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Executive Summary  

Road safety is a critical challenge for sustainable development in the Asia-Pacific region. Every 
38 seconds, one person dies on the roads of the Asia-Pacific region. The Global Status Report on 
Road Safety published in 2018 by the World Health Organzation indicated that more than 60 per 
cent of the global road fatalities occurred in the Asia-Pacific region. Between 2013 and 2016, the 
number of road fatalities in the Asia-Pacific region increased by 3.5 percent on an average per 
year. In 2016, the road traffic fatality rate in the Asia-Pacific region was 18.35 fatalities per 
100,000 population, which was slightly higher than the global average fatality rate of 18.14.  More 
than 97 per cent of these fatalities occurred in the low-income and middle-income countries. In the 
Asia-Pacific region, vulnerable road users (VRUs) including motorized 2 and 3 wheelers, 
pedestrians, and bi-cyclist accounted for 54.76 per cent of all road fatalities.   
  
During the last decade, a number of global and regional initiatives were undertaken. The global 
initiatives include three Ministerial Declarations, the Stockholm Declaration being the latest one 
adopted in February 2020. The General Assembly Resolution 74/299 of 31 August 2020 
proclaimed the period 2021-2030 as the “Second Decade of Action for Road Safety” with a goal 
to reduce road fatalities and injuries by 50 per cent between 2021 and 2030. The United Nations 
Road Safety Fund (UNRSF) was established in 2018 as a UN Multi-Partner Trust Fund. The vision 
of the UNRSF is to build a world where roads are safe for every road user, everywhere. It is 
expected that the newly established global fund will provide an important supplementary but 
limited source of much-needed funding to address road safety challenges in ESCAP member 
countries in the future.  

  
The most recent regional initiatives in the Asia-Pacific region include the ESCAP resolution 74/3 
adopted by the member countries in 2018 which encourages all member countries to intensify 
national efforts and regional collaboration with a view to meeting the road safety-related targets 
of the 2030 Agenda for Sustainable Development. In early 2019, the ESCAP secretariat joined the 
initiative of development partners with a view to helping member countries in improving road 
crash and road safety-related data for making best use of them in evidence-based policy making.  
  
A number of road safety-related important topics were identified and recommendations were made 
for improving road safety in the new decade. The topics include 1) strengthening of road safety 
management, 2) Improvement of quality of road safety data, 3) increased emphasis on 
vulnuranable road user safety, 4) improved road infrastructure, 5) utilization of intelligent transport 
systems (ITS), 6) strengthening the safe system approach, 7) financing for road safety initiatives, 
and 8) enhanced collaboration on road safety. The report emphasizes on the importance of the 
regional initiatives including the development of a Plan of Action for the Second Decade.  

 

 
 
 
 



 x 
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1 Introduction  
 

In recent decades, the number of road crashes, injuries and 
fatalities in the Asia-Pacifc region has increased significantly. 
Although the safety configuration in the car, such as airbags, 
increased the safety of the car to a certain extent, due to other 
reasons, road crashes, injuries and fatalities continued to rise. 
According to the statistics of the 2018 Global Status Report 
on Road Safety published by the World Health Organization 
(WHO), the number of road traffic deaths in ESCAP 
countries accounted for more than 60 per cent of the global 
road traffic deaths.   
 
On 25 September 2015, the United Nations General 
Assembly adopted the 2030 Development Agenda titled 
“Transforming our world: the 2030 Agenda for Sustainable 
Development”. The Agenda outlines 17 Sustainable 
Development Goals (SDGs) and 169 associated targets. Two 
targets are included that are related to road safety, one in 
SDG 3 and one in SDG 11. The SDG target 3.6 commits that 
“By 2020, halve the number of global deaths and injuries 
from road traffic accidents”. The issue of road safety is also 
reflected in target 11.2 of the Sustainable Development Goals 
which aims to provide access to safe, affordable, accessible 
and sustainable transport systems for all, improving road 
safety, notably by expanding public transport, with special 
attention to the needs of those in vulnerable situations, 
women, children, persons with disabilities and older persons.  
 
Additionally, the UN General Assembly on 31 August 2020 
adopted the Resolution A/RES/74/299 which proclaimed the 
period 2021-2030 as the second Decade of Action for Road 
Safety with a goal to reduce road fatalities and injuries by at 
least 50 per cent between 2021 and 2030.  
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Road safety trend 

Set against a 4-per-cent increase in global population and a 16-per-cent increase in motorization, 
the global number of road deaths has plateaued in recent years, suggesting that related measures 
taken by Governments have had some positive impact.1 Yet, with 97 percent of global transport-
related deaths occurring on roads, improving road safety is key to improving the overall safety 
record of the transport sector.2 
 
In recent decades, the number of road deaths in Asia has increased at the pace of 3.5 per cent per 

year. As shown in Figure 1, the burden of road traffic deaths is disproportionately high among 

middle-income countries concerning 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 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 numbers 

reduced in 14 upper-middle- and high-income countries, while only 7 lower-middle-income 

countries succeeded in reducing road crash deaths. 

 

Figure 1. Proportion of population and road traffic deaths by income category- global and ESCAP 

region, 2016 

  

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

 
1 World Health Organization (WHO), Global Status Report on Road Safety 2015 (Geneva, 2015). 
2 World Bank, “Safety: why safety matters for sustainable mobility”, December 2017. Available at: 
http://pubdocs.worldbank.org/en/535391513887066669/ConNoteSeries-No11-web.pdf. 
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For both global and ESCAP region, the number of low-income countries is small, and the high-

income countries have a small population so the middle-income countries account for the largest 

proportion of both population and road traffic deaths.  

The overall number of road users killed in crashes has significantly increased in the ESCAP region 

in recent decades. One of the main reasons is the region’s rapid motorization, spurred on by 

unprecedented economic growth. In 2018, ESCAP estimated that, unless additional measures were 

taken, about two-thirds of the world’s road deaths might be in the ESCAP region by 2020, unless 

adequate measures were taken. 

Figures indicate that in developed countries, the number of vehicles in use evens out at around 550 

to 600 vehicles per thousand inhabitants. Given that most countries of ESCAP are far from 

reaching this figure with an average number of 236 vehicles per thousand inhibants in 2016, it is 

reasonable to expect that the number of road crashes will rise further if the impact of actions to 

improve the road safety situation cannot keep up with the pace of the growth in motorization. This 

observation is particularly relevant for the region’s populous middle-income countries and further 

corroborated by recent statistics showing that the ESCAP region is the world’s leading market for 

new cars. In 2017, the number of passenger cars sold in the Asia-Pacific region was an estimated 

40.8 million units, up from 18.4 million units in 2008.3 That same year, new car sales in six major 

South-East Asian nations rose by 5 percent yearly to approximately 3.36 million units.4 These 

figures give added urgency to the need for policymakers in the region to carefully monitor their 

national road safety situation to identify issues and take remedial measures. 

Source: Road safety initiative in India, Ishtiaque Ahmed, 2018 

 
3 See www.statista.com/statistics/590425/asia-pacific-passenger-car-sales. 
4 Indonesia, Malaysia, the Philippines, Singapore, Thailand and Viet Nam (Nikkei Asian Review, “Southeast Asia's 
new car sales up for second straight year”, 3 February 2018). 



 

 14 +++  



 

 15 

2 Road Safety Status in the Asia-Pacific 

Region 

 
The United Nations General Assembly adopted a set of 
Sustainable Development Goals (SDGs) in 2015. The SDG 
target 3.65 is highly ambitious and to halve the number of 
global deaths and injuries from road traffic crashes by 2020. 
Unfortunately the existing road safety efforts have not been 
able to alleviate the existing problems. The number of global 
road traffic deaths continues to rise steadily. Therefore, it 
remains far from adequate to achieve the SDG target 3.6.  

 

2.1 Road safety situations- from different dimensions 

2.1.1  Middle-income countries are the priority 

 

The burden of road traffic deaths is disproportionately high 

among middle-income countries concerning 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 of road traffic deaths (Figure 2).  

 

For both global and ESCAP region, the number of low-

income countries is small, and the high-income countries 

have a 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 always exceeds the proportion of the population, 

both globally and in the ESCAP region.  

 
 

  

 
5 https://sustainabledevelopment.un.org/sdg3  
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Figure 2. Proportion comparison between road traffic deaths and population of global and ESCAP 

region in 2016 

Source: ESCAP calculation based on data from World Health Organization, WHO, 2018 

 

Figure 3. Numbers of different income group countries in each sub-region in ESCAP region 

Source: ESCAP calculation based on data from World Health Organization, WHO, 2018 

 

Between 2013 and 2016, there were changes in the number of road traffic deaths in the different 
countries in ESCAP region. 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. As shown in Figure 4, between 2013 and 2016, some reductions were 
observed in 14 upper-middle- and high-income countries while only 7 lower-middle-income 
countries could achieve reductions. Overall, the number of road deaths increased in 20 countries 
during this period. 
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Figure 4. Numbers of different income group countries in each sub-region in ESCAP region 

 

Source: ESCAP calculation based on data from World Health Organization, WHO, 2018 

 

There continues to be a strong association between the risk of a road traffic death and the income 

level of countries. And all the above situation means that the middle-income countries should be 

the focus of attention. 

2.1.2 Sub-regional situations 

The road fatality rates of the ESCAP region were similar to the global rates in both 2013 and 2016. 

Whereas the ESCAP rate of road traffic death was 18.35 per 100,000 population in 2016, there 

was significant variation across the sub-regions, where the rate of death ranged from 8 to 20.3 per 

100,000 population. Subregional rates of road traffic deaths in South and South-West Asia were 

highest at 20.3 deaths per 100,000 population. This is followed by the East and North-East Asia, 

North and Central Asia and South-East Asia sub-regions, which had rates comparable to the global 

rate with 16.7, 16.5 and 17.8 deaths per 100,000 population, respectively. The Pacific sub-region 

had the lowest regional rates of 8 deaths per 100,000 population in 2016. In terms of the progress 

made, in four of the five sub-regions (Pacific, East and North-East Asia, North and Central Asia, 

and South-East Asia), the fatality rates decreased between 2013 and 2016. 

 

 The road traffic death numbers in the ESCAP region showed an increasing trend over the last 

decade. Countries in the 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 

ranged from 8 to 20 deaths per 100,000 population.  
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East and North-East Asia sub-region (17.5/100,000 people). Countries in the above three sub-

regions showed a decrease in the rates of road traffic death from 2013 to 2016.  

 But the rate of road traffic in the 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 

shows no change between 2013 and 2016.  

 Figure 5 shows the number of road traffic deaths per 100,000 population of the reported 

countries in the Asia-Pacific region in both 2013 and 2016. 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 shows that 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. 

 

Figure 5. Comparison of the road traffic death rates (per 100,000 population) in 2013 and 2016 

 
Source: Global status report on road safety 2015; Global status report on road safety 2018 
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The road traffic death rates per 100,000 vehicles are shown in Figure 6.  

 

 Countries in the Asia-Pacific region expect the Pacific sub-region showed a decrease 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 the 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 several factors: 

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. 

Figure 6. Comparison of the road traffic death rates (per 100,000 vehicles) in 2013 and 2016 

 
Source: Global status report on road safety 2015; Global status report on road safety 2018 

 

The following diagram shows the specific number of both road traffic deaths and the rate per 
100,000 population of the reported countries in ESCAP region in 2013 and 2016 (Figure 7), from 
which it is possible to compare between countries. Numerous countries have seen success in 
reducing road traffic deaths over the last few years, but progress varies significantly between the 
different countries. 
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Figure 7. Number and rates of road traffic death in ESCAP region, 2013 and 2016 (only the 

reported countries) 

 
Source: ESCAP calculation based on data from World Health Organization, WHO, 2018 

 

2.1.3 Status of vulnerable road user fatalities 

Vulnerable Road Users6 (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.      

 

 

 

 

 

 

 

 

 

Source: Vulnerable road users in Krabi, Thailand, Ishtiaque Ahmed, 2020 

 
6 Global status report on road safety 2018. Geneva: World Health Organization; 2018. Licence: CC BYNC-SA 3.0 
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 As shown in Figure 8 and Figure 9, in 2016, pedestrians, cyclists and motorized two- and 

three-wheelers represented more than half of all global and Asia-Pacific region deaths.  

 A significant number of deaths were among riders of motorized two- and three-wheelers who 

represented 29 percent and 39 percent of all deaths globally and regionally. The deaths of 

riders of motorized two- and three-wheelers in ESCAP sub-regions ranges from 5 percent to 

62 percent. In both South and South-West Asia region and South-East Asia region, most 

deaths were among riders of motorized two- and three-wheelers who represented 38 percent 

and 62 percent of all deaths respectively. 

 Globally, pedestrians represent 20 percent of all deaths. Pedestrians make up 13 per cent of 

all death in the Asia-Pacific region. For ESCAP sub-regions, the deaths of pedestrian range 

from 11 percent to 37 percent. East and North-East Asia subregion had the highest proportion 

of pedestrians road traffic death of 37 percent.  

 The deaths of cyclists in the worldwide and Asia-Pacific region were relatively low, 

accounting for about 3 percent and 2 percent of all deaths respectively. The deaths of cyclists 

in ESCAP sub-region ranges from 1 percent to 10 percent. East and North-East Asia subregion 

had the highest proportion of cyclists road traffic death of 10 percent.  

Figure 8. Distribution map of road traffic deaths by road user type, 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO.  
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Figure 9. Proportion of vulnerable road user by ESCAP sub-region, 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

 

 

Source: Vulnerable Road Users (VRUs) in Nepal, Puspa Raj Pant, 2020 
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2.2 Socio-economic impacts of road crashes 

 
In terms of population, road crashes are the leading cause of death among people aged between 15 
and 29 years.7 More broadly, they also have a substantial impact across the entire spectrum of a 
country’s working-age population. Road crashes cost Governments of the ESCAP region as much 
as 6 percent of gross domestic product (GDP)8. The estimated economic cost of road crashes ranges 
from the lowest of 1 percent (Myanmar) to the highest of 6 percent (the Islamic Republic of Iran) 
of GDP.  Among the 19 countries with available data, Japan had the highest estimated monetary 
loss due to road traffic crashes at nearly $64 billion, followed by India at approximately $58 billion. 
The economic cost of road crashes in the ESCAP region is estimated to be between $293 billion and 
$527 billion.9 The economic cost of the road crashed in the ESCAP region can be as much as the 
size of the GDP of Tuvalu, Kiribati, Marshall Islands, and Nauru combined.  
 
 

Bus rides are often unsafe in the region. Source: Puspa Raj Pant, 2020 

 
 
 

 
7 WHO, Global Status Report on Road Safety 2015. 
8 World Health Organization, Global Status Report on Road Safety 2015, Geneva: WHO, 2015. 
9 These figures were arrived at by multiplying the total estimated percentage GDP loss of the 19 countries in 2013 
by the 2013 GDP of the ESCAP region. 
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Data suggest that road traffic deaths and injuries in low- and middle-income countries are estimated 
to cause across-the-board economic losses of up to 6 percent of gross domestic product (GDP).10 
On top of this alarming economic figure, crash victims, their families, and society also bear a 
significant social cost. In the context of aging societies and increased mobility among people aged 
60 years and above, the share of older persons killed in traffic is already larger than their share in 
the total population.11 In other words, road crashes are a potential threat to all segments of the 
population, meaning that there is a range of issues that may each require a different approach.  
 
In a 2014 study by the Korea Transport Institute, it was found that the majority of road crash 

survivors experienced social and economic difficulties after recovery, with a large number of 

victims losing their jobs or experiencing a loss of income and almost half of those with permanent 

disabilities losing their homes. 12  Besides, more than a third experienced divorce owing to 

economic difficulties and mental frustration. Moreover, road crashes have a serious knock-on 

effect on hospital systems, especially in developing countries. A 2013 study carried out in Viet 

Nam showed that at the Thai Binh General Hospital, in the north-eastern coastal province of the 

country, more than half of patients admitted with injuries were road crash victims.13 In New 

Zealand, the average social cost resulting from a loss in quality of life reduced productivity, and 

medical and other resource costs were reported to be as high as US$ 786,000 per reported serious 

injury.14 

 

 

 
10 WHO, Global Status Report on Road Safety 2015. 
11 Organization for Economic Cooperation and Development, Road Safety Annual Report 2017 (Paris, 2017). 
12 Namji Jung and Jaehoon Sul, Handbook of Measuring Socio-economic Consequences of Traffic Crashes 
(Gyeonggi-do, Republic of Korea, Korea Transport Institute, 2014). 
13 Ha Nguyen and others, “The economic burden of road traffic injuries: evidence from a provincial general hospital 
in Vietnam”, Injury Prevention, vol. 19, No. 2 (April 2013). 
14 New Zealand, Ministry of Transport, “Social cost of road crashes and injuries 2017 update: December 2017” 
(Wellington, 2017). 
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3 Global and Regional Initiatives towards 

Improving Road Safety 

 
The international community has recognized that road safety 
is an important issue concerning people's health and social 
development, through adoption of a number of measures 
towards curbing and reversing the growing trend of road 
traffic deaths in both global and the regional levels. 

3.1 Global Initiatives 

During the last decade, several global initiatives have been 
undertaken to improving the global road safety situation. 
Since 2004, several resolutions 15  were adopted by the 
General Assembly. Three global ministerial conferences on 
road safety were organized by the Governments of the 
Russian Federation (Moscow, 2009), Brazil (Brasilia, 
November 2015) and Sweden (Stockholm, February 2020), 
all of which adopted one declaration each urging 
governments, international organizations, non-governmental 
organizations and philanthropic foundations to cooperate in 
addressing related issues. 

3.1.1 Moscow Declaration 

From 19 to 20 November 2009, the Ministers and heads of 
delegations, as well as representatives of international, 
regional and sub-regional governmental and non-
governmental organizations and private companies, attended 
the First Global Ministerial Conference on Road Safety with 
the title “Time for Action” which was requested by the UN 
General Assembly and held in Moscow, Russian Federation. 
In this conference, participants reached a series of 
consensuses like the impact caused by road traffic crashes, 
and the significance of improving global road safety. The 
meeting culminated with the adoption of the Moscow 
Declaration. It called for action to tackle the major public

 
15 Road Safety resolutions adopted by the General Assembly are 
available at: 
https://www.who.int/roadsafety/about/resolutions/download/en/  
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health problem and leading causes of deaths and injuries around the world; it acknowledged the 
work of the United Nations system, in particular the long-standing work of the United Nations 
regional commissions and the leadership of the World Health Organization, to advocate for greater 
political commitment to road safety, increase road safety activities, promote best practices and 
coordinate road safety issues within the United Nations system; it also encouraged the 
implementation of the recommendations of the “World report on road traffic injury prevention”16 
and invited the United Nations General Assembly to declare the decade 2011-2020 as the “Decade 
of Action for Road Safety” to stabilize and then reduce the forecast level of global road deaths by 
2020. It also decided to evaluate progress five years following the first Ministerial Conference. 

3.1.2 Decade of Action for Road Safety 

In resolution 64/255, adopted by the General Assembly of the United Nations in March 2010, 

2011-2020 was declared as the Decade of Action for road safety. Its global goal is to stabilize and 

subsequently reduce the projected global road fatalities through more activities at the national, 

regional, and global levels. The resolution calls on member States to implement road safety 

activities, especially in the areas of road safety management, road infrastructure, vehicle safety, 

road user behaviour, road safety education, and post-crash response. It supports the regular 

monitoring of progress in achieving global goals related to the Decade of Action. At the same time, 

it also pointed out that individual member States should set their own goals relating to each area 

of activity. 

The "safety system" approach established the basic guiding principles for the first Decade of 

Action (2011-2020).17 The purpose of this approach is to develop a road transport system that can 

better accommodate human error and take into account the vulnerability of the human body. Its 

starting point is to accept human error and realize that traffic accidents cannot be completely 

avoided. The goal of the safety system is to ensure that accidents do not bring serious personal 

injury. According to this approach, human limitations - what the human body can stand in terms 

of kinetic energy - is an important basis for the design of road traffic systems, and other aspects of 

the road system must be coordinated in consideration of these limitations. It takes into account 

factors such as road users, vehicles, and road network/environment through comprehensive 

interventions. According to this approach, the designer of the road traffic system, not the road user, 

should take primary responsibility. The 10-year plan of action also recognizes the importance of 

ownership at national and local levels, and of the involvement of multiple sectors and agencies. In 

this regard, legislation related to road safety must be in place. The overall goal of the Decade 

(2011-2020) was to stabilize and subsequently reduce the forecast level of road traffic fatalities 

worldwide by 2020. 

It was emphasized that During the first Decade of Action, activities should be carried out at local, 

national, regional, and global levels, with the main focus on national and local level actions. In 

 
16 A/64/540, annex 
17 Global Plan for the Decade of Action for Road Safety 2011-2020. Available from : 
http://www.who.int/roadsafety/decade_of_action/plan/plan_english.pdf?ua=1  
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compliance with the legal constructs of national and local governments, countries are encouraged 

to implement activities in accordance with the following five pillars: 1) Road safety management 

2) Safer roads and mobility 3) Safer vehicles 4) Safer road users and 5) Post-crash response. 

For national-level activities, countries should consider activities in these five areas within the 

framework of their national road safety strategy, capacity, and data collection systems. For some 

countries, it will be necessary to implement all five pillars in an incremental approach. 

At the global level, in order to guide countries in the world to achieve feasible and realistic goals, 

overarching international coordination is needed. Formalized coordination will also provide a 

mechanism to facilitate the exchange of experiences among member States to achieve their targets. 

In order to successfully implement the action plan, particularly countries, as well as the public and 

private sectors, may need to commit to additional resources. Additional efforts from traditional 

donors clearly cannot reach the number of funds commensurate with the severity of the problem. 

The financing must be expanded to a wide range of stakeholders to fill this funding gap.  

Progress to achievements of the Decade goal will be monitored through monitoring of indicators, 

tracking relevant milestones, and mid-term and end-term evaluation of the Decade. At the national 

level, each country will set its monitoring system. 

3.1.3 Brasilia Declaration on Road Safety 

The 2nd Global High-Level Conference on Road Safety with the title “Time for Results” was 

hosted by the Government of Brazil on 18-19 November 2015 in Brasilia, Brazil, and co-sponsored 

by WHO. It reviewed and evaluated progress at the mid-point of the Decade of Action for Road 

Safety 2011-2020. At the end of the Conference, participants adopted the “Brasilia Declaration on 

Road Safety” to halve road traffic deaths by the end of this decade, under the new Sustainable 

Development Goal (SDG) target 3.6. 

The Brasilia Declaration was developed through consultations with multiple stakeholders through 

an intergovernmental process. It calls for a reconsideration of transportation policies to promote 

more sustainable modes of transportation, in particular safe public transport and safe walking and 

safe cycling. It emphasizes strategies for ensuring the safety of all road users, especially through 

developing and implementing comprehensive legislation and policies; making roads safer through 

infrastructural modifications; promoting the use of safer vehicles; increasing awareness and 

building capacity of road users; and improving post-crash response and rehabilitation services. 

The Brasilia Declaration encourages WHO and partners to reduce road traffic crashes and fatalities, 

and to engage in the process that will lead to the definition and use of indicators for the road safety-

related Sustainable Development Goal’ (SDG) targets. 

  



 

 29 

3.1.4 SDGs and Road Safety 

The SDGs were established from decades of research, deliberation, and negotiation. Initially, 

transportation issues were focused on reducing congestion and improving energy efficiency. Until 

2015, road safety was included among development goals and targets. This movement also reflects 

a global recognition that the traffic accident is one of the most serious threats to the future of 

sustainable development and the planet. 

On 25 September 2015, the United Nations General Assembly adopted the 2030 Development 

Agenda titled “Transforming our world: the 2030 Agenda for Sustainable Development”.18 The 

Agenda outlines 17 Sustainable Development Goals (SDGs) and 169 associated targets which are 

intended to balance the economic, social and environmental dimensions of sustainable 

development. Two targets are included that are related to road safety, one in SDG 3 and one in 

SDG 11. The SDG target 3.6 commits that “By 2020, halve the number of global deaths and 

injuries from road traffic accidents”, which is even more demanding than the Decade of Action. 

Through adoption of the resolution 70/1 “Transforming our world: the 2030 Agenda for 

Sustainable Development”, the international community clearly put road safety as a global 

development issue by setting the ambitious target of halving the global number of road deaths and 

injuries by 2020 as part of Sustainable Development Goal 3 on Good health and well-being. The 

issue of road safety is also reflected in target 11.2 of the Sustainable Development Goals which 

aims to provide access to safe, affordable, accessible and sustainable transport systems for all, 

improving road safety, notably by expanding public transport, with special attention to the needs 

of those in vulnerable situations, women, children, persons with disabilities and older persons. 

SDG 3 Good Health and Well-Being 

SDG target 3.6: by 2020, halve the number of global deaths and injuries from road 

traffic accidents. 

SDG 11 Sustainable Cities and Communities 

SDG target 11.2: by 2030, provide access to safe, affordable, accessible and 

sustainable transport systems for all, improving road safety, notably by expanding 

public transport, with special attention to the needs of those in vulnerable situations, women, 

children, people with disabilities and older people.19 

3.1.5 Stockholm Declaration on Road Safety and ways forward 

In 2018, the Government of Sweden hosted the 3rd Global Ministerial Conference on Road Safety, 

whose theme was “Achieving Global Goals 2030”, underlining the links between road safety and 

achievements of other SDG targets. 

 
18 https://sustainabledevelopment.un.org/?menu=1300  
19 Source: UN Sustainable Development Goals, 2015. 
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The Ministerial Conference discussed a series of topics through 6 high-level panel meetings and 

18 parallel meetings, from building effective leadership for road safety to promoting sustainable 

cities and communities, mitigating climate change through road safety, and ensuring the safety of 

road users. This meeting reviewed progress in the Decade of Action for Road Safety 2011-2020, 

recognized that SDG target 3.6 would not be met by 2020, and identified ways to accelerate the 

adoption of effective life-saving strategies.  

The outcome document of the Ministerial Conference is the forward-looking “Stockholm 

Declaration”, which calls for a new global goal to reduce road traffic casualties by 50% by 2030. 

In addition, it invites greater efforts in the five pillars of the Global Plan for the Decade of Action: 

better road safety management; safer roads, vehicles and people; and enhanced post-crash response 

and rehabilitation services. It also called for accelerating the transition to safe, affordable, 

accessible, and sustainable modes of transportation like walking, cycling, and public transportation, 

and requested WHO to continue to prepare a series of global status reports to monitor progress 

towards the 12 Global Road Safety Performance Targets. 

3.1.6 General Assembly Resolutions on Road Safety 

The General Assembly has constantly paid attention to the road safety issue and adopted 11 

resolutions related to road safety since 2003.  

The Resolution 57/30920 on “Global road safety crisis” adopted by the General Assembly in May 

2003 noted the rapid increase in road traffic deaths, injuries and disabilities globally, recognized 

the disproportionate fatality rate in developing countries, took note of the negative impact of road 

traffic injuries on national and global economies, welcomed the efforts of the World Health 

Organization to designate “Safe roads” as the theme of World Health Day 2004, to be observed on 

7 April of that year, and to undertake the development of a world report on road traffic injury 

prevention, to be issued in April 2004; encouraged Governments and civil society to raise 

awareness of the importance of road safety. 

The Resolution 58/9 21  on “Global road safety crisis” adopted by the General Assembly in 

November 2003 recognized that effective action requires strong political commitment and that 

road traffic injuries are preventable and treatable, emphasized the importance of partnerships and 

international cooperation. The General Assembly decided to hold a plenary meeting of the General 

Assembly on 14 April 2004 in connection with World Health Day and the launching of the World 

Report on Road Traffic Injury Prevention22 to increase awareness at a high level of the magnitude 

of the road traffic injury problem and invited Governments to participate. The General Assembly 

also invited the Economic and Social Council, working with other relevant organizations and 

bodies of the United Nations system, and through its regional commissions, to facilitate the 

 
20 General Assembly Resolution 57/309 Document A/RES/57/309. 
21 General Assembly Resolution 58/9 Document A/RES/58/9. 
22 World Health Organization, 2004. World report on road traffic injury prevention(Geneva). 
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exchange of information on best road traffic safety practices and the development of 

recommendations for road traffic injury control. 

The Resolution 58/28923 on “Global road safety crisis” adopted by the General Assembly in April 

2004 recognized the limited capacity of many developing countries and countries with economies 

in transition to respond to these issues and stressed the need for international cooperation to further 

support the efforts of developing countries. The General Assembly also commended the initiative 

of the Government of France, the World Health Organization and the World Bank in launching 

the World Report on Road Traffic Injury Prevention in Paris on 7 April 2004, in observance of 

World Health Day, with the theme “Road safety is no accident”. 

The Resolution 60/524 on “Improving global road safety” adopted by the General Assembly in 

October 2005 underlined the importance for member States to continue using the World Report on 

Road Traffic Injury Prevention as a framework for road safety efforts and implementing its 

recommendations. The General Assembly encouraged member States to adhere to the 1949 

Convention on Road Traffic25 and the 1968 Convention on Road Traffic26 and Convention on 

Road Signs and Signals,27 and also encouraged them to strive to reduce road traffic injuries and 

mortality to achieve the Millennium Development Goals. The General Assembly also emphasized 

the importance of improving international road traffic safety laws and regulations. 

The Resolution 62/24428 adopted by the General Assembly in 2008 Recognizing the work of the 

United Nations regional commissions and their subsidiary bodies in increasing their road safety 

activities and advocated for increased political commitment to road safety, and also recognized the 

continuing commitment of the Economic Commission for Europe to global action in the 

elaboration of safety-related global technical vehicle regulations and amendments to the 

Convention on Road Traffic29 and the Convention on Road Signs and Signals,30 resolution 63/9 

of 23 May 2007 of the Economic and Social Commission for Asia and the Pacific,31 in which the 

Commission encouraged members to continue to act upon recommendations contained in the 

Ministerial Declaration on Improving Road Safety in Asia and the Pacific,32 the Accra Declaration 

of African Ministers responsible for transport and health of 8 February 2007, the Declaration of 

San José on road safety of 14 September 2006 and resolution 279 (XXIV) of 11 May 2006 of the 

Economic and Social Commission for Western Asia on follow-up to implementation of 

components of the Integrated Transport System in the Arab Mashreq, including follow-up on road 
 

23 General Assembly Resolution 58/289 Document A/RES/58/289. 
24 General Assembly Resolution 60/5 Document A/RES/60/5. 
25 United Nations, Treaty Series, vol. 125, No. 1671. 
26 Ibid., vol. 1042, No. 15705. 
27 Ibid., vol. 1091, No. 16743. 
28 General Assembly Resolution 62/244 Document A/RES/62/244. 
29 United Nations, Treaty Series, vol. 1042, No. 15705. 
30 Ibid., vol. 1091, No. 16743. 
31  See Official Records of the Economic and Social Council, Supplement No. 19 (E/2007/39), chap. IV, sect. A. 
32 E/ESCAP/63/13, chap. IV. 
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safety.33 The General Assembly also welcomed the Government of the Russian Federation to host 

and provide the necessary financial support for the first global high-level (ministerial) conference 

on road safety. 

Following the Moscow Declaration, the Resolution 64/25534 of 2010 proclaimed the period 2011-

2020 as the Decade of Action for Road safety. 

The Resolution 66/26035 on “Improving global road safety” adopted by the General Assembly in 

2012 recognized the works of the United Nations regional commissions in increasing road safety 

activities and advocating increased political commitment to road safety, in elaborating global road-

safety related legal instruments, including international conventions and agreements, resolutions 

and recommendations, and working towards setting regional and national road traffic casualty 

reduction targets. The General Assembly also commended the road safety initiatives of the ESCAP, 

including the road safety poster “We drive by the rules”, signed by the ambassadors and heads of 

national delegations attending its sixty-seventh session in 2011; the launch of the Asia Pacific 

Road Safety Network, a web-based regional network of stakeholders designed to facilitate the 

timely and continues exchange of road safety best practices and other useful information on 20 

November 2011. The General Assembly also requested the World Health Organization and the 

United Nations regional commissions, in cooperation with other partners in the United Nations 

Road Safety Collaboration and other stakeholders, to continue activities aimed at supporting the 

implementation of the objectives of the Decade of Action. 

The Resolution 68/26936 adopted by the General Assembly in 2014 recognized the works of the 

United Nations regional commissions in increasing road safety activities and advocating increased 

political commitments to road safety, in elaborating global road safety-related legal instruments, 

including international conventions and agreements, technical standards, resolutions and 

recommendations, and is working towards setting regional and national road traffic casualty 

reduction targets. The General Assembly also commended the road safety initiative of ESCAP, 

including the organization of the Regional Expert Group Meeting on Progress in Road Safety 

Improvement in Asia and the Pacific, which was held in Seoul from 8 to 10 May 2013, which 

adopted a joint statement on improving road safety in Asia and the Pacific. 

The Resolution 70/26037 adopted by the General Assembly on 15 April 2016 endorsed the Brasilia 

Declaration, adopted at the second Global High-Level Conference on Road Safety, held in Brasilia 

on 18 and 19 November 2015. The Resolution encouraged the member States to make efforts to 

ensure the safety and protection of all road users through safer road infrastructure, especially on 

the highest-risk roads with a high rate of crashes involving both motorized and non-motorized 

modes of transport, through a combination of proper planning and safety assessment, design, 

 
33 See Official Records of the Economic and Social Council, Supplement No. 21 (E/2006/41), chap. I. 
34 General Assembly Resolution 64/255 Document A/RES/64/255. 
35 General Assembly Resolution 66/260 Document A/RES/66/260. 
36 General Assembly Resolution 68/269 Document A/RES/68/269. 
37 General Assembly Resolution 70/260 Document A/RES/70/260. 
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building and maintenance of roads, taking into consideration the geography of the country.  The 

Resolution also invited member States that have not done so to address road safety holistically, 

starting with the implementation or continuation of a road safety management system, including 

appropriate interdepartmental cooperation and the development of national road safety plans in 

line with the Global Plan for the Decade of Action. The Resolution reiterated its invitations to 

Governments to take a leading role in implementing the activities of the Decade of Action and the 

road-safety related targets in the 2020 Agenda while fostering multisectoral or multi-stakeholder 

collaboration. The above Resolution also requested the Secretary-General to consider the 

possibility of establishing, from voluntary contributions, a road safety trust fund to support the 

implementation of the Global Plan for the Decade of Action and the road-safety related Sustainable 

Development Goals. 

The Resolution 72/27138 adopted by the General Assembly on 12 April 2018 welcomed the 

adoption by the United Nations Conference on Housing and Sustainable Urban Development 

(Habitat III) of the New Urban Agenda,39 and the approval by consensus of the 12 voluntary 

global performance targets for road safety risk factors and service delivery mechanisms at the 

meeting of States members of the World Health Organization held in Geneva on 20 and 21 

November 2017. The General Assembly stressed the need, given the approaching end, in 2020, of 

the Decade of Action, the target date of 2020 for the achievement of target 3.6 of Sustainable 

Development Goal 3 and the relevant road safety target dates set out in the 2030 Agenda, to define 

a new time frame for a reduction in road traffic deaths and injuries. The General Assembly also 

welcomed the Government of Sweden to host the third high-level global conference on road safety. 

The Resolution 74/29940 adopted by the General Assembly on 31 August 2020 on improving 

global road safety proclaimed the period 2021-2030 as the Second Decade of Action for Road 

Safety, with a goal of reducing road traffic deaths and injuries by at least 50 per cent from 2021 to 

2030, and in this regard called upon Member States to continue action through 2030 on all the road 

safety-related targets of the Sustainable Development Goals. It requested the World Health 

Organization and the United Nations regional commissions, in cooperation with other partners in 

the United Nations Road Safety Collaboration and other stakeholders, to prepare a plan of action 

of the Second Decade as a guiding document to support the implementation of its objectives. It 

also requested the World Health Organization and the United Nations Regional Commissions, as 

well as other relevant United Nations agencies, to continue the activities aimed at supporting the 

implementation of the road safety-related targets in the 2030 Agenda, while ensuring system-wide 

coherence. 

3.1.7 UN Road Safety Fund 

Towards achieving the ambitious targets of road safety in the member countries in a challenging 

environment, the General Assembly, in April 2016, adopted resolution 70/260, which requested 
 

38 General Assembly Resolution 72/271 Document A/RES/72/271. 
39 Resolution 71/256, annex. 
40 General Assembly Resolution 74/299 Document A/RES/74/299. 
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the Secretary-General to consider the possibility of establishing, from voluntary contributions, a 

road safety trust fund to support the implementation of the first Global Plan for the Decade of 

Action and the road safety-related Sustainable Development Goals.  

Pursuant to the above resolution, with the support of the Secretary-General, the United Nations 

Road Safety Fund (UNRSF) was established in 2018 as a UN Multi-Partner Trust Fund. The vision 

of the UN Road Safety Fund is to build a world where roads are safe for every road user, 

everywhere. The mission of the Fund is to finance - and leverage further funding for - high-impact 

projects based on established and internationally recognized best practices that increase road safety 

and minimize and eventually eliminate road crash trauma for all road users. The Fund was created 

to finance actions in low- and middle-income countries to a) substantially reduce death and injuries 

from road crashes, and b) reduce economic losses resulting from these crashes.  The governing 

structure of the fund includes an advisory board, in which all regions are represented by a Member 

State selected by each regional commission  and a steering committee tasked with implementing 

the strategic directions provided by the advisory board. All 11-participating United Nations 

agencies are also represented on the steering committee.  

Since the establishment of the fund, three Calls for Proposals have been launched. In 2019, five 

pilot projects were approved by the UN Road Safety Fund Secretariat, which are under 

implementation. A 2019 Call for Proposals were launched in October 2019 and ten projects from 

across the globe were selected in February 2020 which are under implementation. The 2020 Call 

for Proposals was launched in October 2020 with a deadline of 31 January 2021 for the Stage I 

submissions by the participating UN organizations to the UN Road Safety Fund secretariat. It is 

expected that the newly established global fund will provide an important supplementary source 

of much-needed funding to address road safety challenges in ESCAP member countries in future. 

It will provide an opportunity for member countries to take new actions to approach road safety 

from a new perspective. 

3.2 Regional Initiatives 

3.2.1 Regional Goals and Targets 

For the Asia-Pacific region, road safety has been an issue of serious concerns. To address the issue, 

in November 2006, the Ministerial Conference on Transport held in Busan, Republic of Korea, 

adopted the Ministerial Declaration on Improving Road Safety in Asia and the Pacific. The 

Ministerial Declaration included a goal to save 600,000 lives and to prevent a commensurate 

number of serious injuries on the roads of Asia and the Pacific over the period 2007 to 2015. The 

period covered by the regional goals in the Ministerial Declaration ended in 2015. However, the 

issue had not yet been resolved. With the global road safety mandate of the Decade of Action for 

Road Safety 2011-2020, there was a clear need to renew the regional road safety goals, targets and 

indicators. 

Based on the comparison among the recommended actions in the Brasilia Declaration, the Global 

Plan for the Decade of Action for Road Safety and the previous Regional Road Safety Goals, 
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Targets and Indicators – and in line with target 3.6 of the Sustainable Development Goal – the 

updated Regional Road Safety Goals and Targets for Asia and the Pacific 2016-2020 was adopted 

by Transport Ministers at the Ministerial Conference on Transport held in December 2016 in 

Moscow which acknowledged the important role of transport and transit corridors in ensuring 

international cooperation for sustainable development and the need for comprehensive cooperation 

among all modes of transport for promoting sustainable multimodal transit corridors. The updated 

Regional Road Safety Goals and Targets for Asia and the Pacific 2016-2020 41 serves as an 

important guideline for policy formulation and implementation as well as assessment tools to 

determine progress in improving road safety at the national and regional levels in this critical 

period. It contains the overall objective of a 50 percent reduction in fatalities and serious injuries 

on the roads of Asia and the Pacific over the period 2011 to 2020 and the following eight goals. 

(a)  Making road safety a policy priority; 

(b) Making roads safer for vulnerable road users, including children, elderly people, 

pedestrians, non-motorized vehicle users, motorcyclists and persons with disabilities; 

(c) Making roads safer and reducing the severity of road crashes (“self-explaining” and 

“forgiving roads”); 

(d) Making vehicles safer and encouraging responsible vehicle advertising; 

(e) Improving national and regional road safety systems, management and enforcement; 

(f) Improving cooperation and fostering partnerships; 

(g) Developing the Asian Highway as a model of road safety; 

(h) Providing effective education on road safety awareness to the public, young people and 

drivers. 

 

 

 

 

 

 

 

Source: A straight road in Thailand, Ishtiaque Ahmed, 2020. 

 
41 The updated Regional Road Safety Goals and Targets for Asia and the Pacific 2016-2020 is available at 
http://www.unescap.org/announcement/updated-regional-road-safety-goals-and-targets-asia-and-pacific-2016-2020  
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3.2.2 Asia-Pacific Road Safety Observatory 

In early 2019, with a view to helping member countries of the ESCAP region in improving road 

crash and road safety related data for making best use of them in the road safety related evidence-

based policy decisions, ESCAP has joined the initiative of a few road safety related leading global 

and regional organizations towards establishment and making operational of a road safety 

observatory for the Asia-Pacific region. In March 2019, the Asia-Pacific Road Safety Observatory 

(APRSO) was established by a group of development organizations including the Asian 

Development Bank (ADB), the Fédération Internationale de l' Automobile (FIA), the International 

Transport Forum (ITF), ESCAP, and the World Bank, with support from the World Health 

Organization (WHO) and the Global Road Safety Facility (GRSF, using fund from UK Aid). The 

establishment of the of the Asia-Pacific Road Safety Observatory (APRSO) was announced at the 

3rd Ministerial Conference on Road Safety in Stockholm in February 2020. 

The 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 crash data, but also to foster the development 

of a synergistic environment to empower countries to collect useful and timely information to 

address the ongoing road safety epidemic. The APRSO is a joint effort from the development 

community to better serve and support member countries in their concerted efforts to address road 

safety and follows similar arrangements in other regions of the world. 

Governance - A background of the different possible options for the Governance of the APRSO 

is under consideration including different possible structures that the APRSO can take and their 

pros and cons. Creating a fully dedicated official body is one of the options. It could also take the 

form of a quasi-formal “official” non-legal, non-binding (multi-stakeholder partnership) entity. 

One of the proposals is that the governance structure of the APRSO in principle would follow that 

of the African Road Safety Observatory, with a General Assembly comprising of the member 

countries, which would agree on key actions for the APRSO . The General Assembly would be 

monitored by the Steering Committee and delivered by task forces. All these bodies would be led 

by and comprise of members from the countries in the region.  

Membership - In December 2019, the Asian Development Bank on behalf of the development 

partners sent an invitation letter to member countries to determine their interest in joining the 

APRSO and the task forces that they wish to initiate and be part of.  Membership entails the 

countries to address road safety issues, strive to improve collection and analysis of road safety data 

and attend the annual meeting with support for eligible member countries. As of mid-November 

2020, eleven member counties42 confirmed their membership of the Asia-Pacific Road Safety 

Observatory.  

 
42 The countries are: 1. Afghanistan, 2. Azerbaijan, 3. Cambodia, 4. Cook Islands, 5. Fiji, 6. Kazakhstan, 7. Lao 

People’s Democratic Republic, 8. Maldives, 9. Mongolia, 10. Pakistan and 11. Philippines. 
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A first Workshop on the Asia-Pacific Road Safety Observatory was hosted by the World Bank in 

Singapore on 20-21 March 2019. The workshop was attended by government officials from 15 

countries and other stakeholders (nine entities) related to road safety. All countries present in the 

workshop supported the concept of a road safety observatory and agreed to work together. In the 

workshop, two taskforces were formed: a) Task Force on a minimum set of indicators and b) 

Taskforce on Governance. It was decided that Asian Development Bank would serve as the Asia-

Pacific Road Safety Observatory secretariat and the operating language would be English.  

As a follow up to the first workshop, the development partners organized the Second Workshop 

on the Asia-Pacific Road Safety Observatory on 3-4 December 2019 in Bangkok which was hosted 

by ESCAP. The workshop focused on: a) clarifying the mission of the APRSO, b) reaching 

consensus among countries on how to make it an interactive forum to share experiences, data, and 

information, c) identifying next steps on how to achieve short-term and long-term outputs, 

including a road safety database. The workshop was attended by government officials from 18 

countries, and 15 multilateral development banks (MDBs), bi-lateral donor countries and multiple 

international development agencies related to road safety. A first workshop on the Implementation 

of the APRSO was organized virtually on 25 August 2020. 

Funding mechanism as of 2020- The APRSO is currently being supported through knowledge 

and support technical assistance (KSTA) which is being implemented by the Asian Development 

Bank on “Implementation of Sustainable Transport for All” during 2020-2021. The technical 

assistance programme aims to improve mobility, economic, environmental, and health conditions 

in participating member countries. The KSTA through resources received from the Asian 

Development Bank and the Global Road Safety Facility  aims to provide support to the APRSO 

to become the leading regional forum on road safety data, policies and practices across Asia and 

the Pacific, and will provide a platform for decision-makers from countries in Asia and the Pacific 

to share experiences and learn about best practices to address the ongoing road safety epidemic. 

Development partners would prepare a budget estimate for the APRSO activities and seek financial 

support from potential funding sources. Funding from other sources will be necessary to support 

new task forces and other activities of the APRSO. 

3.2.3 ESCAP Resolutions on Road Safety 

The ESCAP Resolution 72/5 43  adopted on strengthening regional cooperation on transport 

connectivity for sustainable development in Asia and the Pacific stressed the importance of 

aligning future transport development with the objectives of the Sustainable Development Goals, 

in particular, as a high priority, the Goals related to road safety including target 3.6 which commits 

governments around the world to a 50% reduction in road traffic deaths and injuries by 2020. It 

recognized the importance of international intermodal transport corridors for safe, efficient, 

reliable, and affordable movement of goods and people for supporting sustainable economic 

 
43 ESCAP Resolution 72/5 Document E/ESCAP/RES/72/5. 
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growth, improving social welfare, and enhancing international cooperation and trade among 

member States. 

The ESCAP Resolution 73/444  adopted on Implementation of the Ministerial Declaration on 

Sustainable Transport Connectivity in Asia and the Pacific welcomed the successful outcome of 

the third session of the Ministerial Conference on Transport, held in Moscow from 5 to 9 December 

2016.45,46  

The ESCAP Resolution 74/347 adopted on Improving road safety in Asia and the Pacific for 

sustainable transport systems emphasized the need to further strengthen international cooperation 

and knowledge-sharing on road safety at all levels. It encouraged all members and associate 

members to intensify national efforts and regional collaboration with a view to meeting the road-

safety-related targets of the 2030 Agenda for Sustainable Development;48and to take steps to 

improve road safety49. Different global and regional initiatives are depicted in graphical format in 

Figure 10. 

Figure 10.  Global and Regional Initiatives in Improving Road Safety 

 

 
44 ESCAP Resolution 73/4 Document E/ESCAP/RES/73/4. 
45 E/ESCAP/73/15. 
46 E/ESCAP/73/15/Add.1. 
47 ESCAP Resolution 74/3 Document E/ESCAP/RES/74/3. 
48 General Assembly resolution 70/1. 
49 E/ESCAP/73/15/Add.1, annex I. 
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4 Road Safety Related Important Topics 

for the Asia-Pacific Region 
 

4.1 Road Safety Management  

Road safety related issues involve a variety of sectors and 
agencies 50  (transport, legislation, policy, urban planning, 
healthcare, etc.). The designation of the lead agency aims at 
facilitating multi-sectoral collaboration and leading the 
national road safety plans. The functions of the national 
agency include coordination, legislation, monitoring and 
evaluation. Sufficient funding promotes effective 
management and implementation of 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 the 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 2013, among the 46 participating countries in the Asia-
Pacific region, 45 countries reported having a lead agency 
and 37 countries were funded in the national budget. In 2016, 
among the 44 participating countries in the Asia-Pacific 
region, 41 countries reported having lead agency road safety 
and 36 countries were funded in the national budget (see 
Figure 11).  

 
50 Global Plan for the Decade of Action for Road Safety 2011-2020. 
Available from 
https://www.who.int/roadsafety/decade_of_action/plan/en/ 
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Figure 11. Lead agency of road safety funded in the national budget in ESCAP region, 2013 & 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

In 2016, 86 per cent of the member countries (38 countries) indicated that they had a national 

strategy for road safety, and 6 of them reported having strategies that were fully funded (see Figure 

12).  

Figure 12. Funding to implement road safety strategy in ESCAP region, 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

In 2016, 66 per cent of the member countries (29 countries) reported having a national target for 
road traffic deaths reduction (see Figure 13). Among those with road traffic death reduction targets, 
Cook Islands and Kiribati both had a target of zero crash-related deaths. 30 percent of the member 
countries (13 countries) had reported targets of halving the number of road traffic deaths.  
Appendix A shows the list of countries that provided information for the Global Satus Report on 
Road Safety 2015 and 2018 and Appendix B provides a list of countries with good performance 
on road safety management, strategy and targets. 
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Figure 13. Road traffic deaths reduction target in ESCAP region, 2016 

 

 

 

 

 

 

 

 

 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

In a report publishe by the World Bank and GRSF, it is stated that less than three-quarters of Low- 

and middle-income countries (LMICs) have a funded lead agency for road safety, while a similar 

proportion has a national road safety strategy (though only about half of low-income countries 

(LICs) have a strategy. Only half of LMICs have road safety targets.51 As a matter of fact, there 

also are differences in performances on road safety management among different income category 

countries in the Asia-Pacific region. 

Figure 14. Lead agency of road safety in 2016, by ESCAP country income category 

 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

 
51 The World Bank and GRSF (with UK aid funding) , “Guide for road safety opportunities and challenges: low- 
and middle-income country profiles”, 2020. Available from 
http://documents1.worldbank.org/curated/en/447031581489115544/pdf/Guide-for-Road-Safety-Opportunities-and-
Challenges-Low-and-Middle-Income-Country-Profiles.pdf  
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Figure 15. Funding to implement road safety strategy in 2016, by ESCAP country income category 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

 

 

Figure 16. Fatality reduction target in 2016, by ESCAP country income category 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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4.2  Quality of Road Crash and Road Safety Related Data 

Collection and use of accurate data on road crashes and severity levels are essential elements in 

monitoring road safety progress, tailoring prevention efforts, assessing progress, and comparing 

the scale of road traffic fatalities relative to fatalities from other causes.  

However, data constraints and inaccurate data reporting systems prevent an understanding of the 

real magnitude of the road safety problem. Under-reporting of the road crash data is a significant 

problem in the low- and middle-income countries. It is a critical inhibiting factor in understanding 

the scale and impact of the road safety challenge.52  

In this report, road safety data from WHO are used to do the analysis, but they are not robust in 

many ESCAP member countries. For the Global Status Report on Road Safety 2018, 44 ESCAP 

members and associate members reported 372,395 road deaths in 2016 which was only 45.8 

percent of the total number estimated by the World Health Organization. A comparison between 

government-reported road crash fatalities and WHO-estimated fatalities in 201653 by the Global 

Road Safety Facility (GRSF) indicated profound under-reporting in the Low-Income countries (84 

percent) followed by the Middle-Income countries (51 percent).54 ESCAP analysis showed a 

much lower fatality rate of 8.65 fatalities per 100,000 population in the reporting ESCAP member 

countries in comparison to the WHO-estimated fatality rate of 18.17 fatalities in those countries. 

At the country level, in China, police-reported data and death registration data showed different 

trends in road traffic fatality rates during 2002-2007.55 In Bangladesh, the extent of underreporting 

was as high as 60 percent at some locations demonstrating that the real burden of road traffic 

crashes was underestimated. A considerable number of accident cases have been settled locally 

without reporting, either by paying some treatment cost or begging pardon or making some 

financial compensation.56 In addition, some specific situational factors (e.g., slight injuries, arm 

injuries, leg injuries, weekend) also are believed to account for the under-reporting rate. 

For countries to improve data quality, a situational assessment of the current data system needs to 

be undertaken. This should be done through stakeholder analysis, assessment of data sources, use 

of existing systems, end-user needs assessments, and environmental analysis.57 In addition to 

 
52 WHO, Global Status Report on Road Safety 2018. 
53 WHO, Global Status Report on Road Safety 2018. 
54 The World Bank and Global Road Safety Facility, “A Guide for Road Safety Opportunities and Challenges”, 
2020. Availableat: http://documents1.worldbank.org/curated/en/447031581489115544/pdf/Guide-for-Road-Safety-
Opportunities-and-Challenges-Low-and-Middle-Income-Country-Profiles.pdf 
55 Bulletin of the World Health Organization. Available at: http://www.who.int/bulletin/volumes/89/1/10-
080317/en/  
56 Ishtiaque Ahmed and Bayes Ahmed. Proceeding of Conference-16th Road Safety Conference in Four Continents: 
“Urban Road Accidents in Dhaka, Bangladesh”, Beijing (2013). Available at: http://vti.diva-
portal.org/smash/get/diva2:759272/FULLTEXT01.pdf  
57 World Health Organization, FIA Foundation for the Automobile and Society, Global Road Safety Partnership & 
World Bank. (2010). Data systems: a road safety manual for decision-makers and practitioners. World Health 
Organization. https://apps.who.int/iris/handle/10665/44256  
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making these changes in policy, implementation of technology, assessments, and training can be 

utilized to improve road safety data.58 

Regional road safety observatories provide a platform for countries to improve their collection, 

storage, management, analysis, and use of crash databases and other road safety data. In March 

2019, the Asia-Pacific Road Safety Observatory (APRSO) was established to help member 

countries of the ESCAP region in improving road crash and road safety related data for making 

best use of them in the road safety related evidence-based policy decisions. The APRSO is working 

on forming a network both at the policy level and at the technical level, and providing common 

road safety database with common variables, such as road deaths, serious injuries, and safety 

performance indicators. The outputs of APRSO also include annual reports on road safety 

performance, joint regular surveys with common methodologies, a web-based knowledge center, 

and regular training on data. 

4.3  Safer Road Infrastructure  

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 roads 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 occupants59 and 5-star is the safest level. As per the iRAP, improving the roads to a 3-star 

or better standard is recommended to reduce road deaths and injuries. In urban areas, a 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.60 

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 percent of the member 

countries (29 countries) reported carrying out road safety audits or star rating for new roads, 

while 75 percent of the member countries (33 countries) carried out inspection or star rating 

on existing roads (see Figure 17).  

 Eighty per cent of 44 reported countries in the Asia-Pacific region implemented improvement 

on high-risk roads. 

 
58 The World Bank and GRSF (with UK aid funding) , “Guide for road safety opportunities and challenges: low- 
and middle-income country profiles”, 2020. Available from 
http://documents1.worldbank.org/curated/en/447031581489115544/pdf/Guide-for-Road-Safety-Opportunities-and-
Challenges-Low-and-Middle-Income-Country-Profiles.pdf 

59 http://www.irap.org/3-star-or-better/ 
60 Global status report on road safety 2018. Geneva: World Health Organization; 2018. Licence: CC BYNC-SA 3.0 
IGO. 
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 82 percent of 44 reported countries in the Asia-Pacific region had investment and policy in 

urban public transport in 2016. 

 41 percent of the member countries (18 countries) reported designing standards for the safety 

of pedestrians or cyclists in 2016. 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. 

Figure 17. Star rating required for new and existing roads in ESCAP region, 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

Figure 18. Design standard for the safety of pedestrians/cyclists in ESCAP region, 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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The Asian Highway classification and design standards as stipulated in the Annex II bis to the  

Intergovernmental Agreement on the Asian Highway Network Agreement safety61  which was 

adopted in the seventh meeting of the Working Group in December 2017, provides the minimum 

standards and guidelines for construction, improvement, and maintenance of the Asian Highway 

routes by the member countries. The Parties to the Intergovernmental Agreement on the Asian 

Highway Network are encouraged to deposit with the Secretary-General an instrument of 

acceptance of annex II bis to the Intergovernmental Agreement, as a matter of urgency. 

4.4  Road Safety and Intelligent Transport Systems 

Intelligent transport systems (ITS) are a set of transport infrastructure and operating systems that 

maximize the safety, efficiency, and convenience of the road system by using advanced 

information technologies while minimizing costly large-scale road construction. While there is 

currently no single internationally agreed definition for ITS, it is generally understood to be the 

combination of technologies, most of which involve ICT as a platform, that is embedded within 

conventional transport infrastructure. 

ITS can address traffic congestion, reduce traffic accidents, mitigate environmental externalities 

generated by road transport and more generally improve efficiencies along geographically 

dispersed supply chains by improving logistics and facilitating multimodal transport, including 

public transport. ITS can therefore greatly contribute to the three pillars of sustainable 

development by reducing travel times, saving fuel and reducing carbon dioxide and pollutant 

emissions, and improving transport safety and security, as well as increasing the comfort of users 

and creating new lines of economic activity.62 ITS lays the foundation for creating benefits such 

as increased competitiveness of transport logistics, ensuring effective use of relevant resources, 

realizing low-carbon green transport, and promoting new drivers of growth.63 

The level of ITS deployments in the region varies from the world-class to a very minimal level. 

While in the leading developed countries such as Japan and the Republic of Korea, smart highways 

using advanced information and communication technologies are emerging rapidly, at the same 

time, in the low-income developing countries, even a very basic traffic information system has not 

been deployed. Therefore, there exists a big gap in the status of ITS deployments among Asian 

Highway member countries. 

Currently, deployable ITS services in the Asia-Pacific region can generally be categorized into six 

systems: i) Advanced Traffic Management System (ATMS), ii) Electronic Toll Collections System 

(ETCS), iii) Advanced Traveller Information System (ATIS), iv) Advanced Public Transport 

System (APTS), v) Emergency Management System (EMS), and vi) Commercial Vehicle 

Operation (CVO). Under each ITS service category, there are a variety of ITS elements/functions 

 
61 The detailed “Design Guideline” is available from www.unescap.org/resources/road-safety-infrastructure-its. 
62 ITS Asia-Pacific Secretariat, “ITS guideline for sustainable transport in Asia-Pacific”, 6 December 2013. 
Available from www.its-jp.org/english/its_asia/1153/. 
63 Hwang Sang-kyu and Kim Gunyoung, eds., “Chapter 6: Transport Technology”, in 50 Praxes for Better 
Transport in Korea (Goyang, Republic of Korea, Korea Transport Institute, 2012), p. 247. 
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which are commonly implemented globally as well as in a few member countries of the Asia-

Pacific region. 

Successful deployment of the ITS requires careful and realistic implementation strategies that can 

only be developed through a clear understanding of socio-economic, cultural, and political 

environments in a member country. The following six challenges are common to the deployment 

of ITS across the region: 

 The large variation in economic capabilities and existing road infrastructure 

 Limited cross-border transport between neighbouring countries 

 The difference in monetary currencies 

 Frequent occurrences of natural disasters 

 The non-existence of a regional coordination body related to ITS 

 Absence of universal standards and regulations on ITS design and operation 

Taking the above challenges into account, the strategies for ITS deployments may consider the 

following: 

 Classification of deployable ITS elements by member countries 

 Automation of immigration control on the Asian Highway 

 Deployment of electronic toll collection systems and smart tolling systems 

 Provision for the cutting-edge ITS on the critical paths of the Asian Highway Network 

 Establishment of a powerful regional coordination body which would be multinational and 

multidisciplinary in nature. The coordination body could be established under the umbrella of 

the ESCAP secretariat.  

 Development of applicable standards and guidelines related to ITS design and operation.  

4.5  Legislation and Enforcement 

Enacting and enforcing legislation on key risk factors of road safety is 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-

driving64. They all have great impacts on the severity of the consequences of a crash.  Although, 

most of the countries in the Asia-Pacific region enacted legislation on key risk factors of road 

safety. Enforcement is still a challenge.  

 In 2016, 98 percent of the member countries (43 countries) had reported law on the speed 

limit, drink-driving, and motorcycle helmet use, representing 99 percent of total population in 
 

64 Global status report on road safety 2018. Geneva: World Health Organization; 2018. Licence: CC BYNC-SA 3.0 
IGO. 
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ESCAP region. 70 percent-90 percent of countries had reported law on the seat belt, mobile 

phone use and drug-driving (Figure 19). But only 23 percent of the member countries (10 

countries) reported had a law on the child restraint, representing 10 percent of total population 

in ESCAP region. Figure 20 shows the population covered by laws on 7 risk factors in the 

Asia-Pacific region. 

 As shown in Figure 21, 32 percent of the member countries (14 countries) rated enforcement 

of speed limit above 8 on a scale of 0 to 10 in 2016. 34 percent of the member countries (15 

countries) rated the enforcement of drink-driving as “Good” enforcement. 41 percent 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 percent of the 

member countries (10 countries) rated the enforcement of drink-driving as “Good” 

enforcement. Enforcement of road safety related laws was still limited in most countries. 

Appendix B shows the list of countries with good performance on laws on 7 risk factors. 

Appendix C shows the list of countries rated as “Good” performance on laws and Appendix 

D shows a list of countries with “Good” performance on enforcement. 

 

Figure 19. Countries with laws on 7 risk factors in ESCAP region, 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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Figure 20. Population covered by laws on 7 risk factors in ESCAP region, 2016 

ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

 

Figure 21. Number of countries rated as Good enforcement* on laws in ESCAP region, 2016 

*Good enforcement: Enforcement can be rated as “Good” if it is 8 or above on a scale of 0 to 10.  

ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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percent at a 30 km/h impact speed. In a modern car, a car occupant wearing a seat belt has an 80 

percent likelihood of being killed at an impact speed of 70 km/h in a side-impact crash, but this 

risk is reduced to 10 percent at a 50 km/h impact speed. Besides, in a modern car, a car occupant 

wearing a seat belt has an 80 percent likelihood of being killed at an impact speed of 90 km/h in a 

frontal impact crash, but this risk is reduced to 10 percent 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 users65. Research indicated that urban speed limits not exceeding 

50km/h are recommended for urban areas.66 Figure 23 shows the proportion of countries with 

different urban speed limit ranges in 2016. Over 50 percent of the countries have urban speed 

limits higher than 50 kilometres per hour. 

 

Figure 22. The relationship between impact speed and survivability for different crash scenarios 

Source: http://www.gw.govt.nz/survivable-speeds/ 

 

 

 

 

 

 

 
65 World Health Organisation (2004), World report on Road Traffic Injury Prevention, WHO, Geneva. 
66 Global status report on road safety 2018 
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Figure 23. Proportion of countries by urban speed limit range in ESCAP region, 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO.  

 

At the subnational level, it is important to set different speed limits according to the situation of 

certain areas or roads. The provincial or local authority should be provided with the power to 

modify speed limits in different contexts, such as winding roads, residential areas and school zones 

with a high volume of pedestrians, cyclists and other vulnerable road users. 

Approaches of enforcement of speed law include manual and automated enforcement67 (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, the speed limit could be enforced with a specific financial 

penalty based on the degree of severity. 

 In 2016, 43 percent of the member countries (19 countries) had reported urban speed limits of 

50km/h or below. More than half (57 percent) of countries reported setting urban speed limits 

exceeding 50km/h or had no data available. 

 But only 34 percent of the member countries (15 countries) reported allowing local authorities 

to modify speed limits where necessary in 2016. 

 Only 32 percent 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 Figure 24 suggests that manual speed enforcement remained the dominant method of 

enforcement in more than half (52 percent) of all countries in 2016. Only 18 percent of the 

member countries (8 countries) deployed automated enforcement. 

 
67 Global status report on road safety 2018 
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Appendix E shows the list of countries with good performance on speed limit law and enforcement. 

Figure 24. Proportion of countries by type of enforcement on the speed limit in ESCAP region, 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

 

 

Source: Speed enforcement training in the Philippines, Global Road Safety Partnership and ImagineLaw Inc., 2019. 
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A study 68  conducted by ESCAP indicated that ESCAP member countries could implement 

numerous highly  effective speed management interventions. Speed management measures should 

be consistent with the global “Safe System” 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 to create 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.  

4.5.2 Drink Driving Law and Enforcement 

Alcohol is a major risk factor for all types of fatal road traffic injuries. Road users with alcohol 

have impacts on driving performance and increases reaction time. Figure 25 shows 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 percent to 100 percent.  

 

Figure 25. Proportion of road traffic deaths involving alcohol in ESCAP region, 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

The risk of involving in a crash increases as blood alcohol concentration (BAC) increases. The 

amount of alcohol within the bloodstream is described in terms of BAC. The BAC limit not 

exceeding 0.05g/dl is 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 

 
68 ESCAP (2019), Strategies to Tackle the Speed Issue for Road Safety in the Asia-Pacific Region: Implementation 
Framework, Bangkok. 
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0.02g/dl is recommended for young and novice drivers.69 BAC can be measured through breath 

testing with a machine referred to as a breathalyser.  

 In 2016, 50 percent 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 percent 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 percent of the member countries (36 countries) carried out random breath testing, and 75 

percent of the member countries (33 countries) used breath testing in case of a fatal crash in 

2016. 

 Appendix F shows the list of countries with good performance on drink-driving law and 

enforcement. 

A study70 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 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. 

4.5.3 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 percent and 39 percent of all 

deaths globally and regionally. Injuries to the head and brain are the main cause of death, that is 

why a helmet is important to motorcycle drivers. Impact-absorbing liner and comfort padding 

inside play important roles in reducing injuries and protecting the skull and brain. Research 

indicated that white and lighter-colored helmets are more helpful to prevent motorcycle crashes.71 

 
69 Drinking and Driving: a road safety manual for decision-makers and practitioners. Geneva, Global Road Safety 
Partnership, 2007. 
70 ESCAP (2019), Strategies to Tackle the Impaired Driving for Road Safety in the Asia-Pacific Region: 
Implementation Framework, Bangkok. 
71 Helmets: a road safety manual for decision-makers and practitioners. Geneva, World Health Organization, 2006. 
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Correct helmet use can lead to a 42 percent reduction in the risk of fatal injuries and a 69 percent 

reduction in the risk of head injuries.72 

 Most (95 percent) of countries reported applying motorcycle helmet law to all riders, both 

drivers and passengers in 2016.  

 52 percent of the member countries (23 countries) reported requiring helmet to be fastened. 

59 percent of countries (26 countries) referred to and specify a standard for a helmet in law.  

 34 percent of the member countries (15 countries) had reported a restriction on children 

passengers on motorcycles (see Figure 26). They set a minimum age for children riding a 

motorcycle.  

Appendix G shows the list of countries with good performance on motorcycle helmet law and 

enforcement. 

Figure 26. Proportion of countries had a restriction on children passengers on motorcycles in 

ESCAP region, 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

4.5.4 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.73 Wearing a seatbelt reduces the risk of 

death among drivers and front-seat occupants by 45 percent-50 percent, and the risk of death and 

serious injuries among rear seat occupants by 25 percent.74 

 In 2016, 80 percent of countries in the Asia-Pacific region had laws on seat-belts applied to 

drivers, the proportion of countries reported applying seat-belt law to front-seat passengers 

and rear-seat passengers are 75 percent and 50 percent, respectively (see Figure 27). 

 
72 Global status report on road safety 2018 
73 Seat-belts and child restraints: a road safety manual for decision-makers and practitioners London, FIA 
Foundation for the Automobile and Society, 2009. 
74 Global status report on road safety 2018 
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 Globally, the proportion of countries reported applying seat-belt law to drivers, front-seat 

passengers and rear-seat passengers is higher than in ESCAP region, representing 90 percent, 

87 percent and 62 percent, respectively.  

 In comparison, 100 percent 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 H shows the list of countries with good performance on seat-belt law and 

enforcement. 

Figure 27. Proportion of countries applied seat-belt law to riders, 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

4.5.5 Child Restraints Law and Enforcement 

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

booster seats for older kids. Child restraints are designed for decreasing the severity of injury to 

children occupants if a crash happens. The use of child restraint can lead to at least a 60 percent 

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. And parents need to 

choose the right child restraint which is suitable for a child’s size.  

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

countries reported usage rates of child restraint.  
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 Half of the countries having child restraint law set a minimum age for children seating in 

vehicles. 14 percent of the member countries (6 countries) referred to and specify child 

restraint standards in law.  

Source: Assessment of child restraints, MIROS, Malaysia, 2020 

Appendix I shows the list of countries with good performance on child restraints law and 

enforcement. 

Figure 28. Proportion of countries had a restriction on children seated in front seat in ESCAP 

region, 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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4.5.6 Distraction Related Driving Law and Enforcement 

Driver distraction can result from a series of sources, including talking, eating and drinking, 

grooming, using a cell phone or smartphone, adjusting radio or player, etc.75 Drivers holding their 

phone to ear and having a conversation have an impact on driving performance and the potential 

effect on global road safety. Nowadays, it is common that drivers checking social media or texting 

messages while stopped at the lights or in traffic, using their hand-held devices (mobile and 

smartphones, MP3 players, etc.). Wireless Bluetooth devices allowed people to use a phone 

without the use of hands. Even drivers use devices which is fully hands-free, they still will be 

distracted by using a mobile phone while driving. Distracted driving affects and delays drivers’ 

response and reaction time.  

Data on using a mobile phone while driving remained limited in many countries in 2016.  

 77 percent of the member countries (34 countries) had reported laws on mobile phone use 

while driving (see Figure 29).  

 73 percent of the member countries (32 countries) had reported a ban on hand-held mobile 

use while driving.  

 16 percent of the member countries (7 countries) had reported a ban on hand-free mobile use 

while driving.  

 Appendix J shows the list of countries with good performance on mobile phone law and 

enforcement. 

Apart from distracting sources mentioned above, drug-driving is also a factor of distracted driving. 

Psychoactive drugs affect the functioning of the brain. It may delay the driver’s reaction time and 

information processing, impact motor performance, and attention76. Most (89 percent) of countries 

had laws on drug-driving. 

  

 
75 Mobile phone use: a growing problem of driver distraction. Geneva, Switzerland, World Health Organization, 
2011. Available From: http://www.who.int/violence_injury_prevention/publications/road_traffic/en/index.html 
76 Drug use and road safety: a policy brief. Geneva, Switzerland, World Health Organization, 2016. 
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Figure 29. Proportion of countries had the law on mobile phone use while driving in ESCAP region, 

2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

4.6  Post-crash care 

Once the road traffic crash does happen, the top priority would be a timely and effective post-crash 

response. A small delay may make a huge difference in human life. Well-developed emergency 

care systems are essential to save lives and reduce disability and death77. Universal emergency 

care access numbers should be free of charge and ensure that everyone knows 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 also includes coordinated dispatch of ambulances and trained providers78. 

Conducting a national assessment of the emergency care system provides 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 percent of the member countries (27 countries) had reported a single telephone 

number of emergency care access with full national coverage (see Figure 30). 

 14 percent of the member countries (6 countries) had reported a formal process to train and 

certify prehospital providers in 2016. 

 55 percent of the member countries (24 countries) reported conducting an assessment of 

emergency care systems in 2016. 

 Less than 50 percent of countries had reported national or subnational trauma registries. 

 
77 Save LIVES - A road safety technical package. Geneva: World Health Organization; 2017. Licence: CC BY-NC-
SA 3.0 IGO 
78 Supporting those affected by road traffic crashes. Geneva, World Health Organization, 2016. 
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Appendix K shows the list of countries with good performance in post-crash care. 

 

Figure 30.  National emergency care access number in ESCAP region, 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

 

Figure 31. Trauma registry in ES CAP region, 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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4.7  Safer Vehicles 

In order to improve road safety and reduce traffic accidents, the Decade of Action requires the 

improvement of passive and active vehicle safety technologies through a combination of 

harmonization of relevant global standards, consumer information schemes and incentives to 

encourage the use of new technologies. 

It is of great significance to ensure that the design of vehicles meets safety standards. Vehicles that 

reached standards contribute to the avoidance of road traffic crashes and 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 Programme)79. 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).  

The New Car Assessment Programme for Southeast Asian Countries or ASEAN NCAP was 

established in December 2011 through a joint effort by Global NCAP and Malaysia’s Institute of 

Road Safety Research (MIROS) and its primary motivations are to improve motor vehicle safety 

standards, build a market for safer vehicles, and raise consumer awareness. Starting from 2011, 

ASEAN NCAP has been mandated to carry out crash tests on new cars in the ESCAP region, 

particularly Southeast Asia. With a total population of over 630 million, the 10 countries 

comprising ASEAN have seen passenger vehicle sales reach over three million units. To date, 90 

percent of the vehicles sold in ASEAN market have been tested by ASEAN NCAP. Due to ASEAN 

NCAP’s efforts, the safety aspects of passenger vehicles in the ESCAP region particularly in 

Southeast Asia have seen significant improvements. Aside from the safety of car occupants, 

ASEAN NCAP is also concerned with the safety of vulnerable road users. In November 2018, 

ASEAN NCAP announced its latest road map which focuses on the safety of motorcyclists in the 

region. ASEAN NCAP’s efforts have also been recognized by the Malaysian government, as of 

next year, all car dealers are to showcase the star rating issued by ASEAN NCAP on the car’s front 

windshield and side mirror in all showroom and sales centres in Malaysia. This is to educate buyers 

to choose the models that give priority to the best rating.80 

However, there is still a long way to go. In 2016, less than 23 percent of countries reported applying 

UN vehicle safety standards in the Asia-Pacific region (see Figure 32). Appendix L shows the list 

of countries with good performance on safer vehicles. 

 

 
79 Global status report on road safety 2018. Geneva: World Health Organization; 2018. Licence: CC BYNC-SA 3.0 
IGO. 
80 Khairil Anwar Abu Kassim, Ahmad, Jawi and Ishak, ASEAN NCAP’S SUCCESS AND CHALLENGES IN 
PROMOTING SAFER VEHICLES IN THE ESCAP REGION. Transport and Communications Bulletin for Asia 
and the Pacific No. 89, 2019. 
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Source: Car assessment under the ASEAN NCAP, MIROS, Malaysia, 2020. 

Figure 32. Proportion of countries applied UN vehicle safety standards in ESCAP region, 2016 

Source: ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 

Safe system approach in road safety is a concept that considers: a) human beings make mistakes 

and road crashes are inevitable, b) the human body has a limited ability to withstand crash forces, 

c) system designers, as well as system users, must all share responsibility for managing crash 

forces to a level that does not result in death or severe injury. In consideration of the above, a 

holistic approach addressing all factors that may be involved in a road crash is necessary. In many 

ESCAP member countries, road-safety infrastructure-related interventions are still implemented 

as a component of an overall highway project. The implementation of well-coordinated road safety 

projects involving multiple sectors is necessary.  
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5 Conclusions and Recommendations: 

More Efforts Needed in the New Decade 

5.1  Strengthening of Road Safety Management  

The achievement of the global, regional as well as national 

road safety goals and targets will require appropriate road 

safety management capacity at different levels of the national 

Governments.  

Strong leaderships at the national level are highly 

encouraged  to strengthen the road safety managemet 

capacity in the member countries. A strong political 

commitment and responsibility at the highest possible level is 

essential. 

The General Assembly Resolution 74/299 on “Improving 

global road safety” adopted on 31 August 2020, proclaimed 

the period 2021-2030 as the Second Decade of Action for 

Road Safety, with a goal of reducing road traffic deaths and 

injuries by at least 50 per cent from 2021 to 2030. 

In line with the above Resolution, ESCAP member countries 

are encouraged to adopt an appropriate road safety target for 

the next decade. 

The above Resolution also requested the World Health 

Organization and the United Nations regional commissions 

with other partners to prepare a global plan of action of the 

Second Decade as a guiding document. Accordingly a global 

Task Force was formed in September 2020. 

It is recommended that as a follow up to the global initiative, 

under the umbrella of the global plan of action, a regional 

plan of action would be prepared with the help of the ESCAP 

secretariat and would be adopted and implemented by the 

ESCAP member countries towards implementing the Second 

Decade of Action for Road Safety (2021-2030). National 

authorities are also recommended to develop, adopt and 

implement their national action plans in line with the above. 
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5.2 Improvement of the Quality of Road Safety Related Data  
 
Data on road safety are not robust in many ESCAP member countries. For the Global Status Report 
on Road Safety 2018, 44 ESCAP members and associate members reported 372,395 road deaths 
in 2016 which was only 45.8 percent of the total fatality number estimated by the World Health 
Organization. There are a series of factors accounting for this inaccuracy and under-reporting. As 
the inaccurate road safety data (road crash data and performance-related data) reporting system 
constraints the understanding of the real magnitude and issues of the road safety problem in the 
region.   
 
It is recommended to improve the road crash and related data collection, preservation, analysis, 
and the reporting systems in the member countries.  
 
In March 2019, the Asia-Pacific Road Safety Observatory (APRSO) was established by a group 

of development organizations including ESCAP. The establishment of the Observatory was 

announced at the 3rd Ministerial Conference on Road Safety in Stockholm in February 2020. 

However, the Observatory is yet to be formalized and made operational by the member countries.  

Formalization and operationalization of the APRSO by the member countries could be a strong 

platform for improving the road safety crash and related data in the Asia-Pacifc region. It is 

recommended that member countries of ESCAP would consider becoming a member and join the 

regional efforts. 

 

5.3 Emphasis on Vulnerable Road User Safety  
 

Road crashes affect types of road users differently. Vulnerable road users namely pedestrians, 

cyclists and users of motorized two and three-wheelers, represent 54.8 per cent of fatalities in Asia 

and the Pacific. Notably, pedestrians and cyclists represent 15.5 per cent of all deaths in the region, 

while those using motorized two- and three-wheelers represent 39.2 per cent of fatalities. South 

East Asia and East and North-East Asia have the highest proportion of vulnerable road user 

fatalities accounting for 75.2 and 66.1 per cent, respectively. In South-East Asia, most fatalities 

are among riders of motorized two and three-wheelers, which represent 61.7 per cent of all road 

traffic fatalities. 

This study recommends that the ESCAP member countries prioritize the improvement of 

vulnerable road user safety in their respective countries through policy development, setting 

challenging but achievable targets and monitoring the progress of the vulnerable road user safety. 

The study recommends to develop a road safety culture in the societies so that road safety is 

improved through human behavioural changes at all levels and for all. 
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5.4 Improved Road Infrastructure 
 

Road design is very critical in a safe system approach. While each component of the system - 

people, vehicles, the road and the environment – are important, road design is one of the  

powerful means for achieving high levels of road safety. Good road infrastructure is beneficial for 

saving lives especially in a low-income or middle-income country environment, where a 

significant portion of the roadways does not meet the safety standards.  

The road safety audit and star rating of roads is widely accepted as an effective tool for improving 

the performance of road infrastructure safety.  

It is recommended that all ESCAP member countries would conduct road safety audits and 

inspection and star rating for both new road infrastructure and existing roads to ensure a safe 

road environment. Improving a road to a 3-star or better standard as per the International Road 

Assessment Program (iRAP) methodology is recommended to reduce road deaths and injuries.  

The Asian Highway classification and design standards as stipulated in the Annex II bis to the  

Intergovernmental Agreement on the Asian Highway Network Agreement which was adopted in 

the seventh meeting of the Working Group in December 2017, provides the minimum standards 

and guidelines for construction, improvement, and maintenance of the Asian Highway routes by 

the member countries.  

The Parties to the Intergovernmental Agreement on the Asian Highway Network are encouraged  

to deposit with the Secretary-General an instrument of acceptance of annex II bis to the 

Intergovernmental Agreement as a matter of urgency. 

  

5.5 Utilization of the Intelligent Transport Systems 
 

Intelligent transport systems (ITS) can be used as a valuable tool for improving road safety in 

member countries. The usage of ITS applications has played significant roles in enhancing 

traditional traffic management systems such as collision warning systems, emergency vehicle 

notification systems, road enforcement, and variable speed limit systems which contributed to the 

improvement of road safety. While the appropriate legislation to regulate this new technology is 

still being discussed and relevant technologies are still developing, when becoming fully 

functional, it can reduce road traffic crashes and improve road safety. Though ITS is perceived to 

be expensive in many ESCAP member countries, studies have shown that deployment of ITS 

technologies can pay for itself and overall benefits are high in comparison to the costs. 

ESCAP member countries are recommended to consider deploying ITS technologies with 

appropriate planning, rules and regulations as well as institutional set us, so that it’s benefits 

could be utilized in improving road safety. 
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5.6 Strengening the Safe System Approach in the new Decade 
 

Safe system approach in road safety is a concept that considers: a) human beings make mistakes 

and road crashes are inevitable, b) the human body has a limited ability to withstand crash forces, 

c) system designers, as well as system users, must all share responsibility for managing crash 

forces to a level that does not result in death or severe injury. The Decade of Action for Road 

Safety (2011-2020) included five inter-related pillars for designing mult-sectoral actions by the 

member countries. In addition to the road safety management and safer roads and mobility, safer 

vehicles, safe road users and post-crash response are interrelated pillars that need more attention. 

In consideration of the above, a holistic approach addressing all factors that may be involved in 

a road crash is necessary. In many ESCAP member countries, road-safety related interventions 

are still implemented as a component of an overall highway project. The implementation of well-

coordinated road safety projects involving multiple sectors is recoommended.  

 

5.7 Financing for Road Safety Initiatives 
 

Out of the 38 countries that reported that they had national strategies for improving road safety, 

only six countries received the full support of funding for implementation of the strategies. 

An important milestone achieved by the international community was the establishment of a 

United Nations Road Safety Fund (UNRSF) which was officially launched in April 2018. The UN 

Road Safety Fund is a multi-partner trust fund to facilitate concrete action toward the achievement 

of the road safety targets of the Sustainable Development Goals. It is expected that the UNRSF 

will be a valuable source of funding for the Participating UN Organizations including ESCAP, 

towards improving road safety in the Asia-Pacific region. However, the UN Road Safety Fund is 

very limited and not able to meet the huge demand of the region. 

The development partners including the bilateral and multilateral development banks are 

encouraged to contributing towards addressing the demand especially in the low-income and 

middle-income countries. Additionally, the respective Governments of the member countries are 

also recommended allocating increased budget for improving road safety.  

 

5.8 Enhanced collaboration related to road safety 
 

The General Assembly Resolution 74/299 on “Improving global road safety” adopted on 31 

August 2020, reiterated its invitation to Member States and the international community to 

intensify national, regional and international collaboration, with a view to meeting the ambitious 

road safety-related targets in the 2030 Agenda for Sustainable Dvelopment. Moreover, the Goal 

17 of the 2030 Agenda is on partnerships for the Goals. The ESCAP resolution 74/3 adopted by 

the member countries in 2018 encourages all member countries to intensify national efforts and 
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regional collaboration with a view to meeting the road safety-related targets of the 2030 Agenda 

for Sustainable Development. In addition to the above, having considered the issues of safe and 

inclusive transport and mobility, the sixth Session of the Committee on Transport on 12 and 13 

Novemebr 2020, recognized the urgency of improving road traffic safety.  

 

ESCAP member countries are strongly recommended to develop enhanced regional cooperation 

and to adopt concrete activities to accelerate progress on the relevant Sustainable Development 

Goals in the next phase of the Regional Action Programme which would be considered by the 

member countries in 2021. 
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Appendix 
Appendix A - List of ESCAP member countries that provided information for the Global Status 

Report on Road Safety 2015 and 2018 published by the World Health Organzation (WHO) 

 

Country 

/Area 

World Bank 

Grouping 
ESCAP Sub-Region 

Reported 

in 2015 

(Data for 

2013) 

Reported 

in 2018 

(Data for 

2016) 

Member States (53) 

Afghanistan Low-Income 
South and South-West 

Asia 
  

Armenia Upper-Middle-Income North and Central Asia   

Australia High-Income Pacific   

Azerbaijan Upper-Middle-Income North and Central Asia   

Bangladesh Lower-Middle-Income 
South and South-West 

Asia 
  

Bhutan Lower-Middle-Income 
South and South-West 

Asia 
  

Brunei 

Darussalam 
High-Income South-East Asia - - 

Cambodia Lower-Middle-Income South-East Asia   

China Upper-Middle-Income 
East and North-East 

Asia 
  

Democratic 

People’s 

Republic of 

Korea 

Low-Income 
East and North-East 

Asia 
- - 

Fiji Upper-Middle-Income Pacific   

France High-Income Out of Region   

Georgia Lower-Middle-Income North and Central Asia   

India Lower-Middle-Income 
South and South-West 

Asia 
  

Indonesia Lower-Middle-Income South-East Asia   

Iran (Islamic 

Republic of) 
Upper-Middle-Income 

South and South-West 

Asia 
  

Japan High-Income 
East and North-East 

Asia 
  

Kazakhstan Upper-Middle-Income North and Central Asia   

Kiribati Lower-Middle-Income Pacific   

Kyrgyzstan Lower-Middle-Income North and Central Asia   
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Country 

/Area 

World Bank 

Grouping 
ESCAP Sub-Region 

Reported 

in 2015 

(Data for 

2013) 

Reported 

in 2018 

(Data for 

2016) 

Lao People’s 

Democratic 

Republic 

Lower-Middle-Income South-East Asia   

Malaysia Upper-Middle-Income South-East Asia   

Maldives Upper-Middle-Income 
South and South-West 

Asia 
  

Marshall 

Islands 
Upper-Middle-Income Pacific  - 

Micronesia 

(Federated 

States of) 

Lower-Middle-Income Pacific   

Mongolia Lower-Middle-Income 
East and North-East 

Asia 
  

Myanmar Lower-Middle-Income South-East Asia   

Nauru Upper-Middle-Income Pacific - - 

Nepal Low-Income 
South and South-West 

Asia 
  

Netherlands High-Income Out of Region   

New Zealand High-Income Pacific   

Pakistan Lower-Middle-Income 
South and South-West 

Asia 
  

Palau Upper-Middle-Income Pacific  - 

Papua New 

Guinea 
Lower-Middle-Income Pacific   

Philippines Lower-Middle-Income South-East Asia   

Republic of 

Korea 
High-Income 

East and North-East 

Asia 
  

Russian 

Federation 
Upper-Middle-Income North and Central Asia   

Samoa Upper-Middle-Income Pacific   

Singapore High-Income South-East Asia   

Solomon 

Islands 
Lower-Middle-Income Pacific   

Sri Lanka Lower-Middle-Income 
South and South-West 

Asia 
  

Tajikistan Low-Income North and Central Asia   

Thailand Upper-Middle-Income South-East Asia   

Timor-Leste Lower-Middle-Income South-East Asia   

Tonga Upper-Middle-Income Pacific   
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Country 

/Area 

World Bank 

Grouping 
ESCAP Sub-Region 

Reported 

in 2015 

(Data for 

2013) 

Reported 

in 2018 

(Data for 

2016) 

Turkey Upper-Middle-Income 
South and South-West 

Asia 
  

Turkmenistan Upper-Middle-Income North and Central Asia   

United 

Kingdom of 

Great Britain 

and Northern 

Ireland 

High-Income Out of Region   

United States 

of America 
High-Income Out of Region   

Tuvalu Upper-Middle-Income Pacific - - 

Uzbekistan Lower-Middle-Income North and Central Asia   

Vanuatu Lower-Middle-Income Pacific   

Viet Nam Lower-Middle-Income South-East Asia   

Associate Members (9) 

American 

Samoa 
Upper-Middle-Income Pacific - - 

Cook Islands Other Pacific   

French 

Polynesia 
High-Income Pacific - - 

Guam High-Income Pacific - - 

Hong Kong, 

China 
High-Income 

East and North-East 

Asia 
- - 

Macao, China High-Income 
East and North-East 

Asia 
- - 

New 

Caledonia 
High-Income Pacific - - 

Niue Other Pacific - - 

Northern 

Mariana 

Islands 

High-Income Pacific - - 

: countries reported in WHO report   

-: countries did not report in WHO report 

Member countries out of Asia-Pacific region are not considered in this report. 
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Appendix B - List of countries with good performance on road safety management, strategy and 

targets 

 

 

Funded 

Lead 

agency 

Funding to road 

safety strategy 
Road traffic deaths reduction target 

Fully Partially 
Halve the 

number 

Specified reduction 

target 

Zero-

death 

target 

Afghanistan - - - - - - 

Armenia  - - - - - 

Australia  - - -  - 

Azerbaijan  - - - - - 

Bangladesh - -   - - 

Bhutan  -  -  - 

Cambodia  -   - - 

China  -  -  - 

Cook 

Islands 
 -  - -  

Fiji  -   - - 

Georgia  -  -  - 

India  -   - - 

Indonesia  -   - - 

Iran 

(Islamic 

Republic of) 

- -  -  - 

Japan   - -  - 

Kazakhstan  -  -  - 

Kiribati - -  - -  

Kyrgyzstan  -  -  - 

Lao 

People’s 
 -   - - 
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Funded 

Lead 

agency 

Funding to road 

safety strategy 
Road traffic deaths reduction target 

Fully Partially 
Halve the 

number 

Specified reduction 

target 

Zero-

death 

target 

Democratic 

Republic 

Malaysia  -   - - 

Maldives  - - - - - 

Micronesia 

(Federated 

States of) 

- - - - - - 

Mongolia  -   - - 

Myanmar - - -  - - 

Nepal  -  - - - 

New 

Zealand 
  - -  - 

Pakistan   - - - - 

Papua New 

Guinea 
 -  - - - 

Philippines   -  - - 

Republic of 

Korea 
 -  -  - 

Russian 

Federation 
 -  -  - 

Samoa  -  -  - 

Singapore  -  - - - 

Solomon 

Islands 
 - - - - - 

Sri Lanka - -   - - 

Tajikistan  -  - - - 



 

 76 

 

Funded 

Lead 

agency 

Funding to road 

safety strategy 
Road traffic deaths reduction target 

Fully Partially 
Halve the 

number 

Specified reduction 

target 

Zero-

death 

target 

Thailand  -  -  - 

Timor-Leste  -  - - - 

Tonga  -   - - 

Turkey -  -  - - 

Turkmenista

n 
  - - - - 

Uzbekistan  - - - - - 

Vanuatu  -  - - - 

Viet Nam  -  -  - 

ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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Appendix C - List of countries with good performance on laws on 7 risk factors 

 

  

Countries with laws on 7 risk factors 

Speed 

limit  

Drink-

driving 

Motorcycle 

helmet 

Seat 

belt 

Child 

restraint 

Mobile 

phone use 

Drug-

driving 

Afghanistan   - - - -  

Armenia     -   

Australia        

Azerbaijan     -   

Bangladesh    - - -  

Bhutan     -   

Cambodia        

China     -   

Cook Islands    - - -  

Fiji        

Georgia     -   

India     -   

Indonesia     -   

Iran (Islamic 

Republic of) 
    -   

Japan        

Kazakhstan        

Kiribati     -   

Kyrgyzstan     -   

Lao People’s 

Democratic Republic 
      - 

Malaysia     -  - 

Maldives  -   -  - 
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Countries with laws on 7 risk factors 

Speed 

limit  

Drink-

driving 

Motorcycle 

helmet 

Seat 

belt 

Child 

restraint 

Mobile 

phone use 

Drug-

driving 

Micronesia 

(Federated States of) 
   - - -  

Mongolia     -   

Myanmar     - -  

Nepal     - -  

New Zealand        

Pakistan     -   

Papua New Guinea     - -  

Philippines     -   

Republic of Korea     -   

Russian Federation        

Samoa     -   

Singapore        

Solomon Islands    - - -  

Sri Lanka     -   

Tajikistan     -   

Thailand     -   

Timor-Leste     -   

Tonga    - - - - 

Turkey        

Turkmenistan     -  - 

Uzbekistan     -   

Vanuatu -    - -  

Viet Nam     -   

ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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Appendix D - List of countries with good enforcement of laws 

 

 

Good enforcement 

Speed 

limit 

Drink-

driving 

Motorcycle 

helmet 

Seat 

belt 

Child 

restraint 

Mobile 

phone use 

Drug-

driving 

Afghanistan - - - - - - - 

Armenia  -   - - - 

Australia    - - - - 

Azerbaijan   - - - - - 

Bangladesh - - - - - - - 

Bhutan - -  - - - - 

Cambodia - - - - - - - 

China   - - - - - 

Cook Islands - - - - - - - 

Fiji - -  - - - - 

Georgia - - -  - - - 

India - - - - - - - 

Indonesia     - - - 

Iran (Islamic 

Republic of) 
- - -  - - - 

Japan -   - - - - 

Kazakhstan - - - - - - - 

Kiribati - - - - - - - 

Kyrgyzstan - - - - - - - 

Lao People’s 

Democratic Republic 
- - - - - - - 

Malaysia - -  - - - - 

Maldives - - - - - - - 
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Good enforcement 

Speed 

limit 

Drink-

driving 

Motorcycle 

helmet 

Seat 

belt 

Child 

restraint 

Mobile 

phone use 

Drug-

driving 

Micronesia 

(Federated States of) 
- - - - - - - 

Mongolia -  - - - - - 

Myanmar - - - - - - - 

Nepal -   - - - - 

New Zealand - -  -  - - 

Pakistan - - - - - - - 

Papua New Guinea - - - - - - - 

Philippines - - - - - - - 

Republic of Korea  - -  - - - 

Russian Federation  - - - - - - 

Samoa     - - - 

Singapore      - - 

Solomon Islands - - - - - - - 

Sri Lanka     - - - 

Tajikistan   - - - - - 

Thailand - - - - - - - 

Timor-Leste - - - - - - - 

Tonga - -  - - - - 

Turkey      - - 

Turkmenistan     - - - 

Uzbekistan    - - - - 

Vanuatu - -  - - - - 

Viet Nam -   - - - - 

ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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Appendix E - List of countries with good performance on speed laws and enforcement 

  

Urban speed 

limit 

<=50km/h 

Automated 

enforcement  

Allow local authorities 

to modify speed limits 

Afghanistan - - - 

Armenia -  - 

Australia  -  

Azerbaijan -  - 

Bangladesh - - - 

Bhutan  - - 

Cambodia  - - 

China    

Cook Islands  - - 

Fiji  - - 

Georgia -  - 

India - -  

Indonesia  -  

Iran (Islamic Republic of) - - - 

Japan - -  

Kazakhstan -  - 

Kiribati  - - 

Kyrgyzstan - - - 

Lao People’s Democratic Republic  - - 

Malaysia - -  

Maldives  - - 

Micronesia (Federated States of)  -  

Mongolia - - - 

Myanmar   - 
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Urban speed 

limit 

<=50km/h 

Automated 

enforcement  

Allow local authorities 

to modify speed limits 

Nepal  - - 

New Zealand  -  

Pakistan - -  

Papua New Guinea - - - 

Philippines  -  

Republic of Korea -   

Russian Federation -   

Samoa - - - 

Singapore - - - 

Solomon Islands - -  

Sri Lanka  - - 

Tajikistan - - - 

Thailand - - - 

Timor-Leste  - - 

Tonga  - - 

Turkey  -  

Turkmenistan - -  

Uzbekistan - - - 

Vanuatu - - - 

Viet Nam - - - 

ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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Appendix F - List of countries with good performance on drink-driving and enforcement 

 

 

BAC limits Carried out 

random 

breath testing 
for general 

population <0.05g/dl 

for young or novice 

drivers <0.02g/dl 

Afghanistan - -  

Armenia  -  

Australia    

Azerbaijan - -  

Bangladesh - -  

Bhutan -   

Cambodia  -  

China    

Cook Islands - -  

Fiji -   

Georgia  -  

India  -  

Indonesia - -  

Iran (Islamic Republic of) - -  

Japan  -  

Kazakhstan  - - 

Kiribati    

Kyrgyzstan - -  

Lao People’s Democratic Republic  -  

Malaysia - -  

Maldives - - - 

Micronesia (Federated States of) - - - 

Mongolia  -  
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BAC limits Carried out 

random 

breath testing 
for general 

population <0.05g/dl 

for young or novice 

drivers <0.02g/dl 

Myanmar - -  

Nepal - -  

New Zealand    

Pakistan - - - 

Papua New Guinea - - - 

Philippines  -  

Republic of Korea  -  

Russian Federation  -  

Samoa - -  

Singapore - -  

Solomon Islands  -  

Sri Lanka - - - 

Tajikistan - -  

Thailand    

Timor-Leste  - - 

Tonga  -  

Turkey  -  

Turkmenistan  -  

Uzbekistan - -  

Vanuatu - - - 

Viet Nam  -  

*BAC blood alcohol concentrations  

ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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Appendix G - List of countries with good performance on helmet laws and enforcement 

 

 
Helmet fastening 

required 

Referred to helmet 

standard in law 

Apply 

helmet law 

to all riders 

Afghanistan - - - 

Armenia  -  

Australia    

Azerbaijan - -  

Bangladesh -   

Bhutan    

Cambodia -   

China -   

Cook Islands -   

Fiji  -  

Georgia  -  

India    

Indonesia -   

Iran (Islamic Republic 

of) 
-   

Japan -   

Kazakhstan  -  

Kiribati -   

Kyrgyzstan  -  

Lao People’s 

Democratic Republic 
- -  

Malaysia    

Maldives - - - 
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Helmet fastening 

required 

Referred to helmet 

standard in law 

Apply 

helmet law 

to all riders 

Micronesia (Federated 

States of) 
- -  

Mongolia - -  

Myanmar  -  

Nepal - -  

New Zealand    

Pakistan - -  

Papua New Guinea    

Philippines -   

Republic of Korea -   

Russian Federation    

Samoa  -  

Singapore    

Solomon Islands    

Sri Lanka -   

Tajikistan  -  

Thailand    

Timor-Leste    

Tonga    

Turkey -   

Turkmenistan - -  

Uzbekistan  -  

Vanuatu    

Viet Nam    

ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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Appendix H - List of countries with good performance on seat-belt laws and enforcement 

 

 

Seat belt applies to 

Drivers 
Front seat 

passengers 

Rear-seat 

passengers 

Afghanistan - - - 

Armenia    

Australia    

Azerbaijan - - - 

Bangladesh - - - 

Bhutan    

Cambodia   - 

China    

Cook Islands - - - 

Fiji    

Georgia   - 

India    

Indonesia   - 

Iran (Islamic Republic 

of) 
   

Japan    

Kazakhstan    

Kiribati    

Kyrgyzstan - - - 

Lao People’s 

Democratic Republic 
  - 

Malaysia   - 

Maldives - - - 
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Seat belt applies to 

Drivers 
Front seat 

passengers 

Rear-seat 

passengers 

Micronesia (Federated 

States of) 
- - - 

Mongolia    

Myanmar    

Nepal   - 

New Zealand    

Pakistan  - - 

Papua New Guinea    

Philippines    

Republic of Korea    

Russian Federation    

Samoa   - 

Singapore    

Solomon Islands - - - 

Sri Lanka   - 

Tajikistan   - 

Thailand    

Timor-Leste    

Tonga - - - 

Turkey    

Turkmenistan    

Uzbekistan  - - 

Vanuatu   - 

Viet Nam   - 

ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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Appendix I - List of countries with good performance on child restraints laws and enforcement 

 

  

Had restriction on children seated 

in front seat Referred to child 

restraint standard in 

law Allowed in a 

child restraint 

Prohibited 

based on age 

Afghanistan - - - 

Armenia  - - 

Australia -   

Azerbaijan  - - 

Bangladesh - - - 

Bhutan - - - 

Cambodia -  - 

China - - - 

Cook Islands - - - 

Fiji  - - 

Georgia -  - 

India - - - 

Indonesia - - - 

Iran (Islamic Republic of) -  - 

Japan  -  

Kazakhstan  -  

Kiribati - - - 

Kyrgyzstan  - - 

Lao People’s Democratic Republic - - - 

Malaysia - - - 

Maldives - - - 

Micronesia (Federated States of) - - - 
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Had restriction on children seated 

in front seat Referred to child 

restraint standard in 

law Allowed in a 

child restraint 

Prohibited 

based on age 

Mongolia - - - 

Myanmar - - - 

Nepal - - - 

New Zealand  - - 

Pakistan - - - 

Papua New Guinea - - - 

Philippines -  - 

Republic of Korea  - - 

Russian Federation  -  

Samoa - - - 

Singapore  -  

Solomon Islands - - - 

Sri Lanka - - - 

Tajikistan  - - 

Thailand - - - 

Timor-Leste -  - 

Tonga - - - 

Turkey  -  

Turkmenistan  - - 

Uzbekistan  - - 

Vanuatu  - - 

Viet Nam - - - 

ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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Appendix J - List of countries with good performance on mobile phone laws 

 

  
Had ban on phone use while driving 

Hand-held phone Hand-free phone 

Afghanistan - - 

Armenia - - 

Australia  - 

Azerbaijan  - 

Bangladesh - - 

Bhutan  - 

Cambodia  - 

China  - 

Cook Islands - - 

Fiji   

Georgia  - 

India   

Indonesia - - 

Iran (Islamic Republic of)   

Japan  - 

Kazakhstan  - 

Kiribati  - 

Kyrgyzstan  - 

Lao People’s Democratic 

Republic 
  

Malaysia  - 

Maldives  - 

Micronesia (Federated 

States of) 
- - 
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Had ban on phone use while driving 

Hand-held phone Hand-free phone 

Mongolia  - 

Myanmar - - 

Nepal - - 

New Zealand  - 

Pakistan  - 

Papua New Guinea - - 

Philippines  - 

Republic of Korea  - 

Russian Federation  - 

Samoa  - 

Singapore  - 

Solomon Islands - - 

Sri Lanka  - 

Tajikistan  - 

Thailand  - 

Timor-Leste  - 

Tonga - - 

Turkey   

Turkmenistan   

Uzbekistan   

Vanuatu - - 

Viet Nam  - 

ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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Appendix K - List of countries with good performance on post-crash response 

 

  

National emergency care 

access number 
Trauma registry 

Formal 

certificat

ion for 

prehospi

tal 

provider

s 

Nationa

l 

assessm

ent of 

emerge

ncy care 

systems 

Single 

number 

Multiple 

number 

Natio

nal 

Subnatio

nal  

Afghanistan  - - - - - 

Armenia  -  - -  

Australia  -  - -  

Azerbaijan  -  - - - 

Bangladesh - - - - - - 

Bhutan  - - - -  

Cambodia -   - - - 

China  -  -   

Cook Islands  -  - - - 

Fiji -  - - - - 

Georgia  - - - -  

India - - - - -  

Indonesia - - - - -  

Iran (Islamic Republic of)  - -    

Japan  -  - -  

Kazakhstan  -  - -  

Kiribati -   - -  

Kyrgyzstan  - - -   

Lao People’s Democratic 

Republic 
- - - - -  

Malaysia  - - - -  
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National emergency care 

access number 
Trauma registry 

Formal 

certificat

ion for 

prehospi

tal 

provider

s 

Nationa

l 

assessm

ent of 

emerge

ncy care 

systems 

Single 

number 

Multiple 

number 

Natio

nal 

Subnatio

nal  

Maldives - - - - - - 

Micronesia (Federated 

States of) 
-  - - - - 

Mongolia  -  - - - 

Myanmar -   - - - 

Nepal - - - - - - 

New Zealand  -  - -  

Pakistan -  -  - - 

Papua New Guinea - - - - -  

Philippines  -  - - - 

Republic of Korea  - -    

Russian Federation  - - - -  

Samoa -  - - - - 

Singapore  -  - -  

Solomon Islands  - - - - - 

Sri Lanka - - - - - - 

Tajikistan  -  - -  

Thailand  - - -   

Timor-Leste  -  - -  

Tonga -  - - - - 

Turkey  - - -   

Turkmenistan  - - - -  
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National emergency care 

access number 
Trauma registry 

Formal 

certificat

ion for 

prehospi

tal 

provider

s 

Nationa

l 

assessm

ent of 

emerge

ncy care 

systems 

Single 

number 

Multiple 

number 

Natio

nal 

Subnatio

nal  

Uzbekistan  - - - - - 

Vanuatu  -  - - - 

Viet Nam - -  - - - 

ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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Appendix L - List of countries with good performance on vehicle standards 

 

  

UN Vehicle standard 

Seat-

belts 

Seat-belt 

anchorages 

Frontal 

impact 

Side 

impact 

 

Electronic 

stability 

control 

Pedestrian 

protection 

Child 

seats 

Motorcycle 

anti-lock 

braking 

system 

Afghanistan - - - - - - - - 

Armenia - - - - - - - - 

Australia       -  

Azerbaijan - - - - - - - - 

Bangladesh - - - - - - - - 

Bhutan - - - - - - - - 

Cambodia - - - - - - - - 

China     - - - - 

Cook Islands - - - - - - - - 

Fiji - - - - - - - - 

Georgia - - - - - - - - 

India     -  -  

Indonesia - - - - - - - - 

Iran (Islamic Republic of) - - - - - - - - 

Japan         

Kazakhstan - - - - - - - - 

Kiribati - - - - - - - - 

Kyrgyzstan - - - - - - - - 

Lao People’s Democratic Republic - - - - - - - - 

Malaysia        - 

Maldives - - - - - - - - 

Micronesia (Federated States of) - - - - - - - - 
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UN Vehicle standard 

Seat-

belts 

Seat-belt 

anchorages 

Frontal 

impact 

Side 

impact 

 

Electronic 

stability 

control 

Pedestrian 

protection 

Child 

seats 

Motorcycle 

anti-lock 

braking 

system 

Mongolia - - - - - - - - 

Myanmar - - - - - - - - 

Nepal - - - - - - - - 

New Zealand        - 

Pakistan - - - - - - - - 

Papua New Guinea - - - - - - - - 

Philippines - - - - - - - - 

Republic of Korea        - 

Russian Federation        - 

Samoa - - - - - - - - 

Singapore - - - - - - - - 

Solomon Islands - - - - - - - - 

Sri Lanka - - - - - - - - 

Tajikistan - - - - - - - - 

Thailand   - - -  - - 

Timor-Leste - - - - - - - - 

Tonga - - - - - - - - 

Turkey        - 

Turkmenistan - - - - - - - - 

Uzbekistan - - - - - - - - 

Vanuatu - - - - - - - - 

Viet Nam - - - - - - - - 

ESCAP analysis based on the data from the Global Status Report on Road Safety 2018, WHO. 
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