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1. Context

1.1 Background on road safety situation

Road safety is a sustainable development challenge for the whole world. The global road traffic
deaths and rates of road traffic death remain unacceptably high as an estimated 1.35 million
road traffic deaths occurred in 2016 which was about 3,700 road traffic deaths a day.! Globally,
road crashes are the 8" leading cause of death for people of all ages and number one cause of
death for children and young adults 5-29 years of age. However, the rates of road traffic death
remained constant since the beginning of the millennium, which was about 18 road traffic
deaths per 100,000 population.

However, the Global Status Report on Road Safety 2018 emphasized that as progress is made
in prevention and control of infectious diseases, the relative contribution of deaths from
noncommunicable diseases and injuries continued to increase during the last decades. Globally
an estimated three per cent of GDP is lost due to road traffic crashes?. The World Bank
estimated the cost of the road crashes to the developing countries at USD100 billion a year
based on lost GDP between 1-2 per cent a year®. In some of the developing countries, the
estimated GDP losses are even as high as six per cent (Islamic Republic of Iran). In the high-
income countries though the economic loss is as low as one per cent of the GDP, the social
impact is considerable. A study* in the Republic of Korea showed that many victims (70.7 per
cent of the disabled) of road crashes experienced job losses after a road crash. Another study®
that considered the impact of road crashes in Bangladesh showed that most bereaved
households went into debt and one third of households had to sell an asset after a road traffic
death. Moreover, road crashes have a serious flow-on effect on hospital systems, especially in
the developing countries. For example, at the Thai Binh General Hospital in Viet Nam, more
than half of patients admitted with injuries were road crash victims.®

As shown in Appendix 2a-Figure 1, the burden of road traffic deaths is disproportionately high
among middle-income countries in relation to the size of their populations. Globally, the
population of middle-income countries accounts for 74 percent of the world's population, and
road traffic deaths account for more than 78 percent. The middle-income countries in the
ESCAP region account for 93 percent of the region's population but have more than 97 percent

1 Global Status Report on Road Safety 2018 published by the World Health Organization (data for 2016).

2 International Road Assessment Programme and the World Bank 2008. The true cost of road crashes: Valuing life
and cost of a serious injury (Washington, D.C.).

3 World Bank, Economic Perspectives on Traffic Safety. www.worldbank.org.

4 World Bank Blogs. Visited on 15 September 2017. Available at:
http://blogs.worldbank.org/transport/road-crashes-have-more-impact-poverty-you-probably-thought

5 TRL Limited (2004). Published project report PPR 010. Visited on 14 March 2017. Available at:

https://assets.publishing.service.gov.uk/media/57a08cbced915d622c001533/R7780.pdf.

6 Nguyen, H., Ivers, R.Q., Jan S., Martiniuk, A.L.C., Li, Q. and C. Phoung. 2012. ‘The economic burden of road
traffic injuries: Evidence from a provincial general hospital in Vietnam’, Injury Prevention 10.1136/injuryprev-
2011-040293.
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of road traffic deaths. This indicates that middle-income countries of the ESCAP region need
more attention towards improving road safety. Between 2013 and 2016, in the ESCAP region,
road traffic death number reduced in 14 upper-middle- and high-income countries, while only
7 lower-middle-income countries succeeded in reducing road crash deaths.

For both global and ESCAP region, the number of low-income countries is small, and the high-
income countries have small population so the middle-income countries account for the
largest proportion of both population and road traffic deaths. It can be found that the
proportion of road deaths exceeds the proportion of the population, both globally and in
the ESCAP region.

1.2 WHO Road Crash Data

This report summarizes the analyses of the road safety data from the ESCAP member countries
fall under the road safety management pillar of the UN Decade of Action for Road Safety (2011-
2020). This study considered analyzed data involving different pillars and areas of the The
United Nations Global Framework Plan of Action 2018. The pillars and areas under the
framework are shown in Figure 5 of the Appendix 2 of this report.

Data analysis in this report are based on data from Global Status Reports on Road Safety 2015’
and 20188 published by World Health Organization (WHO). Data in 2013 are obtained from
Global Status Report on Road Safety 2015; Data in 2016 are obtained from Global Status
Report on Road Safety 2018.

Appendix 1 provides information about the ESCAP member countries: Geographic location;
Country income status by the World Bank; Availability of the data in the Global Status Report
on Road Safety 2015 and 2018. WHO GRS Info® is an app created by WHO to allow to explore
and interact with the data from the Global status report on road safety 2018. The app is available
in the App Store and Google Play.

1.3 Importance of improving road safety in the ESCAP region toward addressing

road safety globally

To illustrate the importance of focusing on and enhancing road safety in the ESCAP region,
projections for different scenarios are shown in Appendix 2a-Table 2.

The first scenario projects if the number of road traffic deaths in the ESCAP region increases
at the current rate, and the road traffic deaths in other countries can be controlled, what global
trend of the road traffic deaths would be over the next decade. There are three different
projections about other countries (Appendix 2a-

Figure 2): first option is shown by solid line which means that Non-ESCAP countries keep the

7 https://www.who.int/violence_injury_prevention/road_safety status/2018/en/

8https://www.who.int/violence_injury_prevention/road_safety status/2015/en/

9 https://www.who.int/violence_injury_prevention/road_safety status/GRSInfo-App/en/
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same road traffic deaths as in 2016 and have no change in the number. Second dotted line shows
that Non-ESCAP high-income countries decrease by 50 per cent and other Non-ESCAP
countries (middle-income and low-income countries) increase as usual. Last line means that the
Non-ESCAP high-income countries reduce their road traffic deaths to zero and other Non-
ESCAP countries increase as usual. As can be seen from the three different lines for the global
trend, which are on the top of the Appendix 2a-Figure 2, while the road traffic deaths of other
countries are controlled at different levels, the number of global road traffic deaths will have a
slow growth rate in the short term. However, due to the large increase in the value of the ESCAP
region, the number of road traffic deaths worldwide will still return to a high growth rate in the
long term.

Appendix 2a-Figure 3 projects a 50 per cent reduction in road traffic deaths in high-income
countries in Non-ESCAP regions and the rest of the Non-ESCAP countries grow at the current
rate, and how the number of road traffic deaths in the ESCAP region affects the global rate in
three different options. The three options are: ESCAP increases as usual (Appendix 2a-Figure
3), maintains the same road traffic deaths as 2016 and another one is reduce by 50 per cent. As
the global lines shown in this diagram, the global trend of the total road traffic deaths will
change along with the ESCAP region.

Appendix 2a-Figure 4 shows how would the global number change, if the ESCAP region have
changes on their road traffic deaths while Non-ESCAP high-income countries in other regions
reduce to zero road traffic deaths and other Non-ESCAP countries increase as usual. The three
global projections lines look similar as the Appendix 2a-Figure 3, which means the trend of
global road traffic deaths is significantly influenced by road traffic deaths of ESCAP region.

All the current projection diagrams above indicate that Asia-Pacific region needs more attention
and improvements. Any changes on road safety in Asia-Pacific region will make huge
difference globally. SDG targets 3.6 and 11.2 will be hard to achieve without significant effort
for improvement in the Asia-Pacific region (Appendix 2a-Figure 2, 3, 4).

1.4 Plans and targets for road safety

Since the Global Plan for the Decade of Action for Road Safety 2011-2020% was launched by
the global community, many Governments of the region have been grappling with the
challenges of ensuring that their transport programmes result in safe operation. However, more
efforts are needed to achieve Sustainable Development Goal targets 3.6 (by 2020, halve the
number of global deaths and injuries from road traffic crashes) and 11.2 (by 2030, provide
access to safe, affordable, accessible and sustainable transport systems for all, improving road
safety).

The UN Decade of Action (2011-2020) includes five pillars. These pillars include Pillar 1: Road
safety management; Pillar 2: Safer roads and mobility; Pillar 3: Safer vehicles; Pillar 4: Safer

10 https://www.who.int/roadsafety/decade_of action/plan/en/
1 https://sustainabledevelopment.un.org/sdg3
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road users; Pillar 5: Post-crash response. The United Nations Global Framework Plan of Action
for Road Safety was adopted in November 2018 by the global community as the way to
effectively and efficiently support national efforts for road safety and guide international
assistance underpinned by the United Nations Road Safety Trust Fund.

The Global Framework Plan of Action for Road Safety as shown in Appendix 2a-Figure 5,
which provides a holistic approach in address road safety, including legislation, enforcement,
education of 5 pillars according to the2011-2020 Decade of Action on Road Safety. The
following chapters covers the key components of the Global Framework Plan of Action.

e Chapter 2 explains the road traffic deaths and the quality of road crash data.

e Chapter 3 describes actions for road safety in Asia-Pacific region, including road safety
management, safer roads and mobility, safer vehicles, post-crash care.

e Chapter 4 is about legislation and enforcement on safer road users.

e Chapter 5 and Chapter 6 provide key findings and recommendations based on data
analysis.



2. Burden of road traffic death

2.1 Road traffic deaths

The United Nations General Assembly adopted a set of Sustainable Development Goals (SDGs)
in 2015. The SDG target 3.6'? is to halve the number of global deaths and injuries from road
traffic crashes. The number of global road traffic deaths continues to rise steadily, reaching an

estimated road traffic deaths number of 1.3 million in 2016. Therefore, it remains far from

sufficient to achieve the target. The road safety problem in the ESCAP region is serious and

urgent on account of the size of population and number of motor vehicles.

For the Asia-Pacific region, the 44 reporting countries accounted for two-thirds of the
world's population in 2016 (Appendix 2b-Figure 6), but the proportion of road traffic
deaths was slightly larger than that of population (Appendix 2b-Figure 7), accounting
for about 60 per cent of the global road traffic deaths.

The South and South-West Asia sub-region was the most severe, accounting for 26
per cent of the population but nearly one-third of deaths. In second place was the East
and North-East Asia sub-region.

Progress in reducing road traffic deaths is not uniform across regions and income levels in
Asia-Pacific region. From 2013 to 2016, there were different changes in the number of
road traffic deaths in different countries in ESCAP region (see Appendix 2b-Figure 8).
There has also been more progress in reducing the number of road traffic deaths among
upper-middle-income and high-income countries than lower-middle-income and low-
income countries. Between 2013 and 2016, some reductions were observed in 14 upper-
middle- and high-income countries while only 7 lower-middle-income countries get
reduction. Overall, the number of deaths increased in 20 countries during this period, the
majority occurred in lower-middle income countries.

Rates of road traffic death per 100,000 population

The road traffic death numbers in the ESCAP region showed an increasing trend over the
last decade. Countries in Asia-Pacific region had nearly the same rate of traffic death
as the global rate with about 18 deaths per 100,000 population.

There was significant variation across the Asia-Pacific sub-regions, where the rates of
death ranges from 8 to 20 deaths per 100,000 population (Appendix 2b-Figure 9).

The rate of road traffic death was highest in South-East Asia sub-region (18.9/100,000
people) in 2013, following by North and Central Asia sub-region (17.8/100,000 people)
and East and North-East Asia sub-region (17.5/100,000 people). Countries in above three
sub-regions showed decrease in the rates of road traffic death from 2013 to 2016.

But the rate of road traffic in South and South-West region has increased from 16.4
to 20.3 deaths per 100,000 population.

The Pacific sub-region had the lowest regional rate of 8 deaths per 100,000 population and

12 https://sustainabledevelopment.un.org/sdg3



shows no change between 2013 and 2016. There continues to be a strong association
between the risk of a road traffic death and the income level of countries.

Appendix 2b-Figure 10 shows the number of road traffic deaths and the rates per 100,000
population of the reported countries in Asia-Pacific region in both 2013 and 2016, from
which we can find the differences among countries. A large number of countries have seen
success in reducing road traffic deaths over the last few years, but progress varies
significantly among different countries. Based on the above, it is shows that the road
safety in the ESCAP region varies significantly among different subregions and the
situation is improving in most of the subregions except South and South-West Asia
sub-region.

Rates of road traffic death per 100,000 vehicles

The road traffic death rates per 100,000 vehicles shows the situation from another
dimension (Appendix 2b-Figure 11). The road traffic deaths for number of registered
vehicles in the ESCAP region are greater that the global average (77.21 regionally vs 63.82
globally per 100,000 registered vehicles).

Countries in Asia-Pacific region expect the Pacific sub-region showed increase in the rate
of road traffic death per 100,000 vehicles from 2013 to 2016. The rate of road traffic death
was at least two times higher in South and South-West Asia sub-region countries than in
other sub-region countries. Although the rate of road traffic death in Pacific sub-region
was lowest, it has increased rapidly from 2013 to 2016.

While the global number of vehicles is steadily rising, rates of road traffic death per
100,000 vehicles reduced from 135 in 2000 to 64 in 2016, which could be caused by a
number of factors: 1) One suggests that some progress in mitigating the adverse effects of
the increasing trend of the number of motorized vehicles could be achieved. Another
potential explanation is the inconsistency of vehicle registration among countries in the
region. More analysis is required to establish the impact of motorization on road safety in
this region.

Road traffic deaths of Vulnerable Road Users
Vulnerable Road Users®® (VRU) are defined as non-motorized road users, which include

pedestrians, cyclists, riders of motorized two- and three-wheelers. VRUs are at more risk in

traffic and have less protection than car occupants.

As shown in Appendix 2b-Figure 12 and Figure 13, in 2016, pedestrians, cyclists and
motorized two- and three-wheelers represented more than half of all global and Asia-
Pacific region deaths.

Significant number of deaths were among riders of motorized two- and three-wheelers
who represented 29 per cent and 39 per cent of all deaths globally and regionally. The
deaths of riders of motorized two- and three-wheelers in ESCAP sub-regions ranges from
5 per cent to 62 per cent. In both South and South-West Asia region and South-East
Asia region, most deaths were among riders of motorized two- and three-wheelers

13 Global status report on road safety 2018. Geneva: World Health Organization; 2018. Licence: CC BYNC-SA 3.0

1GO.
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who represented 38 per cent and 62 per cent of all deaths respectively.

® Globally, pedestrians represent 20 per cent of all deaths. Pedestrians make up 13 per cent
of all death in Asia-Pacific region. For ESCAP sub-regions, the deaths of pedestrian ranges
from 11 per cent to 37 per cent. East and North-East Asia subregion had the highest
proportion of pedestrians road traffic death of 37 per cent.

® The deaths of cyclist in the worldwide and Asia-Pacific region were relatively low,
accounting for about 3 per cent and 2 per cent of all deaths respectively. The deaths of
cyclist in ESCAP sub-region ranges from 1 per cent to 10 per cent. East and North-East
Asia subregion had the highest proportion of cyclists road traffic death of 10 per cent.

2.2 Quality of road crash data

An important parameter in road safety management is the collection and use of accurate data
related to road crashes and their severity levels. However, data on road traffic crashes are not
robust in many ESCAP member countries. As per the Global Status Report on Road Safety
2018 published by the World Health Organization, in 2016, 44 ESCAP member and associate
member countries reported of 372,395 road traffic deaths, which was only 45.8 per cent
of the total road traffic deaths figure estimated by the World Health Organization for
those countries. This resulted in a much lower reported rate of road traffic death of 8.65 per
100,000 population, in comparison to the estimated rate of more than 18 road traffic deaths per
100,000 population for the region.

The interpretation of the data is a pre-requisite for accurate diagnostics of the road safety issues.
Moreover, the data is a basic input for evidence-based policy making. However, data constraints
and inaccurate data reporting system prevent understanding of the real magnitude and issues of
the road safety problem. In China, police-reported data and death registration data showed
different trends in road traffic death rates during 2002-2007.1* In Kandy district of Sri Lanka,
the extent of under reporting was as high as 56 per cent demonstrating that the real burden of
road traffic crashes was underestimated.™ It is observed that the sources of accident data are
biased, particularly in case of non-fatal crashes, as non-fatal cases are settled locally, either by
paying some treatment cost or through mutual settlements.'® Accident Research Institute (ARI)
of Bangladesh University of Engineering and Technology (BUET) conducted a survey data on
Dhaka-Aricha road to investigate the extent of underreporting. It was found that the extent of
underreporting was as high as 60 per cent at some police stations.’

14 Bulletin of the World Health Organization. Available at: http://www.who.int/bulletin/volumes/89/1/10-
080317/en/

15 Periyasami N. Lybnch CA. Dharmaratne SD. et al. (2013) Under reporting of road traffic injuries in the district
of Kandy, Sri Lanka, BMJ Open 2013.

16 Bangladesh Rural Advancement Committee (BRAC). (2004). Promoting Road Safety through Community
Education Programmes, Study Report: Betila (Bangladesh), BRAC Centre, 75 Mohakhali, Dhaka 1212,
Bangladesh.

17 Ahsan, H. M., Raihan, M. A., Rahman, M. S., & Arefin, N. H. (2011). Reporting and recording of road traffic
accidents in Bangladesh. Proceedings of 4th Annual Paper Meet and 1st Civil Engineering Congress, Dhaka,
Bangladesh.



To address the problem of inconsistency and lack of accuracy of the road crash data in the Asia-
Pacific region, establishment of a road safety observatory has been proposed by ADB, ESCAP
ITF, FIA, and WB, in consultation with the WHO (provide reference to the two APRSO
meeting minutes, ESCAP website). The proposed Asia-Pacific Road Safety Observatory
(APRSO), which aims to become the regional forum on road safety data, policies and practices
across Asia and the Pacific, will provide a platform for decision makers from countries in Asia
and the Pacific to learn more on the importance of road crash data, but also to foster the
development of a synergistic environment to empower countries to collect useful and timely
information which would be useful for evidence-based policy making for improving road safety.

The proposed Asia-Pacific Road Safety Observatory (APRSO) would be for the countries of
the ESCAP region to participate on a volunteer basis, and it would be a similar initiative to the
Ibero American Road Safety Observatory (OISEVI) established since 2012, Africa Road Safety
Observatory (ARSO) established since 2018 and the Middle East Road Safety Observatory
which is under development since 2019.

Appendix 2b-Figure 14 shows comparison of rates of road traffic deaths per 100,000
population between WHO estimated data and country reported data. Appendix 2b-Figure 15
shows comparison of rates of road traffic deaths per 100,000 vehicles between WHO estimated
data and country reported data.



3. National efforts on road safety

3.1 Road safety management

National funded agency and national strategies with long-term targets are essential for
facilitating coordinated action for road safety. Road safety related issues involve a variety of
sector and agencies® (transport, legislation, police, urban planning, healthcare, etc.). The
designation of lead agency aims at facilitating multi-sectoral collaboration and leading the
national road safety plans. The functions of national agency include coordination, legislation,
monitoring and evaluation. Sufficient funding promotes effective management and implement
on road safety. The functions of monitoring and evaluation also lie in establishing data systems
to measure and monitor road traffic deaths, injuries and crashes as well as process and outcome
of road safety strategies. The United Nations General Assembly adopted a set of Sustainable
Development Goals (SDGs) in 2015. The SDG target 3.6 is to halve the number of global deaths
and injuries from road traffic crashes. The number of global road traffic deaths continues to rise
steadily, it remains far from enough to achieve the target.

® In 2016, among the 44 participating countries in Asia-Pacific region, most countries (41)
reported having lead agency road safety and 36 countries were funded in national
budget in 2016 (see Appendix 2c-Figure 16).

® 36 per cent of the member countries (38 countries) indicated that they had a national
strategy for road safety of which 6 reported having strategies that were fully funded
(see Appendix 2c-Figure 17).

® 66 per cent of the member countries (29 countries) reported having a national target for
road traffic deaths reduction (see Appendix 2c-Figure 18). Among those with road traffic
death reduction target, Cook Islands and Kiribati both had target of zero crash-related
deaths.

® 30 per cent of the member countries (13 countries) had reported targets of halving the
number of road traffic deaths.

® Appendix 2e-Table 4 shows the list of countries with good performance on road safety

management.
3.2 Safer roads and mobility

Good road infrastructure is beneficial for saving lives and reducing deaths and injuries,
especially Vulnerable Road Users (VRU). Inspection and star rating for both new road
infrastructure and existing road are quite crucial to ensure a safe road environment.
International Road Assessment Program (iRAP) proposed standards of star rating for
pedestrians, cyclists, motorcyclists and vehicle occupants®. 5-star is the safest level. iRAP

18 Global Plan for the Decade of Action for Road Safety 2011-2020. Available at:
https://www.who.int/roadsafety/decade_of_action/plan/en/
19 http://www.irap.org/3-star-or-better/
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believes that improving the roads to a 3-star or better standard is essential to reduce road deaths
and injuries. In urban areas, the large number of private cars on the roads has led to serious
traffic jam and increased risk of road traffic injuries and crashes. Providing safe public transport
helps to mitigate these problems and improve sustainable mobility. Most pedestrian collisions
happen when pedestrians are crossing the road?°. Reducing speed limits in high volume
pedestrian areas and school zones is also important for safe walking and safe cycling.

® In 2016, among the 44 participating countries in Asia-Pacific region, 66 per cent of the
member countries (29 countries) reported carrying out road safety audits or star
rating for new roads, while 75 per cent of the member countries (33 countries) carried
out inspection or star rating on existing roads (see Appendix 2¢c-Figure 19).

® 80 per cent of 44 reported countries in Asia-Pacific region implemented improvement on
high-risk roads.

® 82 per cent of 44 reported countries in Asia-Pacific region had investment and policy in
urban public transport in 2016.

® 41 per cent of the member countries (18 countries) reported designing standards for
the safety of pedestrians or cyclists in 2016 (see Appendix 2c-Figure 20). The standards
include separating pedestrians and cyclists from motorized traffic through sidewalks,
footpaths, crossings, overpasses, underpasses, etc.; provision of safe crossing for
pedestrians and cyclists.

® Appendix 2e-Table 5 shows the list of countries with good performance on safer roads and
mobility.

Asian highway design standard for road safety?* was adopted by the 7" Meeting of the
Working Group on the Asian Highway Network in December 2017. The Asian Highway
classification and design standards as stipulated to the Intergovernmental Agreement on the
Asian Highway Network provides the minimum standards and guidelines for construction,
improvement and maintenance of Asian Highway routes by the member countries.

3.3 Safer vehicles

It is important to ensure that the design of vehicles meet safety standards. Vehicles reached
standards contribute to the avoidance of road traffic crashes and to a reduction in the likelihood
of serious injury in the event of a crash. 8 vehicle safety standards are recommended by Global
NCAP (New Car Assessment Programs)?. The priority UN vehicle safety standards include
Frontal impact protection, Side impact protection, Electronic stability control, Pedestrian front
protection, Seatbelts, Seat-belt anchorages, Child seats, Motorcycle anti-lock braking system
(ABS). In 2016, less than 23 per cent of countries reported applying UN vehicle safety
standards in Asia-Pacific region (Appendix 2c-Figure 21). Appendix 2e-Table 6 shows the
list of countries with good performance on safer vehicles.

20 Global status report on road safety 2018. Geneva: World Health Organization; 2018. Licence: CC BYNC-SA 3.0
IGO.
2 The detailed “Design Guideline” is available from www.unescap.org/resources/road-safety-infrastructure-its.
22 Global status report on road safety 2018. Geneva: World Health Organization; 2018. Licence: CC BYNC-SA 3.0
1GO.
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3.4 Post-crash care

Once the road traffic crash does happen, the top priority would be timely and effective post-
crash response. A small delay may make a huge difference to human life. Well-developed
emergency care systems are essential to save lives and reduce disability and death?, Universal
emergency care access numbers should be free of charge and ensure everyone know the
emergency care access number by memory. Sufferers and bystanders could take quick action to
activate the emergency care system at the scene when a crash does occur. Apart from effective
access call number, prehospital are also includes coordinated dispatch of ambulances and
trained providers?*. Conducting national assessment of the emergency care system provide data
and information which helps to guide and improve post-crash care. Trauma registries are
databases that collect information on patients who have been treated in a hospital for injuries
caused by trauma. It can be used to improve the efficiency and quality of trauma care.

® In 2016, 61 per cent of the member countries (27 countries) had reported single
telephone number of emergency care access with full national coverage (see Appendix
2c-Figure 22).

® 14 per cent of the member countries (6 countries) had reported a formal process to train
and certify prehospital providers in 2016.

® 55 per cent of the member countries (24 countries) reported conducting assessment of
emergency care systems in 2016.

® Less than 50 per cent of countries had reported national or subnational trauma
registries (see Appendix 2c-Figure 23).

® Appendix 2e-Table 7 shows the list of countries with good performance on post-crash care.

2 Save LIVES - A road safety technical package. Geneva: World Health Organization; 2017. Licence: CC BY-NC-
SA3.01GO
24 Supporting those affected by road traffic crashes. Geneva, World Health Organization, 2016.
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4. National efforts on safer road users

Enacting and enforcing legislation on key risk factors of road safety are essential to prevent
road traffic injuries and deaths. Key risk factors include speeding, drink-driving, use of
motorcycle helmets, use of seatbelts, use of child restraints, mobile phone use while driving
and drug-driving®. They all have great impacts on the severity of the consequences of a crash.
Although, most of countries in Asia-Pacific region enacted legislation on key risk factors of
road safety. Enforcement is still a challenge. Enforcement can be rated as “Good” if it is 8 or
above on a scale of zero to ten?.

® In 2016, 98 per cent of the member countries (43 countries) had reported law on speed
limit, drink-driving and motorcycle helmet use, representing 99 per cent of total population
in ESCAP region. 70 per cent-90 per cent of countries had reported law on seat belt, mobile
phone use and drug-driving (Appendix 2d-Figure 24). But only 23 per cent of the
member countries (10 countries) reported had law on child restraint, representing 10
per cent of total population in ESCAP region. Appendix 2d-Figure 25 shows population
covered by laws on 7 risk factors in Asia-Pacific region.

® As shown in Appendix 2d-Figure 26, 32 per cent of the member countries (14 countries)
rated enforcement of speed limit above 8 on a scale of 0 to 10 in 2016. 34 per cent of the
member countries (15 countries) rated enforcement of drink-driving as “Good”
enforcement. 41 per cent of the member countries (18 countries) rated enforcement of
motorcycle helmet above 8 on a scale of 0 to 10. Enforcement of seat-belt law was weak
in many countries. Only 21 per cent of the member countries (10 countries) rated
enforcement of drink-driving as “Good” enforcement. Enforcement of road safety
related laws were still limited in most countries.

® Appendix 2e-Table 8 shows the list of countries with good performance on laws on 7 risk
factors. Appendix 2e-Table 9 shows the list of countries rated as “Good” performance on
laws.

4.1 Speed limit law and enforcement

Speed is a key risk factor in road traffic crashes. Vehicle travels in high speed will increase the
risk of crash and severity of injures. Vulnerable road users such as pedestrians, cyclists, moped
riders and motorcyclists are particularly at high risk of severe or fatal injury when motor
vehicles collide with them because of their lack of protection. Most vulnerable road users
have an 80 per cent likelihood of being killed at an impact speed of S0 km/h, but this risk
is reduced to 10 per cent at a 30 km/h impact speed. In a modern car, a car occupant wearing
a seat belt has an 80 per cent likelihood of being killed at an impact speed of 70 km/h in a side

% Global status report on road safety 2018. Geneva: World Health Organization; 2018. Licence: CC BYNC-SA 3.0
IGO.
2% Global status report on road safety 2018. Geneva: World Health Organization; 2018. Licence: CC BYNC-SA 3.0
1GO.

12



impact crash, but this risk is reduced to 10 per cent at a 50 km/h impact speed. In addition, in a
modern car a car occupant wearing a seat belt has an 80 per cent likelihood of being killed at
an impact speed of 90 km/h in a frontal impact crash, but this risk is reduced to 10 per cent at a
70 km/h impact speed. That is, even small reductions in speed result in substantial safety
benefits to all road users with the greatest gains made for vulnerable road users (see Appendix
2d-Figure 27)?". Research indicated that urban speed limits not exceeding 50km/h are
recommended for urban areas28. Appendix 2d-Figure 28 shows the proportion of countries
with different urban speed limit ranges in 2016. Over 50 per cent of the countries have urban
speed limits higher than 50 kilometer per hour.

But at subnational level, it is better to set different speed limits according to situation of certain
areas or roads. Provincial or local authority should be provided with power to modify speed
limits in different contexts, such as winding roads, residential areas and school zones with high
volume of pedestrians, cyclists and other vulnerable road users.

Approaches of enforcement of speed law include manual and automated enforcement?® (such
as fixed and mobile camera devices). Automated enforcement is more cost-effective than
manual method, which can detect and capture vehicles traveling at high speeds. Automated
enforcement saves additional manpower and resources and helps to reduce excessive speeding
and improve safety for all road users. In addition, speed limit could be enforced with specific
financial penalty based on degree of severity.

® In 2016, 43 per cent of the member countries (19 countries) had reported urban speed
limits of 50km/h or below. More than half (57 per cent) of countries reported setting urban
speed limits exceeding S0km/h or had no data available.

® But only 34 per cent of the member countries (15 countries) reported allowing local
authorities to modify speed limits where necessary in 2016.

® Only 32 per cent of the member countries (14 countries) rated the enforcement of national
speed limits at more than 8 (Good enforcement) on a scale of 0 to 10.

® But Appendix 2d-Figure 29 suggests that manual speed enforcement remained the
dominant method of enforcement in more than half (52 per cent) of all countries in 2016.
Only 18 per cent of the member countries (8 countries) employed automated
enforcement.

® Appendix 2e-Table 10 shows the list of countries with good performance on speed limit

law and enforcement.

A study® conducted by ESCAP on *’ as one of the main causes for road crashes indicated that
ESCAP member States could implement numerous highly effective speed management
interventions. Speed management measures should be consistent with the global “Safe System”

27 World Health Organisation (2004), World report on Road Traffic Injury Prevention, WHO, Geneva.
28 Global status report on road safety 2018. Geneva: World Health Organization; 2018. Licence: CC BYNC-SA 3.0
1GO.
29 Global status report on road safety 2018. Geneva: World Health Organization; 2018. Licence: CC BYNC-SA 3.0
1GO.
30 ESCAP (2019), Strategies to Tackle the Speed Issue for Road Safety in the Asia-Pacific Region: Implementation
Framework, Bangkok.
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approach to road safety: road designers, builders and managers must take into account the known
limits of the human body and must strive to reduce speeds with a view to creating road transport
systems in which humans, are never exposed to crash forces beyond those which they can survive.
That is, human life must lie at the heart of all speed management initiatives.

4.2 Drink-driving law and enforcement

Alcohol is a major risk factor for all types of fatal road traffic injury. Road users involving
alcohol impacts driving performance and increases reaction time. Appendix 2d-Figure 30 and
Table 3 show the proportion of road traffic deaths involving alcohol. The proportion of deaths
related to alcohol of reported countries varies from countries, ranging from 0.1 per cent to 100
per cent.

The risk of involvement in a crash increase as blood alcohol concentration (BAC) increase. The
amount of alcohol within the bloodstream is described in terms of BAC3!. The BAC limit not
exceeding 0.05g/dl are recommended for the general population®’. Young drivers have
more risk of a fatal crash compared with general and experienced drivers. The BAC limit
not exceeding 0.02g/dl are recommended for young and novice drivers**. BAC can be
measured through breath testing with a machine referred to as a breathalyzer.

® In 2016, 50 per cent of the member countries (22 countries) had reported drink-
driving law that set a BAC limit of less than or equal to 0.05g/dl for the general
population.

® While, only 16 per cent of the member countries (7 countries) reported setting a BAC
limit of less than or equal to 0.02g/dl for young and novice drivers.

® 82 per cent of the member countries (36 countries) carried out random breath testing, and
75 per cent of the member countries (33 countries) employed breath testing in case of fatal
crash in 2016.

® Appendix 2-Table 11 shows the list of countries with good performance on drink-driving
law and enforcement.

A study** conducted by ESCAP on “drink-driving” as one of the main causes for road crashes
indicated that substantial proportion of road traffic deaths in ESCAP member countries are
pedestrians, bicyclists, and motor-bike riders, however, it is unknown what percent of those
road traffic deaths could be attributed to alcohol. Countermeasures for alcohol- impaired
drivers are evident but countermeasures for these vulnerable at-risk populations are
underdeveloped and need to be addressed. The study concluded that several ESCAP member

31 Drinking and Driving: a road safety manual for decision-makers and practitioners. Geneva, Global Road Safety
Partnership, 2007.
32 Global status report on road safety 2018. Geneva: World Health Organization; 2018. Licence: CC BYNC-SA 3.0
IGO.
33 Global status report on road safety 2018. Geneva: World Health Organization; 2018. Licence: CC BYNC-SA 3.0
IGO.
34 ESCAP (2019), Strategies to Tackle the Impaired Driving for Road Safety in the Asia-Pacific Region:
Implementation Framework, Bangkok.
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countries could make progress in reducing drink-driving related road traffic deaths, however,
more work needs to be accomplished to make a significant impact. A general deterrent effect
(i.e., all drivers want to avoid drink-driving) gives the “biggest bang for the buck” in
countermeasures and is cost effective. That strategy involves laws, enforcement, reasonable
sanctions, publicity as well as institutional development. The study also concluded that
ESCAP member countries would need to implement a combination of strategies to reduce
drink-driving related crashes in the region.

4.3 Motorcycle helmet law and enforcement

The number of both two- and three- wheelers motorcycles increased rapidly in many low-
income and middle-income countries. But they are more vulnerable because they are less visible
in traffic flow and lack of physical protection. The road crash deaths of riders of motorized two-
and three-wheelers are higher than other vulnerable road users, representing 29 per cent and 39
per cent of all deaths globally and regionally. Injuries to the head and brain are the main cause
of death, that is why helmet is important to motorcycle drivers. Impact-absorbing liner and
comfort padding inside play important roles in reducing injuries and protecting skull and brain.
Research indicated that white and lighter-colored helmets are more helpful to prevent
motorcycle crashes®. Correct helmet use can lead to a 42 per cent reduction in the risk of fatal
injuries and a 69 per cent reduction in the risk of head injuries®.

® Most (95 per cent) of countries reported applying motorcycle helmet law to all riders, both
drivers and passengers in 2016.

® 52 per cent of the member countries (23 countries) reported requiring helmet to be
fastened. 59 per cent of countries (26 countries) referred to and specify a standard
for helmet in law.

® 34 per cent of the member countries (15 countries) had reported restriction on
children passengers on motorcycles (see Appendix 2d-Figure 31). They set a minimum
age for children riding a motorcycle.

® Appendix 2e-Table 12 shows the list of countries with good performance on motorcycle
helmet law and enforcement.

4.4 Seat-belt law and enforcement

The use of seatbelts could prevent many deaths and serious injuries in a motor vehicle crash.

The seatbelts don’t prevent crashes from occurring, but it is effective to reduce the severity of
injury to vehicle occupants and increase the chance of survival®’. Wearing a seatbelt reduces
the risk of death among drivers and front seat occupants by 45 per cent-50 per cent, and

3 Helmets: a road safety manual for decision-makers and practitioners. Geneva, World Health Organization, 2006.
36 Global status report on road safety 2018. Geneva: World Health Organization; 2018. Licence: CC BYNC-SA 3.0
IGO.
37 Seat-belts and child restraints: a road safety manual for decision-makers and practitioners London, FIA
Foundation for the Automobile and Society, 2009
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the risk of death and serious injuries among rear seat occupants by 25 per cent®,

In 2016, 80 per cent of countries in Asia-Pacific region had laws on seat-belts applied to
divers, the proportion of countries reported applying seat-belt law to front seat
passengers and rear seat passengers are 75 and 50 per cents, respectively (see
Appendix 2d-Figure 32).

Globally, the proportion of countries reported applying seat-belt law to drives, front seat
passengers and rear seat passengers are higher than in ESCAP region, representing 90 per
cent, 87 per cent and 62 per cent, respectively.

In comparison, 100 per cent of European Union (EU) countries had reported laws on
seatbelt applied to both divers, front and rear seat passengers. All EU countries are
developed countries, including Austria, Belgium, Bulgaria, Croatia, Republic of Cyprus,
Czech Republic, Denmark, Estonia, Finland, France, Germany, Greece, Hungary, Ireland,
Italy, Latvia, Lithuania, Luxembourg, Malta, Netherlands, Poland, Portugal, Romania,
Slovakia, Slovenia, Spain, Sweden and the UK.

Enforcement of seat-belt law is weak in many countries. Only 10 countries reported
rating enforcement of seat-belt laws above 8 on a scale of 0 to 10 in 2016.

Appendix 2e-Table 13 shows the list of countries with good performance on seat-belt law
and enforcement.

4.5 Child restraints law and enforcement

Child restraints have the same functions and effects as seatbelts, including child seats for infants

and booster seats for older kids. Child restraints are designed for reducing the severity of injury

to children occupants if crash occurs®. The use of child restraint can lead to at least a 60 per

cent reduction in deaths. The child restraint should be used by the parents for their children.

Additionally, no child should be allowed to seat on the front seat of a car. In addition, parents

need to choose the right child restraint which is suitable for child’s size. That is why the

implementation of child restraints law are weak and challenging.

Only 10 countries of all 44 participating countries had reported law on child restraint
and 4 countries reported usage rates of child restraint.

As shown in Appendix 2d-Figure 33, 48 per cent of the member countries (21 countries)
had reported restriction on children seated in front seat, of which 15 countries allowed
child in child restraint of front seat and 6 countries prohibited based on child’s age.

Half of countries having child restraint l