making use of them. 

 
Information systems on road traffic deaths and injuries should be simple and cost-effective to 

implement, appropriate to the skill levels of the staff using them, and consistent with national 

and international standards. 

 
Data should be widely shared among the relevant authorities and concerned groups, 

particularly those responsible for traffic, law enforcement, health and education. 

 
The economic impact of road traffic injuries in most countries is substantial. Where this is 

possible, assessing the direct and indirect economic costs of road traffic injuries, in particular 

relative to gross national product, can help increase awareness of the scale of the problem. 

 
A lack of data, though, should not dissuade governments from beginning to implement many 

of the other recommendations that are mandatory. 

5.3.3 Recommendation 3: 
Prepare a national road safety strategy and plan of action: 
Each country should prepare a road safety strategy that is multisectoral – involving agencies  

concerned with transport, health, education, law enforcement and other relevant sectors – and  
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multidisciplinary – involving road safety scientists, engineers, urban and regional planners, 

health professionals and others. The strategy should take the needs of all road users into 

account, particularly vulnerable road users, and should be linked to strategies in other sectors. 

It should involve groups from government, the private sector, nongovernmental organizations, 

the mass media and the general public. 

 
A national road safety strategy needs to set ambitious but realistic targets for at least five or 

ten years. It should have measurable outcomes and sufficient funding to develop, implement, 

manage, monitor and evaluate actions. Once the road safety strategy is prepared, a national 

action plan, scheduling specific actions and allocating specific resources, should be 

developed. 

5.3.4 Recommendation 4: 
Allocate financial and human resources to address the problem: 
Well-targeted investment of financial and human resources can reduce road traffic injuries 

and deaths considerably. Information from other countries on their experience with various 

interventions can help a government in assessing the costs against the benefits of specific 

interventions and set priorities based on which interventions are likely to be the best 

investment of scarce financial and human resources. Similar cost–benefit analyses of possible 

interventions in other areas of public health can help set overall government priorities for 

expenditure on public health. 

 
Countries may have to identify potential new income sources to afford the investment needed 

to achieve road safety targets. Examples include fuel taxation, road and parking charges, 

vehicle registration fees and fines for traffic violations. Area-wide safety assessments, at the 

proposal stage of projects that may influence road safety, and safety audits, as projects are 

carried through to completion, can help make optimal use of limited resources.  

India doesn’t have the human resources required to develop and implement an effective road 

safety programme and therefore need to develop these resources. Appropriate training 

programmes should be a priority. Such training should cover specialist fields – such as 

statistical analysis, road design and trauma care – as well as fields cutting across disciplines – 

such as urban and regional planning, policy analysis and development, road traffic planning 

and health planning.  
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Efforts should be made to increase attendance by representatives from low-income and 
middle-income countries in some conferences like traffic safety, injury prevention and safety 
promotion, and to involve them in setting global and regional agendas for road safety. 

5.3.5 Recommendation 5: 
Implement specific actions to prevent road traffic crashes, minimize injuries and their 
consequences and evaluate the impact of these actions: 
Specific actions are needed to prevent road traffic crashes and to minimize their 

consequences. These actions should be based on sound evidence and analysis of road traffic 

injuries, be culturally appropriate and tested locally, and form part of the national strategy to 

address the problem of road crashes. 

The effects on reducing the frequency and severity of crashes, as well as the cost-

effectiveness where data were available, No standard package of interventions is suitable for 

the country. However, the country can follow several good practices, including: 

• Incorporating as a long-term goal, safety features into land-use and transport planning 
– such as the provision of shorter and safer pedestrian and bicycle routes and 
convenient, safe and affordable public transport – and road design, including 
controlled crossings for pedestrians, rumble strips and street lighting; 

• Setting and enforcing speed limits appropriate to the function of specific roads; 
• Setting and enforcing laws requiring seat-belts and child restraints for all motor 

vehicle occupants; 
• Setting and enforcing laws requiring riders of bicycles and motorized two-wheelers to 

wear helmets; 
• Setting and enforcing blood alcohol concentration limits for drivers, with random 

breath testing at sobriety checkpoints; 

5.3.6 Recommendation 6:  
Support the development of national capacity and international cooperation: 
 

The Country faces a road safety crisis that has not yet been fully recognized and that will 

continue to grow unless appropriate action is taken. International organizations – including 

United Nations agencies, nongovernmental organizations and multinational corporations – 

and donor countries and agencies have important roles to play in addressing this crisis and 

strengthening road safety. 

 

Dedicating World Health Day 2004 to road safety is one step WHO is taking in this direction. 

Beyond this, the donor community urgently needs to dedicate more of its resources to helping 

low-income and middle-income countries improve road safety.  
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Currently, the level of support given to road safety is far below that for other health problems 

of comparable magnitude. Few multilateral donors have included road safety among their 

priority areas for funding. With some exceptions, such as the FIA, Volvo and Rockefeller 

Foundations, few foundations to date have provided significant funding for international road 

safety programmes. 

 Several global and regional United Nations or intergovernmental agencies are active in road 

safety. Although there have been joint efforts, little coordinated planning between these 

agencies takes place on any large scale. In addition, no lead agency takes responsibility for 

ensuring that such coordinated planning takes place. This situation must change so that 

responsibility is clearly assigned, specific roles are allocated to specific agencies, duplication 

is avoided and a firm commitment is forthcoming to produce and implement a global plan for 

road safety. 

 

There first needs to be a forum where those involved can meet and discuss the development of 

such a plan. The plenary meeting of the United Nations General Assembly took place on 14 

April 2004 was a milestone in this direction. A follow-up process, though, is needed. This 

process should include regular meetings of relevant government ministers so as to develop 

and endorse a global plan of action or charter for road safety, consistent with other global 

initiatives such as the Millennium Development Goals. 

 
Finally, international nongovernmental organizations and the private sector can help raise 

awareness locally and globally, as committed citizens, employers and socially responsible 

corporate entities. 
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6.0 Conclusion: 
 

 

This thesis attempts to contribute to the body of knowledge on importance of road safety and 

the activity plans to be implemented for the road safety in India. Improvement of road safety 

is a very complicated task requiring coordinated actions and interventions at different stages 

and levels to maximize their effectiveness.  

  

Road deaths and injuries are increasing at faster pace in India. Activity plans, proper 

management techniques of road safety based on countries road conditions and environment 

will play a vital role for solving the problem of road fatalities in India, Which also helps in 

steadily and systematically reducing the number and severity of road crashes by implementing 

coordinated multi-sector remedial programs. 

 

Problems such as poverty, high population, Corruption, low technological development, lack 

of financial resources and low productivity are some of the common problems being faced in 

India. 

 

It is apprehended that the present pattern of accidents shall continue in future, if no remedial 

action is taken. A national medium or long term Road Safety Plan is a prerequisite for 

achieving sustainable improvements in road safety. The plan should set measurable long term 

and mid-term road safety targets, build capacity of local institutions, and provide alternative 

sources of financing for road safety measures. 

 

Road traffic crashes are predictable and therefore preventable. In order to combat the 

problem, though, there needs to be close coordination and collaboration, using a holistic and 

integrated approach, across many sectors and many disciplines.  
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