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Executive Summary

Africa is the worst performing continent in road safety. In order to improve road safety
performance in African countries, many barriers need to be overcome. Among them stands the
substantial lack of detailed knowledge on road casualties in terms of their number as well as
associated factors leading to road accidents or affecting their consequences. There is a serious lack
of road safety data in African countries, and even when data are available (e.g. through the reports
of WHO, International Road Federation - IRF, etc.), little is known about data collection systems,
data definitions, etc.

The objective of the present report is to outline the results of relevant surveys undertaken within the
SaferAfrica project as well as existing road safety analysis documents in order to assess the current
situation of Africa in terms of road safety data, data collection systems and definitions.

In order to assess the needs of stakeholders involved in road safety in terms of knowledge and
information tools and convey a clear view of current road safety practices followed in Africa, two-
fold surveys as well as existing road safety analysis documents were exploited. The surveys
consisted of a brief questionnaire in order to point out the current status in each country in terms
of basic road safety aspects and definitions, followed by an extensive one where, besides other
concerns, detailed demands and views of road safety stakeholders, not necessarily directly
involved in decision-making, in each examined African country were recorded. Furthermore,
existing road safety analysis documents were exploited; namely the Global Status Report on Road
Safety (WHO, 2015) and the IRF World Road Statistics 2016 (IRF, 2016) reports. Finally, aiming to
assess the effects of current data definitions and collection procedures a pilot study was delivered
on certain countries which were selected based on specific criteria described in the relevant chapter.

This first survey addressed an initial approach to identify per country the current status in terms of
basic road safety management and data collection practices. Representatives from 20 African
countries, mainly from the West, East and South regions of the African continent took part in this
survey. Most of the respondents had a significant experience in the field of road safety (over 10
years), thus the information they provided is considered accurate and reliable.

Experts from all countries stated emphatically the high importance of data and knowledge to
support road safety activities. This is a clear indication of the urgent need for the improvement of
data and information availability with regard to the improvement of road safety in African
countries.

The second survey included questions on road safety management and data collection practices,
road safety resources and basic road safety data developed appropriately to reflect the conditions
in Africa. This survey was filled-in by 29 stakeholders from 21 African countries. The majority of the
replies were received by governmental representatives.

The objective of the pilot study was to investigate for African countries the effects of current

practice in managing road safety data. This existing performance and capacity assessment in
terms of handling data, data collection procedures and definitions was carried out specifically for
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Tunisia, Burkina Faso, Malawi, Cameroon and South Africa which contributed in the second survey
and were selected based on the following criteria: regional and cultural coverage, cross checked
responses, position of the respondent and adequate filling of the survey.

The examination of the existing situation regarding road safety data, data collection systems and
definitions in African countries based on the survey results, provides some important insight on
deficiencies of current practices which might partially explain poor road safety performance in
these countries. Furthermore, in combination with the special characteristics of these countries,
common deeper problems in structures and policies may be identified.

Based on the stakeholders’ responses it was found that there is a significant demand for data and
knowledge in order to be used for road safety-related decision making. Currently, such information
is poorly available in African countries. This fact makes the work of road safety stakeholders
difficult, therefore, their discontent was expressed. In several cases, it was found that stakeholders
are not even aware of the availability status of items that they consider to be irrelevant to their
work. Generally, stakeholders seem to be poorly informed about the availability of road safety data
and tools.

The assessment of the existing road safety data collection systems in African countries revealed
similarities but mostly differences since besides the existence of formal systems for recording road
accidents for almost all countries, the data collection practices from the road safety monitoring and
evaluation points of view are addressed in various ways.

Among the most important is the fact that sustainable systems to collect and manage data on
road accidents, fatalities and injuries are in place for many but not all the examined countries. On
the other hand, it was surprising to see that in-depth accident investigations for road safety
purposes are conducted for approximately 40% of the countries. More or less, the same countries
have a national observatory centralizing data systems for road safety as well as a reporting
procedure to monitor road safety interventions. For about 35% of the countries there is a process for
assessing the progress of the applied safety measures (process evaluation) in place during the
implementation period of a road safety programme which is mainly addressing road safety
campaigns.

Exposure indicators were found in the examined countries’ national observatories, where g
countries out of 10 seem to include exposure data in their national road safety observatories.

Approximately 50% of the examined countries have in place a sustainable system for the collection
and management of data on behavioural indicators emphasizing on speeding and alcohol impaired
driving. Safety belt wearing rates were found to be somehow lower. In general, apart from
behavioural indicators, the countries utilizing safety performance indicators during a process
evaluation seem to be no more than 4.

Regarding the critical aspect of a common definition for road accident fatalities, serious injuries and
work related accidents, it was found that although the existence of a common fatality definition
(mainly) was highly prioritized such a classification is not available in all the examined countries.
Another highlighted issue of general concern is the underreporting of road accidents for which the
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accessibility to relevant data, though regarded as a priority of major importance for the majority of
the stakeholders, is only partially available. Road accident databases that link Police and hospital
data may serve as a potential solution to the underreporting issue. Such a perspective for joined
databases, although once again highly acknowledged by the respondents, at present, seems not
available to the majority of stakeholders. Identifying high-risk sites are considered more important
compared to performing in-depth accident analysis, where regarding the latter, the existence of a
common methodology seems rather limited.

Exposure data although appreciated by more than 50% of the stakeholders are fully available to
approximately 20% of them.

Information on road users' behavioural aspects and attitudes were found to be highly prioritized by
more than 70% of road safety stakeholders in all countries. However, availability of such information
is rather limited to almost 30% of stakeholders. The same percentages more or less in terms of
priority and availability ratings respectively were found regarding information on road accident
causation factors. From the road infrastructure point of view, data on road safety audits —
inspections were greatly appreciated by the stakeholders, although such information is currently
available to less than 10% of the respondents.

Only few countries dispose suitable time series of road fatality data and especially for the latest
available decade 2005-2014, only 21 African countries have available data for more than 5 years. The
greatest lack in data concerns risk exposure and safety performance indicators, for which few
countries have collected such data.

Moreover, a second issue concerns the comparability of the data and the potential of using
different databases in a complementary way. Concerning the fatality data, the review revealed that
different definitions are used among the countries. Thus, the data cannot be comparable among the
countries, without being processed before, while attention is needed when combining the two
databases.

Concerning the data on exposure and road safety performance, the comparability of the countries
with available data is not totally reliable, since the data refer to different years, with a difference of
more than 10 years in some cases (e.g. road network density). Moreover, there is not much
information on the collection methods that ensures an appropriate comparison.

However, the available data are presented in tables and related figures drafted in order to obtain an
approximate picture of the road safety situation in African countries. There are clear differences on
road safety performance of the countries in terms of road safety outcomes, which are also obvious
when examining the motorization level or the characteristics of the road infrastructure of the
countries. However, the lack of data on road safety performance and traffic exposure do not permit
to come to some first conclusions so far.
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1 Introduction

Africa is the worst performing continent in road safety. The mortality rate in Africa (26.6
fatalities/10° population) is almost three times that of Europe’s (Figure 1.1a), where the number of
road fatalities represents 31% of the relevant global figure. However, the most disturbing concern is
the fact that the disparity in road safety results seems to be increasing. More specifically, according
to the World Health Organisation (WHO, 2015), in Europe fatality rates improved from 10.3 per
100,000 population in 2010 to 9.3 per 100,000 population in 2013. Over the same period, road
fatality rates in Africa increased from 24.1 per 100,000 population to 26.6 per 100,000 population
(Figure 1.1b). As far as Africa is concerned, road trauma is expected to worsen further, with fatalities
per capita projected to double from 2015 to 2030 (WHO, 2015).
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Figure 1.1 (a,b): Mortality rate (fatalities/100,000 population) per region, WHO 2015.
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The specific characteristics of victims in the region signifies that road crash is the fourth leading
cause of deaths of people aged 5-44 years (Jacobs et al., 2000); over 75% of the casualties are of
productive age between 16-65 years; and vulnerable road users constitute approximately 65% of the
deaths. These figures are indicators of the direct linkage and the impact of road crash in worsening
poverty in Africa. Compared with other regions, the losses caused in Africa are proportional to the
level of motorization and road network density (African Development Bank Group, 2013).

Despite these pressuring and unfavourable potentials, several actions are already ongoing and
important documents are already in place, paving the way for road safety improvements. Such an
example is the African Road Safety Action Plan 2011-2020 developed by the common effort of the
African Union (AU) and the United Nations Economic Commission for Africa (UNECA).

However, based on the mid-term review in 2015 of the African Road Safety Action Plan 2011-2020
carried out by UNECA more than 4£0% of African countries have not taken any significant action
in:

e establishing/strengthening/harmonising the injury data system for health facilities;

e engaging local research centres on road safety data management;

e building capacity for road safety data management;

e mandatory reporting, use of standardised data or sustainable funding for road safety data

management.

In the same report it is stated that fewer than 18% of countries monitor important road safety
performance indicators, such as seatbelt or helmet-wearing rates.

In order to improve road safety performance in African countries, many barriers need to be
overcome. Among them stands the substantial lack of detailed knowledge on road casualties in
terms of their number as well as associated factors leading to road accidents or affecting their
consequences. There is a serious lack of road safety data in African countries, and even when data
are available (e.g. through the reports of WHO, International Road Federation - IRF, etc.), little is
known about data collection systems, data definitions, etc.

Reliable and accurate data are a fundamental prerequisite to understand the magnitude of road
safety problems in Africa and convince stakeholders to take appropriate actions. Reliable and
accurate data are also needed to identify problems, risk factors and priority areas in order to
formulate strategies, set targets and monitor performance.

As an initial approach, existing national data should be gathered, assessed and processed to
improve quality. Safety data should be enhanced through additional data and indicators, which may
be available at the individual country level but are not currently published (e.g. exposure data, road
safety performance indicators, road safety management, etc.). As a final step, data should be
analysed to provide a factual appraisal of road safety level in Africa, to reveal critical issues and to
indicate priority areas with high potentials for road safety improvement.

At the same time, it is essential to assess the needs of road safety stakeholders in African

countries in terms of knowledge, data and information tools, and to deliver concrete data and
information that can be accessed by all stakeholders involved in road safety.
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Towards this direction, the objective of the present report is to outline the results of relevant surveys
undertaken within the SaferAfrica project as well as existing road safety analysis documents in order
to assess the current situation in Africa in terms of road safety data, data collection systems and
definitions.
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2 Methodology

A key assignment within the SaferAfrica project is to thoroughly assess the needs of stakeholders
involved in road safety in terms of knowledge and information tools and convey a clear view of
current road safety practices followed in Africa.

For this purpose, two-fold surveys as well as existing road safety analysis documents were exploited.
The surveys consisted of a brief questionnaire in order to point out the current status in each
country in terms of basic road safety aspects and definitions, followed by an extensive one where,
besides other concerns, detailed demands and views of road safety stakeholders not necessarily
directly involved in decision-making in each examined African country were recorded. Furthermore,
existing road safety analysis documents were exploited; namely the Global Status Report on Road
Safety (WHO, 2015) and the IRF World Road Statistics 2016 (IRF, 2016) reports. Finally, aiming to
assess the effects of current data definitions and collection procedures upon data quality and
accuracy, a pilot study was delivered on certain countries which were selected based on specific
criteria described in chapter 6.

The following sections outline in more detail the basic characteristics and assumptions of the above
mentioned approaches. However, it should be noted that the road safety issues raised in both
surveys and mostly the contents of the extensive one are not limited solely in identifying the current
status of Africa in terms of road safety data, data collection systems and definitions. Therefore, road
safety fields such as management practices which although are tackled in the current surveys, at the
same time fall outside the scope of the present report, will be incorporated in other project
deliverables.

Due to the low number of answers to the two-fold surveys, the conclusions have to be confirmed in
the future by in depth analysis and additional incoming questionnaires.

2.1 Brief Questionnaire

This first survey addressed an initial approach to identify per country the current status in terms of
basic road safety management and data collection practices. A brief questionnaire was distributed in
the context of a Road Safety workshop sponsored by the joined efforts of World Bank and IRTAD, in
Nairobi (Kenya), in December 2016. Representatives from 20 African (English speaking) countries,
mainly from the West, East and South regions of the African continent shown in Figure 2.1
participated in the Workshop.
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Ethiopia
Kenya
Malawi
Mauritius
Mozambique
South Sudan 16 The Gambia
Tanzania 17 Ghana
Uganda 18 Liberia
Zimbabwe 19 Nigeria

(6| Gameraon ] 20 sierraeone

(2** World Bank — IRTAD Road Safety Workshop, Nairobi, December 2016)
Figure 2.1: African countries participating at the short survey.

Bl Northern Africa
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Most of the respondents had a significant experience in the field of road safety (over 10 years), thus
the information they provided, is expected to be accurate and reliable.

Since the objective of the short survey was to understand basic road safety aspects and definitions,
mainly questions related to practices on road safety management as well as data collection were
raised. The survey was structured with 10 core questions accompanied with several explanatory
queries (no more than 15 questions in total) the majority of which were based on a Yes — No reply. A
copy of the brief questionnaire can be found in Annex I.

Experts from all countries stated emphatically the high importance of data and knowledge to
support road safety activities. This is a clear indication of the urgent need for the improvement of
data and information availability with regard to the improvement of road safety in African countries.

2.2 Extensive Questionnaire

The detailed questionnaire was distributed during the above mentioned Workshop in Nairobi
(December 2016) with representatives from 20 African countries (Figure 2.1). It was also presented
to a similar meeting for northern and generally French-speaking African countries organised once
again jointly by World Bank and IRTAD, in Marrakesh (Morocco) in February 2017. In this meeting,
stakeholders from 13 additional African countries, mainly from the North and West regions of Africa,
were asked to fill it in (Figure 2.2). The questionnaire was also distributed during the "13th
Prévention Routiére Internationale (PRI) World Congress and Exhibition on Road Governance & its
Impact on Road Safety" in Tunisia (May 2017). However, no feedback has been received.
Furthermore, the questionnaire has been distributed via e-mail to appropriate contacts of the
project partners who have been repeatedly reminded to provide their feedback. A copy of the
extensive questionnaire can be found in Annex II.
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13 Burundi
Il Northern Africa
[0 Western Africa
B Middle Africa
[] Eastern Africa
Il Southern Africa

Figure 2.2: African countries participating at the 2" World Bank — IRTAD workshop
(Marrakesh, February 2017).

Since the official languages of certain African countries differ, the questionnaire, besides English
was translated and distributed in French as well as Portuguese.

The number of countries that provided feedback on the entire extended survey, as well as the
distribution of respondents per their professional status (i.e. governmental representatives or
independent experts), is illustrated in Figure 2.3 per region, where it can be seen that the majority of
the replies were received by governmental representatives. Up to now, 29 stakeholders from 21
countries have provided feedback.
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Governmental | Independent
no Country : Total

Representative Expert

2 | Kenya 1 1

3 | Malawi 1 1

4 | Mauritius 2 2

5 | South Sudan 2 2

6 | Tanzania 2 2

Total 21 26 3 29

B Northern Africa
[ Western Africa
B Middle Africa
[ Eastern Africa
Bl Southern Africa

Figure 2.3: African countries participating in the extensive survey.

The structure of the detailed survey, the responding process to which is continuously ongoing, was
partially based on relevant questionnaires developed in the framework of the EU funded project
"DaCoTA". (Papadimitriou et al, 2012). Besides other concerns, detailed demands and views of road
safety stakeholders not necessarily directly involved in decision-making are addressed for each
African country.
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Specifically, previously developed questions on respondent's background information, road safety
management and data collection practices were adjusted to the needs and particularities of
SaferAfrica and included in the extensive questionnaire. Furthermore, this extensive questionnaire
was enriched with new questions on road safety resources and basic road safety data, developed
appropriately to reflect the conditions in Africa. It consists of two sections; namely, Road Safety
Activities (including subsections A-C) and Data & Data Practices (including subsections D and
E).More specifically, the sections contain:
e Section 1-Road Safety Activities
v A: Activity in the field of road safety
v’ B: Road safety management practices per country
v C: Key road safety resources utilized in respondent’s daily work
e Section 2 —Data and Data Practices
v D: Data collection practice
v’ E: Basic road safety data per country

The first part of Section 1 is aimed at collecting “background information” allowing a more thorough
description of the way the stakeholder is involved in the field of road safety. The input required
information, such as: their country of work, the type of organisation they worked for, the types of
activities they were primarily involved in concerning road safety, as well as their experience in the
field of road safety.

Based on the answers to subsection 1A, in almost all countries, the respondents had a considerable
experience in the field of road safety. More specifically, the involvement in road safety for the
majority of the contributors (approximately 55%) was found to be over 10 years, thus the
information they provided is considered accurate and reliable (Figure 2.4).

Years working in the field of road safety

=<5 years
= 510 years
= 11-20 yaars
=20 yaars

Note: The number of respondents and the respective percentage are shown in the graph

Figure 2.4: Years of experience of the respondents in the field of road safety
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As far as the road safety activities fields of the participants are concerned, several types appear to be
favoured. Among them campaigns, training, communication, education, vehicle safety and data
collection & analysis seem to prevail (Figure 2.5).

Road safety related activities

16; 8% 21, 8%

= Data collection and analysis
= Campagmns
= Communication
= Fducation
gy TN
= Monilonng and evaluation
= Planning and design
u [river, passanger and VRL safety
= nirastiucture salely
=\/ehicle safety
= Enforcement
=Health - posl crash realment
21, 8%  =Research (commissioning)
= Research {conducting myself)
s Management
= Policy making

= Government lobbying

18, 1%

Note: The number of respondents and the respective percentage are shown in the graph
Figure 2.5: Road safety activities fields of the participants

The second part of Section 1 deals with road safety management systems and acts as a tool for the
assessment of road safety legislation, policy and institutional capacity in African countries. This part
consists of the following five fields:

e Institutional organisation, coordination and stakeholders’ involvement

e Policy formulation and adoption

e Policy implementation and funding

e Monitoring and evaluation

e Scientific support and information, capacity building

From the above fields, only the data included in the “monitoring and evaluation” sub-part and some
of the information comprised in the “scientific support and information, capacity building” sub-part

fall in the scope of the present report and are further assessed.

As already stated above, an effort was made that these questions are addressed to two types of
road safety professionals in each partner country:
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e Government representatives: Road safety practitioners who are or have been directly
involved in policy and decision making over a long enough period of time for them to have
acquired wide-ranging experience in road safety

e Independent experts: Road safety researchers or scientists who may contribute to policy but
do not have a decision making role and could offer a non-partisan view of the road safety
legislation, policy and institutional capacity in each country.

The third part of Section 1 deals with key road safety resources utilized in the respondent's daily
work and consists of:

e Databases—information sources

e Documents (road safety analyses, management and good practice manuals)

e Contacts of key road safety stakeholders in their country

e Conferences and events recently organised in their country

e Web resources in their country

From the above fields of key road safety resources, only the responses related to databases -
information sources as well as documents addressing road safety analyses are further assessed.

In the first part of Section 2 an assessment of the demands and views of road safety stakeholders is
carried out in terms of the scientific input (information, data, tools etc.) that actors, involved at
various levels and in various areas of road safety, consider important and necessary for their work.
Specifically, questions concerned items on:

e Data and resources for fact finding and diagnosis of road safety issues

e Data and resources for the development of road safety related programmes

e Data and resources for the implementation of road safety related measures

e Data and resources for the monitoring and evaluation of road safety measures

The respondents were asked to evaluate each listed item on two different dimensions: (1) the
perceived priority for their personal work, and (2) the perceived availability at the level of their
country (i.e. the extent to which, according to their knowledge, the item in question was available
should they want to use it) (Papadimitriou et al, 2012).

The priority ratings were made on a scale comprising four response options: “High priority” (3);
“Medium priority” (2); “Low priority” (1), and “Not relevant to my work” (o). The availability of each
item was evaluated on the basis of the following response options: “Already available” (3); “Partially
available” (2); “Currently not available” (1); “Unknown” (o).

From the above mentioned groups of items the following data and resources fall in the scope of the
present report and are further analysed:

e Data and resources for fact finding and diagnosis of road safety issues

e Data and resources for the implementation of road safety related measures

Finally, in the second and final part of Section 2, the following basic road safety data per country
were recorded
e Definitions of
0 Road fatality
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0 Road injury
0 Hospitalised due to road accident
e Road fatalities in time-series (1995-2015 or any available years)
e Road fatalities in 2015 or latest available year
e Risk Exposure
e Road Safety Measures
e Road Safety Performance Indicators
e Economy and Management Indicators

In order to draw a reliable and accurate picture or the road safety “profile” for each country, and
allow in-depth country comparisons for selected key items, a thorough qualitative analysis was
carried out by cross-checking the questionnaire responses and the related comments to different
subsections.

The results of this assessment serve as a baseline for monitoring and evaluating progress of the road
safety policies and road safety performance in each country. Results show important diversity in the
structures and processes at the higher level of road safety management.

As already seen through Figure 2.3, up to now, 21 African countries have provided feedback on the
extended survey. In certain countries responds from two different stakeholders were delivered,
however most of them were from public stakeholders and only Benin, Kenya and South Africa
provided responds from independent experts. As stated above, the questionnaire is continuously
being distributed via e-mail to appropriate contacts of the project partners who have been
repeatedly reminded to provide their feedback. The survey is still ongoing with much potential to
improve the sample in terms of collecting additional road safety data from more countries as well as
stakeholders.

Based on the feedback provided through the extensive questionnaire, an overall as well as a
comparative analysis of road safety data collection systems and road safety definitions is compiled
in order to identify good practices and priority areas for improvement. It should be noted that the
results described in chapters 3 and 4 are based on experts’ opinions and views, not concrete data,
and therefore, should be treated as such.

2.3 Road Safety Data Documents

Apart from the data and information obtained through the short and the extensive questionnaire,
the review of road safety data collection systems and definitions in African countries was further
elaborated through the exploration of information included in two key road safety data resources;
namely the "Global Status Report on Road Safety" published by WHO in 2015 and the "World Road
Statistics" published by IRF in 2016. From each one of these two publications information on road
safety indicators, data collection methodology, definitions of accident data and data availability
were obtained and an accident data overview was compiled. Furthermore, risk exposure data (per
road user, vehicle and road infrastructure) were retrieved from IRF while data on road safety
performance indicators were obtained through WHO.
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Moreover, two additional road safety data resources were exploited; namely the report “The Global
Burden of Disease from Motorized Road Transport, (GBD)" published by World Bank in 2014 and the
IRTAD database.

The GBD report (2014) presents comprehensive global estimates of the health losses from road
deaths and injuries worldwide. It marks the first attempt to quantify the disease burden attributable
to air-pollution as well as injuries from motorised road transport. Although the report presents also
estimate of non-fatal road injuries, hospital data records from 28 countries worldwide were
exploited. Moreover, the authors underline an urgent need for continued work in order to improve
their analytical methods for combining available epidemiological data as well as their measurement
techniques.

OECD has established the International Road Traffic and Accident Database (IRTAD) as a
mechanism for providing an aggregated database, in which international road accident and victim
as well as exposure data are collected on a continuous basis. The development and use of the IRTAD
is carried out by the International Traffic Safety Data and Analysis Group (IRTAD Group).
Information collected for IRTAD comes directly from relevant national data providers in member
countries. The data are provided in a common format, based on definitions developed and agreed
by the IRTAD Group. If needed, appropriate correction factors are applied in order to enhance
international comparability. Currently 32 countries are contributing data to the IRTAD Database.
The database includes more than 5oo data items, aggregated by country and year (since 1970) and
shows up-to-date accident and relevant exposure data, including:

e Injury Accidents classified by Road Network

e Road Fatalities by Road Usage and Age, by Gender and Age or by Road Network

e Car Fatalities by Driver [ Passengers and by Age

e Hospitalised Road Users by Road Usage, Age or Road Network

e Accident Involvement by Road User Type and Associated Victim Data

e RiskIndicators: Fatalities, Hospitalised or Injury Accidents Related to Population or

Kilometrage figures

e Monthly Accident Data (three key indicators)

e Population Figures by Age Bands

e Vehicle Population by Vehicle Types

e Network Length Classified by Road Network

e Kilometrage Classified by Road Network or Vehicles

e Passenger Kilometrage by Transport Mode

e Seat Belt Wearing Rates of Car Drivers by Road Network

e Area of State
Selected data is available for free while full online access requires IRTAD membership. Latest data
are also published in book format in the IRTAD Road Safety Annual Reports.

2.4 Pilot Study

Finally, a pilot study focused on five selected countries has been carried out aiming to assess the
effects of current road safety data definitions and collection procedures on data quality and
accuracy. The criteria for selecting these countries are outlined in chapter 6. A comparative analysis
and synthesis of the findings across the selected countries was also conducted.
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3 Road Safety Data Collection Systems in African Countries

3.1 General

The present chapter aims in clarifying the current status in terms of the existence, extent and
level of road safety data collection systems in African countries.

This was achieved by exploiting the responses acquired through the extensive questionnaire and
reflecting the utilized data collection practices of each examined country. However, there were
cases where respondents from the same country provided different answers on the same questions
In order to homogenize similar replies and deliver an accurate as possible view of current road safety
practices in the examined countries, a certain process was utilized in such cases of different answers:

e For each question, the answer provided by the majority of respondents from the same

country was considered the correct one.
e Incases of ties between two different options, the following adjustments were applied
0 "“Yes” and “No” was considered “"Unknown”

“Yes” and “"No Answer” was considered “Yes"”
“Yes” and “Unknown” was considered “Yes"”
“No” and “No Answer” was considered “"No”
“No” and “Unknown"” was considered “"No”
“No Answer” and “"Unknown” was considered “Unknown”

O 0O 0O0O0

As an initial approach the use of road safety databases — information at national level in the
examined countries was questioned. Figure 3.1 illustrates the replies on the potential utilization of

databases on road accidents, travel — mobility surveys as well as other exposure indicators (e.g.
vehicle fleet).

Road Accident Databases Travel/Mobility Surveys Other Exposure Databases

19%

0%

5%\

38%

T6%

33%

sYES s NO sUNKNOWN =NOANSWER =¥ES s NO =UNKNOWN =NOANSWER =YES =NO =UNKNOWN = NOANSWER

(Cza) (C2b) (C2c)

Notes: The alphanumeric variables in the parenthesis indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).
C2a: No feedback provided from Kenya, South Sudan, Senegal and Tunisia

C2b: No feedback provided from Benin, Kenya, Sierra Leone, South Africa, South Sudan, Senegal, Tanzania
and Tunisia.

C2c: No feedback provided from Gambia, Kenya, Sierra Leone, South Sudan, Senegal, Tanzania and Tunisia.

Figure 3.1: Use of databases — information at national level
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It can be seen that in most examined countries there are formal systems in place for recording road
accidents since they are being utilised by 75% of the respondents. Also it is interesting to know that
other exposure databases are utilized in more than 50% of the countries. On the other hand, surveys
regarding travel — mobility demands seem not so widespread.

As a second approach, core road safety management concerns related to data collection practices in
the examined African countries were addressed from the road safety monitoring and evaluation
points of view. The replies per country for these basic aspects, which are once again based on the
extensive survey, are shown in Figure 3.2.

s Z
= =2 a 1
€« 2 E 3
5 5 E 2 3
¥ £ 3 E %
= s § 2
Sustainable systems to collect/manage
B34 data on road accidents, fatalities and v Vv Vv wa
injuries

Sustainable and reliable in-depth

B35 accident investigations for road safety v
purposes

E5 National Observatory centralizing data v
systems for RS

Notes: +/: Yes, Empty cell: No, N/A: No Answer, U/K: Unknown.
The alphanumeric variables in the first column indicate the section and number of the respective question in
the extensive questionnaire (available in AnnexII).

Reporting process been set up to

B38 | onitor road safety interventions

5
=
<

“Benchmarking” used to monitor

= progress in the road safety situation

u,

=
=

B Northern Africa
[ Western Africa
B Middle Africa
[ Eastern Africa
B Southern Africa

Figure 3.2: Basic aspects in monitoring and evaluation of road safety data collection practices in
African countries.

Experts revealed that sustainable and reliable systems (durable, funded and maintained) to collect

and manage data on road accidents, fatalities and injuries are available for a number of African
countries. On the other hand, sustainable in-depth accident investigations for road safety purposes
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seem to be conducted for 8 out of 21 examined countries (Malawi, Cameroon, D.R. of the Congo,
Lesotho, Mali, Nigeria, Senegal and Togo). A national observatory centralizing the data systems for
road safety is available in almost 50% of the responding countries. On the whole, the same countries
also have a reporting procedure to monitor road safety interventions in place. Last but not least,
benchmarking is not really utilized in most countries except for D.R of the Congo, South Africa,
Burkina Faso, Nigeria, Sierra Leone and Tunisia.

In the following sub-chapters, additional and more detailed aspects of road safety data collection
systems for the examined African countries as a whole are presented. The fields of such data
collection practices are classified as follows:

e Road accident data

e Risk exposure

e Road safety performance indicators

Specific data collection concerns per country are discussed in the pilot study for selected countries
that follows.

3.2 Road Accident Data

As seen through Figure 3.2, for 10 countries a national observatory is available for centralizing the
data systems for road safety. For these countries, different types of data included in the national
observatory were further specified. Although in general such data vary, in Figure 3.3 it can be seen
that all 10 countries incorporate in their observatories data on accidents, fatalities and injuries, 50%
of them data regarding in-depth accident investigations, and also 50% data on behavioural
indicators.
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Note: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).

Figure 3.3: Data included in national road safety observatories.
Monitoring road safety interventions through a reporting process is available for 8 of the examined
African countries (Figure 3.2). Aiming to further understand such practices in these countries, further
questions were addressed and the results are presented in Figure 3.4 to Figure 3.9.
The reporting of monitoring road safety interventions is either periodical or linked to intermediate
phases of the country’s national road safety programme (Figure 3.4).

B38a-Reporting period

periodical

intermediate phases of the RS programme

II

0% 20% 40% 60% 80% 100%

BYES ENO ®UNKNOWN mNOANSWER

Note: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex Il).

Figure 3.4: Reporting period for monitoring road safety interventions.
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In Figure 3.5 it can be seen that the most common areas of intervention to which the reporting
procedure applies are driver training, campaigns, enforcement and vehicle related measures.

B38b-Areas of interventions

Engineering on rural roads _

Engineering on urban areas

Vehicles related measures
0% 20% 40% 60% 80% 100%

mYES mNO mUNKNOWN =mNOANSWER

Note: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).

Figure 3.5: Areas of road safety interventions covered by the reporting process.
The reporting process addresses mainly deliveries by the involved authorities, the implementation
of necessary legal actions and identified needs for modifications during the implementation phase
(Figure 3.6).

B38c- The reporting procedure addresses

Delivery by the authorities

Timetable of implementation

Implementation of the needed legal
changes

Needs for programme medification

0% 20% 40% 60% 80% 100%

BYES mNO mUNKNOWN ®mNOANSWER

Note: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).

Figure 3.6: Aspects related to the reporting process.

Another interesting fact of the reporting process to monitor road safety interventions is related to
the level at which this is performed. As seen through Figure 3.7a and Figure 3.7b, the reporting
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procedure is performed mostly at regional / local level and only in 3 countries at national level
(covering ministries, government agencies, etc.) as well.

B38d - Reporting procedure performed at national level B38e - Reporting procedure performed at regional level
(horizontally) (vertically)

Z,25%
2, 25%

3 3™

1, 13% 1, 13% 5 62%

2, 5%

sYES sNO sUNKNOWN e NOANSWER =YES sNO =UNKNOWN =NOANSWER

(a) (b)
Notes: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).
The number of respondents and the respective percentage are shown in the graph separated by semicolon.

Figure 3.7 (a,b): Reporting process performed at national (a) and local (b) levels.

However, the information of this process is addressed mainly to the road safety lead agency or the
government itself, as seen in Figure 3.8.

B38f-Information is addressed to
Lead Agency

Inter-sectoral decision-making road safety
institution

Technical inter-sectoral road safety
institution

Government

Parliament

0% 20% 40% 60% 80% 100%
mYES ®NO mUNKNOWN mNOANSWER

Note: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).

Figure 3.8: Organizations receiving information from reporting process.
An important outcome is whether certain actions have been taken based on the information
collected through the reporting process and towards which direction. In Figure 3.9 it can be seen

that these actions in most cases concern training as well as slight changes in the action programme,
while allocation of funds or human resources take place in less than 5o% of the countries.
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B38g-Action taken

0% 20% 40%  80% 80%  100%

Limited changesin the action programme
Allocation of funds or human resources
Training
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Note: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).

Figure 3.9: Areas of action taken.

Safety interventions need time to show results. However, it is important to check whether such
measures work as expected and do not generate undesired side-effects. Figure 3.10 reveals that
such a process is undergoing for only 7, approximately 35%, of all the examined countries.

B41- "Process Evaluation” of safety interventions takes
place during the implementation period of the
programme

1; 5%

7, 33%

3; 14% .

10; 48%
*YES =NO =UNKNOWN =NOANSWER

Notes: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).

The number of respondents and the respective percentage are shown in the graph separated by semicolon.
No feedback provided from South Sudan.

Figure 3.10: Existence of process evaluation for safety interventions.

Additional responses from these 7 countries) which provide further insight into this process are
summarized in Figure 3.11 to Figure 3.14.

In Figure 3.11 it can be seen that in all 7 countries, the evaluation for interventions addresses road
safety campaigns.
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Enforcement
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Note: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).

Figure 3.11: Fields of evaluating road safety interventions.

The evaluation is performed using observations and/or field surveys or measurements in 5 of the
countries, whilst, for this task, safety performance indicators are utilized by 4 countries (Figure 3.12).

B41b- Parameters involved in the evaluation

Performance indicators
Observations - field surveys

0% 20% 40% 60% 80% 100%
BYES mNO mUNKNOWN mNOANSWER

Note: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).

Figure 3.12: Parameters involved in the assessment.

Scientific expertise seems to be present in performing process evaluation in almost 60% of the
countries while the evaluation results are available to all stakeholders in 70% of the countries (Figure

3.13).

B41c - Scientific teams involved in
performing process evaluation

B41d - Evaluation results available to _

all stakeholders

0% 20% 40% 60% 80% 100%
mYES mNC mUNKNOWN mNOANSWER

Note: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).

Figure 3.13: Scientific expertise and evaluation results availability during process evaluation.
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The actions taken on the basis of the evaluation process results for most of these 7 countries involve
both improvements of the implementation conditions and well as partial changes in the action
programme (Figure 3.14).

B41e- Actions taken after the evaluation
programme

rer e [
programme
conditions

0% 20% 40% 60% 80% 100%
BYES ®mNO mUNKNOWN mNOANSWER

Note: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).

Figure 3.14: Parameters involved in the assessment.

A process to assess the effects on accidents and injuries or socio-economic costs of certain policy
components seem to be available in 6 (29%) of the examined 21 countries (Figure 3.15).
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Notes: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).

The number of respondents and the respective percentage are shown in the graph separated by semicolon.
No feedback provided from Kenya, Mali, South Africa and South Sudan.

Figure 3.15: Process to assess the effects on accidents and injuries.

For these 6 countries the areas of interventions covered by the evaluation plan are mainly
enforcement and vehicle related measures, while infrastructure is slightly less covered (Figure 3.16).

B42a- Parameters involved in the evaluation

Infrastructure
Enforcement

Vehicle related measures

0% 20% 40% 60% 80% 100%
mYES ®mNQO ®UNKNOWN ®NOANSWER

Note: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).

Figure 3.16: Areas covered in the process to assess the effects on accidents and injuries.

Finally in Figure 3.17 certain aspects related to the assessment of the effects on accidents and
injuries are outlined. Such an evaluation is currently performed in 4 countries.
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Note: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).

Figure 3.17: Aspects related to the assessment of the effects on accidents and injuries.

3.3 Risk Exposure

The amount of travel in each country is one of the main determinants of road fatality risk. However,
traffic measurements are not systematically carried out in all countries. In general, the lack of
sufficient and reliable exposure data is still a major limitation of road safety analyses and may
significantly affect the potential for evidence-based policy making in the African countries, regions
and cities.

In terms of data collection systems, exposure indicators were found in the examined countries’
national observatories. As already discussed (Figure 3.2), for 10 countries a national observatory
seems to be available for centralizing the data systems for road safety. From these 10 countries
managing national observatories, 50% (5 countries) seem to include exposure data as seen in Figure

33

3.4 Safety Performance Indicators

In order to develop effective measures to reduce the number of accidents/ injuries it is necessary to
understand the processes that lead to accidents. Safety Performance Indicators (SPIs) can serve this
purpose since, by providing information, they serve as a link between the casualties from road
accidents and the measures to reduce them.

Road users’ behavioural aspects are a vital field of safety performance indicators. The collection and
management of such information are assessed through certain behavioural indicators, such as
speeding, drinking and driving, use of protection systems, distraction, etc.

Concerning data on behavioural indicators, a sustainable system for their collection and
management is in place for something less than 50% of the 21 questioned countries. As seen
through Figure 3.18, safety belt wearing rates are systematically collected and managed in fewer
countries compared to speeding and alcohol impaired driving.
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Notes: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex Il).
No feedback provided from Swaziland.

Figure 3.18: Fields of behavioural indicators.

During the implementation period of a country’s national programme or policy, it is very important
to assess its safety performance. Such a process is currently available for only 19% of the countries
(Figure 3.19), where in all 4 of them the safety performance besides through national quantitative
targets is assessed based on performance indicators as well (Figure 3.20).

B39 - Pracedure been set up to evaluate safety
performances of the national programme or policy

2 10%

4; 19%

13; 62%
sYES =NO sUNKNOWN =NOANSWER

Notes: The alphanumeric variables in the title indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).
The number of respondents and the respective percentage are shown in the graph separated by semicolon.
No feedback provided from Mali and South Sudan.

Figure 3.19: Process for evaluating safety performance of the national programme or policy.
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Figure 3.20: Assessment of safety performance.

As already stated in Figure 3.10, 7 countries have adopted a “process evaluation” of safety
interventions. Safety performance indicators seem to be involved in this practice by 4 countries as
shown in Figure 3.12.

3.5 Comparative Analysis and Synthesis

The assessment of the existing road safety data collection systems in African countries revealed
many differences since besides the existence of formal systems for recording road accidents for a
number of countries, the data collection practices from the road safety monitoring and evaluation
points of view are addressed in various ways.

More specifically, sustainable systems to collect and manage data on road accidents, fatalities and
injuries are in place for many but not all the examined countries. On the other hand, it was
surprising to see that in-depth accident investigations for road safety purposes are conducted for
approximately 40% of the countries. More or less the same countries have a national observatory
centralizing data systems for road safety as well as a reporting procedure to monitor road safety
interventions. In the latter case, the procedure is linked to intermediate phases of the national
road safety program and it is performed mostly at regional / local level. The most common areas of
intervention to which the reporting procedure applies are driver training, campaigns, enforcement
and vehicle related measures. For about 35% of the countries there is a “process evaluation” of
safety interventions in place during the implementation period of a road safety programme. In most
countries, the evaluation for interventions addresses road safety campaigns.

Exposure indicators were found in the examined countries’ national observatories, where 5
countries out of the 10 who have a national observatory seem to include exposure data in their
national road safety observatories.

Approximately 50% of the examined countries have in place a sustainable system for the collection
and management of data on behavioural indicators emphasizing on speeding and alcohol impaired
driving. In general, apart from behavioural indicators, the countries utilizing safety performance
indicators during a process evaluation seem to be no more than 4.
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The examination of the existing situation regarding road safety data collection systems in African
countries provides some important insight on deficiencies of current practices which might
partially explain poor road safety performance in these countries. Furthermore, in combination with
the special characteristics of these countries, common deeper problems in structures and policies
may be identified.

Such data for many African countries are collected for the first time and can be very useful to road
safety decision-makers to take into consideration for future actions. In addition, identification of
the specific problems through analysis of robust and reliable data may enhance participation of the
African countries in road safety initiatives and undertaking a more active role which will promote
their efforts towards the improvement of road safety in the area.

Future research that would analyse the current situation in road safety data collection systems in

more countries and with more participants is the key to better comprehend the existing problems
and suggest the most appropriate interventions.
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4 Road Safety Definitions in African Countries

4.1 General

Road safety definitions affect data quality by determining which incidents are counted as road
accidents and by determining injury and accident severity classifications. Standard definitions of
road accidents and fatal — non fatal road injuries are not universally applied (WHO, 2011).

In the present analysis, demands and views of road safety stakeholders concerning road safety
definitions and practices related to broader road safety procedures in African countries are
assessed. This assessment is performed based on the responses in certain fields of data collection
practices in Africa as provided from the extensive questionnaire and more specifically through the
following tasks:

e Data and resources for fact finding and diagnosis of road safety issues

e Data and resources for the implementation of road safety related measures

As already mentioned in the general description of the extensive survey, the respondents were
asked to evaluate each item on two different dimensions:
e the perceived priority for their personal work (high, medium, low, not relevant to my work)
e the perceived availability at the level of their country, (available, partially available,
currently not available, unknown)

The respondents were asked to assess from their professional standpoint as well as rate based on
the above mentioned options the priority and availability of road safety definitions and practices
related to broader road safety procedures in the following fields:

¢ Road accident data

e Risk exposure

e Road safety performance indicators

The subsequent sections present and discuss in more detail the results of this assessment.

4.2 Road Accident Data

Although, as seen from the previous chapter almost all African countries have a formal system of
regularly recording road accidents, not all of them adhere to the international definitions (African
Development Bank Group, 2013). Therefore, the assessment presented in this chapter is essential in
order to assess the status of road safety more consistently for all African countries.

Stakeholders were asked initially to assess a common definition for road accident fatalities, serious
injuries and work related accidents. Their responses can be seen in Figure 4.1 where the most
interesting outcome is that although the respondents prioritize rather high the existence of a
common fatality definition, this is not available in all the examined countries.
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Figure 4.1: Core road safety definitions - availability and priority.

Underreporting affects the degree to which the statistical output of a data system reflects reality on
the roads. In Africa, it has long been recognized (WHO, 2015) that a rather vast problem exists with
underreporting of road accidents, not limited however to those that result in slight injury or are
property-damage only.

Considering data and resources needed for the identification of specific road safety problems, the
general setback of underreporting of road accidents was highlighted by the stakeholders who, in
their majority, consider the accessibility to relevant data a high priority but to most of them,
however, such data are fully or partially available (Figure 4.2). Although these answers are based on
a limited number of experts' opinions, underreporting is an issue of general concern in Africa and
affects the degree to which the statistical output of a country’s data system reveals the actual
situation of road safety.

Another important resource that would also be useful for tackling the underreporting problem is the
availability of road accident databases that link data from the Police and the hospitals. In almost all
examined countries, such accident databases are of a high priority. However, as seen through Figure
4.3, at the moment such joined databases are not available to the majority of stakeholders.

October 2017 Page 35 of 86



Underreporting of road accidents
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Figure 4.2: Data on the underreporting of road accidents - availability and priority.
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Figure 4.3: Accident databases linking Police and hospital data - availability and priority.
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As far as research on road safety data is concerned, although there seem to be no significant results
available from studies related to in-depth accident investigations, naturalistic driving and data from
driving simulators, the stakeholders prioritize such research activities rather high, with the higher
rate being given to in-depth accident investigations (Figure 4.4).

Research on road safety data
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o

=

Number of answers

0
Priority Availability Priority Availability Priority Availability

IN-DEPTH CRASH INVESTIGA TIONS NATURALISTIC DRIVING STUDIES DRIVING SIMULATOR DATA
(D)) (D1k) (D11

= High = Medium Low Not relevant
m Already available mPartially available u Currently not available Don't know

Notes: The alphanumeric variables in the legend indicate the section and number of the respective question in the
extensive questionnaire (available in Annex II).
No feedback provided from South Sudan and Swaziland.

Figure 4.4: Research on road safety data - availability and priority.

In terms of defining common methodologies for accident analysis (Figure 4.5), the respondents
consider the identification of high risk sites more important than performing in-depth accident
analysis. More specifically the existence of a common practice to identify high risk sites is greatly
appreciated by the stakeholders but at the same time a common methodology available for in-
depth accident analysis is rather limited.

October 2017 Page 37 of 86



Common methodologies for accident analysis
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No feedback provided from South Sudan, Sierra Leone and Swaziland.

Figure 4.5: Common methodologies for accident analysis - availability and priority.

Road user behaviour assessment is the subject of an increasing number of studies worldwide and
new methods are being introduced for this purpose. Simulation of road user behaviour is one of the
most popular methods at the moment. Therefore, it was not surprising to see a medium priority for
tools for simulating road user behaviour. At present time such tools are available to very few
stakeholders and mainly in Mauritius (Figure 4.6).
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Road User Behaviour Simulation
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Figure 4.6: Tools for simulating road user behaviour - availability and priority.

It is well known that road safety is a typical field with high risk of expensive investments not bringing
results. On the other hand, since every country experiences road safety budget limitations, it is very
important for relevant stakeholders to gain as much information as possible on the costs and
benefits of a road safety measure. As a starting point it is essential for a country to sustain data on
the costs of road safety measures. Almost 50% of the stakeholders prioritized high this process,
where such tools are once again available to very few stakeholders (Figure 4.7).
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Data on costs of RSMin Africa
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extensive questionnaire (available in Annex II).
No feedback provided from Mali, Sierra Leone and Swaziland.

Figure 4.7: Data on the costs of road safety measures - availability and priority.

The utilization of modern technologies may improve marginally road accident data collection
processes. As an example GPS and GIS technologies are wide spread, continuously evolving, and
may support more integrated user demand actions. The expediency of these tools seems to be
recognized by many stakeholders for which the implementation rates, at least at present time, seem
available to approximately 50% of them as seen through Figure 4.8.
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GPS - GIS technologies for data collection and indicating accidents
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Figure 4.8: GPS — GIS technologies for data collection and indicating accidents -
availability and priority.

4.3 Risk Exposure

Exposure indicators are typically divided into three groups: those relating to road users and their
behaviour, those relating to the vehicles being used, and those relating to the road infrastructure.
Road safety policies and measures operate upon one or more of these groups. The most relevant
exposure measure for the number of fatalities is the number of kilometres travelled (either by road
users or by vehicles).

Exposure data were found to be highly appreciated by more than 50% of the stakeholders but only
20% of them have such information available (Figure 4.9).
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Exposure data
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No feedback provided from Mali, South Sudan and Swaziland.

Figure 4.9: Exposure data - availability and priority.

4.4 Safety Performance Indicators

As road users are considered the most important factor of road accidents it is not surprising that
information on their behaviour and attitudes were found to be highly prioritized by more than 70%
of road safety stakeholders in all countries. On the other hand, availability of such information is
rather limited to almost 30% of stakeholders.

Apart from information on road users' behaviour and attitudes, it is shown that road safety
stakeholders are also very interested in acquiring information on road accident causation factors in
general, in order to be able to select the most appropriate countermeasures. The relevant
percentages of stakeholders’ priority and availability of information on accident causation factors is
approximately 60% and 20% respectively.

Information on socio-economic cost of accidents, fatalities and injuries consists a core field for
identifying and developing evidence-based, cost-effective road safety policies. However, such data
were rated with lower percentages such as 50% and 8% concerning priority and availability
respectively.

The above results are shown in more detail through Figure 4.10.
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Figure 4.10: Information on road users’ behaviour and attitudes, accident causation factors and
socio-economic cost of accidents, fatalities and injuries - availability and priority.

Finally (Figure 4.11), information related to road safety from the road infrastructure point of view
seems to be highly valued by the stakeholders. More specifically it was found that more than 75% of
the respondents greatly appreciate data from road safety audits and inspections, although such
information is currently available to less than 8% of them. Data related to road layouts, signing,
marking etc. is another area of interest where 50% of the respondents prioritize highly such
information for which, however, availability is below 5%.
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Safety Performance Indicators
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Figure 4.11: Detailed information from road safety audits - road safety inspections and road
databases providing descriptions of road layouts, signing, etc. - availability and
priority.

4.5 Comparative Analysis and Synthesis

In the framework of the SaferAfrica project, needs and priorities of road safety data and information
to stakeholders in African countries was explored. This assessment is performed based on the
responses in certain fields of data collection practices in Africa as provided from the extensive
questionnaire and more specifically through the following sub-sections:

e Data and resources for fact finding and diagnosis of road safety issues

e Data and resources for the implementation of road safety related measures

The stakeholders were initially asked to assess a common definition for road accident fatalities,
serious injuries and work related accidents. Although, the existence of a common fatality definition
(mainly) was highly prioritized, such a classification is not available in all the examined countries.
Another highlighted issue of general concern is the underreporting of road accidents for which the
accessibility to relevant data, though regarded as a priority of key importance for the majority of the
stakeholders, is only partially available. Road accident databases that link Police and hospital data
may serve as a potential solution to the underreporting issue. Such a perspective for joined
databases, although once again highly acknowledged by the respondents, at present, seems not
available to the majority of stakeholders. Identifying high-risk sites are considered more important
compared to performing in-depth accident analysis. However, mostly for in-depth accident analysis,
the availability of a common methodology seems rather limited. Tools for simulating road user
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behaviour and data on the costs of road safety measures are prioritized at a medium level and
available at low degree to stakeholders.

Exposure data although appreciated by more than 50% of the stakeholders are fully available to
approximately 20% of them.

Information on road users' behavioural aspects and attitudes were found to be highly prioritized by
more than 70% of road safety stakeholders in all countries. However, availability of such information
is rather limited to almost 30% of the stakeholders. Approximately the same percentages in terms of
priority and availability ratings respectively were found regarding information on road accident
causation factors. From the road infrastructure point of view, data on road safety audits —
inspections as well as road layouts, signing, marking etc. were greatly appreciated by the
stakeholders, although such information is currently available to less than 10% of the respondents.

Based on the stakeholders’ responses it was found that there is a significant demand for data and
knowledge in order to be used for road safety-related decision making. Currently, such information
is poorly available in African countries. This fact makes the work of road safety stakeholders
difficult, therefore their discontent was expressed. In several cases, it was found that stakeholders
are not even aware of the availability status of items that they consider to be irrelevant to their
work. Generally, stakeholders seem to be poorly informed about the availability of road safety data
and tools.
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5 Road Safety Data in African Countries

5.1 General

There is a serious lack of road safety data on African countries, and even when data are available, for
example through international databases, little is known about data collection systems, data
definitions, etc. The present section aims at reviewing the international data sources in order to
exploit existing road safety related data for African countries. The main international databases
explored for that purpose are that of the World Health Organisation (WHO) with data collected for
reporting road safety worldwide, collected in five pillars namely road safety management, road
accidents, road safety legislation, road safety performance indicators and post-crash response for
more than 180 countries and the database of the International Road Federation (IRF) including road
infrastructure, exposure and road accident data for 200 countries. The review of these two data
sources are outlined below and concern three types of data: road accident data, exposure data and
road safety performance indicators.

5.2 Road Accident Data

The two international databases were reviewed and the available accident data concerning African
countries were collected. For a better evaluation of the provided data, information on data
collection methodology, the definitions used and the availability of the data for the African
countries are presented separately for each database.

5.2.1 World Health Organization (WHO)

5.2.1.1Indicators

The theme pages of the Global Health Observatory (GHO - http://www.who.int/gho/en/) of WHO

provide data and analyses on global health priorities, including road safety (under the topic "Injuries

and violence"). The WHO publishes every 2 years the Global status report on road safety with

related data for more than 180 countries. The road accident data included in the statistics tables and

the country profiles of these reports are the following:

- Reported number of road traffic deaths

- Estimated number of road traffic deaths

- Estimated mortality rate

- Distribution of road deaths by road user type: drivers/passengers of 4-wheeled vehicles,
drivers/passengers of 2- or 3- wheeled vehicles, cyclists, pedestrians and other or unspecified user

- Distribution of road deaths by gender

5.2.1.2Data Collection Methodology

The WHO collects the data from a number of different sectors and stakeholders in each country
under National Data Coordinators (NDCs), who are nominated by their governments and trained in
the project methodology. As representatives of their ministries, they are required to identify up to
eight other road safety experts within their country from different sectors (e.g. health, police,
transport, non-governmental organisations and/or academia) and to facilitate a consensus meeting
of these respondents. While each expert responds to the questionnaire based on his expertise, the
consensus meeting facilitated by NDCs allows for discussion of all responses, and the group uses this
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discussion to agree on one final set of information that best represents their country’s situation at
the time. This is then submitted to the WHO.

Especially the estimates on the number of road traffic deaths rely in part on data from
questionnaires as well as from other sources. However, countries/areas are asked to provide a
breakdown of deaths by road user type. These proportions (where available) are reflected in the
country profiles.

5.2.1.3 Definitions of Accident Data
Three types of road deaths are included in the WHO reports, which are defined as follows:

1. Reported numbers of road deaths are included in the Country Profiles, with a footnote to indicate
the source of data and the definition of a road death that was used.

2. Reported numbers of road deaths adjusted to 30-days definition are included in the statistics
tables. This definition applies to any person, in a road accident, who is killed immediately or dies
within 30 days as a result of an injury accident

3. Estimated number of road deaths based on the following methodology: The countries are divided
into 4 categories, based on the quality of death registration data. More specifically, the first
category includes the countries with good death registration data, the second one includes the
countries with other sources on information on causes of death, the third category includes the
countries with population less than 150.000 and the last one concerns the countries without eligible
death registration data. Among the African countries only Egypt and South Africa belong to the first
group of countries, Seychelles belong to the third group and all the remaining countries belong to
the last group. For the countries in the last group, a regression model was used to estimate road
deaths.

In Table 5.1, the definitions of road traffic deaths by country have been summarized according to the
WHO report 2015. Data and thus, the respective definitions refer to 2013 for most countries. As
shown, the majority of countries (24 out of 47) define the killed persons according to the 30-day
definition. In six countries the definition of killed persons includes those killed at the scene of the
crash, while in five countries there is no limit of the time period after the crash during which the
person is killed.
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unlimited no
time period definition

Country at crash scene 24 hours 48 hours 7 days 30 days 1year

Burundi

Comoros
Djibouti
Eritrea X
Ethiopia
Kenya
Madagascar X
Malawi
Mauritius
Mozambique
Rwanda
Seychelles
Somalia
South Sudan
Tanzania X
Uganda X
Zambia X

x

X

X X | X X X

Zimbabwe X

Benin X
Burkina Faso X
Cape Verde X
The Gambia X
Ghana X
Guinea X
Guinea-Bissau X
Ivory Coast X
Liberia
Mali X
Mauritania X
Niger X
Nigeria X
Senegal X
Sierra Leone X
Togo X
. Total 6 1 2 4 24 4 5 1
Source: WHO, 2015

Table 5.1: Definitions of road traffic deaths used by country, 2013.
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5.2.1.4Data Availability

In the GHO there are available data only for 2013, while data on the number of road fatalities for
2010 and 2007 are available in the published reports. As far as the African region is concerned, 43 out
of 47 countries have participated in the last report (2015).

5.2.1.5Accident Data Overview

In Table 5.2, the reported number of fatalities (adjusted to 30-days definition) and the estimated
number of fatalities published in the last report of WHO are compared. As shown below, the
estimated number of fatalities is much higher than the respective reported number in almost all
countries. For Angola, Botswana, Egypt, Libya, Mauritius, Seychelles and South Africa the
estimated number of fatalities is close to the reported one. For the remaining countries, the
estimation of WHO is from about 2 to 13 times higher than the reported number of fatalities. The
highest difference between the estimated and the reported number of fatalities is observed in the
Democratic Republic of the Congo (45 times higher), while in Djibouti the number of fatalities has
been estimated by the WHO as the 20% of the reported number for 2013.
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Estimated number of fatalities

- Country . Reported number of fatalities

Burundi

Comoros

Djibouti 1.030 216
Eritrea 148 1.527
Ethiopia 3.362 23.837
Kenya 3.191 12.891
Madagascar 791 6.506
Malawi 977 5.732
Mauritius 136 152
Mozambique 1.744 8.173
Rwanda 526 3.782
Seychelles 8 8
Somalia 201 2.664
South Sudan

Tanzania 3.885 16.211
Uganda 2.851 10.280
Zambia 1.797 3.586
Zimbabwe 1.787 3.985

¢ Africa 87.836 276.678 |
Source: WHO, 2015

Table 5.2: Reported and estimated number of road traffic fatalities, 2013.
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These differences affect the ranking of the countries concerning their road safety performance in
terms of road safety outcomes. Figure 5.1 and Figure 5.2 show the fatalities per million population
by country, calculated with the reported and the estimated number of fatalities from WHO
respectively.
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Figure 5.1: Reported number of fatalities per million population, 2013.
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Figure 5.2: Estimated number of fatalities per million population, 2013.

According to the first figure, the highest fatality rates per million population were recorded in
Djibouti, Libya and South Africa and the lowest fatality rates were recorded in the Democratic
Republic of Congo, the Central African Republic and Somalia. In contrast, the second figure shows
that the ranking of the countries is totally different. For example, the Central African Republic is now
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amongst the countries with the highest fatality rates in Africa, while Egypt has the lowest fatality
rate amongst the large African countries.

In Figure 5.3, the fatality rates per million population in 2010 and 2013 are shown by geographical
region (based on the reported number of fatalities-adjusted to 30-days definition). It is noted that
the countries with no available data for at least one year are not shown.

In North Africa, the fatality rates in 2013 ranged between 5g killed persons per million population in
Sudan and 142 killed persons per million population in Algeria. In addition, in Sudan a reduction of
40% was recorded between 2010 and 2013, while in Algeria the fatality rate was increased by 40%
over the same period.

In Eastern Africa, the lowest fatality rate was recorded in Somalia (15 fatalities per million
population) and the highest fatality rate in Zimbabwe (288 fatalities per million population). In most
countries, the number of fatalities per million population was reduced between 2010 and 2013,
except for Rwanda, Madagascar, Ethiopia, Zambia and Zimbabwe. Especially in Zimbabwe, the
fatality rate in 2013 was more than twice the respective rate in 2010.

In Central Africa, the fatality rates range between 7 killed persons per million population in the
Democratic Republic of Congo and 238 killed persons per million population in Angola. Gabon
experienced the highest decrease in road fatalities between 2010 and 2013, while in Angola an
increase of 25% was recorded.

In Southern Africa, the range of the fatality rates is smaller compared to the other regions (153 in
Swaziland and 270 in Namibia). In all counties the number of fatalities per million population
decreased, except Namibia which experienced an increase of 10% between 2010 and 2013.

In Western Africa, the lowest fatality rate was recorded in Senegal (12 killed persons per million
population) and the highest was recorded in Burkina Faso (83 killed persons per million population).
The highest decrease in road fatalities was recorded in Cape Verde (from 128 to 81 fatalities per
million population), while the highest increase was recorded in Burkina Faso (from 7 to 83 fatalities
per million population).
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Figure 5.3: Fatalities per million population by country in African regions, 2010 and 2013.

The distribution of fatalities by gender in Africa is shown in Figure 5.4 based on data provided by
countries to the last report of WHO (2015). The distribution of fatalities by gender in 2013 was
calculated as the average percentages of fatalities by gender of 30 countries. As shown, 76% of the
fatalities were male and 21% of the fatalities were female.

Distribution of fatalities by gender in Africa

=Male =Female =unknown

Source: WHO, 2015

Figure 5.4: Distribution of fatalities by gender in Africa.
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In Figure 5.5, the gender distribution of fatalities by country is shown. In 12 countries, the
percentage of male fatalities is higher than 80%. Algeria and Niger have not provided data on
female fatalities, while in Lesotho more than 50% of fatalities have unknown gender.
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Figure 5.5: Distribution of fatalities by gender and country, 2013.

In Figure 5.6 the distribution of fatalities by transport mode in Africa is presented, based on data

from 31 countries. 37% of people killed in road accidents were travelling by 4-wheeled vehicles and
35% were pedestrians. Another 11% of fatalities were 2-wheelers' riders.
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In Figure 5.7, the respective distribution of fatalities by country is shown. The highest percentages of
pedestrian fatalities were recorded in Liberia (66%), Mozambique (56%) and Malawi (49%), while in
Democratic Republic of Congo only 5% of traffic fatalities concerned pedestrians. As far as 4-
wheelers are concerned, the Democratic Republic of Congo and Libya had the most fatalities, while
in Uganda only 7% of killed persons were travelling by 4-wheeled vehicles and in Sudan and Angola

Distribution of fatalities by transport mode in Africa
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Figure 5.6: Distribution of fatalities by transport mode, 2013.
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Figure 5.7: Distribution of fatalities by transport mode by country, 2013.
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5.2.2 International Road Federation (IRF)

5.2.2.1Indicators

The IRF (http://www.irfnet.ch/) through its annual reports - World Roads Statistics (WRS -
http://worldroadstatistics.org/) - provides the following road accident data/indicators:

- Road accident figures and rates

- Total number of injury accidents

- Total number of persons injured in road accidents

- Total number of persons killed in road accidents

- Persons killed in road accidents per 100.000 people

- Injury accidents per 100.000 people

- Injury accidents per 1200 million Veh-Km

5.2.2.2Data Collection Methodology

The IRF collects the data for the World Roads Statistics (WRS) reports by conducting an annual
survey, which is sent to its network of local and official primary statistics sources in over 200
countries. This annual survey uses a questionnaire, in four different languages (English, French,
Spanish and Russian), to collect data on the nine sections of the WRS and for the last 5 years. The
data collected from the survey is complemented by using national statistics from secondary sources
such as official yearbooks. The validity of the data is checked in several ways; comparisons with data
from various sources, comparison with historical data, reconciling the definitions of indicators, and
by checking the validity of questionable data by going back to the network of national contacts.

5.2.2.3 Definitions of Accident Data

The key road accident data definitions used in the IRF database are the following:

Injury accident: Any accident involving at least one road vehicle in motion on a public road or private
road to which the public has right of access, resulting in at least one injured or killed person. Types of
collisions included are: collisions between road vehicles; between road vehicles and pedestrians;
between road vehicles and animals or fixed obstacles and with one road vehicle alone; collisions
between road and rail vehicles. Multi-vehicle collisions are counted as only one accident provided
that any successive collisions happen within a very short time period. In addition, injury accidents
exclude accidents incurring only material damage and terrorist acts are also excluded.

Person injured: Any person who, as result of an injury accident, was not killed immediately or not
dying within 30 days, but sustained an injury, normally needing medical treatment, excluding
attempted suicides. Persons with lesser wounds, such as minor cuts and bruises are not normally
recorded as injured.

Person killed: Any person killed immediately or dying within 30 days as a result of an injury accident,
excluding suicides.

5.2.2.4Data Availability

As shown in Table 5.3, only 6 countries, i.e. Botswana, Egypt, Kenya, Mauritius, Morocco and South
Africa, have provided the IRF with road accident data for the whole period 2000-2014, while for 11
countries, i.e. Burkina Faso, Cape Verde, Central African Republic, Congo Republic, Ivory Coast,
Djibouti, Equatorial Guinea, Gambia, Lesotho, Sao Tome and Principe and South Sudan, there are
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no accident data or they are not participating in the surveys. In addition, 12 countries have more
than 60% availability of road accident data over this period, ranging from 93% in Ghana and 67% in
Algeria, Cameroon and Guinea. However, this is not the case for all road accident indicators, e.g.
data may be available for a country for a specific year on the number of injury accidents but not on
the number of killed or injured persons
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2000 : 2001 | 2002 . 2003 : 2004 © 2012 © 2013 | 2014

Algeria
Angola
Benin
Botswana -
Burkina Faso
Burundi
Cameroon
Cape Verde
Centr. Afr.
Republic
Chad
Comoros
Congo, D.R.
Congo, Rep.
Cote d'lvoire
Djibouti
Egypt, Ar.R. --

Equatorial

—
[ —

Guinea

Eritrea

Ethiopia -
Gabon

R
Gambia
Ghana I A
Guinea -
Guinea-Bissau
Kenya
Lesotho
Liberia
Libya
Madagascar
Malawi
Mali

I
Mauritania
Mauritius
Morocco
Mozambique
Namibia - : : :
Niger
Sao Tome ¢& |
Principe
—

Senegal
Seychelles
Sierra Leone

Somalia

“south Afica IR

South Sudan

Sudan
Tunisia

Swaziland ]
Uganda
Source: http://worldroadstatistics.org/index.htr-nl

Tanzania
Togo
i
Zambia
Zimbabwe NN
Table 5.3: Availability of road accident data by country and year in the IRF database.
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5.2.2.5Accident Data Overview

Table 5.4 shows the number of fatalities in road accidents in African countries during the decade

2005-2014. The table includes the available data published in WRS reports from 2013 to 2016.
. 2005 2006 ; ' :

2008 P 2014

Burundi 65

Comoros

Djibouti

Eritrea

Ethiopia 2.522 2.517 2.161

Kenya 2.531 2.715 2.921 3.158 4.072 3.055 3.302 3.141 3.191 2.907
' Madagascar 550 336 396 261 '
~ Malawi 930 865 871 869 548 974 765 882 ;
- Mauritius 168 140 158 - 152 156 136 137 -
© Mozambique © 1183 ° 1295 ©  1.502 ©  1.529 - 1.830 °  1.963 ° 1726 1574 ° 1744 - 2.040 -
Rwanda 308 155 270 237 220 315

Seychelles 7 6 11 9 10 8

Somalia 112 110 162 152 156 155 130
South Sudan

Tanzania 2.905

Uganda 2.171 2.334 2.035 2.734 2.954 3-343 3.124

Zambia 869 1.170 1.266 1.238 1.413 1.388

Zimbabwe . . d 1.161 989 : . . . 1.265

Source: IRF database
Table 5.4: Number of fatalities in road accidents, 2005-2014
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5.3 Risk Exposure Data

Exposure data are considered indispensable for explaining road safety outcomes and making
international comparisons. The most relevant indicator is annual distance travelled. As data of
distance travelled (by travel mode, by age) are usually difficult to collect, approximations are used,
such as vehicle fleet size or road length.

Indicators are divided into three categories: the first one is related to road user, the second one is
related to vehicles and the third one is related to the road infrastructure. Such data are collected
annually by the IRF, however, few are available for African countries.

5.3.1 Road User

Data related to traffic and multimodal traffic were explored in the IRF database, such as vehicle-
distance travelled (expressed in km) in total and by transport mode, as well as the person distance
travelled (expressed in km) in total, by transport mode and by road user's age and gender. In the IRF
database the following indicators with the respective definitions are available:

- Vehicle-kilometre: Unit of measurement representing the movement of a road motor vehicle over
one kilometre.

- Passenger-kilometre: Unit of measurement representing the transport of one passenger by road
over one kilometre. The distance to be taken into consideration is the distance actually travelled
by the passenger.

However, available data are very limited.

5.3.2 Vehicle

The vehicle fleet size (number of vehicles), (in total and stratified by type of vehicle) is available in
the IRF database with the following definitions:

Passenger cars: Road motor vehicle, other than a motor cycle, intended for the carriage of
passengers and designed to seat no more than nine persons (including the driver). "Passenger car"
includes microcars (needing no permit to be driven), taxis, vans designed for transport of passengers
and passenger hire cars, provided that they have fewer than ten seats.

Buses and motor coaches: Passenger road motor vehicle designed to seat more than nine persons
(including the driver). Included are mini-buses and mini-coaches designed to seat more than nine
persons (including the driver).

Vans & Pick-ups (Light goods road vehicle): Good road vehicle with a gross vehicle weight of not
more than 3500 kg, designed, exclusively or primarily, to carry goods, e.g. vans and pick-ups.

Lorry: Rigid road motor vehicle designed, exclusively or primarily, to carry goods.

Road tractor: Road motor vehicle designed, exclusively or primarily, to haul other road vehicles
which are not power-driven (mainly semi-trailers). Agricultural tractors are excluded.

Motorcycle: Two, or three-wheeled road motor vehicle not exceeding 400 kg (900 Ib) of net weight.
All such vehicles with a cylinder capacity of 5socc or over are included, as are those under 5occ which
do not meet the definition of moped.

Moped: Two, or three-wheeled road motor vehicle which is fitted with an engine with less than 5occ
and a maximum authorized design speed in accordance with national regulations.

The following Table 5.5 shows the vehicles fleet size by type of vehicle in African countries. Data

derived from IRF, however, for the countries that there were not available data in this database,
WHO reports of 2013 and 2015 were used. It is noted that the latest available data have been
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retrieved for each country; for 18 countries the latest available data refer to 2013 and 2014, while for
19 countries the data refer to 2007.

Country

Total (excl.2-
wheelers)

Total (incl. 2-
wheelers)

Passenger car

Buses/ Motor
coaches

Vans and Lorries

Burundi 48.183 59.485 15.466 32.717 11.302
Comoros 21.035 22.378 19.245 1.790 1.343
Djibouti

Eritrea 55.372 58.414 31.033 1.825 22.514 3.042
Ethiopia 236.929 244.257 70.834 17.098 148.997 7-328
Kenya 1.175.214 1.913.433 709.812 95.644 369.758 738.219
Madagascar 510.886 531.442 141.236 280.835 88.815 . 20.556
Malawi 119.600 130.000 53.300 6.500 59.800 10.400
Mauritius 274.920 462.771 225.522 4.277 45.121 187.851
Mozambique 422.070 480.981 303.711 103.564 14.795 58.911
Rwanda 76.039 151.056 47.468 7.073 21.498 75.017
Seychelles 18.958 19.198 15.476 475 3.007 240
Somalia 56.000 56.760 56.000 760
South Sudan

Tanzania 302.632 380.003 171.821 27.200 103.611 77.371
Uganda 253.536 545.799 96.575 63.789 93.172 292.263
Zambia 264.505 271.701 167.055 5.615 91.835 7.196
Zimbabwe 1.416.493 1.525.454 1.214.137 15.566 186.790 108.961

2-wheelers

Sources: IRF database, WHO database
Table 5.5: Number of vehicles in use by country.
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Based on the data above, the number of vehicles per thousand population was calculated, as shown
in Figure 5.8. Despite the fact that the data do not refer to the same year and are not directly
comparable, the following figure gives a picture of the motorization level in Africa, highlighting the
clear differences that exist among the countries. 32 out of 45 countries have a vehicle rate lower
than the average African rate (shown in red). Libya is the country with the highest vehicle rate (310
vehicles in use per thousand population), followed by Seychelles, Mauritius and South Africa, while
the countries with the fewest vehicles per population are Sao Tome and Principe, Togo, Ethiopia

and Liberia.

Vehicles per thousand population

Libya

Mauritius

South Africa

Tunisia  E——
Namibia EE————
Algeria  EE———
Zimbabwe ——
Cape Verde I——
Morocco  I——
Swaziland E——————
Egypt, Arab Rep. n—
Africa  —
Angola  —
Guinea-Bissau m——"
Sudan  m—
Comoros  mmm—
Ghana  we—"
Guinea m—
Kenya mm—m
Senegal w—

Madagascar
Congo, Rep. mm—m
Cote d'Ivoire  mm—
Zambia -
Benin m—"
Mozambique mm.
Mali
Burkina Faso mm
Cameroon mm
Eritrea ==
Sierra Leone =
Niger mm
Malawi =
Uganda =
Tanzania ™
Rwanda =
Equatorial Guinea ®
Burundi ®
Congo, Dem. Rep. ¥
Chad n
Liberia 1
Ethiopia 1
Togo 1
Sao Tome and Principe 1

0 50 100 150

Sources: IRF database, WHO database

200 250 300 350

Figure 5.8: Number of vehicles in use per thousand population by country, 2013 or latest available
year.

The distribution of vehicles in use in Africa is shown in Figure 5.9. About 60% of vehicles are
passenger cars and 22% are vans and lorries. The motorized two-wheelers constitute 15% of the

total vehicle fleet.
Figure 5.10 shows the distribution of the vehicles by type of vehicle, with the countries being sorted

by the proportion of passenger cars. Gambia is the country with the highest proportion of passenger
cars, while in Burkina Faso most vehicles in use are motorized two-wheelers.
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Distribution of vehicles in use by type of vehicle
Others
2-wheelers 0%
15%

Vans and Lorries

Passenger car
58%
Buses/Motorcoaches
5%
. gercar = =Vansand Lorries = 2-wheelers = Others

Sources: IRF database, WHO database
Figure 5.9: Distribution of vehicles by vehicle type in Africa.

Distibution of vehicles in use by type of vehicle

Gambia
Comoros
Equatorial Guinea
Seychelles
Zimbabwe
Guinea
Central African Republic
Libya
Guinea-Bissau
Benin

Cote d'lvoire
Angola
Sierra Leone
Tunisia
Sudan
Algeria
Liberia
Senegal
South Africa
Cape Verde
Mozambique
Zambia
Congo, Rep.
AFRICA
Botswana
Cameroon
Morocco
Egypt, Arab Rep.
Eritrea

Saint Helena
Mali

Niger
Swaziland
Mauritius
Ghana
Namibia
Tanzania
Malawi
Kenya
Rwanda
Ethiopia

Sao Tome and Principe
Burundi

Togo

Uganda

Chad

Burkina Faso

0,00 10,00 20,00 30,00 40,00 50,00 60,00 70,00 80,00 90,00 100,00
[%]

mPassenger car  mBuses/Motorcoaches ~ ®Vans and Lorries = 2-wheelers  m Others

Sources: IRF database, WHO database
Figure 5.10: Distribution of vehicles in use by vehicle type and country, 2013 or latest available year.
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5.3.3 Road Infrastructure

Data concerning the characteristics of the road network were explored in the IRF database. The
following indicators are available with their respective definitions:

Total Road Network: Kilometre length of the road network. The road network includes “all roads in
agiven area”.

Motorways: Kilometre length of roads, specifically designed and built for motor traffic, which does
not serve properties bordering on it, and which:

(a) is provided, except at special points or temporarily, with separate carriageways for the two
directions of traffic, separated from each other, either by a dividing strip not intended for traffic, or
exceptionally by other means;

(b) does not cross at level with any road, railway or tramway track, or footpath;

(c) is especially sign-posted as a motorway and is reserved for specific categories of road motor
vehicles.

Entry and exit lanes of motorways are included irrespectively of the location of the signposts.

Urban motorways are also included.

Paved roads: Length of all roads that are surfaced with crushed stone (macadam) and hydrocarbon
binder or bituminized agents, with concrete or with cobblestones, expressed in km.

In Table 5.6, the main characteristics of the road network are presented by country, i.e. the length of
the road network, the road network density (i.e. the total road length divided by the land area of the
country) the proportion of motorways and the proportion of paved roads. For each country, data for
the latest available year have been collected with the most common year being 2000. Only 19
countries have provided IRF with data referring to 2010 and later.
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Country

Road network Road Network Year of
tkmi] Bomatey Lol Motorways (%) | Paved Roads (%) | e

Burundi 12.322 0,443 0,00 10,44 2004
Comoros 880 0,473 76,50 2000
Djibouti 3.065 0,132 45,00 2000
Eritrea 4.010 0,034 21,80 2000
Ethiopia 60.466 0,055 23,51 2014
Kenya 160.904 0,277 8,15 2013
Madagascar 31.640 0,054 21,91 2013
Malawi 15.451 0,130 26,36 2010
Mauritius 2.356 1,155 4,202 98,30 2014
Mozambique 30.331 0,038 20,78 2012
Rwanda 14.008 0,532 0,00 19,00 2004
Seychelles 526 1,143 97,72 2014
Somalia 22.100 0,035 11,80 2000
South Sudan

Tanzania 87.664 0,093 10,03 2014
Uganda 70.746 0,293 0,00 23,00 2003
Zambia 91.440 0,121 0,00 22,00 2001
Zimbabwe 81.601

~ Source: IRF database
Table 5.6: Main characteristics of road network by country.
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As shown in Figure 5.11, among the large countries, Sudan, Mauritania and Niger have the lowest
road network density, while South Africa, Kenya and Nigeria have the densest road network. In
addition, Egypt, Tunisia and Algeria have the highest proportion of paved roads, while the
Democratic Republic of Congo has the lowest proportion (Figure 5.12).

Road Network Density

Sudan |
Mauritania 1
Niger
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Central African Republic =
abon =
Eritea =
Somalia =
Mozambique =
Angola =
Botswana =
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Algeria =
Congo, Rep. =
Madagascar =
Ethiopia =
Namibia ==
Burkina Faso =
Congo, Dem. Rep. ==
Mali ==
Senegal ==
Tanzania ==
Liberia e
Guinea-Bissau =
Equatorial Guinea ===
Tunisia e
Zambia ==
Malawi e
Morocco
Djibouti e
Sierra Leone s
Egypt, Arab Rep. e
Benin  me—
Guinea e
Lesotho
Cameroon
Togo
Swaziland
Zimbabwe
Nigeria
Cote d'lvoire
Cape Verde
Kenya
Uganda
South Africa
Gambia
Sao Tome and Principe
BUrUNd|  ee—
Ghana  ee—
Comoros  ee——
Rwanda  se—

hell

Mauritius

0,000 0,200 0,400 0,600 0,800 1,000 1,200
[km/km2]

Source: IRF database

Figure 5.11: Road network density (km/km?) by country.
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Percentage of paved roads
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Source: IRF database
Figure 5.12: Percentage of paved roads of total road network by country.

5.4 Road Safety Performance Indicators

Data on road safety performance indicators are limited and especially for the African region. In the
context of the SaferAfrica project, the related data were collected from the WHO database and

concern road users' behaviour and more specifically the use of safety devices. The following
indicators are available in the WHO database:

- Total seat-belt use rate

- Driver seat-belt use rate

- Front seat-belt use rate

- Rear seat-belt use rate

- Total helmet use rate

- Driver helmet use rate

- Passenger helmet use rate

The aforementioned data were collected by the WHO via the questionnaires given to the country
representatives and were included in the reports only when a published source was indicated.
However, the stratified rates may not refer to the same year nor come from the same source.

Sixteen countries have only data on the use of seat-belts for drivers and for the front seats in general

(Table 5.7), while total use rates and use rates for rear occupants are available only for g and 7
countries respectively (Figure 5.13).
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. Country - Total _  Driver Frontseats ~  Rearseats

Eritrea 50 8o 60 10
Ethiopia 1 96

Madagascar 65 45

Mauritius 64 94 97

Seychelles 30 50 40 2

Source: WHO database
Table 5.7: Seat-belt use rates (%) by country, 2013.

Seat-belt use rate Driver seat-belt use rate
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Source: WHO database
Figure 5.13: Seat-belt use rates by country.
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As far as the use of a helmet is concerned, only 16 countries have provided the related data (Table
5.8); 12 of which have also disaggregated the data by user type. In Figure 5.14, the helmet use rates
are shown, with the countries being sorted according to the drivers' use rates. In Eritrea, Seychelles,
Swaziland, South Africa and Botswana the use rates for drivers are above go%. The lowest
proportion is recorded in the Democratic Republic of Congo. The rates for the passengers are lower
than those for drivers, except Seychelles and Botswana.

: Country Total Driver - Passenger

Eritrea 95 90

Madagascar 65 40
Seychelles 90 90
Uganda 49 1

Source: WHO daabase
Table 5.8: Helmet use rates (%) by country, 2013.

Helemt use rate
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Source: WHO database
Figure 5.14: Driver and passenger helmet use rates by country, 2013.

5.5 Comparative Analysis and Synthesis

The present section was oriented in the review of the international data sources in order to exploit
existing road safety data for African countries. The main international databases explored for that
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purpose were the International Road Federation (IRF) and the World Health Organisation (WHO),
with emphasis on the following types of data: road accident data, exposure data and road safety
performance indicators.

The first issue coming up from the review concerns the availability of data for the African countries.
Only few countries have full time series of road fatality data and especially for the latest available
decade 2005-2014, only 21 African countries have available data for more than 5 years. The greatest
lack in data concerns risk exposure and safety performance indicators, for which few countries have
collected such data.

A second issue concerns the comparability of the data and the potential of using different
databases in a complementary way. Concerning the fatality data, the review revealed that different
definitions are used among the countries. The WHO provides the primary data as received by the
national sources in the country profiles of the reports, which adjust them to the 30-days definition
and publish them in the statistical tables. However, these data are not directly comparable because
of differences in the quality of data collection process among the countries. In order to take into
account under-reporting issues and achieve comparability, the WHO has developed statistical
models to estimate the number of fatalities. In addition, the comparison of the two databases
showed that while the IRF uses the 30-days definition for the killed persons in road accidents, the
data that are published are those reported by the national sources, which have different definitions.
Thus, data cannot be comparable among the countries, without being processed firstly, and caution
is needed when combining the two databases.

Concerning the data on exposure and road safety performance indicators, the comparability of
the countries with available data is not totally reliable, since the data refer to different years, with a
difference of more than 10 years in some cases (e.g. road network density). Moreover, there is not
much information on the collection methods which is needed to ensure an appropriate comparison.

However, the available data that are presented in tables and related figures were made in order to
obtain an approximate picture of the road safety situation in African countries. There are clear
differences in the road safety performance of the countries in terms of road safety outcomes, which
are also obvious when examining the motorization level or the characteristics of the road
infrastructure of the countries. However, the lack of data on road safety performance and traffic
exposure do not allow to reliable conclusions to be drawn.
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6 Pilot Study

6.1 General

The objective of the pilot study is to investigate for African countries the effects of current practice
in managing road safety data upon data quality and data accuracy. This existing performance
and capacity assessment in terms of handling data, data collection procedures and definitions is
carried out for certain representative African countries, which contributed in the extensive
questionnaire and were selected based on the following criteria:

Regional and cultural coverage

An effort was made for the countries to be widespread across Africa in order to have a more
extensive view of the continent as a whole.

Cross checked responses

From certain countries the replies to the extensive questionnaire were provided by more
than one stakeholder. Therefore, in order to improve the quality as well as the accuracy of
the replies, where possible, such countries were preferred.

Position of the respondent

In many cases the respondents held a key public position in the examined country’s road
safety policy and were conversant of the actual situation. Such countries were favoured as
well.

Adequate completion of the survey

Certain countries delivered replies in more fields and in general revealed a more complete
way in providing data collection practices and definitions.

The selected countries by region are shown through Table 6.1. The following sections outline the
survey results in terms of road safety data, data collection procedures and definitions per selected

country.
Selected Country Region .Qu.estioned Stakeholder "y
Organization Position
Tunisia North Technical Agency for Director
Land Transport
Automobile Vehicle Director
Control Center
Burkina Faso West Road Safety Planning and
Promotion at the National | Director
Board of Road Safety
Malawi East Directorate of Road Principal road Traffic
Traffic & Safety Services | Officer
Ministry of Public Works Engineer
Cameroon Central
Ministry of Transport Captain
. Vehicle Testing . :
South Africa South Station Operations Managing Director

Table 6.1: Selected countries for the pilot study.
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In every case it should once more be reminded that the results described in the following sections
are based on experts’ opinions and views, not concrete data, and therefore, should be treated as
such.

6.2 Tunisia

As reported through the extensive questionnaire, sustainable systems to collect and manage data
on road accidents, fatalities and injuries are in place in Tunisia. Moreover, at the same time the
National Road Safety Observatory is centralizing the data systems for road safety and includes data
on accidents, fatalities and injuries, behavioural indicators, exposure data, and violations — fines.
Benchmarking is also used to monitor progress in the road safety status. A reporting process has
been setup to monitor road safety interventions across the country which is not linked to
intermediate phases of the road safety programme and applies to planning and engineering
interventions in urban areas, enforcement, road safety campaigns, driver training and vehicle
related measures. Besides other quantitative targets, safety performance indicators are utilized as
well to assess safety performances of the country’s road safety programme. Vehicle speeds as well
as alcohol impaired driving are used as behavioural indicators.

Common definitions for fatalities, serious injuries and work related accidents are highly prioritized
and currently available, excluding the latter which are partially available. The data on the
underreporting of road accidents are classified as a medium priority and no further information is
provided on their availability as well as the priority and availability ratings regarding accident
databases that link data from the Police and the hospitals. Information on road users’ behaviour and
attitudes, socio-economic cost of accidents, as well as exposure data regarding fatalities and injuries
are partially available.

6.3 Burkina Faso

Burkina Faso utilizes data from road accident databases, travel-mobility surveys as well as other
exposure databases (e.g. number of vehicles). Sustainable systems to collect and manage data on
road accidents, fatalities and injuries but also reliable in-depth accident investigations for road
safety purposes are both not in place at present. A national Observatory centralizing the data
systems for road safety is available and includes data for all the questioned aspects (accidents,
fatalities and injuries, in-depth accident investigations, behavioural indicators, exposure (traffic),
violations or fines and driver licensing). A reporting process to monitor road safety interventions
across the country has been setup for which the information is addressed to the lead agency, the
government, the parliament, as well as every questioned institution. The reporting process is
periodical, and applies to areas related to engineering interventions. However, the actions taken on
the basis of this process are mostly concentrated to limited changes in the action programme and in
training. Benchmarking is also used to monitor road safety progress. The control of safety
interventions in order not to generate undesired side effects (process evaluation), is addressed on all
intervention areas and performed through observations — surveys by certain working ministerial
groups. Such results are available to all stakeholders and may lead to both partial changes in the
action programme or to improvement of the implementation conditions. An evaluation process to
assess the effects on accidents and injuries or socio-economic costs of certain policy components
although in place, is not actually performed. A reliable system to collect and manage data on
behavioural indicators is not in place.
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Common definitions for fatalities, serious injuries and work related accidents are appreciated and
also available at present in Burkina Faso. Data regarding the underreporting of road accidents as
well as relevant databases that link Police and the hospitals are highly prioritized but only data on
the underreporting of road accidents are currently available. Results from in-depth accident
investigations are once again highly appreciated but only partially available. A common
methodology for identifying high risk sites and performing in-depth accident analysis are of partial
availability and classified as high in terms of priority. Tools for simulating road user behaviour are
not currently available, although are a high priority for the questioned stakeholders. Detailed data
on the costs of road safety measures don’t seem to be available. Digital road mapping of accidents is
of medium priority and partially available. Information on road users’ behaviour and attitudes,
accident causation factors and socio-economic cost of accidents, as well as exposure data regarding
fatalities and injuries are of high priority but partially available in general excluding information on
socio-economic cost of accidents which is not available. Finally, information related to road safety
from the road infrastructure point of view (audits, inspections, road layouts, etc.) seem to be of
medium priority and partially available.

6.4 Malawi

Malawi utilizes information from road accident databases. Sustainable and reliable systems to
collect and manage data on road accidents, fatalities and injuries as well as in-depth accident
investigations for road safety purposes are also in place. A national Observatory, integrating data
systems for road safety, is also available and includes data for accidents, fatalities and injuries, in-
depth accident investigations, violations or fines, driver licensing as well as vehicle registration
aspects. A reporting process to monitor road safety interventions across Malawi has been setup
which is linked to intermediate phases of the road safety programme and applies to certain areas of
interventions such as enforcement, education, campaigns, driver training and vehicle related
measures. The information of this reporting process is addressed to the lead agency and is
implemented to cover activities at the regional and/or local level, where the relevant actions are
mostly related to limited changes in the action programme as well as in training. The process
evaluation of safety interventions during the implementation period of the programme addresses
mainly road safety campaigns.

Common definitions for fatalities, serious injuries and work related accidents are highly prioritized
and also currently available. Data regarding the underreporting of road accidents as well as relevant
databases that link Police and the hospitals are highly prioritized but also unavailable. Results from
in-depth accident investigations, naturalistic driving and driving simulator studies, although once
again highly appreciated, are either partially available or unavailable. Common methodologies for
identifying high risk sites and for performing in-depth accident analysis are classified high in terms
of priority but at the same time they are unavailable and available respectively. Tools for simulating
road user behaviour as well as detailed data on the costs of road safety measures are not currently
available, although once again highly prioritized. The same applies for the utilization of modern
technologies (GPS/GIS systems and digital road maps) for the investigation and collection of
accident data. Data on socio-economic cost of accidents, fatalities and injuries, exposure data, road
users’ behaviour and attitudes, as well as accident causation factors, are of high priority but not
available at present time, excluding the latter (accident causation factors) the information for which
is partially available. Finally, information related to road safety audits — inspections as well as
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databases on road layouts, signing, etc. seems not available but of high and medium priority
respectively.

6.5 Cameroon

Data from road accident databases, travel-mobility surveys as well as other exposure databases (e.qg.
number of vehicles) are utilized in Cameroon. Sustainable and reliable systems to collect and
manage data on road accidents, fatalities and injuries as well as in-depth accident investigations for
road safety purposes are also in place. A national Observatory centralizing data systems for road
safety is also used and includes data for accidents, fatalities and injuries, in-depth accident
investigations, behavioural indicators, exposure, violations or fines, driver licensing and vehicle
registration issues. There is a reporting process in place for monitoring road safety interventions. It
is delivered by the authorities, and addresses implementation of the legal changes required as well
as identifying needs for programme modification. It is performed both at national as well as regional
level and the collected data are addressed to both governmental as well as inter-sectoral decision
making road safety higher level stakeholders. The relevant actions on the basis of the outcomes of
this information are mostly related to limited changes in the action programme, allocation of funds
or human resources as well as in training. A sustainable system to collect and manage data on
behavioural indicators is in place and includes data on vehicle speeds, safety belt wearing rates and
alcohol impaired driving. The process evaluation of safety interventions during the implementation
period of the programme addresses all intervention areas and involves performance indicators,
observations and/or field surveys or measurements. Such results are available to all stakeholders
and may lead either to partial changes in the action programme or improvements regarding the
implementation conditions. A reliable system to collect and manage data on behavioural indicators
is in place and includes data on vehicle speeds, safety belt wearing rates and alcohol impaired
driving.

Although common definitions for fatalities, serious injuries and work related accidents are currently
available in Cameroon, excluding fatalities definitions which are highly prioritized, definitions for
serious injuries and work related accidents are of medium priority. An uncertainty seems to exist
regarding data on the underreporting of road accidents. However, databases that link Police and the
hospitals are highly prioritized but also available. The same vagueness is also noticed on results from
in-depth accident investigations, naturalistic driving and driving simulator studies. A common
methodology for identifying high risk sites is highly prioritized and also available. Methodologies for
performing in-depth accident analysis are not relevant to the work of the respondents and
therefore, their availability is unknown. Tools for simulating road user behaviour and detailed data
on the costs of road safety measures are of medium and low priority respectively and at the same
time not available. Data regarding the utilization of modern technologies (GPS/GIS systems) are
once again not relevant to the work of the respondents, where the usage of digital road maps for
mapping accidents are highly prioritized but unavailable. Information on road users’ behaviour and
attitudes, accident causation factors and socio-economic cost of accidents, fatalities and injuries are
of high priority and currently available, excluding information on socio-economic cost of accidents
which is partially available. The existence on information regarding exposure data is uncertain.
Information related to road safety audits — inspections are of high priority but partially available, and
once more no information is provided on the existence of databases for road layouts, signing, etc.
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6.6 South Africa

South Africa utilizes data from road accident databases as well as other exposure databases (e.g.
number of vehicles). Sustainable and reliable systems to collect and manage data on road accidents,
fatalities and injuries are in place at both national and regional levels. A national Observatory
centralizing data systems for road safety is also available and includes data for accidents, fatalities
and injuries, violations or fines, driver licensing and vehicle registration aspects. A reporting process
to monitor road safety interventions has been set up which is periodical and applies to certain areas
of interventions such as enforcement, education, campaigns, driver training and vehicle related
measures. The information from this process, which is performed both at national and regional
level, is addressed to stakeholders from the lead agency and the government. Actions on the basis
of the outcomes of this information are mostly related to allocation of funds or human resources as
well as in training. Benchmarking is also used to monitor road safety progress. A reliable system to
collect and manage data on behavioural indicators is in place and includes data on vehicle speeds,
safety belt wearing rates and alcohol impaired driving.

A common definition for fatalities in South Africa is of high priority but partially available at present.
On the other hand, a common definition for serious injuries is of medium priority and not available,
where no information is provided for defining work related accidents. The existence of data
regarding the underreporting of road accidents is highly prioritized but the availability of such
information is unknown. Databases that link Police and hospital data are not relevant to the
respondent’s work priorities and are currently not available in South Africa. Results from in-depth
accident investigations are highly appreciated but not available, where results from naturalistic
driving studies are available although once again not relevant to the respondent’s work. As far as
results from driving simulator studies are concerned, they are of low priority and not available. The
existence of common methodologies for identifying high risk sites is uncertain in terms of priority
but currently available, where common methodologies for in-depth accident analysis are of medium
priority and partially available. Tools for simulating road user behaviour are low in terms of priority
and partially available. Detailed data on the costs of road safety measures are irrelevant to the
respondent’s work but at the same time available. The same applies for the utilization of modern
technologies (GPS/GIS systems) but such tools are partially available. On the other hand the usage
of digital road maps for mapping accidents is of medium priority and fully available. Information on
road users’ behaviour and attitudes and accident causation factors are highly prioritized and partially
available. Data on socio-economic cost of accidents, fatalities and injuries are of medium priority
and currently not available. The existence on information regarding exposure data is uncertain.
Information related to road safety audits — inspections are once again of medium priority and
partially available, and no information in terms of priority rating is provided on the existence of
databases for road layouts, signing, etc. although they seem to be partially available.

6.7 Comparative Analysis and Synthesis

The data collection practices from the road safety monitoring and evaluation points of view are
addressed in various ways. The following paragraphs provide more details.

Excluding Tunisia where it is not clear, all the other examined countries utilize data from road

accident databases. Moreover travel-mobility surveys are conducted in Burkina Faso and Cameroon.
The same countries plus South Africa use also information from other exposure databases (e.g.
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vehicle fleet). The utilization of the above national databases — information sources items are shown
through Figure 6.1.

National Databases - Information Sources

g g
Accident ' = Sl SOUTH AFRICA
Exposure (other) ' —
Mobility Surveys BURKINA FASO

TUNISIA

Note: The raised bars imply existence — utilization of the relevant item.

Figure 6.1: Utilization of national databases — information sources.

In-depth accident investigations are carried out in Malawi and Cameroon. According to the survey
answers, a national Observatory centralizing the data systems for road safety is available in all pilot
countries, including data for various questioned aspects per country (accidents, fatalities and
injuries, in-depth accident investigations, behavioural indicators, exposure (traffic), violations or
fines, driver licensing and vehicle registration). Benchmarking to monitor progress in road safety
situation is utilized in Tunisia, Burkina Faso and South Africa.

A reporting procedure to monitor road safety interventions is available for all countries which is
linked to intermediate phases of the national road safety program for Malawi, where for South
Africa and Burkina Faso is periodical. Figure 6.2 shows the main areas of intervention it applies for,
where it can be seen that almost all countries monitor enforcement, traffic education, road safety
campaigns, driver training and vehicles related measures. Such monitoring process is performed at
both national and local level for Cameroon and South Africa and at local/regional level for Malawi.
For Burkina Faso, Malawi and South Africa this information, among other state organizations, is
addressed to the lead agency and for Cameroon to governmental as well as inter-sectoral decision
making road safety higher level stakeholders.
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Monitored Areas of Interventions
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Engin. (urban)
Enforcenet
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Driver Training MALAWI
i Measures BURKINA FASO
Nchisie TUNISIA

Note: The raised bars imply existence — utilization of the relevant item.

Figure 6.2: Main areas for monitoring road safety interventions.

For Burkina Faso, Malawi and Cameroon a “process evaluation” of safety interventions is in place
during the implementation period of a road safety programme for which the evaluation for
interventions addresses all areas in Burkina Faso and Cameroon, and mainly road safety campaigns
in Malawi. Moreover, in Burkina Faso and Cameroon this “process evaluation” is performed through
observations — surveys by certain working ministerial groups. Such results are available to all
stakeholders and may lead to an improvement of the implementation conditions, or partial changes
in the action programme (Burkina Faso).

An evaluation process to assess the effects on accidents and injuries or socio-economic costs of
certain policy components is in place only in Burkina Faso, but actually is not performed.

Exposure indicators were found in the examined countries’ national observatories, where Tunisia,
Burkina Faso and Cameroon seem to include exposure data in their national road safety
observatories.

For Tunisia, besides other quantitative targets, safety performance indicators are utilized as well to
assess safety performances of the country’s road safety programme. In Tunisia, Cameroon and
South Africa there is a sustainable system in place for the collection and management of data on
behavioural indicators. The utilized behavioural indicators per country are shown through Figure
6.3.
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Utilized Behavioural Indicators

SR ~g — SOUTH AFRICA
seat Belt Wearing CAMEROON
MALAWI
Alcohal Impaired Driving BURKINA FASO

TUNISIA
Note: The raised bars imply existence — utilization of the relevant item.

Figure 6.3: Utilized behavioural indicators.

The overview of the stakeholders’ priority and availability levels for road safety definitions has
shown that in many cases although certain information seems important, its availability is partial or
even non-existent. The following paragraphs describe in more detail these ratings for the selected
pilot countries.

Common definitions for fatalities, serious injuries and work related accidents are in general highly
prioritized. Such information is currently available, excluding South Africa (common definitions for
fatalities: partly available; common definitions for serious injuries: not available; no information on
common definitions for work related accidents) and Tunisia (common definitions for work related
accidents: partially available).

Information regarding the underreporting of road accidents is highly appreciated but only in Burkina
Faso are such data available (Figure 6.4). On the other hand, relevant databases that link Police and
the hospitals are highly prioritized but not actually available in most countries (Burkina Faso, Malawi
and South Africa), excluding Cameroon.

Data on the Underreporting of Road Accidents Data on the Underreporting of Road Accidents
(Priority) (Availability)

g Full

Partially

Not Available
BURKINA FASO Don't Knaw BURKINA FASO

SOUTN AFRICA

BMALAWI

(a) (b)

Note: The raised bars imply existence — utilization of the relevant item.

Figure 6.4: Data on the underreporting of road accidents [(a): priority, (b): availability].
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Note: The raised bars imply existence — utilization of the relevant item.

Figure 6.5: Accident databases linking Police — hospital data [(a): priority, (b): availability].

Results from in-depth accident investigations, naturalistic driving and data from driving simulators,
are of high priority in Malawi and Burkina Faso (data from in-depth accident investigations highly
prioritized also in South Africa). However, their availability is either partial in the first two countries

and either non-existent or uncertain in the remaining.

The countries’ replies on the existence of common methodologies for identifying high risk sites and
performing in-depth accident analysis are shown in Figure 6.6 and Figure 6.7, where it can be seen
that such availability (full or partial) is found in South Africa and Burkina Faso, Cameroon (regarding

high risk sites) and Malawi (regarding in-depth accident analyses).

Common Methodology for Identifying High Risk Sites
(Priority)

l "-'"_-_
— — -
High — — -
edism =
i - ~ CAMERDON AERER,
MALAWI

Mot Relevant BURKINA FASO
TUNISIA

Common Methodology for Identifying High Risk Sites
(Availability)

—

Full ~—
Partially

oot Awailable
Dan't KAew

(a)

Note: The raised bars imply existence — utilization of the relevant item.

Figure 6.6: Common methodologies for identifying high risk sites [(a): priority, (b): availability].
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Common Methodology for In-Depth Accident Analysis Common Methodology for In-Depth Accident Analysis
(Priority) (Availability)

ull
Partialty
Mot Awailabie

Don't Know
TUNISIA

(a (b)
Note: The raised bars imply existence — utilization of the relevant item.

Figure 6.7: Common methodologies for in-depth accident analysis [(a): priority, (b): availability].

Tools for simulating road user behaviour and detailed data regarding the costs of road safety
measures were found to be partially available and available respectively only in South Africa. For
Burkina Faso, Malawi and Cameroon such information although a priority, is not available to the
responded stakeholders.

The utilization of modern technologies (GPS/GIS systems and digital road maps) for the
investigation and collection of accident data as well as digital road mapping of accidents are
partially available and available respectively only in South Africa, where in Burkina Faso such
availability (partial) is noticed only for the latter case.

Information on exposure data per country are shown through Figure 6.8, where it can be seen that
although highly appreciated by Burkina Faso and Malawi, such information are partially available
only in Tunisia and Burkina Faso.

Exposure Data Exposure Data
(Priority) (Availability)
g — -
— —_— —
High R—eS - Full < ~—
Medium —g— SOUTH AFRICA partially Rl = S —
Low - gy CAMEROON Hot Available N = Ay CANEnCON
Mot Relevant BURKINA FASO Don't Know BURKINA FASD
TunIsIa TuNISIA

(@ (b)
Note: The raised bars imply existence — utilization of the relevant item.

Figure 6.8: Exposure data [(a): priority, (b): availability].
Information on road users’ behaviour and attitudes, accident causation factors and socio-economic

cost of accidents for each examined country are shown through Figure 6.9, Figure 6.10 and Figure
6.11 respectively.
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As seen through these figures, although all three aspects seem to be highly prioritized, not the same
is noticed in terms of their availability. More specifically data on road users’ behaviour and attitude is
unavailable only for Malawi (Figure 6.9). The availability of information on accident causation
factors is uncertain for Tunisia but available in Cameroon and partly available in the remaining
countries (Figure 6.10). On the other hand, data on socio-economic cost of accidents seem to be less
available for Tunisia and Cameroon but unavailable for Burkina Faso, Malawi and South Africa
(Figure 6.11).

Information on Road Users’ Behaviour and Attitude Information on Road Users' Behaviour and Attitude
(Priority) (Availability)
g g
l l ~———
Full g
g g
Partlaly gEEEE - g [
Mot Available ‘ aRLAN CAMEROON
Don't Know U BURKINA FASO

(a) (b)

Note: The raised bars imply existence — utilization of the relevant item.
Figure 6.9: Information on road users' behaviour and attitudes [(a): priority, (b): availability].

Information on Accident Causation Factors Information on Accident Causation Factors
(Priority) (Availability)
' e ‘ -
Full T g -~ g
Partially - <= SOUTH AFRICA
Mot Available MALAY CAMERDON
Don't Know BURKINA FASO

(a) (b)

Note: The raised bars imply existence — utilization of the relevant item.
Figure 6.10: Information on accident causation factors [(a): priority, (b): availability].

fi ion on Socio-Ec ic Cost of Accidents Information on Socio-Economic Cost of Accidents
(Priority) (Availability)
Full u '
m Partlally
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Not Relevant — BURKINA FASD Dan't Know TUNISIA BURKINA FASO

(a) (b)
Note: The raised bars imply existence — utilization of the relevant item.

Figure 6.11: Information on socio-economic cost of accidents [(a): priority, (b): availability].
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Finally, regarding the availability of information from the road infrastructure point of view (audits,
inspections, road layouts, etc.) there seem to be different views by country. Specifically, data from
road safety audits — inspections seem to be available (partially) only in Cameroon, Burkina Faso and
South Africa (Figure 6.12), whilst road information databases seem to be partially available in
Burkina Faso and once again in South Africa (Figure 6.13).

Information from Road Safety Audits - Inspections
(Priority)

Information from Road Safety Audits - Inspections

(Availability)
Full i
Partially SOUTH AFRICA
Mot Available CAMEROON
Don't Know BURKINA FASO

TUNISIA

(a)

(b)

Note: The raised bars imply existence — utilization of the relevant item.

Figure 6.12: Information from road safety audits —

inspections [(a): priority, (b): availability].
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Note: The raised bars imply existence — utilization of the relevant item.

Figure 6.13: Road information databases [(a): priority, (b): availability].

For all the countries in the pilot study, besides the fact that sustainable systems to collect and
manage data on road accidents, fatalities and injuries are in place, many differences are reported.
The overview of the stakeholders’ priority and availability levels for road safety definitions has
shown that, in general, there seems to be a gap between the existing and the available
information, where the latter seem to stay far behind. This significant demand for data and
knowledge is essential in order to be used for road safety-related decision making.
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7 Conclusions

7.1 General considerations

The examination of the existing situation regarding road safety data, data collection systems and
definitions in African countries based on the survey results, provides some important insight on
deficiencies of current practices which might partially explain poor road safety performance in
these countries. Furthermore, in combination with the special characteristics of these countries,
common deeper problems in structures and policies may be identified.

A number of the questioned issues for many African countries are collected for the first time and
can be very useful to road safety decision-makers to take into consideration for future actions. In
addition, identification of the specific problems may enhance participation of the African countries
in road safety initiatives and undertaking a more active role which will promote their efforts towards
the improvement of road safety in the area.

Due to the low number of answers to the two-fold surveys, the conclusions have to be confirmed in
the future by in depth analysis and additional incoming questionnaires. Future research that would
analyse the current situation in road safety data collection systems in more countries and with more
participants is the key to better comprehend the existing problems and suggest the most
appropriate interventions.

Based on the stakeholders’ responses it was found that there is a significant demand for data and
knowledge in order to be used for road safety-related decision making. Currently, such information
is poorly available in African countries. This fact makes the work of road safety stakeholders
difficult and therefore, their discontent was expressed. In several cases, it was found that
stakeholders are not even aware of the availability status of items that they consider to be irrelevant
to their work. Generally, stakeholders seem to be poorly informed about the availability of road
safety data and tools.

7.2 Road Safety Data Collection Systems

The assessment of the existing road safety data collection systems in African countries revealed
similarities but mostly differences since besides the existence of formal systems for recording road
accidents for almost all countries, the data collection practices from the road safety monitoring and
evaluation points of view are addressed in various ways.

Among the most important is the fact that sustainable systems to collect and manage data on
road accidents, fatalities and injuries are in place for many but not all the examined countries. On
the other hand, it was surprising to see that in-depth accident investigations for road safety
purposes are conducted for approximately 40% of the countries. More or less, the same countries
have a national observatory centralizing data systems for road safety as well as a reporting
procedure to monitor road safety interventions. For about 35% of the countries there is a process for
assessing the progress of the applied safety measures (process evaluation) in place during the
implementation period of a road safety programme which is mainly addressing road safety
campaigns.
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Exposure indicators were found in the examined countries’ national observatories, where 5
countries out of 10 seem to include exposure data in their national road safety observatories.

Approximately 50% of the examined countries have in place a sustainable system for the collection
and management of data on behavioural indicators emphasizing on speeding and alcohol impaired
driving. Safety belt wearing rates were found to be somehow lower. In general, apart from
behavioural indicators, the countries utilizing safety performance indicators during a process
evaluation seem to be no more than 4.

7.3 Road Safety Data Definitions

The assessment of the needs and priorities of road safety data and information to stakeholders in
African countries is performed based on the responses in certain fields of the extensive
questionnaire and specifically in the following sub-sections:

e Data and resources for fact finding and diagnosis of road safety issues

e Data and resources for the implementation of road safety related measures

Regarding the critical aspect of a common definition for road accident fatalities, serious injuries and
work related accidents, it was found that although the existence of a common fatality definition
(mainly) was highly prioritized such a classification is not available in all the examined countries.
Another highlighted issue of general concern is the underreporting of road accidents for which the
accessibility to relevant data, though regarded as a priority of major importance for the majority of
the stakeholders, is only partially available. Road accident databases that link Police and hospital
data may serve as a potential solution to the underreporting issue. Such a perspective for joined
databases, although once again highly acknowledged by the respondents, at present, seems not
available to the majority of stakeholders. Identifying high-risk sites are considered more important
compared to performing in-depth accident analysis, where regarding the latter, the existence of a
common methodology seems rather limited.

Exposure data although appreciated by more than 50% of the stakeholders are fully available to
approximately 20% of them.

Information on road users' behavioural aspects and attitudes were found to be highly prioritized by
more than 70% of road safety stakeholders in all countries. However, availability of such information
is rather limited to almost 30% of stakeholders. The same percentages more or less in terms of
priority and availability ratings respectively were found regarding information on road accident
causation factors. From the road infrastructure point of view, data on road safety audits —
inspections were greatly appreciated by the stakeholders, although such information is currently
available to less than 10% of the respondents.

7-4 Road Safety Data

Only few countries dispose suitable time series of road fatality data and especially for the latest
available decade 2005-2014, only 21 African countries have available data for more than 5 years. The
greatest lack in data concerns risk exposure and safety performance indicators, for which few
countries have collected such data.
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Moreover, a second issue concerns the comparability of the data and the potential of using
different databases in a complementary way. Concerning the fatality data, the review revealed that
different definitions are used among the countries. The WHO provides the primary data as received
by the national sources in the country profiles of the reports, which adjust them to the 30-days
definition and publish them in the statistical tables. However, these data are not directly
comparable because of differences in the quality of data collection process among the countries. In
order to take into account under-reporting issues and achieve comparability, the WHO has
developed statistical models to estimate the number of fatalities. In addition, the comparison of the
two databases showed that while the IRF uses the 30-days definition for the killed persons in road
accidents, the data that publishes are those as reported by the national sources, which have
different definitions. Thus, the data cannot be comparable among the countries, without being
processed before, while attention is needed when combining the two databases.

Concerning the data on exposure and road safety performance, the comparability of the countries
with available data is not totally reliable, since the data refer to different years, with a difference of
more than 10 years in some cases (e.g. road network density). Moreover, there is not much
information on the collection methods that ensures an appropriate comparison.

However, the available data are presented in tables and related figures drafted in order to obtain an
approximate picture of the road safety situation in African countries. There are clear differences on
road safety performance of the countries in terms of road safety outcomes, which are also obvious
when examining the motorization level or the characteristics of the road infrastructure of the
countries. However, the lack of data on road safety performance and traffic exposure do not permit
to come to some first conclusions so far.
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Africa Road Safety Workshop

13-15 December 2016, Nairobi

Questionnaire on Basic Aspects of Road Safety

Country:
Person interviewed:

1. Has a Lead Agency been established to prepare policy orientations or directions for Road Safety (RS)?
Ly [ N |

2. Does Parliament have a role in decision-making on RS orientations or directions?
Y | N

3. Has a national Strategy for improved RS performance in the long term officially been set?
Ly [ N |

3a. If yes, please describe.

4. Have national medium-term (four to ten years) quantitative targets been set for improved safety performance?
Ly [ N ]

4a. Have the targets been defined:

on a purely (national) political basis (top-down)

on the basis of the UN Decade of Action RS target (-50% in 2020’)

using a rational process based on known key problems and potentially efficient

measures (bottom-up)

4b. Are the targets based on:

Y/N fatalities (please describe)

Y/N serious injuries (please describe)

other indicators: .......

4c. Have intermediate safety performance indicators (SP||S) been defined to check progress towards the target?
Y N

5. Are sustainable systems (durable, funded, maintained) in place to collect and manage data on road crashes,
fatalities and injuries?

vy [ N |

6. Is there a Central Organization in charge ofdata systems for RS?
Ly [ N |

7. Are there crash databases that link police and hospital data?
Yy [ N |

8. Has a reporting procedure been set up to monitor the RS interventions carried out in the country?
L vy [ N |

9. Is "benchmarking" used to monitor progress in the RS situation relatively to other (European) countries?
Ly [ N |

10. Do you use any international RS databases/information sources?
| Y | N | NA |
10a If 'yes', please specify which international sources you have used
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SAFER
< 'AFRICA

INTRODUCTION

The SaferAfrica project aims at creating favorable conditions and opportunities for the effective
implementation of actions for road safety and traffic management in African countries, by setting up
a Dialogue Platform between Africa and Europe. Besides other initiatives the Dialogue Platform
aims at supporting the assessment of the implementation of African Road Safety Action Plan as well
as defining recommendations on future road safety actions and conduct institutional activities to
foster their adoption.

Consequently certain knowledge and management tools need to be developed in the road safety
domain that will improve commonly available data and tools. However, the overall objective is
concretedata and information to be accessible by all stakeholders involved in road safety, either
directly or indirectly. As a first step towards meeting this goal, it isimportant to assess thoroughly the
needs of these actors in terms of knowledge, data and information tools.

This questionnaire is subdivided in two main sections. The first one (Parts A, B and C) concerns
your activity in the field of road safety, road safety management practices in your country and key
road safety resources you use in your daily work. The second section (Parts D and E) concerns
data collection practice and basic road safety data in your country.

Thank you very much in advance.

Questions or comments can be directed to: Stergios Mavromatis (stemavro@central.ntua.gr) and
Antonino Tripodi (antonino.tripodi@uniromal.it)




PART A: Background information
Date of interview:
Person interviewed:

Name:

Current position, previous positions if relevant:

Al. In which country are you working?
A2. What type of organization are you working for?

A3. What are your main road safety related activities? (select all that apply)
Data collection and analysis
Campaigns

Communication

Education

Training

Monitoring and evaluation
Planning and design

Driver, passenger and VRU safety
Infrastructure safety

Vehicle safety

Enforcement

Health — post crash treatment
Research (commissioning)
Research (conducting myself)
Management

Policy making

Government lobbying

Other (please specify)

O 0O O OO0 O0OO0OO0OO0OO0OO0OO0OO0OO0OO0O OO O

A4. How many years have you been working in the field of road safety?
o <5years
o 5-10years
o 11-20 years
o >20years



PART B: Road safety management practices

Institutional organization, coordination and stakeholders’ involvement

Yes

No

Unknown

Please elaborate

B1. Have high level inter-sectoral decision-making
institutions been established to prepare policy
orientations or directions for RS?

If yes: Bla) has it been created legally (law,
decree)?

B1b) Does it operate :

- Under the Head of State (Prime
Minister, President, etc).?

- Parliament
- Other? (please specify)

Blc) Does it represent all governmental
sectors potentially involved in RS in the
country:

- Urban planning?

- Transport and traffic planning?
- Road infrastructure?

- Enforcement?

- Justice?

- Health?

- Vehicles and ITS (Intelligent transport
Systems)?

- Research?
- Education?
- Others? (please specify)

B1d) Are some non-governmental
stakeholders represented in the high-level

decision-making institution, in particular from:

- Research institutions
- Private businesses
- NGOs

Ble) Has a periodical schedule for meetings
been specified?

B1f) Is the high-level decision-making
institution meeting regularly?

(Name of the institution?)
Ex: France, Intersectorial
Ministerial Road Safety
Committee under the Prime
Minister

(Since when?)

(Does it have authority over
ministries, road agencies,
etc?)

(Are all sectors represented
actually involved in road
safety decisions?)

(What period?)

(How often?)




B2. Does Parliament have a prominent role in
initiating decision-making on road safety orientations
or directions?

(Parliament may introduce
laws on its own initiative, or
may request specific policy
components)

B3. Is Parliament involved in adopting road safety
orientations or directions?

(Parliament may vote a
vision or a programme)

B4. Has a Lead Agency been formally appointed to
take responsibility for road safety (direct the national
road safety effort)?
If yesis it

- A ministry?

- Aroad safety dedicated structure?

- An agency (roads, transport, etc.)?

- Anindividual?

(Which one?)

B5. Has a technical inter-sectoral road safety
institution been established to coordinate policy
formulation and implementation?

If yes: B5a) Has it been created legally (law,
decree)?

B5b) Is it integrated into the decision-making
hierarchy (as opposed to having been created
as an association, a foundation or other non-
governmental structure)?

B5c) Does it come under:
- the Prime Minister or other higher level
decision-maker,

- the inter-sectoral decision-making
institution, or

- the Lead Agency?

B5d) Does it include the agencies responsible
for road safety interventions in each one of
the following fields:

- Rural infrastructure

- Urban infrastructure

- Transport and traffic planning
- Vehicles

- Traffic education

- Driver training and licensing
- Road safety campaigns

- Enforcement

- Health

(Under whose authority?)

(When was the law or decree
passed?)

(Does the policy-making

institution have authority to
get a programme adopted?
To get it implemented by all
the stakeholders involved?)




- Research
- Others(please specify)

B5e) Are some relevant non-governmental
actors or networks represented in the
institution?

B5f) Are the members of the technical inter-
sectoral institution individually nominated (as
opposed to generic nominations by position?)

B5g) Is the duration of the mandate of the
members precisely defined in order to ensure
continuity of RS activities?

B5h) Is the technical inter-sectoral institution
endowed with a statutory (law or decree
established) budget

- for "fact-finding" (studies, research,
preparation of decisions)?

- to implement some road safety
interventions?

If yes: B5i) Does the statutory budget include:

- Public funding?

- Private funding?

(for example, teachers,
driving instructors, health
personnel, etc.)

(Is the coordinating institution
stable enough that its
members can acquire
adequate expertise?)

(For experimentation? for
measures which would not
otherwise be implemented?)

If it exists:
B6a) is the technical inter-sectoral RS
institution also empowered to coordinate
implementation of interventions horizontally
across agencies?

B6b) If yes, does the coordination actually
works across all sectors of interventions?

If it does not exist or if not empowered:
B6c¢) Are all interventions being coordinated
horizontally across agencies through other
means or structures?

B6d) Are some types of interventions
otherwise coordinated?

(Ensuring that
implementation is on
schedule? Helping with
problems? Ensuring that
connected measures are all
implemented?)

(For example: through bi-
sectoral cooperation on
specific policy components)

If it exists:

B7a) Is the technical inter-sectoral institution
also empowered to coordinate interventions
vertically between national, provincial and/or
local road safety institutions or agencies

(For example: do
provincial authorities
participate in  national
policy  formulation? in
policy adoption?)




involved?

B7Db) If not, are interventions being
coordinated vertically across agencies
through other means or structures?

B8. Have any institutional structures for the
consultation of stakeholders been formally
established (by law or decree)?

If yes: B8a) Does it include representatives of:

- Elected bodies at the national level
representing the citizens

- Regional authorities
- Local authorities

- Professional organizations (related to
Health, Transport, Traffic,
Enforcement, etc.)

- NGOs

- Businesses related to transport or
traffic (vehicle manufacturers or
importers, insurance companies, etc.)

B8b) Does it include, or can it call upon,
scientific experts?

B8c) Does it have its own statutory budget :
- To operate?

- To sponsor research or studies?

(Since when?)

(For example:
representatives, senators,
etc.)

(Elected councils? technical
services?)

(Which ones?)

(Which ones?)

(Which ones?)

B9. Are the legislative instruments defining inter-
sectoral road safety management functions
periodically reviewed and reformed,

- Regardingthehigherleveldecision-
makinginstitution?

- Regardingthepolicyformulationandimpl
ementationinstitution?

- Regarding the stakeholders’
consultation structure?

Policy formulation and adoption

Yes

No

Unknown

Please elaborate

B10. Are some government agencies actively
advocating the need for taking road safety action:

- The health sector?
- The transport sector?

- The enforcement sector?




- Others(please specify)

B11. Are there NGOs actively promoting road
safety?

(Which NGOs?)

B12. Are regional authorities consulted as to the part
they are called to play in national road safety policy,
before:

- Setting up targets?
- Finalizing an inter-sectoral programme?

- Adopting specific policy components?

(Which ones?)

(Which ones?)

B13. Are regional road safety programmes or policy
components integrated into the national road safety
policy?

(This concerns regional
targets, measures taken at
the regional level, etc.)

B14. Are local authorities (municipalities, counties)
consulted as to the part they are called to play in
national road safety policy before:

- Setting up targets?
- Finalizing an inter-sectoral programme?

- Adopting specific policy components?

(This may deal in particular
with specific interventions
in urban areas)

B15. Are local road safety programmes or policy
components integrated into the national road safety
policy?

(This may involve
generalizing or legalizing
local innovative or
experimental practice)

B16. Has a national “vision” for improved RS
performance in the long term officially been set?

If yes: B16a) Has it been voted in Parliament?

B16b) Is it otherwise compelling for the
government?

B16c¢) Has it already triggered:
- Action?

- Research?

B17. Have national medium-term (four to ten years)
guantitative targets been set for improved safety
performance?

If yes: B17a) Have the targets been defined:
- on a purely national political basis?

- on the basis of the UN Decade of
Action road safety target?

- using a rational process based on
known key problems and potentially

(Is each target realistic,
attainable?)




efficient measures?
B17b) Are the targets based on:
- fatalities?
- serious injuries?
- otherinjuries or accidents?

B17c) Have intermediate performance
indicators been defined to check progress
towards the target?

B17d) Have sectoral quantitative targets or
performance indicators also been set to
mobilize RS actors in the fields of:

- Rural infrastructure

- Urban infrastructure

- Transport and traffic planning
- Vehicles

- Traffic education

- Driver training and licensing
- Publicity campaigns

- Enforcement

- Health

- Others(please specify)

(please specify targets)

(Are these targets
compelling for the actors
concerned? Are sectoral
responsibilities clearly
established?)

B18. Has a national RS Strategy (or national Policy
Directives) been produced based:

- on a Safe System approach (as
opposed to primarily improving
behaviour)?

(Def.: a Safe System approach
involves a long term target or vision
and addresses all elements of the
road transport system in an integrated
way, which implies shared
responsibility between system
designers and the road users)

- Other (please specify)

B19. Has a national medium term road safety
programme been elaborated?

If yes: B19a) Is it inter-sectoral?

B19b) Does it focus on the Safe System

approach (integrating measures addressing
all elements of the road transport system as
opposed to primarily improving behaviour)?

B19c) Have some preliminary institutional
strengthening measures been specified :

- Enabling laws (for implementation)?

(Does the programme
reflect the will of the State
to provide road users with a
safe environment?)




- Changes in the institutional
organisation?

- Others?(please specify)

B19d) Have implementation tasks and
responsibilities been distributed between the
key actors (government, regional, local
authorities, NGOs) within the programme?

(please describe)

B20. If a national medium term road safety
programme has been elaborated, has it been
adopted at high level?

If yes: B20a) Has it been adopted :

- by the Head of State/President of the
Republic?

- by the Prime Minister?
- by Parliament?

- Others (please specify)?

Policy implementation and funding

Yes

No

Unknown

Please elaborate

B21. Have partnerships or agreements been
established at the national level with the private
sector for a contribution in terms of:

Management of particular activities?

Expertise?

Research?

Funding?
- Communication on key RS issues?

- Other?(please specify)

(Which partners?)

B22. If a national road safety programme has been
elaborated and adopted,has the budget needed for
programme implementation been estimated?

If yes: B22a) Have funding capabilities and
opportunities been explored?

(Have all potential costs
been considered?)

B23. If a long term vision has been adopted, has a
budget been estimated to move towards this vision
(distinct from the road safety budgets allocated to
medium-term inter-sectoral programmes)?

If yes: B23a) Isit:
- Abudget for research?

- A budget for implementation?

(Have all foreseeable costs
been considered?)




B24. Has a high level engagement (decision) been
taken to ensure availability of a budget for road
safety:

- For a medium term programme?

- For a long term vision?

(Isitin line with the
estimated necessary
budget? Was the decision
officially approved? )

B25. Does the government allocate the product of
fines (or any funds collected from RS measures) to
road safety interventions or related activities?

If yes: B25a) Is it legalized (law or decree)?

B25b) Is the public informed of the use of
funds?

B26. Is there a budget specifically allocated to road
safety activities, interventions and capacity building
from the national budget (Treasury)?

(Is there a line for RS in the
national budget? Is RS
partly or totally funded
through ministries?)

B27. Is there a sustainable funding structure for road
safety, independent from the Treasury (RS Fund,
RS Foundation)?

If yes: B27a) Has it been legally created (law,
decree, statutes, etc.)?

B27b) Is the financing coming from one or
several of these sources:

- Treasury?

- Taxes?

- Tolls?

- Revenue from road safety
interventions?

- Insurance companies?
- Private sources?

- Other? (please specify)?

(The national RS budget
may be allocated directly
(question 27) or through

the RS funding structure)

(For example: a percentage
of the tax on petroleum
products, specific taxes on
driver licenses, vehicle
registration, etc.)

(The measures which may
bring in a revenue include
fines, technical control of
vehicles, driver licensing,
etc.)

B28. Are there formal resource allocation
procedures to support road safety management
tasks and interventions?

(Is there a list of “fundable”
activities? A list of criteria
to get funding?)




B29. Is funding allocated to evaluation?

B30. Are the funds allocated sufficient to implement
the programme or policy components adopted in
each area:

- Rural infrastructure

- Urban infrastructure

- Transport and traffic planning
- Vehicles

- Traffic education

- Driver training and licensing
- Road safety campaigns
Enforcement

Health

Others(please specify)

B31. Are the human resources needed to implement
the programme or policy components adopted
sufficient in each area:

- Rural infrastructure

- Urban infrastructure

- Transport and traffic planning
- Vehicles

- Traffic education

- Driver training and licensing

Publicity campaigns
Enforcement
Health

Others(please specify)

(Has the manpower been
adapted to the tasks at
hand? Was it there or has it
been increased?)

B32. Are the legislative instruments and procedures
regularly reviewed and improved as regards?

- Government (Treasury) funding?
- Fund allocation procedures?

- The road safety funding structure?

B33. Have training plans been designed to support
implementation of the national road safety
programme or policy components?

If yes: B33a) Have the plans been designed after
exploring the needs for knowledge of the
road safety actors involved in implementing
the policy?

(for example, actors can be teachers,




policemen, road engineers, etc.)

B33b) Have the contents of the training
plans been established with, or validated by,
scientific institutions?

B33c) Has funding been allocated to the
training activities planned?

Monitoring and evaluation

Yes

No

Unknown

Please elaborate

B34. Are sustainable and reliable systems (durable,
funded, maintained) in place to collect and manage
data on road accidents, fatalities and injuries?

- at national level
- at regional level

- at local level

(police records, health
records, others?)

B35. Are sustainable and reliable in-depth accident
investigations for road safety purposes in place?

B36. Are sustainable and reliable systems in place
to collect and manage data on behavioural
indicators:

- Vehicle speeds
- Safety belt wearing rates
- Alcohol-impaired driving

- Others (please specify)

B37. Is there a national Observatory centralizing the
data systems for road safety?

If yes: B37a) Does it include data on:

accidents, fatalities or injuries?
- in-depth accident investigations?

behavioural indicators?

exposure (traffic)?

violations or fines?

driver licensing?

vehicle registration?

- Other? (please specify)

B38. Has a reporting procedure been set up to
monitor the road safety interventions carried out in
the country?




If yes:

B38a) Is the reporting

periodical?

linked to intermediate phases of the
RS programme?

B38b) Does it apply to all areas of
intervention:

Engineering measures on rural roads

Planning and engineering
interventions in urban areas

Enforcement operations
Traffic education

RS campaigns

Driver training

Vehicle related measures

Others (please specify)

B38c) Does it address:

Delivery by the authorities (actors)
concerned

Compliance with the timetable of
implementation

Implementation of the needed legal
changes

Identified needs for programme
modification or changes in
implementation conditions

B38d) Is it performed “horizontally” at the
national level (covering ministries and
government agencies)?

B38e) Is it performed “vertically” to cover
activities at the regional and/or the local
level?

B38f) Is the information addressed to?

the Lead Agency?

the high level inter-sectoral decision-
making road safety institution?

the technical inter-sectoral road safety
institution?

the government?

the Parliament?

B38g) Has some action been taken on the
basis of the outcome of this information:




- limited changes in the action
programme?

- allocation of funds or human
resources?

- training?

- others (please specify)?

B39. Has a procedure been set up to evaluate
safety performances of the national programme or
policy?

If yes, are the performances assessed
- on the basis of performance indicators?

- against national quantitative targets?

B40. Is "benchmarking" used to monitor progress in
the road safety situation relatively to other
countries?

If yes, please specify which countries

B41. Does some "process evaluation" of safety
interventions take place during the implementation
period of the programme? (checking that measures
work as expected and do not generate undesired
side-effects)

If yes: B41a) is the evaluation for interventions
addressing:

- all areas?

- infrastructure?

- vehicles?

- enforcement?

- road safety campaigns?

- other areas? (please specify)

B41b) Does it involve:
- performance indicators?

- observations and/or field surveys or
measurements?

B41c) Are scientific expertise involved in
performing process evaluation?

B41d) Are the evaluation results available to
all stakeholders?

B41e) Has some action been taken on the
basis of the outcome of this information such
as:

(Please give examples)




- partial changes in the action
programme?

- improvement of implementation
conditions?

(This may involve legal or
institutional changes,
increased budget or human
resources, training, etc.)

B42. Has an evaluation process been planned to
assess the effects on accidents and injuries orsocio-
economic costs of some policy components
(“product” evaluation)?

If yes: B42a) Which areas of intervention are
covered by the evaluation plan:

- infrastructure?
- enforcement?
- vehicle related measures?

- others? (please specify)

B42b) Is the evaluation actually being
performed?

B42c) Are scientific teams involved in the
evaluation process?

B42d) Are the results available to all
stakeholders?

B42e) Are the results formally published?

(Through which media?
Under which initiative?)

Scientific support and knowledge, capacity building

Yes

No

Unknown

Please elaborate

B43. Is there at least one institute or university
department in your country performing multi-
disciplinary road safety research and/or studies?

If yes: B43a) Are there steady research teams

B43b) Is evaluation of safety measures,
interventions and/or programmes part of the
research and studies carried out in the
country?

B43c) Are road safety research results
published at the international level?

B43d) Are road safety research results
systematically made available to the
decision-makers and policy-makers in the

(Do at least some of the
researchers have a
permanent or long-term
appointment)?

(this would mean in English
or French language)

(Do researchers or
research institutions
translate their scientific




country?

B43e) Is there sustainable funding available
for road safety research?

findings into applicable
results?)

B44a) Are results of safety analyses and research
actually used in formulating the country’s RS policy?

B44b) Are the teams of road safety researchers in
the country systematically requested by policy-
makers to contribute knowledge for policy
formulation?

B45. Are the government or road safety institutions
providing factual and valid information on road
accidents, injuries and risk to the citizens?

If yes, is it communicated:
- Through reports?
- Through the media?
- Oninternet?

- Other? (please specify)

B46. Are the government or road safety institutions
systematically (or periodically) informing the citizens
of the national road safety policy and interventions
and their effects?

B47. Are there articles or programmes in the media
on road accidents and/or on road safety activities
which review, criticize or challenge current policies?

(How often do such articles
appear?)

B48. Is there at least one university (or other
superior education structure) providing a multi-
disciplinary course on road traffic safety for
students?

If yes: B48a) At which level:
- under-graduate?

- post graduate?

B48b) Does the course lead to a diploma or
a certificate?

B49. Do universities or other educational institutions
offer specialized courses addressing future
professionals who may be involved in road safety:

Urban planners?

Road engineers/technicians?

Teachers?

Enforcement officers?

(Courses integrated in
initial training)




- Driving instructors?

- Health personnel?

- Others?(please specify)

B50. Do universities, research or other educational
institutions offer further-training sessions addressing
key professionals currently involved in road safety:

- Urban planners?

. o . _
Road engineers/technicians (Training sessions may be

Teachers? part of continuing
education programmes)

Enforcement officers?

Driving instructors?

Health personnel?

Multidisciplinary?

Others?(please specify)

PART C: Key road safety resources

C1. Do you use any international road safety databases/information sources?(yes, no, don’tknow)
If 'yes', please specify which international sources you have used

C2. Do you use any national databases/information sources?

a. Road accident databases: (yes, no, don’t know)

b. Travel/mobility survey results: (yes, no, don’t know)

c. Other exposure databases (e.g. vehicle fleet): (yes, no, don’t know)
d. Other please specify: (yes, no, don’t know)

Documents

C3. Please specify the key international/ national documents on road safety analyses that you
mostly use:

Africa
Organisation | ... Year Country - Keyword | Keyword | Keyword
No |/Author | " | published | Region | -2n9uage | 4 2 3 Link
1
2
3
National
No Organisation | Title Year Country - | Language | Keyword | Keyword | Keyword | Link




| Author

Published

Region

[EnN

N

C4. Please specify the key international/ nationaldocuments on roadsafetymanagement that you

mostly use:
International
Organisation | ... Year Country - Keyword | Keyword | Keyword
No |/Author | " | pyplished | Region | -2"9Uage | 4 2 3 Link
1
2
3
National
Organisation | ... Year Country - Keyword | Keyword | Keyword
No |/Author | " | pyplished | Region | -2"9Uage | 4 2 3 Link
1
2
3
C5. Please specify the key international/ national road safetygood practice manuals that you
mostly use:
International
. Country Category

Organisation | ... Year Keyword | Keyword | Keyword

IAuthor | M€ | published | Language 1 2 3
No Region Link
1
2
3

| National

. Country Category

Organisation | ... Year Keyword | Keyword | Keyword

IAuthor | "' | pyblished | Language 1 2 3
No Region Link
1
2
3
Contacts

C6. Please indicate the key road safety stakeholders in your country (add as many lines as

necessary)




0 Name | Surname | Gender | Organisation | Position | e-mail | Phone | Country | City Website

WINFPZ

Conferences

C7. Please indicate the past (during the last two years) and future key road safety events organised
in your country(add as many lines as necessary)

o | Title Shortcut | Organiser | Place | Date | National/lnternational | website

WIN(FP|Z

Web resources

C8. Please indicate the key road safety web resources you are familiar with in your country (add as
many lines as necessary)

o | Organisation Shortcut Link | Region/Country

Type

WIN(FP|Z

PART D: Data collection practice

This section of the survey will ask you to rank a series of statements according to whether you
either use or would like to use particular types of data and other resources in your day to day
activities.

Data and resources for fact finding and diagnosis of road safety issues

D1. Please indicate both priority and availability of the following data and resources in relation
toyour personal work.

PRIORITY level for my work AVAILABILITY at the level of my

country
High | Medium | Low Not Already | Partially | Currently | Don't
priority | priority | priority | relevant | available | available not know
for my tome available
work
a.
Fatalitydefinitio




n

b. Serious
injurydefinition

c.Work related
crashdefinition
(i.e. acrash that
occurs whilst
commuting or
during
professional
activities)

d. Data on the
underreporting
of road traffic
crashes(i.e.
underestimation
of the true
number of
accidents)

e. Crash
databases that
link police and
hospital data

f. The use of GPS
and/or GIS
technologies in
accident

data collection

g. Information on
road users'
behaviour and
attitudes

h. Exposure
data(e.g.
kilometres driven,
numbers of trips)

i. Statistical
methods for
priority
setting(e.g. to
rank road safety
measures)

j- Results from in-
depth crash
investigations

k. Results from
naturalistic
driving
studies(using
data recorders
and/or cameras
in

vehicles)

|. Results from
driving
simulator
studies

m. Information on
the effect of
external factors
on the number
of road traffic
crashes(e.g. the




economy or
theweather)

n. Information on
frequent crash
scenarios and
patterns

0. Information on
crash causation
factors

p. Examples of
the successful
integration of
road safety
policies with
others(e.g.
environmental or
healthpolicies)

g. Information on
the socio-
economic cost
of crashes,
fatalities and
injuries

r. Other (please
specify below)

D2.Please state any other data or resources that you use for fact finding and diagnosis

Data and resources for the development of road safety related programmes

D3.Please indicate both priority and availability of the following data and resources in relation
toyour personal work.

PRIORITY level for my work AVAILABILITY at the level of my
country
High Medium Low Not Already Partially | Currently | Don't
priority priority priority | relevant | available | available not know
for my tome available
work
a. Statistical
models and
tools for target
setting (e.g.
forecasts and
time series

analysis etc.)

b.Information on
the impacts

of road safety
measures on
other sectors'
policies
(environment,
health, mobility
etc.) and/or vice
versa

c.Standardisedp




rocedures

and methods
for carrying
out evaluations
of road safety
measures

d.Information on
the safety
impacts of
singular road
safety
measures (e.g.
graduate driver
licensing)

e.Information on
the safety
impacts of
combined road
safetymeasures

f.Information on
the costs

and benefits of
aroad safety
measure

g.Information on
the public
acceptance of a
road safety
measure

h.Comparisons
of the
frameworks in
which road
safety policies
and measures
are
implemented

i.Comparisons of
safety rules and
regulations

j.Comparisons of
road safety
policies and
measures
regarding
specific road
user groups

k. Good
practice
catalogue

of measures
including
implementationc
onditions

[.Other (please
specify below)

D4.Please state any other data or resources that should be available for the development of road
safety programmes.



Data and resources for the implementation of road safety related measures

D5.Please indicate both priority and availability of the following data and resources in relation
toyour personal work.

PRIORITY level for my work AVAILABILITY at the level of my
country
High | Medium Low Not Already | Partially | Currently | Don't
priority | priority | priority | relevant | available | available not know
for my tome available
work

a.Detailed information
from

road safety audits and
road safety
inspections

b.Detailedroad
databases

providing descriptions of
road layouts, signing and
marking, etc.

c.Commonmethodology
for identifying high risk
sites

("black-spots")

d.Commonmethodology
for in-depth crash
analysis

e. Digital road maps for
mapping crashes

f.Tools for simulating
road user behaviour

g.Comparisons of driver
training programmes
across Africa

h.Detailed data on the
costs of road safety
measures

across Africa

i.Methods to assess the
training needs of
individuals

involved in road safety
implementation
processes

j-User-friendly
interfaces to

assist new users in
finding road safety
materials on the internet

k.Good practice
collection on

how countries have
implemented specific
road

safety measures

I.Good practice and
methodologies for
monitoring
implementation




m.Information on
potential funding
sources for road safety
measures

n.Collections of video
clips and billboards of
road safety campaigns

0.0ther (please specify
below)

D6.Please state any other data or resources that should be available for the implementation of
roadsafety measures.

Data and resources for the monitoring and evaluation of road safety measures

D7.Please indicate both priority and availability of the following data and resources in relation
toyour personal work.

PRIORITY level for my work AVAILABILITY at the level of my
country
High | Medium | Low Not Already | Partially | Currently | Don't
priority | priority | priority | relevant | available | available not know
for my tome available
work

a. Methods for
evaluation of

safety impacts of road
safety

measures

b.Commonmethodology
for the evaluation of
costs and benefits of
road safety measures

c.Statisticalmethods for
following trends

d.Focusing on
"seriously”
injured counts, in
addition to fatality
counts

e.Other (please specify
below)

D8.Please state any other data or resources that should be available for the monitoring and
evaluation of road safety measures.

PART E: Basic road safety data

E1.Please provide the following definitions in your country:



Road fatality

Road injury

Hospitalised
due to road accident

E2.Please fill in the following road safety data in your country:

Value  Year
Road fatalities in time-series
Number of fatalities number | 1995-2015
Passenger car fatalities number | 1995-2015
PTW fatalities number | 1995-2015
Cyclist fatalities number | 1995-2015
Pedestrian fatalities number | 1995-2015
Male fatalities number | 1995-2015
Female fatalities number | 1995-2015
Fatalities < 25 years old number | 1995-2015
Fatalities > 65 years old number | 1995-2015
Road fatalities latest year
Fatalities on motorways number 2015
Fatalities on urban roads number 2015
Fatalities on rural roads number 2015
Number of Injuries number 2015
Number of hospitalized road accident casualties number 2015
Number of hospitalized road accident casualties with MAIS>3
score number 2015
Risk Exposure
Vehicle km of travel (all vehicles) number 2015
Vehicle km of travel (passenger cars) number 2015
Vehicle Km of travel (motorcycles) number 2015
Vehicle Km of travel (HGV) number 2015
Length of road network (total) number 2015
Length of motorways number 2015
Length of rural roads number 2015
Length of paved roads number 2015
Length of road tunnels number 2015
Modal split road/rail % 2015
Modal split passenger/freight % 2015
Modal split private/public % 2015
Number of registered vehicles (total) number 2015
Number of passenger cars number 2015
Number of HGV number 2015
Number of power two wheelers number 2015




Road Safety Measures

Year of

Existence of national speed limit law yes/no implementation

Max speed limits on urban roads number 2015

Max speed limits on rural roads number 2015

Max speed limits on motorways number 2015
Year of

Treatment of HRS yes/no implementation
Year of

RSA compulsory on new roads yes/no implementation
Year of

Technical inspection legislation-ADR yes/no implementation
Year of

Existence of child restraint law yes/no implementation
Year of

Existence of a national helmet law yes/no implementation
Year of

Law requires helmet to be fastened yes/no implementation
Year of

Law refers to helmet standards yes/no implementation
Year of

Existence of law on mobile phone use while driving yes/no implementation
Year of

Law applies to hand-held phones yes/no implementation
Year of

Law applies to hands-free phones yes/no implementation
Year of

Demerit/Penalty Point System in place yes/no implementation
Year of

Existence of national drink-driving law yes/no implementation

BAC limits (general) number 2015

BAC limits (young/novice drivers) number 2015

BAC limits (professional drivers) number 2015

Driving licences thresholds (minimum ages per category) for

passenger cars number 2015

Driving licences thresholds (minimum ages per category) for

motorcycles number 2015

Driving licences thresholds (minimum ages per category) for

trucks and goods vehicles number 2015

Compulsory / voluntary education programmes in primary /

secondary school yes/no 2015

Compulsory / voluntary education programmes for particular

groups (e.g. elderly, bicyclists) yes/no 2015
Year of

Country has one national emergency access humber; yes/no implementation
Year of

Technical inspection mandatory for passenger cars yes/no implementation
Year of

Technical inspection mandatory for motorcycles yes/no implementation

Laws that prohibit the use of vehicles without seatbelts (front Year of

and rear). yes/no implementation
Year of

Vehicle standards-seat belts yes/no implementation




Year of

Vehicle standards-seat belt anchorages yes/no implementation
Year of
Vehicle standards-Frontal impact yes/no implementation
Year of
Vehicle standards-Side impact yes/no implementation
Year of
Vehicle standards-Electronic Stability Control yes/no implementation
Year of
Vehicle standards-Pedestrian Protection yes/no implementation
Year of
Vehicle standards-Child Seats yes/no implementation
Designated trauma care centres. yes/no 2015
Trauma care training is required for emergency care personnel. | yes/no 2015
Road Safety Performance Indicators
Number (and length) of Road Safety Audits conducted number 2015
Number of identified high risk sites and related interventions number 2015
Mean age of vehicle fleet number 2015
Seat-belt use rates-front % 2015
Seat-belt use rates-rear % 2015
Helmet use rates-all % 2015
Rates of driving while using a mobile phone (handheld / hands-
free) for car drivers % 2015
Estimated % Sl patients transported by ambulance % 2015
Emergency response time number 2015
Number of ambulances per population number 2015
Hospital beds per 1000 inhabitants number 2015
Average percentage occupant protection score for new cars sold | number 2015
Average percentage score of VRUs protection for new cars sold | number 2015
Percentage of drivers above speed limit in roadside checks % 2015
Roadside police speed checks per 1,000 population number 2015
Percentage of drivers above legal alcohol limit in roadside
checks % 2015
Roadside police alcohol tests per 1,000 population number 2015
Economy and Management Indicators
GDP per capita number | 1995-2015
Population number | 1995-2015
Share of people under 25 years old % 2015
Share of people over 65 years old % 2015
Population per 1 km2 of country's territory number 2015
% of population living in urban areas (>10.000 inhabitants) % 2015
Existence of a road safety lead agency yes/no 2015
The lead agency is funded yes/no 2015
Existence of national strategy yes/no 2015
National strategy funded yes/no 2015
Existence of national fatality targets yes/no 2015
Targets in compliance with UN target yes/no 2015
Assessment of measures yes/no 2015




Data collection & analysis

yes/no

2015

Existence of guidelines (design, RSA)

yes/no

2015




List of Abbreviations

AU

EC

EU
GHO
GIS
GPS
IRF
IRTAD
NDCs
SPIs
UNECA
WRS
WHO

October 2017

African Union

European Commission

European Union

Global Health Observatory

Geographic Information System

Global Positioning System

International Road Federation

International Road Traffic Accident Database
National Data Coordinators

Safety Performance Indicators

United Nations Economic Commission for Africa
World Roads Statistics

World Health Organisation
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