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Glossary
3R

Recycling, Restoration and Resurfacing

NHAI

National Highways Authority of India

ADB

Asian Development Bank

ODR

Other District Road

ADT

Average Daily Traffic

PAC

Public Accounts Committee

AE

Assistant Engineer

PCC

Project Coordinating Consultant

BOOT

Build Own Operate Transfer

PCI

Pavement Condition Index

BOT

Build Operate Transfer

PCU

Passenger Car Unit

CBR

California Bearing Ratio

PMS

Pavement Management System

CE

Chief Engineer

PWD

Public Works Department

CEO

Chief Executive Officer
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Road Accident Analysis System

CRF

Central Road Fund

RES

Rural Engineering Services

CRRI

Central Road Research Institute

RIDF

Rural Infrastructure Development Fund

DBC

Dense Bitumen Concrete

RMMS

Road Maintenance Management System

DRDA

District Rural Development Authority

RSA

Road Safety Audit

EE

Executive Engineer

RSAR

Road Safety Audit Review

E-in-C

Engineer in Chief

RSPEU

Road Safety Planning and Engineering Unit

FHWA

Federal Highway Administration

RSC

Road Safety Cell

GO

Government Order

RSR

Road Safety Review

GOI

Government of India

RSAR

Road Safety Audit Review

GoUP

Government of Uttar Pradesh

RTO

Road Transport Officer

GSDP

Gross State Domestic Product

SDBC

Semi Dense Bitumen Carpet

HGV

Heavy Goods Vehicle

SE

Superintending Engineer

HQ

Head Quarter

SH

State Highway

HR

Human Resource

SRF

State Road Fund

HRD

Human Resource Development

SRP-II

State Road Project-II

HRM

Human Resource Management

SRSB

State Road Safety Board

IBRD

International Bank for Reconstruction and
Development

SRSC

State Road Safety Council

IDS

Institutional Development Strategy

SRSF

State Road Safety Fund

IDSP

Institutional Development And Strengthening
Plan

TA

Technical Assistance

IRC

Indian Road Congress

TAC

Transport Accident Commission

IT

Information Technology

TCE

Tata Consulting Engineers

ITS

Intelligent Transport System

ToR

Terms of Reference

ISAP

Institutional Strengthening Action Plan

TTC

Temporary Traffic Control

JE

Junior Engineer

TTZ

Terminal Transition Zone

MAAP

Microcomputer Accident Analysis

UP

Uttar Pradesh

MDR

Major District Roads

UPSBCC Uttar Pradesh State Bridge Construction Corporation

MLA

Member of Legislative Assembly

UPSRP

Uttar Pradesh State Road Project

MIS

Management Information System

UPSHA

Uttar Pradesh State Highway Authority

MOST

Ministry of Surface Transport

UNDP

United Nations Development Programme

MoSRTH Ministry of Shipping, Road Transport & Highways VOC

Vehicle Operating Cost

MoRTH

Ministry of Road Transport and Highways

VR

Village Roads

MSS

Mixed Seal Surface

WB

World Bank

WBM

Water Bound Macadam

MUTCD Manual on Uniform Traffic Control Devices
NITHE

National Institute for Training of Highway
Engineers

NH

National Highway
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1.

INTRODUCTION

India has the dubious distinction of having the highest number of traffic fatalities in the world. Of
the approximately one million deaths in road accidents per year in the world, more than 100000
take place in India, and of these over 10000 occur in Uttar Pradesh alone. Although road safety
is of paramount importance to the road agencies, in Uttar Pradesh, unfortunately, it does not get
the attention it deserves and is relegated to the bottom of priority. This was one of the findings of
the ‘Policy Support and Institutional Development Strategy (IDS) study’ carried out by the TCE
Consulting Engineers Limited in 2000-2002. The primary reason being that the “roles and
functions pertaining to road safety are spread across different agencies having other primary
tasks and hence road safety does not get the required attention. This is further compounded by
lack of interagency coordination and specific accountability for each agency. Further there seems
to be no separate budget for road safety works. Similar issues and concerns exist at the national
level.”
The IDS study report, in addition, identified the following three specific concerns:
•

No dedicated monitoring exists for safety related aspects on highway network;

•

Currently PWD’s safety measures are limited to works towards rail-road crossing
improvements. No standardized procedures are in place to receive feedback from the
road users and stakeholders (Police, RTO, Hospitals) on the occurrence of road
accidents in order to identify and examine the accident black spots for necessary
remedial measures.

•

There are insufficient and substandard road signs and road makings on urban, suburban
and rural sections of the state road network.

The IDS report made the following recommendations. In order to rectify and improve the abysmal
road safety situation in U.P. applicable specifically to UPPWD:
•

A Road Safety Unit should be created at the State and District level.

•

Information on road accidents should be collected through secondary sources such as
police and hospitals. This should include the nature of accident, type of vehicles involved,
location of the accident etc. the Department should use the Road Accident Reporting
Formats prescribed by IRC (Form A1 and Form A4) for scientific analysis of the data;

•

A feedback mechanism should be put in place to collect data from road users on road
conditions and related problems. One option is to install suggestion boxes at major
roadside amenity centers like dhaba hotels, petrol stations, which will invite suggestions
from road users on the condition of the road with respect to safety. The concerned
departmental engineers would be responsible for collecting such suggestions and
sending the reports to the HQ Road Safety Unit for further processing and action:
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•

Smoothen road geometry: A dedicated monitoring team should be formed within the
division to identify accident-prone locations and identify road geometry deficiencies. The
condition of shoulders particularly on the major road corridors that are passing through
the rural areas need to be regularly monitored. The suitable remedial measures to be
identified and implemented to enhance road safety;

•

Improve safety at highway rural road intersections through better signage, barrier gates
and greater enforcement measures giving priority to urban/suburban areas first, and

•

Enforce regulation better- Plan and implement statewide Road Safety Education
programs for all categories of road users to gain wider compliance to traffic regulations.

2.

U.P. ROAD SAFETY STUDY

Subsequently, as part of the World Bank assisted U.P. State Roads Project, a project titled
‘Consultancy Services for Institutional Support and Technical Assistance to the Road Safety
Sector in the State of Uttar Pradesh’ was awarded to Span Consultants Private Limited in April
2005. The above project title is often abbreviated as ‘U.P. Road Safety Study’. The main
objective of the Study was to critically examine the existing road safety scenario in U.P. and to
suggest suitable action plan to improve the road safety by minimising the road accidents on U.P.
roads. The final report and action plan was submitted in September 2006.
In the U.P. Road Safety Study the framework for road safety was considered under the following
three heading:
(i)

Institutional and organisational

(ii)

Legal (Constitutional and legal issues), and

(iii)

Financial (Funding arrangements)

In addition, the Study included a detailed treatment of Road Safety Policy for Uttar Pradesh,
Accident Reporting, Black Spots, Road Safety Audit, and Training.
For an in-depth analysis of the institutional and organisational strengths and weaknesses of the
departments having a significant role in the delivery of road safety, the following six departments
were examined:
1.

Public Works Department

2.

Home Department (Police)

3.

Transport Department

4.

Urban Development Department

5.

Medial and Public Health Department

6.

Education Department
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In fact, during the course of the Study a 5-day training was imparted to about 50 police officers in
‘Road Accident Investigation and Reporting’, and a 2-day training to about 25 engineers from
PWD in ‘Road Safety Review’ of major maintenance projects.
The GOUP had constituted a State Road Safety Council under Section 215(2) of the Motor
Vehicle Act 1988 and 1995 [GO No. 61Gl / 30-3-94-124M /95 dated 28 January 1995] to take
measures to prevent road accidents, to help victims of the accidents to get assistance from
different sources and to make recommendations to the government on issues pertaining to road
safety.
However, the State Road Safety Council (SRSC) has been dormant. It met on 20th September
2005 after eight long years and approved the draft U.P. Road Safety Policy at the meeting. The
Road Safety Study further recommended:
•

Re-invigorate the SRSC and establish the State Road Safety Board (SRSB)

•

Improve co-ordination between the institutions involved in road safety and build
institutional capacity

•

Establish arrangements for funding Improvements in road safety

•

Increase the resources to the police to enhance their enforcement efforts

•

Increase the resources available to the Regional Transport Offices for testing of vehicles

•

All highway design, maintenance and construction to be based on current Indian Roads
Congress (IRC) standards

•

Develop a state-wide policy for setting speed limits

•

Develop a programme for implementing traffic signs and road pavement markings on
state roads

But, to date no action appears to have been taken on the U.P. Road Safety Study.
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3.

FORMAT OF THE REPORT

It is considered unnecessary to go over the same ground as covered by the U.P. Road Safety
Study. Instead, as part of this report it is considered appropriate to include the following relevant
and related portions from the Final Report of the U.P. Road Safety Study:
1.

Executive Summary

2.

Table of Contents

3.

Structure of the Report (Chapter 1)

4.

Proposed Road Safety Policy (Chapter 4)

5.

Institutional and Organisational Environmental (Chapter 5)

6.

Road Safety Action Plan (Chapter 11)

The entire U.P. Road Safety Final Report and Action Plan is also included with this Report on a
CD.
It important not only to enact the Policy but also to set targets to achieve the strategic objectives
and to follow up the progress on a regular basis. As an example, the following documents from
Transport Canada (i.e. Transport Ministry of Canada) related to its road safety program are
included as Annexures (on CD) :
1.

Road Safety Vision 2001 (2000 Update)

2.

Canada’s Road Safety Targets to 2010

3.

Road Safety Vision 2010, Annual Report 2005
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4.

REPRINTS FROM U.P. ROAD SAFETY STUDY

4.1

EXECUTIVE SUMMARY

Background
1.

This project is part of the Word Bank assisted U.P. State Roads Project. The full title of
the project is “Consultancy Services for Institutional Support and Technical Assistance to
the Road Safety Sector in the State of Uttar Pradesh”. The title is often abbreviated to the
“U.P. Road Safety Study”. Work commenced on April 11th, 2005.

2.

In U.P. during the year 2004, 17,879 accidents were reported which resulted in 9,463
people being killed and 12,546 people being injured. It has been estimated that the
economic loss from road accidents in 2004 was nearly Rs. 900 crore.

U.P. Road Safety Policy
3.

The U.P. Road Safety Policy was developed from the Draft National Road Safety Policy
and was presented to the first Stakeholders’ Workshop on July 24th, 2005. The workshop
was attended by over 170 people. There were no direct comments on the policy
statements themselves, but many views on what should be done to improve road safety
in the state were put forward. The State Road Safety Council approved the draft U.P.
policy at its meeting on September 20th, 2005; the first meeting of the SRSC for eight
years.

4.

The U.P. Policy addresses the same 11 issues, as in the Draft National Road Safety
Policy, listed below.
a.

Raising Awareness about Road Safety Issues

b.

Providing enabling legal, institutional and financial environment for road safety.

c.

Road safety information database

d.

Safer road infrastructure

e.

Safer vehicles

f.

Safer drivers

g.

Safety for vulnerable road users

h.

Road traffic safety education and training

i.

Traffic enforcement

j.

Emergency medical services for road accidents

k.

HRD and research for road safety
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Framework for Road Safety
5.

The Framework for Road Safety was considered under the three headings- Institutional
and Organisational, Legal and Financial.

Institutional and Organisational
6.

7.

The following six departments/ agencies were identified as having a significant role in the
delivery of road safety:¾

Public Works Department

¾

Home Department (Police)

¾

Transport Department

¾

Urban Development Department

¾

Medical and Public Health Department

¾

Education Department

On the basis of in-depth analyses of each department a matrix of their strengths and
weaknesses was complied. From these the following major conclusions emerge:
¾

The country might have emerged as a very buoyant economy in the global world.
However, culturally its population has not brought about attitudinal and
behavioural changes required for modern vehicles and high speed driving.

¾

Structural changes incorporating the emergent and newer road safety tasks that
should have come about in all the Departments connected with various aspects of
road safety are not on the mind sets of the policy planners of these Departments.
Visualization of a future perspective/scenario of say twenty/thirty years from now
is just not there. Road safety at the moment is a loosely handled activity perceived
differently by the different players. Consequently, it is no surprise to find
contradictions in the goals and objectives set and being pursued by different
players. There is also not a good fit between the goals set and the approach being
used to achieve them.

¾

Road safety is not accorded the priority that it urgently needs. In fact, it is still
perceived to be a task needed to be undertaken only in the urban areas of the
state: Traffic Police do not have the mandate to enforce traffic regulations in the
rural areas. While some of the road safety tasks are left unattended, certain others
are being carried out unsatisfactorily.

¾

The distribution of road safety tasks among the different players is fragmented
and uncoordinated. Those connected with the physical part, do not necessarily
build roads and traffic signalling infrastructure, some thing that is needed to meet
the requirements of road safety. There is also a conflict between the Transport
and the Police Departments handling similar tasks. All the Departments/ agencies
jointly responsible for road safety tasks work in their separate, watertight domains
and do not maintain effective coordination with each other to achieve the common
goal.
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¾

Among many small and big players engaged in the task of road construction,
amazingly enough road safety is not built in to the process of project formulation
and appraisal. This is true as much in the case of the main institution, the PWD as
about minor players such as the Municipal Corporations. Rural Engineering
Services and the Mandi Parishad. The latter generally do not always bother about
road maintenance.

¾

The distinctiveness of the task of traffic regulation and enforcement planning has
been recognized very hazily. The Home ((Police) Department is yet to establish a
separate Traffic Police Cadre and has not provided adequate number of traffic
personnel, equipment, and funds commensurate with the task. Its facilitation
suffers due to subordination of the traffic personnel to the Civil Police looking after
maintenance of law and order. Starved of functionaries, funds and facilitation, the
Traffic Directorate does not find itself the competence and imagination of the local
level Traffic /Civil Police officers. An environment in which efficiency does not
always get rewarded also hampers the quality and efficiency of traffic
enforcement.

¾

The main concern of the Transport Department is generation of revenue, and not
necessarily providing efficient transport facilities to the public. It is very lax in
issuing licenses for different categories of drivers. Compliance checking that does
not punish driving incompetence, rashness, irresponsibility and total unconcern
about road safety further compounds this leniency.

¾

Urban bodies such as the Municipal Corporations emerge as the greatest culprits.
Instead of solving road safety problems, they seem to be adding to them by their
inaction in preventing appropriation of road space, encroachment of open spaces,
footpaths and other spaces, not planning parking, not preventing high FSI
buildings in the already choked central business district areas. They are not
relocating specialized markets and are installing traffic signalling infrastructure as
they see it, and not relating it with the requirements of traffic flow, mix and
destination. They are not maintaining the traffic signals or traffic signage
satisfactorily.

¾

Post-accident critical care of the accident victims is highly inadequate from the
time the accident takes places to the point the victim arrives in the specialized
medical facility. In fact, the implementation of the critical care facilities, in
particular through the teaching hospitals, is such as to make it a loosely arranged
institutional care.

¾

Road safety education is being handled as a general and sporadic task by two
Departments, Traffic Police and Transport, that have a negative image in some
eyes. Road safety education provided by them lacks credibility, continuity, and
specificity. The funds allocated to the three Departments- Education, Transport
and Traffic Police – are a drop in the ocean. To improve the situation there is an
urgent need for curriculum development and constant refinement and training of
teachers in road safety. Further there should be Periodic screening of audio-visual
material at all educational facilities.

¾

The public is not very much involved in the road safety tasks. There appear to be
few initiatives to encourage greater public involvement in road safety.
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8.

Identified Areas for Intervention
Based on the situation analysis of the delivery of road safety tasks by different institutions
in Uttar Pradesh, the following are identified as the Key problem areas requiring
immediate intervention to ensure road safety in Uttar Pradesh.
a.

Closed mindsets of the political and administrative decision makers, engineers
and planners; absence of thinking beyond casualty totals (inclusion of health risks
from adverse environmental impact, physical fitness, etc); absence of an enabling
road safety environment in the society, economy and polity of the state; culture of
encroachment of road space, defying traffic rules and regulations and
subordinating public good to personal gains.

b.

Anomalies in the distribution of the road safety sub-tasks among different
agencies; very little concern for sorting them out and an appropriate composition
and facilitation of the coordination mechanism of the State Road Safety Council,
its relative dormant state and non-existence of any effective road safety task
coordination mechanisms at the district and city levels; pursuit of contradictory
policies of running with the hare and hunting with the hounds by some of the
institutions.

c.

Non-involvement of all stakeholders in road safety plans leads to the nongovernmental partners shouldering responsibilities to reach a common goal.

d.

Absence of serious concern and attention to providing safer road design in the
main institution of the PWD. Absence of concern about routine maintenance of
existing roads in the organisations playing minor roles as road builders in rural
areas, and parts of cities/ other areas being developed for housing/ industrial
development.

e.

Poor quality of roads, road furniture, traffic signalling infrastructure and very
significant concern for taking mitigating measures at the identified accident-prone
spots.

f.

Lack of proper training of the drivers and other road users, emergency staff,
engineers and planners; driver licensing without proper testing, compliance
checking geared more to revenue generation and overlooking the main focus
areas (i.e., absence of driving skills, rash driving, overloading, over speeding, and
plying age-expired vehicles, etc. )

g.

Lack of mandate for enforcement in rural areas, for handling accident investigation
and pursuing prosecution, for handling spot fines for non-compliance by the road
users and vehicles by non-Gazetted traffic Police hands, non-existence of the
traffic cadre, line control of the Traffic Police by the Civil Police arm, inefficient
enforcement of traffic rules and regulation due to inappropriate training of traffic
Police, inadequacy of traffic personnel, and equipment and funds; absence of
specific action plan based road safety enforcement; absence of an accident data
recording and analysis system; absence of use of research to periodically make
road safety action plans according to changing ground realities.
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9.

h.

Sporadic and generalized focus to road safety education; need to change the
focus to developing skills such as hazard perception changing attitudes,
reinforcing behaviour, management of personal risks in elation to road
environment, development of coping strategies; use of professionals to produce
specific modules targeted to specific problems and groups using different media
and communication strategies.

i.

Inadequate funding for the roads safety measures; inappropriate use of allotted
scarce resources; absence of any effort to mobilise resources from the other
stakeholders; non-involvement of private entrepreneurs in the road sectors.

The actions required to address the above areas are set out in the Road Safety Action
Plan.

Legal Matters
10.

A comprehensive review of legislation that impacts on Road Safety was undertaken –
Constitutional Issues, Motor Vehicle act, Central Motor Vehicle Rules, state Motor Vehicle
rules.

11.

The changes recommended to the U.P. Motor Vehicle Rules include:¾

Helmets to be worn by all pillion passengers

¾

A special provision of law should be included to ensure the safety of children.

¾

Current IRC Standards should be used throughout the state

¾

Speed limits by type of road should be introduced

¾

A duty of care should be placed on drivers while crossing a railway crossing

¾

A speed limit of 20 km/h should be imposed on tractors

¾

Accident compensation to be paid within 6 months, as in Railways.

In addition the wearing of seat belts by drivers and front seat passengers should be
enforced.
Financial
12.

Regarding the present financial provisions it may be pointed out that the State Budget
does not mention any specific and earmarked allocation of funds for road safety
measures either as a major head/sub-head or minor head. it appears that the nonrecognition of ‘Road Safety Measures’ as a distinct functional category of infrastructural
activity is responsible for the absence of any clear cut allocation in the budget of the State
Government. It has been observed that Government of U.P. has made a very small
budgetary provision for financing road safety measures for the Department of Transport.
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13.

The State Road Fund was Rs 221 crores during the year 2001-2002 and has marginally
increased to Rs 300 crores during the current year (2005-2006).

14.

The provision for road safety and traffic operations measures under World Bank Loans is
US$ 13.16 which is 2.1 percent of the total loan.

Resource Mobilisation : Potential
15.

The recovery of Penalty by Traffic Department in U.P. was Rs. 243.85 lakhs in the year
2000-2001, which with the same level of enforcement is expected to increase to
Rs. 1148.41 lakhs during the year 2020-21 (As per Directorate of Traffic, GoUP).

16.

The collection of penalties on vehicles is was Rs 2754.22 lakhs during the year 2000-01
and Rs 3209.40 in the year 2004 (up to December 2004).

17.

The revenue collected through Motor tax, Goods tax, passenger tax, (Pvt. & UPSRTC)
lakhs by Transport Department in U.P. was Rupees 45,618 lakhs during the year 1998-99
and Rs. 70,048.89 lakhs during 2004-05 (Jan)

18.

Potential sources of Additional Revenue identified in an earlier study given below

Additional Tax on Fuels – Petrol & Diesel (incl. cess)

User charges

Sales Tax on Vehicle

Revenue only

Duties on tyres & tubes

Revenue /user charge

Tolls

User charge

Motor Vehicle Insurance Charge

Revenue only

Vehicle Registration Charge

Revenue only

Source : TCS, Policy Support and Institution Development Study, 2002.

State Road Safety Fund
19.

It is recommended that a State Road Safety Fund should be established along similar
lines to the Tamil Nadu Road Safety Fund. It should be funded from the receipts from
spot fines and compounding fees. The possibilities of attracting private investment should
be explored.

20.

The State Road Safety Fund should be spent only on the major heads of expenditure
specified in the proposal; these include traffic signals, signs, equipments, and ambulance
maintenance and trauma expenditures.

March 2008

10

Report No. 25

Technical Assistance for Implementation of Institutional
Reforms in Road Sector of Uttar Pradesh

Accident Data Collection and Analysis
21.

The primary source for road traffic accident data is the police department. Other sources
are insurance company records, hospital records, tow vehicle operators and special
research studies. In the year 1996, with 29.77 lakhs of registered vehicles, 16648 and
accidents have occurred killing 8111 persons and resulting in economic loss of Rs.
8237.5 million. The corresponding figures for the year 2004 are 64.23 lakhs vehicles,
17879 accidents killing 9463 persons and an economic loss of Rs. 8939.5. If road safety
measures are not implemented in the near future the number of persons killed or injured
will increase.

22.

Police at the accident site are faced with three immediate tasks
¾

To control the mob which has gathered

¾

To clear the traffic

¾

To dispose the vehicle and the victim in case of serious and fatal accidents and
also have to collect the details of the accident.

More resources and better deployment are required to improve the recording of accident
details and to reduce the under-reporting of accidents.
23.

The accident details are recorded on a First Information Report. The Traffic Directorate
have issued a checklist to be used when reporting accidents. However, even after this
initiative, the quality of details is not encouraging.

24.

The required accident data can be best obtained by the police completing a form such as
the India Road Accident Report Form. A Hindi version of the form, in fact a bi-lingual
version Hindi and English was developed and training for filling up this form was given to
police from various districts.

25.

In order to make the best use of the accident data collected, computerization is required.
This can take a number of forms – in-house developed systems, spreadsheets and
commercial packages such as MAAP in use in Karnataka or IBS in use in Kerala.

26.

At this point in time the most important task for the Police is to record accidents on Indian
Road Accident Report Form. Accidents in U.P. except with the exception of those
involving fatalities are grossly under-reported.

Blackspots /Accident Prone Areas
27.

The level of detail currently reported in the accident records is just enough to identify
locations but not sufficient to carry out in-depth analyses required to determine possible
solutions.

28.

However having identified accident prone areas such areas should be prioritized for
implementing standard traffic engineering measures such as traffic signs, road markings,
channelisation and clear indication of who has the right of way at junctions. All these
features are frequently absent on most roads throughout U.P.
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Road Safety Auditing
29.

During the project, road safety auditing activities have focused on the completed Major
Maintenance Projects (RMCs).

30.

Training was given throughout the task. This started with a two day programme. This was
followed with additional sessions, as appropriate, during the 'conduct of the road safety
reviews.

31.

The approach to the Road Safety Reviews was to follow the following basic steps:
a.

Keep the motor vehicles in the traffic lane.

b.

Separate the road users on the basis of speed.

c.

Warn the road users with signs and road markings.

d.

Provide a forgiving roadside to errant vehicles.

The most common remedial actions were treatment at intersections, edge line marking, guide
posts, Raised Reflective Pavement Markers (RRPM), warning signs, trees within the clear zone
(formation width of road), narrow culverts (parapets within the clear zone and/or formation width
of road).and narrow bridges.
32.

Many of the safety items identified by the Road Safety Reviews are common to all
projects. They are generic in nature and have common solutions that rely on consistent
application of standard treatments.

33.

The most-common issues involve improvement of delineation at bridges, curves and
culverts, including the widening of culverts. Narrow or single lane bridges are major
potential concerns that can only be successfully addressed by the provision of wider
bridges.

34.

Narrow culverts and bridges, those with parapets or less than 7.0m between kerbs, can
be made safer by improvements to delineation - edge lines, raised reflective pavement
markers, bridge width markers and narrow bridge warning signs. This work is likely to
cost much less than widening. However, when the width is restricted to single lane usage,
there is no better solution (or costly) than widening to provide for two normal lanes.
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Road Safety Action Plan
35.

The Road Safety Action Plan includes the recommendations discussed above. The main
actions include :a.

Re-invigorate the State Road Safety Council (SRSC) with the installation of the
Chief Minister as Chairman and Establish the State Road Safety Board (SRSB) to
support the SRSC.

b.

Improve Co-ordination between the Institutions involved in Road Safety and build
Institutional Capacity. It is felt that this will be achieved most effectively and
quickly when the Chief Minister is Chairman of the SRSC.

c.

Establish Arrangements for Funding Improvements .in Road Safety

d.

Increase resources to the Police to enhance their Enforcement Efforts

e.

Increase the resources available to the 'Regional Transport Offices for Testing
Vehicles

f.

All highway design, maintenance and construction to be based on current Indian
Roads Congress (IRC) Standards.

g.

Develop a State-wide Policy for Setting Speed Limits

h.

Develop a Programme for Implementing Traffic Signs and Road Pavement
Markings on State Roads.

36.

A micro level Action plan to be implemented within a 3 year period, indicating the type of
action, the departments involved, time frame, fund requirements and sources of funding is
set out in this report (see Para 15 above).

37.

It is estimated that Rs 9729.36 lakhs will be required to implement the suggested road
safety measures over a three year period.
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4.3

STRUCTURE OF THE REPORT

The Report comprises eleven chapters numbered 1 to 11. To facilitate dissemination the
chapters have been grouped to form seven volumes:
Volume I

- Introduction and Road Safety Policy

Volume II

- Institutional and Organisational Environment

Volume III

- Legal Environment

Volume IV

- Financial Environment

Volume V

- Accident Reporting and Blackspots

Volume VI

- Road Safety Audit'

Volume VII

- Road Safety Action Plan

The chapter numbers have been retained to enable easy reference to the "Draft Final Report and
Action Plan".
U.P. STATE ROADS PROJECT
This project is part of the World Bank assisted U.P. State Roads Project. The full title of the
project is "Consultancy Services for Institutional Support and Technical Assistance to the Road.
Safety Sector in the State of Uttar Pradesh". The title is often abbreviated to the "U.P. Road
Safety Study"
The main objective of this study was to critically examine the existing road safety scenario in U.P
and to suggest suitable action plan to improve the road safety by minimising the road accidents
in U.P. roads.
ROAD SAFETY SCENARIO
In 2004, 17,879 accidents were reported which resulted in 9,463 people being killed and 12,546
people being injured. It has been estimated that the economic loss in 2004 was
Rs 8,939,500,000. A more detailed description of the Road Safety Scenario is in Chapter 2.
STAKEHOLDER WORKSHOP
A Stakeholders' Workshop was held during the course of the Project on 4th July, 2005.
Invitations were sent to over two hundred and fifty people of which over one hundred and
seventy people registered for the workshop. It is believed that the total number attended was
somewhat higher. Most of the workshop was conducted in the local language Hindi. More details
of the workshop are given in Chapter 3 of this volume.
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U.P. ROAD SAFETY POLICY
The U.P. Road Safety Policy was developed from the Draft National Road Safety Policy and the
same was presented in the first Stakeholders' Workshop after which the policy was' amended.
The development of the policy and its subsequent approval by the State Road Safety Council is
set out in Chapter 4 of this volume.
FRAMEWORK FOR ROAD SAFETY
Institutional and Organisational
The task comprises four parts. The first part analysed the six departments/ agencies (PWD,
Transport Department, Home Department, Urban Development Department, Medical and Public
Health Department and the Education Department) which are most involved with the delivery of
road safety sub-tasks. On the basis of in-depth analyses of each department a matrix of their
strengths and weaknesses was complied.
The second part of the task looked at the emergent scenario of road safety in U.P. and the third
part developed proposals for institutional co-operation and institutional capacity building. The
fourth part presents specific proposals for buildings the institutional capacities of the six
departments.
Volume II presents a detailed description of all four parts.
Legal
The Constitutional Issues as they impact on road safety are examined in detail. The Motor
Vehicle Act, Central Motor Vehicle Rules, Delhi Motor Vehicle Rules and U.P. Motor Vehicle
Rules are reviewed; the main results of which are contained in the ‘Annexure B’ (Volume III).
This is followed by an outline description of the U.P. Motor Vehicle Rules and changes to
improve road safety. A section on the liability of engineers and planners as regards their work on
the road system in included in Volume III.
Financial
The existing funding arrangements for road safety activities are critically examined. This is
followed by a description of the proposed funding arrangements including a State Road Safety
Fund. Projections are made of the future requirements for funding by the main departments/
agencies- PWD, Transport Department, Home Department, Urban Development Department,
Medical and Public Health Department and the Education Department. The details are presented
in Volume IV.
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TRAINING
Training has been a very important part of this project. The project included some intensive oneday training of police officers, including some police trainers, in our office. The training covered
road safety awareness and filling up of the Indian Accident Reporting Form including the drawing
of site sketches and collision diagrams. In addition to the foregoing, in a Police One Day Training
Courses at Sitapur the filling in of the Indian Accident Reporting Form (IARF) to 100 police
personnel was demonstrated. A bi-lingual (Hindi and English) IARF was developed and
circulated to some of the police stations for adoption.
Another area, where extensive training was undertaken is related to the road safety audits/safety
reviews of twelve completed Rehabilitated Maintenance Contracts (RMC). The included desk
training in the Span Consultant office (and in a PWD Office at Meerut), site visits and on-the-job
work.
From 26th September to 30th September a one week residential Training Programme for 50
persons from various parts of U.P. covering police, PWD, Transport, Education was conducted in
the Sagar International Hotel, Lucknow.
More details of the training are given in Volumes V and VI.
ACCIDENT REPORTING, ANALYSIS AND BLACK SPOTS
Volume V (Chapter 8) covers accident reporting and analysis and Volume V (Chapter 9)
discusses the procedures for identification and rectification of black spots.
ROAD SAFETY AUDITING ACTIVITIES
Volume VI describes in detail the Road Safety Reviews that were undertaken for twelve RMC
Sections covering a total length of around 600 km.
ROAD SAFETY ACTION PLAN
The Road Safety Action Plan in Volume VII includes the actions recommended in the previous
chapters. A micro level action plan, to be implemented within a three year period, describing the
specific action, the department(s) in which the action has to be initiated and implemented, the
time frame, fund requirements, and source of funding are put forward.
The Action Plan, if implemented, the objective of this project study namely, improving the road
safety by minimising the road accidents on Uttar Pradesh roads, could be successfully achieved.
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4.4

ROAD SAFETY POLICY FOR UTTAR PRADESH

NATIONAL ROAD SAFETY POLICY
The starting point for the development of the policy was the Draft National Road Safety Policy
submitted to the National Road Safety Council in January, 2005. The Policy addressed eleven
issues
•

Raising Awareness about Road Safety Issues

•

Providing enabling legal, institutional and financial environment for road safety.

•

Road safety information database

•

Safer road infrastructure

•

Safer vehicles

•

Safer drivers

•

Safety for vulnerable road users

•

Road traffic safety education and training

•

Traffic enforcement

•

Emergency medical services for road accidents

•

HRD and research for road safety

The first step towards a Road Safety Policy for Uttar Pradesh was to amend the National Road
Safety Policy Statements so that they were appropriate for the State of Uttar Pradesh.
PRESENTATION OF POLICY IN WORKSHOP
The Draft Road Safety for Policy U.P. was presented at the Workshop held on Monday 4th July,
2005 at which over 170 people registered.
At the workshop there were no comments on the format or content of the Policy. However on the
other hand there were many comments and suggestions about what the problems were and
suggestions about what should be done.
The Policy Statements and / or the strategies for implementing the policy statements were
reviewed and amended where necessary so that they were compatible with both the problems
and actions put forward at the Workshop.
ADOPTION BY STATE ROAD SAFETY COUNCIL
The proposed Road Safety Policy for Uttar Pradesh was adopted by the U.P. State Road Safety
Council at their meeting on 20th September, 2005, The adopted U.P. Road Safety Policy
follows:-
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1.

RAISING AWARENESS ABOUT ROAD SAFETY ISSUES

Policy Statement
The Government will make increased efforts to promote awareness about the seriousness of the
road safety problem, its social and economic implications and the necessity to curb the rising
menace of road accident. This will facilitate various stakeholders to play their rightful role in
promoting road safety.
Strategies
1.1.

Raising awareness among key decision-makers and stakeholders to facilitate them for
planning and promoting road safety.

1.2.

Raising awareness about the gravity of road safety issues among all citizens of the state
to enable them to treat it as an important state problem.

1.3.

To enlighten the various road user groups with respect to their roles and responsibility

2.

PROVIDING ENABLING LEGAL, INSTITUTIONAL AND FINANCIAL ENVIRONMENT
FOR ROAD SAFETY

Policy Statement
The government will clarify the institutional responsibilities for the various stakeholders
in road safety and take appropriate measures to ensure that the required legal,
institutional and financial environment for road safety is put in place. The reforms in these
areas would take into account an active and extensive participation of the community at
large and of private and business sector as well as of NGOs.
Strategies
2.1.

To create enabling legal framework for road safety at all levels.

2.2.

To create enabling institutional framework for managing road safety.

2.3.

To create enabling financial framework for road safety.

3.

ROAD SAFETY INFORMATION DATABASE

Policy Statement
The Government will establish a state-wide road safety information system. In doing this
the government will seek increased help and assistance for the Union Government as
provided for in the National Road Safety Policy.
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Strategies
3.1.

Improve the reporting of important details at the scene of the accident shortly after the
occurrence of the accident.

3.2.

Improve the storage and accessibility of all data relevant to an accident such as vehicles
person involved, and road environment.

3.3.

Contribute to the development of the comprehensive road safety information database
included in the National Road Safety Policy.

4.

SAFER ROAD INFRASTRUCTURE

Policy Statement
The Government will undertake additional steps to promote road safety measures at local
as well as at state level. Safety conscious planning and design of roads and road network
will be encouraged whilst undertaking new as well as up gradation and rehabilitation road
schemes through application of road safety audits. Continuing application of ITS to
achieve a safe and efficient transport system will be encouraged.
Strategies
4.1.

Review the design standards, codes, guidelines, etc. access and development control
procedures currently in use in the state and ensure best practices in road safety are
incorporated and also develop highway maintenance guidelines to ensure that there is no
deterioration of road safety during the 'life' of the road.

4.2.

To facilitate quality improvement of practicing highway engineers on various road safety
aspects through training and dissemination of appropriate road safety knowledge.

4.3.

Adopt accident reduction strategies for existing roads through black spot improvement
programmes.

4.4.

Required all proposed new and rehabilitation road schemes to be checked from a safety
perspective for all types of road users during the planning and design stages through
Road Safety Audit.

5.

SAFER VEHICLES

Policy Statement
The Government will take steps to increase the effectiveness of the control of operation
and maintenance standards and the means by which it can be assured in order to
minimize adverse safety and environmental effects of vehicle operation on road users and
infrastructure.
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Strategies
5.1.

To promote the statutory periodic inspection as an essential check on the roadworthiness
of all vehicles.

5.2.

To minimize adverse contribution of vehicle conditions on roads and road users.

5.3.

Adopt more stringent standards for the registration and use of agricultural vehicles and
trailers.

6.

SAFER DRIVERS

Policy Statement
The Government will continue to encourage the provision of infrastructure and tools for
setting up proper driver training. Testing and evaluation systems will be acquired to
provide uniformity in driver training and licensing procedures.
Strategies
6.1.

To facilitate the development of systems that ensure only safe and competent new drivers
are permitted to use the roads.

6.2.

To improve manpower both quantitatively and qualitatively, to test and evaluate the
driving ability of all license applicants.

6.3.

To qualitatively improve the safety performance of the existing identified driver groups
contributing to road safety problems.

7.

SAFETY FOR VULNERABLE ROAD USERS

Policy Statement
The design and construction of all road facilities will take into account the needs of
vulnerable and physically disadvantaged in an adequate and equitable manner. The
government will seek to identify the current "best practices" in this area and disseminate
widely to town planner, architects and highway and traffic engineer.
Strategies
7.1.

Recognize vulnerable road users (VRU) as equally important elements as the motorized
vehicle in the planning, designing, construction and operation of roads and to provide for
their special needs.

7.2.

To encourage NGOs to work with vulnerable road users to increase their awareness of
the dangers from vehicle traffic.
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8.

ROAD TRAFFIC SAFETY EDUCATION AND TRAINING

Policy Statement
Road safety knowledge and awareness will be created amongst the population through
education, training, and publicity campaigns. Road safety education will focus on school
children and college going students, while road safety campaigns will be used to
propagate good road safety practice among the community. The government will
encourage all professionals undertaking road design, road construction, road network
management, traffic management and law enforcement to obtain adequate knowledge of
road safety issues.
Strategies
8.1.

Development of formal and informal road safety education systems and learning aids for
children of various age groups.

8.2.

Planning and implementing community based road safety programmes to engage local
people as well as NGOs in areas of road traffic safety that most affect their daily lives.
This would cover urban, sub-urban and rural areas.

8.3.

Planning, designing and implementing training programmes for various specific
professional groups having responsibility of road safety management such as traffic
personnel, highway engineers, school teachers, town planners, NGOs etc.

9.

TRAFFIC ENFORCEMENT

Policy Statement
The government will seek to improve the quality of their traffic enforcement agencies and
respond positively to the Union Government initiative to establish Highway patrol forces on
National and State Highways.
Strategies
9.1.

To undertake appropriate steps to ensure the traffic police are adequately manned,
trained and equipped to carry out their function ensuring safe road use and orderly traffic
flow.

9.2.

To undertake appropriate steps to ensure the transport department officers are
adequately manned, trained and equipped to carry out their function ensuring vehicles
are safe including being overloaded.
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10.

EMERGENCY ACCIDENTS MEDICAL SERVICES FOR ROAD

Policy Statement
The government will continue to strive to achieve its target that all persons involved in a road
accident benefits from speedy and effective trauma care and health management. The essential
functions of such a service would include the provision of rescue operation including pre-medical
care and first aid at the site of the accident, the transport of the victim to an appropriate hospital
and the subsequent provision of definitive treatment.
Strategies
10.1.

To improve communications between the police and emergency services as a means to
reduce response times and to assist in the planning and implementation of highway patrol
and traffic aid post scheme.

10.2.

To train police, fire and other emergency personnel such as those from ambulances and
paramedics in basic first aid for accident victims.

10.3.

To develop local and regional trauma plans based on the study of post accident
assistance and consequences for road traffic accident causalities.

10.4.

To provide appropriate information to assist accidents victims to gain their rightful
compensation for their injuries.

11.

HRD AND RESEARCH FOR ROAD SAFETY

Policy Statement
The Government will whenever possible support the Union Government efforts to improve road
research activities and seek to ensure that any problem areas in the state receive appropriate
attention in the research activities. Efforts will be made to ensure that research establishments in
Uttar Pradesh are given fair share of increasing, research activities.
Strategies
11.1.

To set up a system for identifying areas worthy for research.

11.2.

To develop a system for the wide spread dissemination of the results of research among
road safety professional in the State.
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4.5

INSTITUTIONAL AND ORGANISATIONAL ENVIRONMENT

METHODOLOGY EMPLOYED
The analysis presented is based on the information, primary and secondary data collected from
the six major Departments of the Government of Uttar Pradesh and local self-government and
statutory agencies connected with various aspects of road safety. The secondary data has been
culled, collated, compiled and re-cast from official documents of the concerned Departments/
Agencies. It has been supplemented by in-depth discussions with various stakeholders and
further verified through personal observations of the physical and behavioural aspects of road
safety.
IDENTIFICATION OF DEPARTMENTS/INSTITUTIONS
RELATED SUB-TASKS IN UTTAR PRADESH

DELIVERING

ROAD

SAFETY

Based on detailed discussions with Departments/Institutions in Uttar Pradesh, the following have
been identified as the Agencies delivering road safety related sub-tasks in the state:
SI. No.
01

02

03

Department I agency

Road safety related sub-task(s) I activities handled

PWD

Formulation of road network projects, construction, maintenance;
physical marking of extent of encroachment of road space (for
removal by urban development institutions).

Home (Police)

Enforcement of intra-city, inter-city, inter-district and inter-state
traffic on local roads, state and national highways; checking of
vehicles and drivers for compliance of MV act and rules; road safety
education; rescue, first aid, and transport of accident victims to
emergency and trauma care facilities; filing of FIRs, accident
investigation and pursuing prosecution in road accident cases.

Transport

Registration of various types of vehicles; licensing of different
categories of drivers; collection of road tax, and fee, passenger and
goods transport, issuance of permits for special purpose and
specific destination commercial vehicles; checking of compliance of
Rules and regulations under MV Act and road-worthiness of the
vehicles; planning and operation I overseeing of inter-state, intrastate, inter-city, intra-city public/ commercial/ public-private mix road
transport systems; road safety education. .
Prevention and removal of encroachment; planning, construction
and maintenance of roads within their areas of jurisdictions;
provision and maintenance of parking, pavement and pedestrian
space; planning, installation and maintenance of traffic signalling
infrastructure and traffic regulation/ channelisation signage/
marking and their periodic repainting/repair.

04

Urban
Development
(Municipal
and
urban
development institutions)

05

Medical and Public Health

Post-accident emergency and trauma care of the accident victims

06

Education

Providing road safety education to schoolchildren.
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ANALYSIS OF ORGANISATIONAL CHARTS
The PWD
Of the three components of road safety, the roads constitute the physical segment. Although
planning, formulation, construction and maintenance of the road projects are mainly the
responsibility of the PWD in Uttar Pradesh; it is not the only player involved in this task. Other
minor players include the Rural Engineering Service (RES), the Mandi Parishad, the Federation
of Uttar Pradesh Cane Co-operative Unions, the Urban Development Authorities (in the urban
areas of large cities), the Housing Boards, the Municipal Corporations of KAVAL towns and the
Industrial Development Authorities of NOIDA, Greater NOlDA, Gorakhpur, Lucknow and Agra.
Historically, there was only one public works agency in the state which handled all types of public
works: apart from the roads, buildings, bridges, and storages, these also included the irrigation
networks. Gradually, an approach of splitting single tasks from the parent Department of Public
Works and handing them over to other agencies resulted first in the separation of irrigation, next
the buildings and bridges, road and other infrastructure in the industrial estates and finally even
the rural roads. Since this was also accompanied by making them independent Departments!
Agencies the outcome is a lack of any functional coordination among them. There is also no
resource allocation and investment efficiency.
Even within the road sector, the left over task of building and maintaining roads is now being
shared between the PWD and the nascent organization of the Uttar Pradesh State Highways
Authority. The latter has been set up with the express objective of using investment of the private
sector on a Build, Operate and Transfer basis. Despite the presence of a very large number of
agencies in the road sector in the state the important issue of ownership of the roads has
remained hazy with the consequence the agencies that built the roads display a laid back attitude
about their maintenance and to the safety of the road users. The road users themselves have not
been involved in any of the decisions regarding building, operating, and maintaining the roads.
Nor are the agencies involved accountable to the road users.
Road environment continues to be decided mainly, if not entirely, by the PWD. Consequently, the
PWD is still the trendsetter of road environment in the state. Among the lengthy list of the
governmental Departmental structures in the state of Uttar Pradesh, the PWD occupies a very
prominent position. It is also one of the few Departments that spend a significant portion of the
budgetary allocations, both Plan and non-Plan.
Annexure A 1 contains the analysis of PWD and together with the organisation charts.
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The Transport Department
The Transport Department handles the tasks of registration of individual and commercial
transport vehicles, normal and special purpose transport permits for transport vehicles, issuance
and renewals of driving licenses for both categories of vehicles, collection of goods transport and
road tax and fee and ensuring environmental pollution control through pollution control
certificates. The Uttar Pradesh State Road Transport Corporation (UPSRTC) plies buses
providing public transport facilities to the travelling public. Although an autonomous corporation,
the UPSRTC is not a separate entity since it is a wholly owned corporation of the Government of
Uttar Pradesh, and is considered to be an extended arm of the Transport Department.
Annexure A2 contains the analysis of the Transport Department, including the UPSRTC, together
with the organisation charts.
The Home (Police) Department
The old Department of Home in Uttar Pradesh consisted of Home, Prisons, Home Guards, Civil
Defence and Political Pensions.
Annexure A3 contains the analysis of the Home Department together' with organisation charts.
The analysis addresses the Traffic and Civil Police interface, the role of the Traffic Directorate
and the often lax enforcement of traffic regulations and rules.
The Urban Development Department
Before analyzing the structure it is necessary to take note of the distinct character of the
Department. First; it is a Department dealing with the local self government of urban units of
varying sizes where line organizations of single function delivery Departments generally do not
have their units functional: their responsibility is generally discharged by a wing of the municipal
body itself in some of which the municipal bodies take officials from the specialized cadres of
some of the single function Departments (i.e., Mukhya Swasthya Adhikari of the Municipal
Corporation is a member of the Provincial Health Service and gets posted in the municipal body
at the discretion and pleasure of the Department of Medical and Public Health and not the Urban
Development Department). The, Municipal bodies are not financially as sound as many of the
single function delivery Departments (i.e. Transport, Medical, PWD, etc.). Consequently, the
organisational structures of the municipal bodies have wings of only those functions that are of a
threshold size for their purposes to deserve a separate wing (i.e., Engineering Wing). Second,
after the enactment of the 74th Constitutional Amendment Act, these arrangements have given
primacy to the decentralization of power and local self-governance. In its aftermath, in so far as
the governance of urban local bodies at various levels is concerned, the elected representatives
of the people (Mayor in case of Nagar Nigams, Chairmen in case of Nagar Palika Parish ads and
Nagar Panchayats) and statutory committees of these bodies take centre stage and the
bureaucracy, drawn from the IAS, UP Civil Service, Local Bodies Cadre or non-cad red staff
members, plays a secondary role of executing what has been decided by the political executives.
The third significant feature is that the role space of the Minister of Urban Development in the
direct administration of the urban municipal bodies is not as domineering as it is in the case of
single special task delivery Departments.
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Annexure A4 contains the analysis of the Urban Development Department together with the
organisation charts. The analysis includes two case studies Lucknow Municipal Corporation and
Lucknow Development Authority.
The Medical and Public Health Department
The present organizational arrangements in the three Departments of Medical and Public Health
(MPH), Medical Education and Training (MET) and Family Welfare (FW) in Uttar Pradesh reflect
the gradual expansion of the task space of planning and executing programmes converging on
the general area of medical and health care. Earlier on, the present separate Departments of
Medical Education and Training and Family Welfare were only two of the several wings of the
composite Department 'of Medical, Public Health and Family Welfare. Given the importance of
medical education in medical care and population stabilization task in Family Welfare, these
Wings were made separate Departments.
Annexure A5 contains the analysis of the Medical and Public Health Department together with
the organisation charts. The analysis addresses hospital care facilities in Uttar Pradesh,
Emergency Patient Care in the District level Government General Hospitals, the emergency
blocks in the medical colleges and the organisation and working of critical are at the Surgical
Emergency and Trauma Centre at KGMU.
The Education Department
Annexure A6 contains the analysis of the Education Department together with the organisation
charts. The analysis includes the historical evolution of the Education and addresses the present
organisation and the Road safety curriculum in the text books.
MATRIX OF STRENGTHS AND WEAKNESSES OF INSTITUTIONS DELIVERING ROAD
SAFETY SUB-TASKS IN UTTAR PRADESH
PWD Department Organizations Structures : Headquarters and line organization units of the PWD
Sl.
No.

1.

2.

Tasks/ Activities

Strengths

Weaknesses

Presence of Road Safety in
the mind-set of key decision
makers

• Technical competence
at top middle and
lower rungs of both
line
and
staff
organizational
structures

• Dormant, not reflected in the project
planning, formulation and appraisal of
the DPRs of road project
• Not reflected in the organizational
structure design; no specific staff for
Road Safety, Road Safety Audit

Use of Road Safety Audit
on the existing roads

• Preparation of detailed
road project reports
takes into account
road safety aspects.
• Training
being
imparted to staff under
the
WB
project:
assignments
given;
implementation to be
reviewed

• Not being carried out
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PWD Department Organizations Structures : Headquarters and line organization units of the PWD
Sl.
No.

Tasks/ Activities

Strengths

Weaknesses

3.

Sanction
of
projects
submitted for black spot
mitigating measures

• Subordinate
staff
prepared
and
submitted schemes

• Not sanctioned
• Separate allocation of budget for road
safety not there

4.

Reflections
of
claimed
knowledge on Road Safety
in the existing roads

• Random Road Safety Audit reveals
presence of a large number and types
of defects affecting road safety

5.

Mitigating
measures
projects programmed

• WB project is the first effort where this
would start

Change in the task space

• Newer responsibilities
farmed out to RNN,
SRDA

• Confined to traditional area of
constructing buildings, bridges, and
roads
• Areas such as traffic engineering,
super highways and traffic signalling
yet to be undertaken

• RNN and UPSHA use
newer procedures

• No separate detailed and recorded
appraisals of project reports from
engineering, cost and Road Safety
angles
• Continuation of contract system and
procurement of material not directly
from the manufactures

6.

7.

Changes in the major
procedures followed

8.

Changes in the work culture

• Only Rajkiya Nirman Nigam/ Bridge
Corporation, and UPSHA have
changed work cultures
• PWD has only opened new divisions
for existing projects funded by the
World Bank [roads, sodic]. These are
somewhat open- minded energetic
and using innovative inputs from
outside agencies

9.

Effectiveness of PWD in
road safety

• Yet to undertake the task in all
earnestness
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Sl.
No.

Transport Department Organisational Structures; Directorate, SRTA and UPSRTC
Tasks/ Activities
Strengths
Weaknesses

1.

Registration / Transfer of
vehicles

2.

Issuance of permits
(passenger, carriers,
taxis, special purpose)

3.

Issue/ renewal of driving
licenses

4.

Declaring vehicles unfit
for road use

5.

Pollution Control
Certification

6.

Providing public
transport services
(UPSRTC)

7.

8.

Checking (MV Reg. tax
Payment, road
worthiness insurance
driving ability)

Tax collection

• Over 64 lakhs in 2003-04
• Over 72% MCs and 12%
Tractors
• Procedures made user
friendly
• Proposal to install speed
governors on city buses,
maxi cabs, tempos
• Procedures streamlined
• Facility of smart cards

• 310
testing
centres
operational
• Garages,
NGOs
and
Petrol Pumps provide
testing facility
• Inter, intra district, inter
state
bus
transport
service
• 15 Divisions, 96 Depots
working
• Turn around efficiency
measures put in practice
• System upgraded through
18 fixed check points with
technical support
• Standards
fixed
for
different categories of
checking staff
• Planning Model Driver’s
Training School with the
help of Govt. of India
• Gradation of tax collection
centres
• Streamlining of SRTA
offices (Computerization,
issue of smart cards,
smart
card
driving
licenses and issuance of
destination permits)
• Addressing convenience
of all stakeholders
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• Enormity of traffic mix not addressed
• High rate of accidents, fatalities, and
grievous injuries
• Numbers on busy routes not sufficient
• Service requirement and spl. Permits
for viable routes not matching
• No proper initial testing
• No concurrent testing of driving skills
of private and commercial vehicles
• Checking is seen as means of
collecting revenue
• Generally confined to govt. vehicles;
private vehicles and carriers continue
plying age-expired vehicles adding to
accident vulnerability.
• Pollution Control Certificate given
even without proper testing
• Maintenance
laxity
a
cultural
phenomenon both in public as well as
private domains
• Accumulated losses Rs. 940 crores
• Top heavy administrative structure
thin at the maintenance and operating
levels
• Passenger amenities and revenue
generation inversely related.
• Jurisdictional overlap with Traffic
Police
• Both sets of checking squads lack
technical competence to judge roadbearing capacity of the commercial
vehicles
• Task targeted more towards revenue
generation (both public and private)
than strict enforcement of Road Safety
rules
• Disregard of passenger safety by the
private carriers, taxi, maxi cab
operators
• Common man’s problems in the hands
of agents
• Addressing the interests of mainly the
private transporters
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Sl.
No.

Transport Department Organisational Structures; Directorate, SRTA and UPSRTC
Tasks/ Activities
Strengths
Weaknesses

9.

Road Safety Awareness
& Education

10.

Traffic planning

• Attempting decongestion
via
water
transport
projects

11.

Payment of
compensation to
accident victims

• One Additional Transport
Commissioner
made
responsible to decide
cases

Sl.
No.

• Large staff organisation

Traffic Directorate

• Performing facilitation of
local enforcement units in
different parts of the state
• Coordinating with civil
police on traffic task

3.

Traffic task planning

• Traffic directorate for
guidance
• Help from civil side
available

4.

Training of Policemen in
traffic enforcement

• Police training facilities in
Sitapur and Moradabad

5.

Containing Traffic
growth

2.

• Large numbers of claims pending
settlement very tardy

Home Department Organisational Structures : Police (Civil and Traffic) and Home Guards
Tasks/ Activities
Strengths
Weaknesses

Prioritization of traffic
enforcement work

1.

• Token allocation of funds (Rs. 25
lakhs for 70 district in 2004-2005)
• Accent on theory, and not on giving
practical knowledge of Road Safety
• City
transport
and
UPSRTC
destination planning not on the basis
of traffic generation
• Projecting requirements and planning
facilities accordingly absent
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• Accorded very low priority; VIP
protection,
crime
prevention,
investigation,
intelligence,
and
maintenance of law and order rated
far more important tasks
• Unit far too deficient on functionaries,
funds, and facilitation
• Needs more men, equipment, and
other resource support to contribute
significantly to road safety
• No mandate for traffic engineering
• Traffic enforcement task not entirely
independent activity.
• Human dimension not recognized as
an important elements
• Task load and local specific traffic
planning not put in to practice
• Standard assistance like Road Safety
Patrols. Traffic Warden and Citizens
for Road Safety not in practice.
• Specialised training in accident
recording investigation and analysis
not being done
• Not trained in providing first aid to
accident victims
• Changing attitude and approach to the
job (i.e. job is special and vital, team
work spirit, familiarity with figure work
and better knowledge) not in place.
• MCs/ UDAs continue to allow
commercial high FSI complexes in
CBDs
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Sl.
No.

Home Department Organisational Structures : Police (Civil and Traffic) and Home Guards
Tasks/ Activities
Strengths
Weaknesses

6.

Providing parking space

7.

Equipping the Traffic
Police

8.

Enforcement behaviour
of the Policemen

9.

Accident data recording

10.

Checking of vehicles &
drivers for compliance of
rules and regulation

11.

Awareness and
education

• 26 districts provided with
Ambulances
• 6 districts provided with
cranes

• Training given to teachers
• Training to all traffic men
• Organization of traffic
week/month
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• No relocation of specialized markets
• No space planning and specified
location for fruit/vegetable markets.
• Mandate with MCs, UDAs; who have
not built parking facilities. Parking on
circulating space
• Adequate quantity of equipment.
(vehicles,
ambulances,
cranes,
cameras, speed guns/ radars, breath
analyzers)
and
software
for
computerized testing not provided
• Dealing differentially with offenders
from different socio-economic strata
• Prone to get involved in collections of
illegal gratifications
• Strict men apt to be transferred for
discharging their duties diligently.
• Treated as a CPC crime and FIRs
recorded; intention to find the culprit
who caused the accident, injury/death
and to get him\her punished; case
diary information not available for
research
• FIR by civil Policemen; investigation
not carried out by specialists.
• Accident
information
on
FIRs
insufficient for analysis; no time series
data complied
• Cos, TIs, and TSIs are not authorized
to order and collect spot fines
• Often used more for harassment of
the commercial vehicle drivers
• No competence to check road bearing
capacities of vehicles
• Checking not focusing on the human
element in road behaviour of drivers.
• Low priority and allocation of funds not
matching requirements
• AE sporadic, generalized
• Specific target group focused AE
absent
• Practical demonstrations not done

31

Report No. 25

Technical Assistance for Implementation of Institutional
Reforms in Road Sector of Uttar Pradesh

Sl.
No.

Home Department Organisational Structures : Police (Civil and Traffic) and Home Guards
Tasks/ Activities
Strengths
Weaknesses

12.

Mandate for Traffic
Engineering (Install
/maintenance of traffic
signals)

• Traffic
Directorate
expected
to
provide
mandatory,
cautionary
and information signs
where these are not
provided
by
other
agencies

13.

Adequacy of
enforcement personnel

• Posting of Home Guards
along with Traffic Police

14.

Additional help on
special occasions

• Personnel
from
PAC
posted
• Supervision by Executive
Magistrates

15.

Enforcement efficiency
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• Responsibility with MCs; do not plan
proper signals; do not maintain
properly
• Mandatory provisions for traffic
engineering necessary
• Proper road safety signals confined to
major arteries in cities
• Periodicity of sign repainting to long
• All categories of roads do not have
signals/makings
• Inadequate funds to install traffic
signalling system.
• Selectivity in manning regulating
points due to shortage of hands
• Inner areas left thinly covered
• Regulating,
cajoling,
disciplining,
booking sub-tasks not separately
given required personnel
• Frequency of sudden events risen
quite significantly
• Canalization, route changes effected
for long hours
• Flow and circulation estimation based
on pure guesswork
• Unpredictability of crowd behaviour
resulted in stampedes on quite a few
occasions.
• Inadequate support (men, equip
resources) for the task
• Pressure
and
greed
dilute
enforcement
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The Urban Development Department Organizational Structures : Municipal Corporations, State
Housing Board, Urban Development Authorities, Industrial Development Authorities
Tasks/ Activities
Strengths
Weaknesses
Sl.
No.
• Quite large engineering wings • Haphazard physical development of
urban neighbourhoods and no role of
• In Municipal Corporations of
Engineer. Wing in settlement planning.
KAVAL towns
• Presence of Architects and • Urban road infrastructure planning
Planning and
mainly upgradation of roads in older
support staff
1.
construction of local
areas and planning of some major
• Large units of executing corps
roads
arterial roads to connect newly
of engineering and support
developed areas by SHB, UDAs and
staff
private
builders
(planned
and
unplanned)
• Lack of adequate funds to carry out
needed quality and coverage levels of
• Monitoring by the Mayor and
maintenance
other elected representatives
Operation and
2.
maintenance of
• Complaints
lodged
by • Prioritization of available funds favours
roads
the more endowed VIP areas first
enlightened citizens in the
Courts
• Quality of maintenance poor; no
maintenance in some areas
• Social Culture of encroachment
• Indirect permission for most of the tea
shops, markets of vegetable, fruit,
assorted domestic items on the city
roads for which MCs collect Tehbazari
Tax.
• Connivance of Municipal Staff, elected
city representatives, UDA and TCPO
personnel in stopping encroachment
• UP
Public
Premises
[e.g. two Aminabad Parks “ sold out”
Unauthorized Occupant Act
to the merchants: Jhandewala Park
Prevention of
resurrected after intervention of the
• Section 26 of Urban Planning
encroachment of
SC]
3.
& Development Act.
circulatory urban
•
No action ever taken against official
•
Steady
stream
of
written
and
space road space
during whose tenures encroachment
specific complaints about
proliferated despite provision of
specific spots from citizens
stringent punishment under Sector 26
of Urban Planning Act.
• Non-enforcement of building by –laws
in case of commercial building
creating circulatory problems
• Non-enforcement of laws pertaining to
visual barriers such as putting of
hoardings within 200 meters of
crossings/ intersections
• Having first allowed encroachment the
MCs, UDAs/ HB, TCPO, PWD and
local police not taking proactive and
effective
steps
to
remove
Removal of
encroachment even under compulsive
4.
encroachments on
and time-bound directives of the HC in
the arterial roads
specific cases.
• Under compulsory and time-bound
directives of the HC carried removal
exercise half-heartedly
March 2008
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The Urban Development Department Organizational Structures : Municipal Corporations, State
Housing Board, Urban Development Authorities, Industrial Development Authorities
Tasks/ Activities
Strengths
Weaknesses
Sl.
No.
• Road safety consciousness absent in
the Municipal Bodies; sensitization
about the problem in print and
electronic media.
• Engineering Wings of MCs need
Road safety audit of
initiation into the procedures of road
office buildings/
safety audit and undertaking of
commercial
mitigating measures
5.
complexes
•
Measures such as Traffic Wardens at
educational shops
opening
and closing time points of
on the roads
schools facilities located on major
arterial roads not taken
• Legal notice to commercial/ office
complexes to create their own parking
spaces not served
• Parking plans, some even grandiose
ones made occasionally, never
implemented
• Trading class of the central business
districts, secondary markets and even
tertiary markets not persuaded and
Parking space
occupies two-third of road spaces
planning, regulation
6.
and persuasion of
• Paid parking thoroughly inadequate
users
and allotted to rowdy elements who
add to encroachment apart from
overcharging customers
• Commercialized
parking
not
experimented and not given planned
space is land use planning
• No systemized traffic load, complexity
mode mix, destination traffic planning
for the city dwellers, commuters and
City traffic
visitors taken as a whole
7.
management
• Some Eng. Staff in place
•
SP (traffic), CEs of MCs, RTOs and
planning
PWD
handle
sub-tasks
in
a
fragmented manner; work at cross
purposes
• MCs responsible but staff and line
capability wise not well-endowed to
discharge
the
responsibility
satisfactorily
• Not enough funds allocated to cover
efficient o & M costs.
Traffic Infrastructure
8.
planning, installation
• Traffic police experience problems
and O & M
due to poor functioning of mechanical/
electronically controlled signalling
systems.
• Operating electronic/electrical traffic
signalling
systems
have
more
advertisements blurring traffic signals
• Master Plans of KAVAL towns,
9.
Relocation of
March 2008
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The Urban Development Department Organizational Structures : Municipal Corporations, State
Housing Board, Urban Development Authorities, Industrial Development Authorities
Tasks/ Activities
Strengths
Weaknesses
Sl.
No.
congestion through
NOIDA, and Greater NOIDA more of
Master Plans
paper Plans; frequently changed to
suit periodic needs of specific interestgroups
• Funds for Road Safety sub-projects
rarely adequate
• Development of alternate CBDs, and
secondary markets left to the greed
and
ingenuity
of
the
private
developers

Medical and Public Health Department Organization Structures : District Hospitals, Emergency
Blocks of the Medical Colleges and Surgical Emergency and Trauma Centre, KGMU
Sl.
Tasks/ Activities
Strengths
Weaknesses
No.
Transport of accident
• Brought by family members/friends
victim from the accident
/strangers
1.
• Ambulance units
spot to the appropriate
• Ambulances generally not available
hospital
• Less
precise
investigation
and
diagnosis and prescriptive care due to
• 70 units
overcrowding
Emergency patient care
• General Surgical, Ortho
2.
• After OPD hours, availability of
(in District Hospital)
and Anaesthetists posted
Specialists not certain
• Indoor facilities
• Mostly refer to specialized medical
facilities after first aid
• Handle less complicated cases and
• Specialist teams in place
Emergency patient care
refer to other specialized facilities
3.
(in Gen Hospital)
• Indoor facilities
• Delayed reference often proves costly
• Tossed about before treatment
• Investigative and testing facilities
located in different Departments
• Specialist
consultation • First sent to Police Outpost
Emergency patient care
available
• First set of decisions by SRs/JRs
4.
(in Emergency Blocks of
•
Round
the
clock
services
• Services of Specialists on consult
Med Coll. Hosp.)
of SRs/JRs
• Transfer of victim to concerned Dept.
for prolonged institutional care
• Anxiety and trauma of attendants
often handled insensitively
• Only
a
minor
variation
from
• OT, testing and ICU all
Emergency patient care of Med. Coll.
located at SETC
Surgical Emergency &
• Availability of Specialists for first
•
Specialists from Surgery,
5.
Trauma Centre (SETC)
examination of accident victim very
Neuro-Surgery,
KGMU
rare
Orthopaedic
and
•
Team work of Specialists of highly
Anaesthesia ‘posted’
questionable nature
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Education Department Organisation Structures : The Basic Siksha Directorate, the Basic Siksha
Parishad and the SCERT
Tasks/ Activities
Strengths
Weaknesses
Sl.
No.
• Heavy message for 9-10 year old
• Absence of reinforcement
• Text on road safety in
th
the
6
Standard • No elementary messages in Classes
IV and V; non at secondary and
Textbook
Curriculum on road
1.
higher education levels
safety (Prim)
• Availability of experts in
•
No visits to traffic training facilities ;
the BSP and SCERT set
video
shows with specifics of ‘do’s
ups
and don’ts not organized
• No training of teachers in road safety
• No curriculum on road safety
2.
Curriculum (Secondary)
• No training lessons on road safety
• Ritual of calling meetings once every
3.
Training of parents
year in convent schools by Police
• Road Safety contents training of
Teachers,
especially
practical
aspects of road behaviour of children
not given
4.
Training of teachers
• Written material on road safety
addressing road safety issues for the
parents not prepared and parents not
sensitized
• Regular arrangements for viewing
specific issue related audio-visuals
Interactions with Traffic
5.
not arranged
Police
• Police initiatives sporadic
• Current text being delivered to only
some of the enrolled students
Delivery of text on road
6.
• Teachers busy in non-educational
safety to the students
tasks; core curriculum coverage in
the hands of Sikhsaha Mitra

CONCLUSIONS
From the analysis of the organizational charts and the manner of delivery of road safety subtasks by different Departments in Uttar Pradesh touching their strengths and weaknesses, the
following major conclusions emerge:
•

The country might have emerged as a very buoyant economy in the global world.
However, culturally its population has not brought about attitudinal and behavioural
changes required for synchronization and compatible with high speed driving as yet.

•

Structural changes incorporating the emergent and newer road safety tasks that should
have come about in all the Departments connected with various aspects of road safety
are not on the mind sets of the policy planners of these Departments. Visualization of a
future perspective/ scenario of say twenty/thirty years from now is just not there. Road
safety at the moment is more of a loosely handled activity perceived differently by
different players. Consequently, it is no surprise to find contradictions in. the goals and
March 2008
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objectives set and being pursued by different players. There is also no good fit between
the goals set and the instrumentalities being used to achieve them.
•

Road safety is not accorded the priority that it urgently needs. In fact, it is still perceived to
be a task needed to be undertaken only in the urban areas of the state: Traffic Police
even do not have the mandate to enforce traffic' in the rural areas. While some of the
road safety tasks are left unattended, certain others are being carried out unsatisfactorily.

•

The distribution of road safety tasks among different players is illogical, highly fragmented
and thoroughly uncoordinated. Those connected with the physical part do not necessarily
build roads and traffic signalling infrastructure something that is exactly needed to meet
the road safety requirements. There is also a conflict of turf control between the Transport
and the Police Departments handling similar tasks. All the Departments/ agencies jointly
responsible for road safety tasks work in their separate, watertight domains and do not
maintain effective coordination with each other to achieve the common goal.

•

Among many small and big players engaged in the task of road construction, amazingly
enough road safety is not built in to the very process of project formulation and appraisal.
This is true as much in the case of the main institution of the PWD as about minor players
such as the Municipal Corporations, Rural Engineering Service and the Mandi Parishad.
The latter generally do not always bother about road maintenance.

•

The distinctiveness of the task of traffic regulation and enforcement planning has been
recognized very hazily. The Home ((Police) Department is yet to establish a separate
Traffic Police Cadre and has not provided adequate number of traffic personnel,
equipment and funds commensurate with the task. Its facilitation suffers due to
subordination of the traffic personnel to the Civil Police looking after the tasks of
maintenance of law and order. Starved of functionaries, funds and facilitation, the Traffic
Directorate does not find itself in a position to prepare specific traffic action plans for
specific areas: these are left to the competence and imagination of the local level
Traffic/Civil Police officers. An environment in which efficiency does not always .get
rewarded also hampers the quality and efficiency of traffic enforcement.

•

The main concern of the Transport Department is generation of revenue, and not
necessarily providing efficient transport facilities to the public. It is very lax in issuing
licenses for different categories of drivers. Compliance checking that does not punish
driving incompetence; rashness, irresponsibility and total unconcern about road safety
further compounds this leniency.

•

Urban bodies such as the Municipal Corporations emerge as the greatest culprits. Instead
of solving road safety problems, they seem to be adding volumes to them by their inaction
in preventing appropriation of road space, encroachment of open spaces, footpaths and
other spaces, not planning parking, not preventing high FSI buildings in the already
choked central business district areas and not relocating specialized markets to other
areas and merrily building traffic signalling infrastructure as they see it, not relating it with
the requirements of traffic load, mix, destination and certainly not maintaining them
satisfactorily.
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•

Post-accident critical care of the accident victims is highly inadequate from the time the
accident takes place to the point the victim gets in the specialized medical facility. In fact,
the operation of the critical care facilities, in particular through the teaching hospitals, is
so made as to make it only a loosely arranged institutional care.

•

Road safety education is being handled as a very generalized and sporadic task by two
Departments, Traffic Police and Transport, that have a negative image. Road safety
education by them lacks credibility, continuity, and specificity. The funds allocated to the
three Departments - Education, Transport and Traffic Police - are a drop in the ocean.
They are not specific target group-oriented and extension strategies being used are
inappropriate.

•

The public is not very much involved in the road safety tasks:

IDENTIFIED AREAS OF INTERVENTION
Based on the situation analysis of the delivery of road safety tasks by different institutions in Uttar
Pradesh, the following are identified as the key problem areas requiring immediate intervention to
ensure road safety in Uttar Pradesh:
a.

Closed mindsets of the political and administrative decision makers, engineers and
planners; absence of thinking beyond casualty totals (inclusion of health risks from
adverse environmental impact, physical fitness, etc); absence of an enabling road safety
environment in the society, economy and polity of the state; culture of encroachment of
road space, defying traffic rules and regulations and subordinating public good to
personal gains.

b.

Serious anomalies in the distribution of the road safety sub-tasks among different
agencies; very little concern for sorting them out and inappropriate composition and
facilitation of the coordination mechanism of the State Road Safety Council, its relative
dormant state and non existence of any effective road safety task coordination
mechanisms at the district and city levels; pursuit of contradictory policies of running with
the hare and hunting with the hounds by some of the institutions.

c.

Non-involvement of all stakeholders in road safety plans (different types of the nongovernmental partners shouldering responsibilities to reach a common goal).

d.

Absence of serious concern and attention to safer road design in the main institution of
the PWD and even about routine maintenance of the existing roads in the organizations
playing minor roles as road builders in rural areas, and parts of cities / other areas being
developed for housing / industrial development.

e.

Poor quality of roads, road furniture, traffic signalling infrastructure and very insignificant
concern for taking mitigating measures at the identified accident-prone spots.

f.

Lack of proper training of the drivers and other road users, emergency staff, engineers
and planners; driver licensing without proper testing, compliance checking geared more
to revenue generation and overlooking the main focus areas (i.e. absence of driving skills,
rash driving, overloading, over speeding, and plying age expired vehicles, etc).
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g.

Lack of mandate for enforcement in rural areas, for handling accident investigation and
pursuing prosecution, for handing spot fines for non compliance by the road users and
vehicles by non-Gazetted traffic Police hands, non-existence of the traffic cadre, line
control of the traffic Police by the Civil Police arm, inefficient enforcement of traffic rules
and regulation due to inappropriate training of traffic Police, inadequacy of traffic
personnel, and equipment and funds; absence of specific action plan based road safety
enforcement; absence of an accident data recording and analysis system; absence of use
of research to periodically make road safety action plans according to changing grounds
realities.

h.

Sporadic and generalized focus of road safety education; need of induction of change of
focus to developing skills such as hazard perception changing attitudes, reinforcing
behaviour, management of personal risks in elation to road environment, development of
coping strategies; use of professionals to produce specific modules targeted to specific
problems and groups using different media and communication strategies.

i.

Inadequate funding for the roads safety measures; inappropriate use of allotted scarce
resources; absence of any effort to mobilize resources from the other stake holders; noninvolvement of private entrepreneurs in the road sectors.

REVIEW OF INSTITUTIONAL BEST PRACTICES ON ROAD SAFETY
In the backdrop of the analysis of strengths and weaknesses of the organizational structure of
road safety in Uttar Pradesh, it is useful to consider the best practices experiences from other
countries and other states in India before .formulating goals and objectives and specific
proposals of institutional coordif1ation for road safety in the state.
Organizational problems encountered
It is not as if only India as a country or Uttar Pradesh as a state is experiencing organizational
problems in tackling road safety. A review of the road safety scenario in both the developed as
well as the developing ones indicates that almost all of them were experiencing organizational
problems in handling road safety. Organizational problems faced by them could be grouped in to
four major areas: leadership, structures, procedures and environment. While traffic congestion
was increasing exponentially, commensurate measures to ensure road safety were yet to be put
in place. In fact, in quite a few countries, there was a visible absence of safety culture. Excepting
a few, road safety suffered due to poor leadership and variable motives of the decision-makers in
most countries. Structurally, institutions involved with various aspects of road safety had
contradictory objectives; there was an overlap of responsibilities; there was also lack of
coordination of the efforts being undertaken by different agencies and there was demonstrable
absence of cooperation with each other; the involved institutions had variable capacities; they
lacked adequate number of functionaries and funds. Road safety plans had a poor database:
methods being used were not scientifically validated and there was variation in practices of road
safety.
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Although states like Karnataka, Tamil Nadu, Maharashtra and Kerala have moved quite some
distance in comparison to Uttar Pradesh, none have so far solved the teething problems of initial
phase of reforms in the road safety sector in their states. Maharashtra, Tamil Nadu and
Karnataka have completed their situation analyses and worked out tentative institutional
coordination and institutional capacity building proposals. Karnataka is, in fact, in the process of
awarding the specific. contract to the consultants to customize a GIS based system of accident
data reporting system, train their personnel from Transport and Police Departments, help install'
the system, act as escort consultants in operating the system for the next two years and then
hand it over to the state for independent operation and use. Other states are in various stages of
the sector reform process. In general it is observed that the need to prepare the sub-cultures of
these state to the high speed and fast life, likely to be the feature in the society in future, has
been recognized and steps are being undertaken in line with this objective. Uttar Pradesh has to
bring itself in line with their efforts.
Treatment of different components of road safety by different countries
A review of best practices in road safety indicates that its monitoring has varying focuses in
different countries. Broadly, these can be grouped into two categories: one, those following a
general, integrated framework in which different aspects of road safety are taken in to
consideration; the second have specific focuses i.e., crash rates, crash rates by types by
population and type of vehicles, fatalities and severe injuries by user groups, classification of
areas by extent of road accidents, crash reduction rates/lives saved versus input resources, etc.
Periodicity of monitoring varies. In some cases, it is continuous whereas in certain others it is
annual, or, once in two/three years. Road behaviour monitored also varies a great deal:
depending upon their focus of concerns, these include driving speed, drink driving, use of seat
belt, daytime running light use, red light violations, other traffic rule violations, rest hours of the
drivers (drivers); condition of the large trucks, studded tyres (vehicles); pedestrian reflectors,
visibility' of pedestrians and cyclists, intersections, information on accident prone areas, road
safety audit (environment); performance of rescue teams, number of drivers stopped for
checking, driving test volumes, and pass rates, number of fines (police enforcement) etc. Other
parameters monitored include surveys to gauge the perception of the road users regarding
enforcement, road safety measures and their effectiveness, resources allocated to road safety.
As an integrated task, road safety has been treated a national issue in most countries and
generally the' Transport Ministry or transport agency is responsible for the task. However, there
is a tendency to keep three aspects of road safety (i.e., road infrastructure, road vehicles and
road users) organizationally separate within the national transport agency or separated as
different transport agencies. In some cases, the law specifies the relationship between these
agencies. Examples of these arrangements include:
•

In Canada, Japan, Finland and the Netherlands, coordination is carried out through
groups that represent different agencies or private sector, interests.

•

Road safety is part of all activities in Norway.

•

In Iceland, a Parliament resolution requires road safety plans.
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•

Health and road safety policies in Canada and the UK provide link between road safety
initiatives and health.

•

Belgium treats road safety as a component of broader mobility policies.

•

Participation of the private sector and for citizen groups takes place in most countries (at
least in target setting).

Some countries do not have coordinated road safety programmes at the national level.
Coordination is a key area of concern even in such countries where integrated road safety
mechanisms are in place. Coordination involves clear demarcation of responsibilities and is
facilitated by guidelines and review meetings organized regularly. .
Features of successful institutional reforms-lessons from best practices
These have evolved over a very long period. Whereas the goal of all such exercises has been
reduction in the incidence of road accidents and deaths, the specific concerns of methodologies
of achieving them have been periodically undergoing tremendous changes i.e., from initial
technological upgradation to more recent gaining of public support, from newer technical support
agencies to more effective coordination among various institutional/players. An analytical
overview of the experience of the institutional reform in (road safety in the American, European,
and Asian countries yields the following common features:
•

High degree of political support (either via political leadership or willingness to establish a
legislative framework for a National Road Safety Council);

•

Multi-disciplinary Council with all key agencies and senior officials involved;

•

Involvement of the private sector;

•

Multi-disciplinary Board with support team led by high calibre, highly motivated and
committed. Executive Director or senior civil servant, and Secretariat;

•

Development of a broad vision, strategies and action plans for specific countermeasures
to be implemented at various levels of government and by private sector;

•

Adequate funding from governmental sources to enable the work to be carried out
effectively.

Key issues in future institutional development strategy
In deciding the future institutional development strategy for road safety, the following would be
key issues:
•

Are the existing institutions seized of the specifics of the problem?

•

Do they possess capacity to work out a reasoned situation analysis, precisely identify the
varied set of road safety problems, formulate a vision, set goals, define objectives,
prioritize the route, plan specific projects and implement them?

•

What resources need to be made available to them to accomplish this task satisfactorily?

The answers to these posers would decide the nature of the future strategy.
March 2008

41

Report No. 25

Technical Assistance for Implementation of Institutional
Reforms in Road Sector of Uttar Pradesh

Crucial ingredients of institutional reforms in Uttar Pradesh
The following would be the crucial ingredients of institutional framework for RS reform in Uttar
Pradesh:
•

A road safety policy that sets goals, objectives, direction of change and development;

•

Removal of anomalies in the distribution of road safety sub-tasks among different
Departments/agencies and their logical, clear and realistic demarcation that achieves
functional integration in implementation at operative levels;

•

Dovetailing of the socio-cultural-psychological and political factors with the education,
engineering, enforcement and encouragement of road safety;

•

An institutional framework for carrying out the identified specific tasks;

•

Provision for institutional capacity building.

•

A road safety fund for sustaining specific road safety action plans.

PROPOSALS FOR INSTITUTIONAL COORDINATION AND INSTITUTIONAL CAPACITY
BUILDING FOR ROAD SAFETY IN UTTAR PRADESH
These are divided in to two segments. Whereas one set deals with the overall mechanisms of the
task of institutional coordination, the other one focuses on institutional capacity-building in the
existing Departments that are responsible for different road safety sub-tasks. The two sets of
proposals are presented separately.
Proposed mechanism for institutional coordination
Nature of recommended institutions
The institutional coordination framework for road safety at the state level should consist of the
counterparts of the lynch pin organizations of National Road Safety Council (NRSC) and National
Road Safety Board (NRSB) named as the State Road Safety Council (SRSC) and State Road
Safety Board (SRSB). The first of these institutions, the SRSC, is visualized as a lead policy
laying and advisory body whereas the second, the SRSB, is envisaged as its executive arm.
(a)

Composition of the SRSC

The SRSC is recommended to be a statutory autonomous apex body. The Chief Minister would
head it and his Minister for Transport would serve it as its Vice-Chairman. The Principal
Secretary, Transport Department would be its Member Secretary.
Principal Secretaries of the Departments of Home, PWD, Medical and Public Health, Urban
Development, Education, and their Heads of Departments (namely, Transport Commissioner,
IGP (Traffic Directorate), Engineer -in-Chief of the PWD, DG of Medical. and Public Health
Services, Director, Basic Education, Municipal Commissioners of KAVAL towns, three road
safety experts and a representative each from transporters, automobile association, reputed
NGOs, educational institutions and enlightened citizens(to be nominated by the Transport
Department) shall be its core Members.
March 2008

42

Report No. 25

Technical Assistance for Implementation of Institutional
Reforms in Road Sector of Uttar Pradesh

The Chairman shall have the discretion of inviting such officials/professionals whose presence he
feels would contribute significantly to the better realization of the objective of achieving road
safety in the state.
(b)

Functions of the SRSC

The SRSC would have the following functions:
•

To act as the main think tank of the state government on all matters relating to road
safety.

•

To formulate policies, set goals and objectives and indicate strategies and actions on
road safety to be implemented in the state

•

To approve Action Plans relating to road safety

•

To allocate resources for the formulation, execution, evaluation and monitoring of the
road safety programmes in the state

•

To provide definitive inter Departmental/agency coordination in respect of road safety.

•

To forge close collaboration with the NRSC and road safety coordination mechanisms in
other states of the Indian Union in regard to road safety measures

•

To monitor effective implementation of all measures suggested and to take corrective
measures if any of the concerned Departments is found wanting in executing decided
steps

•

To perform other such incidental functions as the state government may entrust to it from
time to time.

(c)

Periodicity of meetings of the SRSC

Generally, the SRSC would meet twice a year. However, it can meet more than twice if the
situation so requires.
(d)

The State Road Safety Board (SRSB)

The SRSB would be the executive arm of the SRSC. It would be located in the Transport
Department. Composition ally, it is visualized as a mechanism that working partnership with the
various institutional players active in various aspects of road safety sector, help, guide, and
oversee the implementation of specific action plans.
(e)

Functions of the SRSB

The SRSB shall have the following functions:
•

To execute all the decisions of the SRSC

•

To organize agenda, convene and facilitate the conduct of the meetings of the SRSC

•

To formulate road safety action plans for the state, city and local levels conforming to
state road safety policies
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•

To set technical standards, regulations and guidelines of road safety measures and
allocate- targets to be achieved

•

To operate the state road safety fund and to allocate resources/funds to different
agencies/Departments for the execution of specific road safety action plans

•

To monitor and review the implementation of the road safety action plans including pre
and post medical care and rehabilitation of trauma victims and initiate corrective
measures.

•

To identify areas of research on different aspects of road safety, to appraise research
proposals from carefully selected and competent research institutions/researchers and to
allocate resources for their prosecution and to ensure the utilization of their findings in
recalibrating road safety plans

•

To select professionally competent organization for preparing specific road safety
modules different aspects of road safety and addressed to specific target groups and to
appraise their content; to allocate resources to different agencies to carry out these
educational campaigns

•

To select competent NGOs to undertake specific road safety tasks and to allocate them
resources to carry out the farmed out assignments

•

To develop road safety- training modules for different road safety tasks for different
categories of officials and staff working at the state and city levels

•

To evaluate and report effectiveness of road safety action plans and to submit proposals
for newer initiatives on road safety to the SRSC.

•

To undertake any other road safety related responsibility on the directions of the SRSC.

(f)

Composition of the State Road Safety Board (SRSB)

The composition of the SRSB would be as under:
•

Executive Director (ED: Commissioner level)

•

Road safety audit specialist (RSAS)

•

Traffic policing specialist (TPS)

•

Accident data recording and analysis systems specialist (ADRASS)

•

Traffic engineering specialist (TES)

•

Education and training specialist (ETS)
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(g)

Qualification and experience

The ED shall be drawn from the IAS cadre and shall be a very experienced officer known for his
competence and dynamism and preferably some one who has previous experience of similar
nature. The five specialists should not only possess applicable technical qualifications but, more
importantly, should necessarily possess sufficient years of technical experience of a similar
nature in their sub-areas of specialization. This should also be reflected in the quality and
efficiency of the projects previously handled by them.
(h)

Institutional incubation in the interim period

Given the infancy of the sub-discipline of road safety in India, and the nature and type of
specialization that is specified for the five specialists of the SRSB here, it is quite possible that
such high level of experienced professionals are not readily available for all the outlined subareas in the country. In such a situation, as an interim arrangement, the state should consider the
possibility of hiring, at least for positions of some of the recommended specialists, foreign escort
consultants for a period of two to three years. The number of the foreign consultants should not
exceed two and these should be such that possess genuine, not pseudo, expertise and must
have the ability to quickly facilitate the Uttar Pradesh officers to acquire the needed skills and run
the show on their own steam.
(i)

Secretariat of the SRSB

This would consist of a Chief Administrative Officer, Finance and Accounts Officer, five
Programme Officers (one each attached to the five specialists), four Office Assistants, and
compact number of ministerial support staff. The five Programme Officers must possess PG
qualifications in their sub-areas of specialization and under the guidance of the five specialists
they are expected to acquire the necessary experience and expertise during their association
with the SRSB. It is visualized that they would inherit the mantles of their specialist colleagues
eventually.
The functions of each of the office bearers of the SRSB are detailed hereunder:
(i)

Executive Director (ED: Commissioner Level)
The EO, SRSB would be responsible for implementing the decisions taken by the
SRSC. He would also coordinate the formulation, implementation and execution of
all specific road safety action plans by the specialists of the SRSB with the help
and cooperation of different Departments/ agencies handling different road safety
sub-tasks in the state.
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(ii)

Road Safety Audit Specialist (RSAS)

Functions
•

To help identify and select agencies that can carry out competent and unbiased
road safety audit of national, state highways and major district roads in a phased
manner and to recommend the specific mitigating measures for each single road
safety audit.

•

To oversee the technical appropriateness of the exercise of road safety audit of
national, state highways and major district roads by the farmed/contracted
agencies.

•

To liaise with the concerned road maintenance Department/agencies to prepare
action plans and implement the mitigating recommendations made in the specific
road safety audit reports and to review their non acceptance by the concerned
agencies.

•

To monitor the implementation of the recommended mitigating measures and to
ensure their compliance if monitoring indicates any deviations from the set of
steps recommended in road safety audit report.

•

To help organize road safety audit training to the Engineering officials of all the
Departments/agencies engaged in the formulation, planning, construction and
maintenance of roads in the state and to act as source of advanced/newer
information for them on road safety audit.

•

To help develop the Uttar Pradesh Road Safety Code, obtain the approval of the
state government through the SRSC and publish its short and simple versions for
different users.

(iii)

Traffic Policing Specialist (TPS)

Functions
•

To act as a friend, philosopher and guide of the Traffic Police and Traffic Police
Directorate and to advise and help in its capacity building.

•

To help train the faculty of the Police Training Institutes at Sitapur and Moradabad
to handle delicate tasks efficiently (changing the mindset, constant updation;
changing the thrust of enforcement emergency response, filling the IARF, first aid,
rescue and transport of the injured to the appropriate medical facility.

•

To identify the equipment and specialists (i.e. cranes, photographers, technical
men, mobile wireless units, etc) and accessory needs of the Traffic Police and to
help them train in their use.

•

To constitute Citizens Traffic Improvement Committees, obtain their support in
enlisting and receiving the participation of the enlightened citizens in traffic
regulation and to help train Honorary Traffic Magistrates/Traffic Wardens, Citizens
Groups, Traffic Patrols, Traffic Counsellors, and school children in handling their
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assigned tasks and to oversee the implementation of these tasks by the honorary
hands.
•

To advise and help the Traffic Police in changing the priorities of traffic
enforcement (i) more focus and deployment of staff on NHs/SHs/accident prone
spots, (ii) rethink on assigning/deploying traffic staff on mere ceremonial traffic
escort/protocol duties, (iii) stricter enforcement on drunken driving, rash
/dangerous driving, over speeding, triple riding, not wearing helmets, using cell
phones while driving, driving in wrong lane/wrong side, and jumping traffic signals.

•

To plan and help implementation of the campaigns to modify the attitude and
behaviour of the drivers of vehicles found guilty of repeated serious violations of
MV Act and Rules.

•

To help plan changing the gear on enforcement behaviour of the Traffic police
(sequence: publicity warnings first for a defined period intensive enforcement and
compliance checking with visible transparency (use of video cameras, association
of NGOs, checking in teams accompanied by Honorary. Magistrates) severe fines.

(iv)

Accident Data Recording and Analysis Systems Specialist (ADRASS)

Functions
•

To assess current needs of road safety data management system by making a
need analysis to define the system architecture of Road Accident Analysis System
(RAAS) and specify the details of data collection, data entry, data management
and quality control, data security, data analysis, frequency and types of standard
reports (ranging from 24 hour reports to annual reports), report distribution, and
access conditions.

•

To help in devising an accident report format, identifying a location coding system
and necessary supporting information for coding location and assist in designing a
training course for accident investigation and data collection, help run the training
course of training of the trainers and monitor progress to ensure quality control of
data collection.

•

To help implement the RAAS in key Departments (i.e., Traffic Police, Transport,
PWD, etc)/ agencies of the state of Uttar Pradesh by either obtaining it from the
IPR holders or through customized development of a computerized road accident
analysis system.

•

To help filing of available data in to RAAS

•

To arrange training to concerned staff in the use and maintenance of RAAS.

•

To help and oversee RAAS pilot installation, testing and roll out

•

To arrange on call operational/escort support after commissioning of RAAS.

•

To help analyze compiled data and help its use in formulating new /recasting
current road safety action plans.
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(v)

Traffic Engineering Specialist (TES)

Functions
•

To design a package for a paradigm shift in the focus of traffic planning in different
districts/cities from the present haphazard to the ones based on specific data of
specific geographical unit and its traffic load, direction, mode mix, destinations,
convergence of different modes of transport at different geographical locations,
and capacities of the public and private sector service providers.

•

To advise and assist in development and implementation of specific traffic
management plans for different districts/cities in consultation with the officers of
the Transport, Traffic Police, and concerned Municipal/local authorities with the
objective of reducing accident rates and facilitating smoother movement of
vehicles, goods and other flows.

•

To design, field test, finalize and help operate electronically and remotely
controlled traffic planning systems for the major cities of the state in the first
stance and to constantly update them in tune with the changing requirements of
time; to arrange training of the personnel required to man such control units and to
identify escort consultants who would help the specific units to run such facilities.

•

To design a package for a paradigm shift in the focus of traffic signalling in
different cities from the present manual to the ones electronically operated and
remote controlled contributing to a more efficient traffic management.

•

To advise and assist in development and implementation of specific traffic
signalling management plans for different cities in consultation with the officers of
the Transport, Traffic Police, and concerned Municipal/local authorities with the
objective of reducing accident rates and facilitating smoother movement of
vehicles, goods and other flows.

•

To design, field test, finalize and help operate electronically and remotely
controlled traffic signalling systems for the major cities of the state in the first
stance and to monitor their functioning.

(vi)

Education and Training Specialist (ETS)

Functions
•

To advise and help in designing a package for a paradigm shift in focus of road
safety education from generalized to specific areas of concerns.

•

To advise and help in designing a package for a cultural shift of the entire Uttar
Pradesh society from a slow moving social system to the one adequately aware of
the dangers of regular high speed motorized transport and prepared with coping
skills to protect itself from the possible hazards.

March 2008

48

Report No. 25

Technical Assistance for Implementation of Institutional
Reforms in Road Sector of Uttar Pradesh

•

To advise and assist in developing and production of communication modules
providing information, raising awareness levels, giving advice and directed at
specific target groups with the objective of inculcating skills such as hazard'
perception, changing attitudes, reinforcing behaviour, management of adverse
personal risks from environmental impact, developing coping skills. This might
well include making of a serial similar to the 26 episode Marathi TV serial made by
the KRPMF, Pune and shown on a channel in Maharashtra.

•

To advise and help various district/city units in planning, implementing and
running a multi-media basket communication campaigns (i.e., print, radio,
magazines, tapes, films, video clips, leaflets, posters, stickers, internet, etc) using
the services of the private sector, enlightened citizens, educational institutions,
NGOs, transporters, and other stakeholders in the 'road safety sector.
.

•

To advise and help educational institutions (such as the SCERT, Basic Siksha
Parishad, Madhyamik Shiksha Parishad, etc) in developing appropriate curriculum
and other road safety materials for the students, teachers and parents of wards
receiving education at pre-primary, primary, secondary and higher education
levels.

•

To advise and help in designing road safety education materials (especially the
truck, taxi, tempo, auto-rickshaw drivers) for drivers notorious for rash, dangerous,
drunk driving, overloading and over speeding and publicizing a wide range of
good practices in this regard.

•

To monitor expenditure incurred on road safety education by the operational units.

Suggested institutions at the local/city level
To take care of the road safety issues at the local/ city levels, establishment of the City Road
Safety Councils (CRSCs) is recommended.
(a)

Composition of the CRSCs

These would be modified versions of the existing City Road Regulatory Authorities. The present
structures do not have any representatives of the commuters, transporters and enlightened
citizens on them. The recommended membership would be:
(i)

Office-bearers: The Divisional Commissioners /District Magistrates would be their
Chairpersons. The RTO/ARTO of the concerned city shall be its Member -Secretary.

(ii)

Members: The following would be the its members: EE (Traffic: Municipal body),
SP/Additional SP (Traffic), representative of the UPSRTC, and one representative each
from reputed NGO, enlightened citizens, and Transporters' Association.

The Chairman of the CRSC shall have the discretion of inviting any other person to the meetings
of the CRSC to take his/her inputs in its deliberations. The CRSC would function from the office
of the RTO/ARTO.
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(iii)

Functions of the CRSC

The CRSC will have the following functions:
•

To maintain close collaboration with the SRSB with regard to crucial road safety
measures such as black spot investigation, signage's, markings, and road safety
education and communication, etc

•

Based on periodic review of the traffic flow patterns of the city, to plan and / or, recast
type of transportation mix to be used in different local routes

•

To advise and help in the preparation of the local road safety policy and action plans
keeping the state road safety policies, rules and regulations in view

•

To advise and help in the implementation of the local road safety action plan to improve
the local road safety situation in the city

•

To monitor road safety education for children and production of education material on
road safety

•

To constitute and activate Road Safety Councils in different Wards to ensure participation
of the enlightened citizens in sharing road safety tasks and to facilitate implementation of
local road safety action plans and

•

To monitor the road safety activities of the operational organizations (Transport, PWD,
Traffic Police, Hospitals and educational institutions) and to .review the effectiveness of
all sub-tasks being handled by them and to give them help and guidance in improving
their delivery

•

To coordinate and commission all measures regarding road safety at local levels.

(iv)

Constitution of the core committee of the CRSC

In order to carry out the functions of the CRSC efficiently, a Core Committee consisting of the
TRO/ARTO, representative of UPSRTC and Officer in charge of Traffic Police of the city shall be
constituted in the CRSC. The Committee shall function as the executive agency of the CRSC.
The CRSC shall pass on road safety funds allotted by the SRSB to implement its road safety
action plans. The Committee would mobilize funds from the community and the private sector
and would also select credible NGOs of the district that can be entrusted with the implementation
of various road safety action plans but in particular organizing road safety publicity campaigns
and in disseminating road accident risk reduction/coping strategies.
The Ward Road Safety Councils shall consist of the Traffic Warden from the area, Principal of a
well-known School of the area (commanding respect and with interest in such activities) and two
enlightened citizens (one of whom must be a female). The task of the Ward Road Safety
Councils is to disseminate information on road safety to the citizens of the area and make them
less susceptible to road accidents.
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4.6

ROAD SAFETY ACTION PLAN

INTRODUCTION
The State Road Safety Policy, which has been approved by the State Road I Safety Council, is
set out in Volume I, Chapter 4: (For reference the Policy is included as Annexure N, at end of this
Volume). It is expected that the Road Safety Policy will remain in place for many years, during
which time various Action Plans will be prepared by a range of organizations to address a range
road safety issues.
The preparation of the Action Plan involved two stages. The first stage was to identify a limited
number of actions that could be commenced almost immediately and will quickly show
improvements in road safety. The proposed actions are set out in the next section. The second
stage was to detailed these actions into a time-bound Action Plan
PROPOSED ACTIONS
(i)

Re-invigorate the State Road Safety Council (SRSC)
It is envisaged that the re-invigorated SRSC would be a statutory autonomous apex body.
The Chief Minister would be the chairman and his Minister of Transport would serve as
Vice-Chairman. In this way the importance that the State places on Road Safety would be
made clear to all; this alone would increase the awareness amongst politicians,
professionals and the public at large concerning road safety matters.

(ii)

Improve Co-ordination between the Institutions involved in Road Safety and build
Institutional Capacity
One of main benefits of setting up the SRSC and its SRSB is that they will address
directly the problem of poor or non-existent co-ordination between concerned agencies.
For one of the main departments concerned with road safety - the PWD an Institutional
Development Strategy (IDS) has been drawn up. IOS should be developed for the Police
with respect to Traffic and Road Safety matters and the Transport Department.
The Institutional Development Strategy for the PWD should be implemented as a matter
of urgency.

(iii)

Establish Arrangements for Funding Improvements in Road Safety
Improving road safety does not come cheaply, nevertheless it is universally accepted that
improving road safety is a worthwhile investment.
From the financial analyses carried out to date it is clear that Road Safety warrants a
separate budget heading. The allocation of the budget to individual departments and
agencies would be the responsibility of the SRSC assisted by its SRSB. It would be the
SRSB who would monitor the expenditure and ensure that value for money was being
achieved.
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Additional sources of funding such as insurance companies should be sought.
(iv)

Increase the Resources to the Police to Enhance their Enforcement Efforts
Enforcement of the traffic rules has to be continuous and the rules have to be enforced
state-wide. To do this in a meaningful way the police require more trained manpower and
more equipment including special vehicles such as interceptors.

(v)

Increase the Resources Available to the Regional Transport Offices for Testing
Vehicles
The efficient and proper testing of vehicles requires specialized equipment. The RTOs
should be provided with such equipment, together with the additional trained personnel
needed to operate the equipment. Delhi has recently installed such equipment.
Once vehicle testing is carried out using standardized equipment it is possible that some
testing could be carried out by private sector companies regulated by RTOs. Such testing
could be made self-financing by charging vehicle owners for the test.

(vi)

All highway design, maintenance and construction to be based on current Indian
Roads Congress (IRC) Standards
It will be the Public Works Department (PWD) which will be at the forefront of
implementing this Action. At the moment the Upgrading and the Major Maintenance
Proposals included in the U.P. State Roads Project are currently being brought up to the
current IRC Standards.
To achieve wider application of current IRC Standards copies of the standards should be
made available in all PWD Offices.

(vii)

Develop a State-wide Policy for Setting Speed Limits
Vehicle speeds are increasing due to road improvements and from the increasing number
of modern vehicles on State Roads. Speed Kills is a well known road safety statement.
On many improved roads it is all too easy for vehicle drivers to exceed the safe speed for
a particular stretch of road and drivers who have been driving on a National Highway
often find it hard to adjust their speed to that appropriate for state roads when they exit
from the National Highway.
On a rural road it is accepted by all that although the road geometry and road surface
may be the same throughout the length of the road the safe speed is very much less than
the safe speed on open roads.
There would be different speed limits for open roads, rural roads through villages, hilly
roads, residential roads, narrow roads, wide roads, single and dual carriageways, city
centres, suburban roads etc. It is most important that the setting of speed limits should be
on a consistent basis throughout the State.
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A committee of senior professionals should be charged with the task of drawing up
guidelines for setting speed limits. The Guidelines would take account, inter alia, of the
road alignment, the adjacent land-use, the accident records and the current vehicle
speeds. Ideally the committee should be selected by the SRSB who will report the
findings of the committee to the SRSC for confirmation of the Guidelines/Policy.
(viii)

Develop a Programme for Implementing Traffic Signs and Road Pavement
Markings on State Roads
On schemes developed using current IRC Standards, traffic signs and pavement
markings will be included as a matter of course.
The next step will be to develop guidelines for use in urban and rural areas:
•
•
•

Identifying junctions where traffic signs and pavement markings indicating priority
should be implemented.
Identifying roads where centre-lining should be carried out and also where edgelining should be added.
Identifying where speed breakers should be located to force drivers to reduce their
speed and where additional speed breakers should be placed to encourage traffic
to travel at reduced speed.

The SRSB should be responsible for identifying the professionals, drawn in the main from
the PWD, the Police and the urban planning agencies to be assigned this work. In
addition the SRSB would be responsible for the co-ordination of this work and for
ensuring that current best practices are included.
Having developed these guidelines referred a state-wide programme should be drawn up
to implement the system of traffic signs and pavement markings. Individual
implementation programmes should be prepared for districts and major urban areas.
Local communities should be involved with implementation. This could have result in
lower levels of damage and theft. If possible at least some of the traffic signs should be
manufactured locally, and the installation of the signs and the painting of pavement
markings should be carried out by local people. Involving local communities in this way
would increase road safety awareness.
The SRSB would be responsible for the implementation programmes and would be
expected to report on a regular basis to the SRSC.
(ix)

Amend the U.P. Vehicle Rules to make Seat Belt wearing by vehicle drivers and
their front seat passengers compulsory
To achieve a high percentage of compliance with the new law there will need to be a
major publicity campaign emphasizing the benefits of seat belt wearing for a short period
before the law is changed and continuing after the law is changed. In the months
following the change in law it is essential that law is strictly enforced in both the urban and
rural areas. It is also important that a good example is set by all government officials.
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(x)

Amend the U.P. Vehicle Rules
The following amendments are proposed:
•
•
•
•

To make it compulsory for helmets to be worn by two-wheeler drivers and their
pillion passengers.
To restrict the number of persons on a two-wheeler to two.
To prohibit children under seven years of age riding on a two wheeler. .
To make it compulsory that anyone driving a vehicle must have at least a learner’s
licence.

The most important of the amendments relates to helmet wearing, which, provided that it
is fully enforced will reduce fatalities and grievous injuries to two-wheeler riders whether
they are drivers or passengers.
(xi)

Implement a Computerized Accident Reporting and Analysis System
The first step is to have all accidents recorded on the Indian Road Accident Report Form
(IRARF). A bi-lingual version (Hindi and English) of the form has been created and police
officers from a number of districts have been given one full day's training in filling in the
form. In addition, a number of the police officers who provide training to police in the
reporting of accidents also attended the training.
To address the requirement for the precise location of accidents on digital maps of the
main urban areas and the rural districts it is proposed that the base for the main urban
areas should be satellite images and in the rural areas the Survey of India 1:50,000
Topographical Survey Sheets should be the basis.

(xii)

Improve Driver Training and Testing
It is important that driver testing should be a transparent process. Also it benefits no one
for persons to be handed driving licences without demonstrating that they are persons
who are fit to drive safely. Use computers to test drivers can be both transparent and
efficient.
The first step would to acquire or develop simple computer software that would test the
drivers by asking a series of multiple choice questions of which some would relate to
hazard awareness. By way of example two typical questions from the UK Test are given
below:
For the training and testing of truck and bus drivers tests could be devised with questions
pertinent to their vehicles. In addition the use of vehicle simulators for training (and
testing) truck drivers would improve the quality of their driving - particularly important
bearing in mind that they are judged by the police reporting accidents to be the cause of
some 40% of fatalities in road accidents. The Automobile Association in Delhi have a
simulator which is use to train truck drivers.
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The material prepared for testing drivers would assist with the teaching of road safety in
colleges and indeed would be useful in raising awareness of road safety in professionals
and the public at large.
(xiii)

Improve Emergency Medical Services for Road Accidents
All persons involved in road accidents should have the benefit of effective trauma care
and -health management. The essential functions of such a service include:
•
•
•

provision of rescue operation including pre-medical care and first aid at the site of
an accident
transport of the victim from the accident to an appropriate hospital
and the subsequent provision of more definitive treatment.

Training in basic first aid should be provided to police, fire and other emergency service
personnel such as those on ambulances.
Regional and district trauma plans should be prepared. The preparation of the plans must
take into account that many accidents occur at night
All publicly owned or operated vehicles should carry first-aid kits.
Traffic Aid Post Schemes should continue to be developed and improved.
The provision of emergency medical services involves a number of agencies and
achieving the required co-ordination between these agencies should lie with the SRSB.
(xiv)

Develop an U.P. Highway Safety Code
In 1996 The Indian Roads Congress published the Highway Safety Code. This document
provides sound advice to all road users and in this way it fulfils a similar role t6 UK's
Highway Code. The UK Highway Code is the basis on which the now compulsory Theory
Test is based. There are 893 Official Questions from which a selection are posed to
persons seeking a driving licence.
It is proposed that an U.P. Highway Safety Code should be developed based on the IRC
Highway Safety Code. It is further proposed that in the first instance short booklets are
produced for each type of road user. When this has been done it would be a relatively
simple task. to compile a single comprehensive document All documents would be in
Hindi. The early production of a booklet for children would greatly facilitate the teaching
road safety in schools.
These documents would form the basis for driver training and testing and raising
awareness of road safety amongst all road users.
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(xv)

Develop a Programme of Road Safety Awareness Publicity Campaigns
The programme should be designed to coincide with changes of law and the introduction
of the system of traffic signs and pavement markings.
The campaigns should use the most appropriate media for getting their message across
and would include television and newspaper advertisements and roadside hoardings.
Wherever possible sponsorship for the campaigns should be obtained.
Notice boards in RTO and Police Stations should be set up and include the current
month's accidents in the locality and in the state. Similar notice boards should also be set
up in locations such as schools, colleges, hospitals, major workplaces, and bus and
railway stations.
Many of the campaigns should be targeted at individual districts and be relevant to road
safety issues in those districts.

ROAD SAFETY ACTION PLAN - MICRO LEVEL
The specific actions to be taken by various departments during the next 3 year period, together
within the specific time frame and financial requirements and source of funding are given in the
Chart 11.1

FOCUS GROUP MEETING
The draft report was discussed at the Focus Group meeting held on March 19, 2008, and was
accepted with no amendments.
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U. P. State Road Safety Action Plan - Chart 11.1
Action Plan
Responsible of State Road
Safety Council
Constitution of State Road
Safety Board. Appointment
of Board Members

Responsibility
Department /
Agency

Time Frame (From date of acceptance of the RS Report) Months
1

2

3

4

5

6

7

8

9

Source of
funding

10 11 12 13 14 15 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 31 32 33 34 35 36

Transport

-

Transport

Govt. Fund

Constitution of District Road
Transport /
Safety Councils (Headed by
SRSB
Div. Crs / Dms)

Govt. Fund

Constitution of State Road
Safety Fund including
appointment of Committee
Members

Budget allocation Tr. Police Sport fine
Police & RTO,
compounding fee,
cess on fuel, vehicle
sales etc.

Transport /
Home

Issue of amendments to UP Transport /
MV Rules
Home

-

Improving accident
reporting system

SRSC / SRSB

-

Printing of accident (IRAR)
forms & distribution to all
police stations

Home (Police)

Govt. Fund

Purchase of computer
software

Home (Police) &
PWD (WB)

WB / Road Safety
Fund (RSF) /
Union Govt.

Preparation of Road Maps
(District Wise) & Coding

PWD (WB)

WB / RSF / Union
Govt.

Training of Police Personnel Police Training
to fill up the IRAF and
College, Sitapur
keying data into computer
& Moradabad

RSF / Govt.

Training in software usage
(PWD Engineers & Police
Personnel)

PWD (WB) and
Tr. Directorate

RSF / Govt.

Establishment of Road
Safety Audit wing in PWD

PWD

-

Making RSA compulsory in
the future planning,
designing of all roads,
especially to look into the
safety requirements of
vulnerable road users.

PWD

WB / RSF /
MoSRT&H
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Action Plan

Responsibility
Department /
Agency

Time Frame (From date of acceptance of the RS Report) Months
1

2

3

4

5

6

7

8

9

Source of
funding

10 11 12 13 14 15 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 31 32 33 34 35 36

Constitution of a committee
to review the design
standards & highway
maintenance guidelines

PWD

-

Black Spot Identification
Programme

PWD (WB)

Taken up as
separate
consultancy work

Training of PWD Engineers
under QIP @ NITHE, New
Delhi / Abroad

Engineer-inChief, PWD

WB / RSF / Govt.

Raising awareness among
key-decision

SRSC / SRSB
and DRSC

Govt. of UP/ RSF/
SRSC/SRSB

Road safety awareness
SRSC / SRSB
campain to cover all citizens and DRSC

Govt. UP / RSF /
WB assistance /
MoSRT&H

Special road safety
awareness campain for
pedestrian / cyclist / two
wheelers users

Govt. UP / RSF /
WB assistance /
MoSRT&H

SRSC / SRSB
and DRSC

Planning & designing and
implementation RS
SRSC / SRSB
programme for traffic
Traffic
personnel, school teachers,
Directorate
tour planner & NGO’s
(monghtly programme)
Purchase of vehicle testing
equipments

Govt. UP / RSF /
NGO / MoSRT&H
/ WB

Transport

WB / MoSRT&H /
UP Govt.

Transport /
SRTA

Govt. UP

Training of personnel
Amendment to UP, MV
Rules incorporating
stringent standards for
registration & use of
agricultural tractor & trailer.
Setting up of 5 driver
training institutes (DTI) at
KAVAL towns

RSF / MoSRT &
H/WB / Govt. of
UP

Purchase of computers &
softwares to test the driving Transport
skills / knowledge of Tr.
Rules.
Training of MVI’s for
computer software usage
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Action Plan

Responsibility
Department /
Agency

Time Frame (From date of acceptance of the RS Report) Months
1

2

3

4

5

6

7

8

9

10 11 12 13 14 15 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 31 32 33 34 35 36

Source of
funding

Accident clinic programme
for drivers involving in fatal
accidents at DTI

SRSC / SRSB

RSF / WB /
MoSRT&H

Inclusion of road safety
subject in school / college
education

Basic,
Madhyamik,
Higher Education
Deptt. / SRSB

Govt. UP

Planning & Implementation
of highway patrol traffic aid
post @ 50 km interval on
NH & SH.

SRSB / Home /
PWD

MoSRT&H / WB /
NGOs

Organise first aid training
programme for police, fire,
ambulance staff (monthly
programme)

SRSB / Home /
Fire Service /
DGPH

RSF / MoSRT&H /
WB / NGOs

Govt. UP / Pvt.
To develop Trauma centres
Partners / SRSC/
in KAVAL towns
SGMPH

Pvt. Fund / Govt.
UP (MPH) /
MoSRT&H

Establishment of free legal
service for accident victims

Pvt. / Govt. /
Partnership /
NGO’s

Pvt. / Govt.
Partnership /
NGOs

Entrust research studies on:
1. Drining & Driving
2. Seat belt wearing
3. Helmet wearing
4. Safety & Pdestrian &
cyclist in KAVAL towns

SRSC / SRSB /
IIT, Kanpur /
NGOs /
Research,
Educational
Institutions

RSF / MoSRT&H /
WB

Abbreviation
PWD
SRSC
SRSB
RTO
WB
RSF
MoSRT&H
SRTA
DGMPH
MPH

Full Form
Public Works Department
State Road Safety Council
State Road Safety Board
Regional Transport Officer
World Bank
Road Safety Fund
Ministry of Shipping Road Transport & Highways
State Road Transport Authority
Director General of Medical Public Health
Medical Public Health

Abbreviation
NGO
KAVAL
UP
E-in-C
MV
RS
DM
IRAR
DTI
IIT
March 2008
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Non Government Organisation
Kanpur, Allahabad, Varanasi, Agra, Lucknow
Uttar Pradesh
Engineer in Chief
Motor Vehicle
Road Safety
District Magistrate
Indian Road Accident Report
Driver Training Institute
Indian Institute of Technology
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5.

PRESENTATION TO PROJECT STEERING COMMITTEE
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UP Road Safety Study
Final Report and Action Plan submitted in Sept.
Sept 2006.
2006

Th Study
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St d considered
id d the
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d safety
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f ll i 3 headings
h di
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1. Institutional and organisational
2. Legal (Constitutional and legal issues)
3. Financial (Funding arrangements)
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The Study examined the following 6 departments for their institutional
strengths and weaknesses.
eaknesses
1 Public Works Department
1.
2. Home Department (Police)
3. Transport Department
4. Urban Development Department
5. Medical and Public Health Department
p
6. Education Department
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5 – day training given to 50 Police Officers
2 – day training given to 25 PWD Engineers

A Road Safety Policy formulated
State Road Safety Council met on 20 Sept. 2005 after EIGHT years.
and
Approved the Policy

No action taken so far on the Policy or the recommendations of the Study
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improvement study to identify new policy,
policy sector
roles, processes and needs

This Report No. 25 contains the salient chapters
f
from
the
h Road
R d Safety
S f
S d Report
Study
R
and
d the
h Road
R d
Safety Action Plan therein.
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It is important not only to enact the Policy, but to set targets and follow the
progress.

Report No. 25 includes following documents from Canada, for guidance
1. Road Safety Vision 2001
2. Canada’s Road Safety Targets to 2010
3. Road Safety Vision 2010, Annual Report 2005
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Recommendations

1. Get the Safety Policy approved by the Cabinet
2. Implement
p e e t Action
ct o Plan
a o
of U
UP Road
oad Sa
Safety
ety Study a
and
d Action
ct o Plan
a for
o
PWD in Report No. 12

UPSRP
Report No. 25

IDS
: Report to initiate a GoUP multi-agency road safety
i
improvement
t study
t d to
t identify
id tif new policy,
li
sector
t
roles, processes and needs
ACTIVITY

Establish SRSC and SRCB followed by District RSC's
D
Develop
l
& Pl
Plan road
d safety
f t education
d
ti
programme
Implement road safety education programme
Adopt and implement use of IRC design, construct & maintenance codes & standards
Commence procedures to provide dedicated budget allocation for safety
Create Unit at HQ
Create Positions EE & AE & recruit
Identify & implement training of Units officers
Review all upgradation projects & others as applicable
Develop implementation plan for IRC standards
Develop zonal implementation plans for safety units
Select and appoint zonal engineers safety
Arrange training for zonal engineers

MONTH
1

2

3

4

5
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EXECUTIVE SUMMARY
Background
1.

This project is part of the Word Bank assisted U.P. State Roads Project. The full title of
the project is “Consultancy Services for Institutional Support and Technical Assistance to
the Road Safety Sector in the State of Uttar Pradesh”. The title is often abbreviated to the
“U.P. Road Safety Study”. Work commenced on April 11th, 2005.

2.

In U.P. during the year 2004, 17,879 accidents were reported which resulted in 9,463
people being killed and 12,546 people being injured. It has been estimated that the
economic loss from road accidents in 2004 was nearly Rs. 900 crore.

U.P. Road Safety Policy
3.

The U.P. Road Safety Policy was developed from the Draft National Road Safety Policy
and was presented to the first Stakeholders’ Workshop on July 24th, 2005. The workshop
was attended by over 170 people. There were no direct comments on the policy
statements themselves, but many views on what should be done to improve road safety
in the state were put forward. The State Road Safety Council approved the draft U.P.
policy at its meeting on September 20th, 2005; the first meeting of the SRSC for eight
years.

4.

The U.P. Policy addresses the same 11 issues, as in the Draft National Road Safety
Policy, listed below.
a.

Raising Awareness about Road Safety Issues

b.

Providing enabling legal, institutional and financial environment for road safety.

c.

Road safety information database

d.

Safer road infrastructure

e.

Safer vehicles

f.

Safer drivers

g.

Safety for vulnerable road users

h.

Road traffic safety education and training

i.

Traffic enforcement

j.

Emergency medical services for road accidents

k.

HRD and research for road safety

Framework for Road Safety
5.

The Framwork for Road Safety was considered under the three headings- Institutional
and Organisational, Legal and Financial.
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Institutional and Organisational
6.

7.

The following six departments/ agencies were identified as having a significant role in the
delivery of road safety:¾

Public Works Department

¾

Home Department (Police)

¾

Transport Department

¾

Urban Development Department

¾

Medical and Public Health Department

¾

Education Department

On the basis of in-depth analyses of each department a matrix of their strengths and
weaknesses was complied. From these the following major conclusions emerge:
¾

The country might have emerged as a very buoyant economy in the global world.
However, culturally its population has not brought about attitudinal and
behavioural changes required for modern vehicles and high speed driving.

¾

Structural changes incorporating the emergent and newer road safety tasks that
should have come about in all the Departments connected with various aspects of
road safety are not on the mind sets of the policy planners of these Departments.
Visualization of a future perspective/scenario of say twenty/thirty years from now
is just not there. Road safety at the moment is a loosely handled activity perceived
differently by the different players. Consequently, it is no surprise to find
contradictions in the goals and objectives set and being pursued by different
players. There is also not a good fit between the goals set and the approach being
used to achieve them.

¾

Road safety is not accorded the priority that it urgently needs. In fact, it is still
perceived to be a task needed to be undertaken only in the urban areas of the
state: Traffic Police do not have the mandate to enforce traffic regulations in the
rural areas. While some of the road safety tasks are left unattended, certain others
are being carried out unsatisfactorily.

¾

The distribution of road safety tasks among the different players is fragmented
and uncoordinated. Those connected with the physical part, do not necessarily
build roads and traffic signalling infrastructure, some thing that is needed to meet
the requirements of road safety. There is also a conflict between the Transport
and the Police Departments handling similar tasks. All the Departments/ agencies
jointly responsible for road safety tasks work in their separate, watertight domains
and do not maintain effective coordination with each other to achieve the common
goal.

¾

Among many small and big players engaged in the task of road construction,
amazingly enough road safety is not built in to the process of project formulation
and appraisal. This is true as much in the case of the main institution, the PWD as
about minor players such as the Municipal Corporations. Rural Engineering
Services and the Mandi Parishad. The latter generally do not always bother about
road maintenance.
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¾

The distinctiveness of the task of traffic regulation and enforcement planning has
been recognized very hazily. The Home ((Police) Department is yet to establish a
separate Traffic Police Cadre and has not provided adequate number of traffic
personnel, equipment, and funds commensurate with the task. Its facilitation
suffers due to subordination of the traffic personnel to the Civil Police looking after
maintenance of law and order. Starved of functionaries, funds and facilitation, the
Traffic Directorate does not find itself the competence and imagination of the local
level Traffic /Civil Police officers. An environment in which efficiency does not
always get rewarded also hampers the quality and efficiency of traffic
enforcement.

¾

The main concern of the Transport Department is generation of revenue, and not
necessarily providing efficient transport facilities to the public. It is very lax in
issuing licenses for different categories of drivers. Compliance checking that does
not punish driving incompetence, rashness, irresponsibility and total unconcern
about road safety further compounds this leniency.

¾

Urban bodies such as the Municipal Corporations emerge as the greatest culprits.
Instead of solving road safety problems, they seem to be adding to them by their
inaction in preventing appropriation of road space, encroachment of open spaces,
footpaths and other spaces, not planning parking, not preventing high FSI
buildings in the already choked central business district areas. They are not
relocating specialized markets and are installing traffic signalling infrastructure as
they see it, and not relating it with the requirements of traffic flow, mix and
destination. They are not maintaining the traffic signals or traffic signage
satisfactorily.

¾

Post-accident critical care of the accident victims is highly inadequate from the
time the accident takes places to the point the victim arrives in the specialized
medical facility. In fact, the implementation of the critical care facilities, in
particular through the teaching hospitals, is such as to make it a loosely arranged
institutional care.

¾

Road safety education is being handled as a general and sporadic task by two
Departments, Traffic Police and Transport, that have a negative image in some
eyes. Road safety education provided by them lacks credibility, continuity, and
specificity. The funds allocated to the three Departments- Education, Transport
and Traffic Police – are a drop in the ocean. To improve the situation there is an
urgent need for curriculum development and constant refinement and training of
teachers in road safety. Further there should be Periodic screening of audio-visual
material at all educational facilities.

¾

The public is not very much involved in the road safety tasks. There appear to be
few initiatives to encourage greater public involvement in road safety.
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Identified Areas for Intervention
Based on the situation analysis of the delivery of road safety tasks by different institutions
in Uttar Pradesh, the following are identified as the Key problem areas requiring
immediate intervention to ensure road safety in Uttar Pradesh.
a.

Closed mindsets of the political and administrative decision makers, engineers
and planners; absence of thinking beyond casualty totals (inclusion of health risks
from adverse environmental impact, physical fitness, etc); absence of an enabling
road safety environment in the society, economy and polity of the state; culture of
encroachment of road space, defying traffic rules and regulations and
subordinating public good to personal gains.

b.

Anomalies in the distribution of the road safety sub-tasks among different
agencies; very little concern for sorting them out and an appropriate composition
and facilitation of the coordination mechanism of the State Road Safety Council,
its relative dormant state and non-existence of any effective road safety task
coordination mechanisms at the district and city levels; pursuit of contradictory
policies of running with the hare and hunting with the hounds by some of the
institutions.

c.

Non-involvement of all stakeholders in road safety plans leads to the nongovernmental partners shouldering responsibilities to reach a common goal.

d.

Absence of serious concern and attention to providing safer road design in the
main institution of the PWD. Absence of concern about routine maintenance of
existing roads in the organisations playing minor roles as road builders in rural
areas, and parts of cities/ other areas being developed for housing/ industrial
development.

e.

Poor quality of roads, road furniture, traffic signalling infrastructure and very
significant concern for taking mitigating measures at the identified accident-prone
spots.

f.

Lack of proper training of the drivers and other road users, emergency staff,
engineers and planners; driver licensing without proper testing, compliance
checking geared more to revenue generation and overlooking the main focus
areas (i.e., absence of driving skills, rash driving, overloading, over speeding, and
plying age-expired vehicles, etc. )

g.

Lack of mandate for enforcement in rural areas, for handling accident investigation
and pursuing prosecution, for handling spot fines for non-compliance by the road
users and vehicles by non-Gazetted traffic Police hands, non-existence of the
traffic cadre, line control of the Traffic Police by the Civil Police arm, inefficient
enforcement of traffic rules and regulation due to inappropriate training of traffic
Police, inadequacy of traffic personnel, and equipment and funds; absence of
specific action plan based road safety enforcement; absence of an accident data
recording and analysis system; absence of use of research to periodically make
road safety action plans according to changing ground realities.
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h.

Sporadic and generalized focus to road safety education; need to change the
focus to developing skills such as hazard perception changing attitudes,
reinforcing behaviour, management of personal risks in elation to road
environment, development of coping strategies; use of professionals to produce
specific modules targeted to specific problems and groups using different media
and communication strategies.

i.

Inadequate funding for the roads safety measures; inappropriate use of allotted
scarce resources; absence of any effort to mobilise resources from the other
stakeholders; non-involvement of private entrepreneurs in the road sectors.

The actions required to address the above areas are set out in the Road Safety Action
Plan.

Legal Matters
10.

A comprehensive review of legislation that impacts on Road Safety was undertaken –
Constitutional Issues, Motor Vehicle act, Central Motor Vehicle Rules, state Motor Vehicle
rules.

11.

The changes recommended to the U.P. Motor Vehicle Rules include:¾

Helmets to be worn by all pillion passengers

¾

A special provision of law should be included to ensure the safety of children.

¾

Current IRC Standards should be used throughout the state

¾

Speed limits by type of road should be introduced

¾

A duty of care should be placed on drivers while crossing a railway crossing

¾

A speed limit of 20 km/h should be imposed on tractors

¾

Accident compensation to be paid within 6 months, as in Railways.

In addition the wearing of seat belts by drivers and front seat passengers should be
enforced.
Financial
12.

Regarding the present financial provisions it may be pointed out that the State Budget
does not mention any specific and earmarked allocation of funds for road safety
measures either as a major head/sub-head or minor head. it appears that the nonrecognition of ‘Road Safety Measures’ as a distinct functional category of infrastructural
activity is responsible for the absence of any clear cut allocation in the budget of the State
Government. It has been observed that Government of U.P. has made a very small
budgetary provision for financing road safety measures for the Department of Transport.

13.

The State Road Fund was Rs 221 crores during the year 2001-2002 and has marginally
increased to Rs 300 crores during the current year (2005-2006).
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The provision for road safety and traffic operations measures under World Bank Loans is
US$ 13.16 which is 2.1 percent of the total loan.

Resource Mobilisation : Potential
15.

The recovery of Penalty by Traffic Department in U.P. was Rs. 243.85 lakhs in the year
2000-2001, which with the same level of enforcement is expected to increase to Rs.
1148.41 lakhs during the year 2020-21 (As per Directorate of Traffic, GoUP).

16.

The collection of penalties on vehicles is was Rs 2754.22 lakhs during the year 2000-01
and Rs 3209.40 in the year 2004 (up to December 2004).

17.

The revenue collected through Motor tax, Goods tax, passenger tax, (Pvt. & UPSRTC)
lakhs by Transport Department in U.P. was Rupees 45,618 lakhs during the year 1998-99
and Rs. 70,048.89 lakhs during 2004-05 (Jan)

18.

Potential sources of Additional Revenue identified in an earlier study given below

Additional Tax on Fuels – Petrol & Diesel (incl. cess)

User charges

Sales Tax on Vehicle

Revenue only

Duties on tyres & tubes

Revenue /user charge

Tolls

User charge

Motor Vehicle Insurance Charge

Revenue only

Vehicle Registration Charge

Revenue only

Source : TCS, Policy Support and Institution Development Study, 2002.

State Road Safety Fund
19.

It is recommended that a State Road Safety Fund should be established along similar
lines to the Tamil Nadu Road Safety Fund. It should be funded from the receipts from
spot fines and compounding fees. The possibilities of attracting private investment should
be explored.

20.

The State Road Safety Fund should be spent only on the major heads of expenditure
specified in the proposal; these include traffic signals, signs, equipments, and ambulance
maintenance and trauma expenditures.

Accident Data Collection and Analysis
21.

The primary source for road traffic accident data is the police department. Other sources
are insurance company records, hospital records, tow vehicle operators and special
research studies. In the year 1996, with 29.77 lakhs of registered vehicles, 16648 and
accidents have occurred killing 8111 persons and resulting in economic loss of Rs.
8237.5 million. The corresponding figures for the year 2004 are 64.23 lakhs vehicles,
17879 accidents killing 9463 persons and an economic loss of Rs. 8939.5. If road safety
measures are not implemented in the near future the number of persons killed or injured
will increase.
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Police at the accident site are faced with three immediate tasks
¾

To control the mob which has gathered

¾

To clear the traffic

¾

To dispose the vehicle and the victim in case of serious and fatal accidents and
also have to collect the details of the accident.

More resources and better deployment are required to improve the recording of accident
details and to reduce the under-reporting of accidents.
23.

The accident details are recorded on a First Information Report. The Traffic Directorate
have issued a checklist to be used when reporting accidents. However, even after this
initiative, the quality of details is not encouraging.

24.

The required accident data can be best obtained by the police completing a form such as
the India Road Accident Report Form. A Hindi version of the form, in fact a bi-lingual
version Hindi and English was developed and training for filling up this form was given to
police from various districts.

25.

In order to make the best use of the accident data collected, computerization is required.
This can take a number of forms – in-house developed systems, spreadsheets and
commercial packages such as MAAP in use in Karnataka or IBS in use in Kerala.

26.

At this point in time the most important task for the Police is to record accidents on Indian
Road Accident Report Form. Accidents in U.P. except with the exception of those
involving fatalities are grossly under-reported.

Blackspots /Accident Prone Areas
27.

The level of detail currently reported in the accident records is just enough to identify
locations but not sufficient to carry out in-depth analyses required to determine possible
solutions.

28.

However having identified accident prone areas such areas should be prioritized for
implementing standard traffic engineering measures such as traffic signs, road markings,
channelisation and clear indication of who has the right of way at junctions. All these
features are frequently absent on most roads throughout U.P.

Road Safety Auditing
29.

During the project, road safety auditing activities have focused on the completed Major
Maintenance Projects (RMCs).

30.

Training was given throughout the task. This started with a two day programme. This was
followed with additional sessions, as appropriate, during the 'conduct of the road safety
reviews.
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The approach to the Road Safety Reviews was to follow the following basic steps:
a.

Keep the motor vehicles in the traffic lane.

b.

Separate the road users on the basis of speed.

c.

Warn the road users with signs and road markings.

d.

Provide a forgiving roadside to errant vehicles.

The most common remedial actions were treatment at intersections, edge line marking, guide
posts, Raised Reflective Pavement Markers (RRPM), warning signs, trees within the clear zone
(formation width of road), narrow culverts (parapets within the clear zone and/or formation width
of road).and narrow bridges.
32.

Many of the safety items identified by the Road Safety Reviews are common to all
projects. They are generic in nature and have common solutions that rely on consistent
application of standard treatments.

33.

The most-common issues involve improvement of delineation at bridges, curves and
culverts, including the widening of culverts. Narrow or single lane bridges are major
potential concerns that can only be successfully addressed by the provision of wider
bridges.

34.

Narrow culverts and bridges, those with parapets or less than 7.0m between kerbs, can
be made safer by improvements to delineation - edge lines, raised reflective pavement
markers, bridge width markers and narrow bridge warning signs. This work is likely to
cost much less than widening. However, when the width is restricted to single lane usage,
there is no better solution (or costly) than widening to provide for two normal lanes.

Road Safety Action Plan
35.

The Road Safety Action Plan includes the recommendations discussed above. The main
actions include :a.

Re-invigorate the State Road Safety Council (SRSC) with the installation of the
Chief Minister as Chairman and Establish the State Road Safety Board (SRSB) to
support the SRSC.

b.

Improve Co-ordination between the Institutions involved in Road Safety and build
Institutional Capacity. It is felt that this will be achieved most effectively and
quickly when the Chief Minister is Chairman of the SRSC.

c.

Establish Arrangements for Funding Improvements .in Road Safety

d.

Increase resources to the Police to enhance their Enforcement Efforts

e.

Increase the resources available to the 'Regional Transport Offices for Testing
Vehicles
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f.

All highway design, maintenance and construction to be based on current Indian
Roads Congress (IRC) Standards.

g.

Develop a State-wide Policy for Setting Speed Limits

h.

Develop a Programme for Implementing Traffic Signs and Road Pavement
Markings on State Roads.

36.

A micro level Action plan to be implemented within a 3 year period, indicating the type of
action, the departments involved, time frame, fund requirements and sources of funding is
set out in this report (see Para 15 above).

37.

It is estimated that Rs 9729.36 lakhs will be required to implement the suggested road
safety measures over a three year period.
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STRUCTURE OF THE REPORT
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The Report comprises eleven chapters numbered 1 to 11. To facilitate dissemination the
chapters have been grouped to form seven volumes:
Volume I

- Introduction and Road Safety Policy

Volume II

- Institutional and Organisational Environment

Volume III

- Legal Environment

Volume IV

- Financial Environment

Volume V

- Accident Reporting and Blackspots

Volume VI

- Road Safety Audit'

Volume VII

- Road Safety Action Plan

The chapter numbers have been retained to enable easy reference to the "Draft Final Report and
Action Plan".

1.2

U.P. STATE ROADS PROJECT

This project is part of the World Bank assisted U.P. State Roads Project. The full title of the
project is "Consultancy Services for Institutional Support and Technical Assistance to the Road.
Safety Sector in the State of Uttar Pradesh". The title is often abbreviated to the "U.P. Road
Safety Study"
The main objective of this study was to critically examine the existing road safety scenario in U.P
and to suggest suitable action plan to improve the road safety by minimising the road accidents
in U.P. roads.

1.3

ROAD SAFETY SCENARIO

In 2004, 17,879 accidents were reported which resulted in 9,463 people being killed and 12,546
people being injured. It has been estimated that the economic loss in 2004 was
Rs 8,939,500,000. A more detailed description of the Road Safety Scenario is in Chapter 2.

1.4

STAKEHOLDER WORKSHOP

A Stakeholders' Workshop was held during the course of the Project on 4th July, 2005.
Invitations were sent to over two hundred and fifty people of which over one hundred and
seventy people registered for the workshop. It is believed that the total number attended was
somewhat higher. Most of the workshop was conducted in the local language Hindi. More details
of the workshop are given in Chapter 3 of this volume.
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U.P. ROAD SAFETY POLICY

The U.P. Road Safety Policy was developed from the Draft National Road Safety Policy and the
same was presented in the first Stakeholders' Workshop after which the policy was' amended.
The development of the policy and its subsequent approval by the State Road Safety Council is
set out in Chapter 4 of this volume.

1.6

FRAMEWORK FOR ROAD SAFETY

1.6.1

Institutional and Organisational

The task comprises four parts. The first part analysed the six departments/ agencies (PWD,
Transport Department, Home Department, Urban Development Department, Medical and Public
Health Department and the Education Department) which are most involved with the delivery of
road safety sub-tasks. On the basis of in-depth analyses of each department a matrix of their
strengths and weaknesses was complied.
The second part of the task looked at the emergent scenario of road safety in U.P. and the third
part developed proposals for institutional co-operation and institutional capacity building. The
fourth part presents specific proposals for buildings the institutional capacities of the six
departments.
Volume II presents a detailed description of all four parts.
1.6.2

Legal

The Constitutional Issues as they impact on road safety are examined in detail. The Motor
Vehicle Act, Central Motor Vehicle Rules, Delhi Motor Vehicle Rules and U.P. Motor Vehicle
Rules are reviewed; the main results of which are contained in the ‘Annexure B’ (Volume III).
This is followed by an outline description of the U.P. Motor Vehicle Rules and changes to
improve road safety. A section on the liability of engineers and planners as regards their work on
the road system in included in Volume III.
1.6.3

Financial

The existing funding arrangements for road safety activities are critically examined. This is
followed by a description of the proposed funding arrangements including a State Road Safety
Fund. Projections are made of the future requirements for funding by the main departments/
agencies- PWD, Transport Department, Home Department, Urban Development Department,
Medical and Public Health Department and the Education Department. The details are presented
in Volume IV.
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TRAINING

Training has been a very important part of this project. The project included some intensive oneday training of police officers, including some police trainers, in our office. The training covered
road safety awareness and filling up of the Indian Accident Reporting Form including the drawing
of site sketches and collision diagrams. In addition to the foregoing, in a Police One Day Training
Courses at Sitapur the filling in of the Indian Accident Reporting Form (IARF) to 100 police
personnel was demonstrated. A bi-lingual (Hindi and English) IARF was developed and
circulated to some of the police stations for adoption.
Another area, where extensive training was undertaken is related to the road safety audits/safety
reviews of twelve completed Rehabilitated Maintenance Contracts (RMC). The included desk
training in the Span Consultant office (and in a PWD Office at Meerut), site visits and on-the-job
work.
From 26th September to 30th September a one week residential Training Programme for 50
persons from various parts of U.P. covering police, PWD, Transport, Education was conducted in
the Sagar International Hotel, Lucknow.
More details of the training are given in Volumes V and VI.

1.8

ACCIDENT REPORTING, ANALYSIS AND BLACK SPOTS

Volume V (Chapter 8) covers accident reporting and analysis and Volume V (Chapter 9)
discusses the procedures for identification and rectification of black spots.

1.9

ROAD SAFETY AUDITING ACTIVITIES

Volume VI describes in detail the Road Safety Reviews that were undertaken for twelve RMC
Sections covering a total length of around 600 km.

1.10 ROAD SAFETY ACTION PLAN
The Road Safety Action Plan in Volume VII includes the actions recommended in the previous
chapters. A micro level action plan, to be implemented within a three year period, describing the
specific action, the department(s) in which the action has to be initiated and implemented, the
time frame, fund requirements, and source of funding are put forward.
The Action Plan, if implemented, the objective of this project study namely, improving the road
safety by minimising the road accidents on Uttar Pradesh roads, could be successfully achieved.
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Adequate availability of infrastructure and their constant up gradation and maintenance are
extremely essential for all-round development of the state. A proper road network is an essential
component of infrastructure. It ensures proper and effective marketing of industrial and
agricultural products and also easy movement of goods across the state. Uttar Pradesh has a
wide network of railways which handles large scale movements of goods and passengers. Uttar
Pradesh has road length of about 233,000 km of which only 5,583 km roads have been classified
as National Highways and 8511 km roads are classified as State Highways. It may be noted that
out of a total number of 112,000 villages only 58,565, are connected with metalled roads.
Uttar Pradesh Road Development Policy 1998 has emphasized on construction of village roads,
maintenance and modernization of National Highways, State Highways, Major District Roads and
Other District Roads; construction of bridges and flyovers, bypasses, ring-roads; resource
mobilization for road development works; promoting public sector in road development projects;
ensuring financial discipline; delivering and dovetailing in road construction work; bringing about
organizational and procedural improvements in public works department etc.
The Indian Road Congress in its Lucknow session held in 1985, drew up the Lucknow Plan for
the next 20 years (1981-2001).The target was to have a 355,000 km road network in the state of
which 5,880 km was to be National Highways, 35,300 km to be State "Highways, 59,301 km of
Major District Roads and 255,000 km of other district and village roads the year 2001. However,
the length of total road network in 1995 the road-network was only 184,000 km about half the
2001 target of 355,000 km. The main reason for the shortfall has been lack of financial
resources.

2.2

VEHICLES

Like elsewhere in India there has been substantial growth in number of vehicles registered and
vehicles on roads. In 2003-04, there were 7.11 lakh registered vehicles in the state of which 5.85
lakh (82%) were two wheelers. There were 64.2 lakh vehicles on roads of which 48.9 lakh (76%)
were motorcycles. It has been projected that by 2010-11, there will be 79.9 lakh vehicles on road
and by 2020-21; there will be 114.4 lakh vehicles. The responsibility of bus transport on National
Highways has been entrusted to Uttar Pradesh State Transport Corporation. There are about
8,000 buses in the corporation while about 25,000 buses on roads and the State Government
has issued 19000 permits for private and public buses to run on the roads. State Government
has also implemented 'Motor Vehicle Act of 1939' since 1989. For the administrative point of
view, there are 6 zones, 19 divisions and 90 sub-divisions in the state.

2.3

ROAD ACCIDENTS

Road accidents are a problem all over the world. Fatalities from road accidents rise with
increasing population, increased ownership of vehicles and increasing travel. After many years of
increasing fatalities most developed countries have succeeded in checking and reversing the
upward trend in the number of road fatalities. Checking the upward trend required government
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action at local and national level. Reversing the upward trend needed more government actions.
To maintain the downward trend of road accident fatalities needs continuing commitment to road
safety from governments and people. At present in much of India and certainly in Uttar Pradesh;
road safety is not on the agenda. The number of road accident fatalities is of the same order as
the number of murders.
It is estimated that by the year 2020, road accidents in the World will account for 2.3 million
deaths per year and that 90 percent of these deaths are expected to fall in developing countries.
In India, it is estimated that the costs of accidents due to road fatalities will account for 1 percent
of GDP. It was further estimated in 2001 that Rs. 19000 crores Ts the economic loss due to road
accidents in India. By the year 2007-08, the economic cost of road accidents is expected to
account for Rs. 37,000 crore in India. Such an economic loss is bound to be irrecoverable
(Banerjee, 2003).
In addition to the people of people who die in road accidents, many more suffer grievous injury
and even more suffer injury. A major problem in India is the gross underreporting of road
accidents: it is only fatalities that are reliably reported. The main causes of under-reporting are
inadequate police resources and the low priority accorded to accident reporting amongst the
police and their political masters.
The Draft National Road Safety Policy (2003) identifies the following key areas for action: raising
awareness, providing enabling legal, institutional and financial environment for road safety,
establishing a road safety information database, safer road infrastructure, safer vehicles, safer
drivers, safety for vulnerable road users, road traffic safety education and training, traffic
enforcement, emergency medical services for road accidents and HRD and research for road
safety.
There a number of causes contribute to each accident. Human error is a contributory cause in
most of the accidents; human error in observation, decision-making and response to the situation
at hand. Other contributory causes include vehicle defects, faults in road design or maintenance
and traffic and environmental. The vehicle factors contributing to road accidents include worn
tyres, poor brakes, non-functional light, over-loading of public service vehicles and trucks and the
use of unsuitable vehicles like pick-ups for transport of passenger and poor crashworthiness
design. Road factors contributing to road accidents "are related speed limits that are too high for
road/ traffic conditions, no speed limits and poor visual guidance, poorly controlled intersections
and uncontrolled access, narrow roads, poor alignment standards and poor maintenance of
pavements and shoulders and steep ditches and hard objects near the road. Traffic and
environmental factors include mix of motorized and nonmotorized vehicles, pedestrians, poor
traffic management and enforcement of the traffic codes, darkness and inclement weather
conditions and inadequate emergency medical services, etc.
Economic pressure factors have also become more important following the liberalization of road
transport services. The intense competition for passengers has resulted in more speeding and
reckless driving of the public service vehicles (Third Africa Road Safety Congress, 1997).
Moreover, with the globalization and economic liberalization, there is increasing trend of
automobiles having higher acceleration and maximum speed. It is difficult for drivers, especially
younger- drivers, to resist the temptation to drive their car to its limit whatever the road condition.
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It has been reported that about 12 lakh people die each year in the road accidents all over the
world. In 2004, 90,000 people were killed on the road in India; in China the number was 107,077,
in the USA the number was 42,636 and in Australia the number was 1,596. On a per capita basis
the rate was 8.26 in China, 8.33 in India, 14.53 in the USA and 7.94. However when the amount
of vehicle travel is taken into account the deaths per by km are 60 (India), USA (9.4) and 8.0
(Australia).
In the Uttar Pradesh, in 2004, 17879 road accidents were reported and 9463 people were
reported killed and -12546 persons were reported injured (Brijlal, 2005). Table 2.1 shows the
trend in vehicles owned, reported accidents and the number of persons killed and injured.
Table 2.1 : Road Accidents in Uttar Pradesh
Year

Registered vehicles
('000)

1995

2,544

-

-

-

1996

2,977

16475

8111

-

8237.5

1997

3,164

16648

8741

-

8324.0

1998

3,775

17631

8201

-

8815.5

1999

4,027

18116

9984

-

9058.0

2000

4,627

16644

8187

12055

8322.0

2001

4,921

20473

9654

13256

10236.5

2002

5,171

20684

9726

13152

10342.0

2003

5,928

14286

7845

9348

7143.0

2004*

6,423*

17879

9463

12546

8939.5

Reported Road
accidents

Persons
killed

Persons
injured

-

Economic Loss
(Rs. Million)

2011

9,079

19250

-

-

9625.0

2021

13,213

20668

-

-

10334.0

Source: PWD, Uttar Pradesh Government, Lucknow ("denotes vehicles on roads)

Out of total deaths in road accidents, more than 18 per cent deaths are reported to be of children
below 17 years of age. Moreover, deaths caused by commercial vehicles have been reported to
be about 50 per cent, while death caused by heavy vehicles has been reported to be 28.5 per
cent. Importantly, deaths caused by overloaded vehicles is 38.64 per cent and deaths caused
due to mechanical defects have been reported to be 42 per cent. Thus, mechanical defects of
vehicles, overloaded vehicles and commercial vehicles are mainly responsible for most of the
deaths resulting from road accidents (see Table -2.2).
Table 2.2 : Details of Road Accidents in Uttar Pradesh
Particulars
Total deaths in road accidents
Deaths of children below 17 years of age J%)
Deaths caused by commercial vehicles (%)
Deaths caused by heavy vehicles
Deaths caused by overloaded vehicles
Deaths caused by mechanical defects
Deaths caused due to murders

2002

2003

2004

9726
1935 (19.9%)
4790 (49.2%)
3052 (31.4%)
3686 (37.9%)
4257 (43.8%)
6555

7845
1333 (17.0%)
4026 (51.3%)
2479 (31.6%)
3184 (40.6%)
3504 (44.7%)
5150

9463
1727 (18.3%)
4417 (49.7%)
2699 (28.5%)
3657 (38.6%)
3941 (41.6%)
8234

Source : Traffic Commission, Uttar Pradesh
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It has been observed that deaths in road accidents are three times higher in the districts of
Kanpur, Dehat, Mirzapur, Faizabad, Deoria, Sonebhadra, Siddharthnagar and Lalitpur Districts.
Moreover, 13 districts have been identified where deaths in road accidents are two times higher
than murders. These districts are Kanpur Nagar, Lucknow, Agra, Faizabad, Gorakhpur, Mathura,
Gautam Buddha Nagar, Varanasi, Barabanki, Basti, Mahamaya Nagar and Auriya. Thus, these
districts are accident prone and special care and efforts in terms of road safety are required to
achieve a reduction of road accidents.
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The workshop was held in the Taj Residency, two and a half months into the project. The
workshop served to increase the awareness of the Road Safety Project amongst the main
stakeholders. In addition the views of the stakeholders were sought on the Draft Road Safety
Policy for U.P.

3.2

GENERAL

Invitations were sent out to over 250 people. These were followed up by telephone calls and
often by- personal visits. On the day 171 people registered, however it is believed that the total
number attended was somewhat higher. The approximate breakdown of those who registered
was:
•

PWD - 49

•

Police - 7 (undoubtedly an underestimate)

•

Transport Dept. - 3

•

Education Dept. -3

•

Other Govt. - 4

•

Research - 3

•

NGOs - 34

•

Press -16

•

Consultants - 6

•

Other Professional - 4

•

Citizens and not classified - 42

Most of the workshop was conducted in the local language Hindi. Stenographers were deployed
to assist with obtaining a full record of the proceedings. Some of the presentation materials were
bi-lingual to facilitate understanding and discussion.
To increase awareness a number of additional powerpoint presentations from previous
workshops were displayed on posters on the walls of the conference hall and various road safety
documents were made available for browsing.
Participants were asked to record their comments, ideas and proposals on the comment sheets
that were included in the folder given during registration.
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PRESENTATIONS AND DISCUSSIONS

Mr. S.K. Agrawal, Principal Secretary, PWD, Govt. of Uttar Pradesh was the Chief Guest and
several other dignitaries from the stakeholder Departments/ Agencies were present.
Mr. K.B. Bansal, CE (World Bank), PWD introduced the U.P. State Roads Project and also
presented its status report. He emphasized the point that the World Bank assisted projects,
excepting for construction of rural roads, focused mainly on upgradation of the existing state road
network rather than constructing new roads. Road safety, he said, was an important ingredient of
this project for which there was an allocation of RS.16.50 crores. Similarly, there was a provision
of RS.39.50 crores for institutional development under the project. Another RS.63 crores was
allocated to two sub-themes; one for development of a road safety policy frame work for the state
and associated action programmes there under; second identification 'of blacks pots. The first of
these projects was assigned to M/s Span Consultant Pvt. Ltd. and the second was given to M/s
TCS. This particular workshop has been organized under the first, namely the Road Safety
Project.
Mr. K. B. Bansal concluded his presentation with the following proposals:- A breath test for
drunken driving
•

Periodic testing of vehicles for their roadworthiness.

•

Periodic testing of drivers.

•

Education, enforcement and recognition of the special needs and requirements of the
vulnerable road users.

•

Provision of training and equipment necessary for effective traffic enforcement by the
Police.

•

Training of school children in road safety.

Following Mr. Bansal's presentation, the team Leader of the Road Safety Project, Mr. Keith
R. Johnson presented an overview of the Road Safety Project and the Workshop.
Mr. Satish Kumar Agrawal, Principal Secretary, PWD and the chief guest, inaugurated the
workshop. In his address, he made the following points:
•

It is essential that the roads should be safe for travel.

•

There is an umbilical cord type of relationship between road and safety.

•

("What is our perception towards both of them? After knowing them so well, what is
consequential is what we do about them.")

•

Road behaviour is an enigma. We are all aware of the rules and regulations. Yet,
amazingly we keep doing things on the road that are harmful for safety. Consequently, we
are also responsible for the road accidents.

•

It appears as though every one is not performing his duties satisfactorily.
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•

Our self-perception about the roads is that they are very safe. They are also so made that
the human body takes quite a few shocks during road use. As is well known, the human
body has limits of endurance and taking punishment from these roads. The fact of the
matter is that the use of roads is the far more dangerous .than for instance air travel. Yet,
we are least afraid of safety on the road. It is time that we think and take serious note of
road safety problem. This is a concern in which every one has to play his part. Unhappy
about the road safety behaviour of the privileged class. Duty discharged honestly should
be supported and respected since it is not being done at present. What one finds on the
other hand is more of defying of traffic rules and regulations. Consequently, what is
needed is a change in the mindset. How to change the mindset? This should be the
central issue on which some concrete ideas should emerge from this workshop.

•

This workshop is mainly an effort in sensitizing the stakeholders.

Following the address of the Chief Guest, Mr. Brij Lal, Director, Traffic Police, Uttar Pradesh
made a presentation on the Traffic Scenario in Uttar Pradesh which was followed by a
presentation on 'Towards a Road Safety Policy for Uttar Pradesh' by Mr. Keith R Johnson.
After the lunch break, John E. Coles, the Road Safety Audit Expert, made a presentation on
Road Safety Auditing; this was followed by a presentation on Accident Reporting and Analysis by
the Mr. Peter Gillett, the Accident Reporting and Analysis Expert.

3.4

COMMENTS FROM THE PARTICIPANTS

After the presentations and other points made by experts, participants of the workshop were
asked to offer their comments/ opinions on Road Safety. Most of the interaction was in Hindi.
Their comments were translated into English and are given below:
•

Dr. Gyan Singh, Lucknow was of the opinion that quite a few accidents were caused by
the branches of trees hanging on the turnings of the roads. In such cases the driver is not
able to see the vehicle coming from the opposite side.

•

Mr. RK. Sharma, Surveyor, LDA, Lucknow was of the opinion that the petrol pumps
should be located on both the sides of the highways and there should be a divider for a
length of 200 metres, before the petrol pumps. He further added that there should be a
divider on the roads schools are located adjacent to the road/highway.

•

Mr. RD. Usmani, Bhartiya Audhyogic, Lucknow argued that the temples, Mazars and
other religious buildings are constructed in the middle of the road or, on the sides of the
roads. Initially, these are of very small but later when they are expanded they become
major hazards. At these points people congregate which results in accidents and traffic
jams. Due to legal backing and protest from political parties, it is difficult for the authorities
to remove such constructions after they become established. Some measures should be
taken not to allow encroachment in this manner.
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•

Mr. Swami Nathan, C.O. Cantt. Gorakhpur stated that at present even offences under
Section 279 and 304A (causing serious injuries and uninternational deaths) are bailable
from the police station itself. These should be made non-bailable and there should be
enhancement of punishment for violations of such traffic rules and regulations. He further
suggested that there should be a proper drainage system for the, buildings newly
constructed on the roadside. If the drainage system is not sound the effluents of the
buildings damage the road.

•

Mr. Manmohan Bose stated that disposal of the road accident cases and award of
compensation takes 10 to 12 years. These cases should be disposed off in a time) bound
manner, as is the case in the Railways. In the Railway accidents, the cases e settled
within six months. He further said that most of the accidents occur in front of Dhabhas/
road side hotels where trucks are parked on the road and the drivers of oncoming
vehicles are not able to see the objects and hit them. Provision should be made for
parking place outside road space.

•

Reacting to Mr. Bose, Mr. Brij Lal, Director, Traffic was of the view that while constructing
the commercial buildings it should be kept in mind that adequate parking' places should
be provided inside the complex so that traffic flow is not affected. He further stated that
the present provisions in the building byelaws should be strictly enforced.

•

Mr. Arbind Kumar, Secretary, Gramudyog Samiti Moradabad stated that the villages
located on the highways should have limited crossing points; the rest of the area facing
highways should be fenced.

•

Dr. Khandelwal, Indian Railways argued that there should be rigid licensing system. It
should be like the Railways, where psychological test, eye test, physical test, etc. are
carried out before granting the driving license.

•

Mr. Ram Kumar Varma stated that hoardings of abnormal sizes are installed near the
roads. These cause accidents. There are also provocative hoardings that distract the
attention of the drivers leading to accidents.

•

Dr. Poornima Singh, deputy director, traffic asked for provision of a road safety library for
the police department also. She felt that the initiative to frame road safety policy should
come from the group. She suggested that a list of local advocates, who are willing to offer
free assistance to the accident victims, should be made available to all police stations. .

•

Mr. Brij Lal, Director, Traffic stated that quite a few accidents take place on the unmanned
railway crossings. A side lane should be made on such crossings.

•

Nripendra Nath, Lucknow stated that unauthorized vehicles are driven by adolescent
youth. This should be prohibited and the prevailing law in this regard be enforced strictly.
Encroachment laws, applicable to the public, should also be applicable to Government.
Driving licenses should not be issued to the youngsters below the age of 18 years.

•

S. K. Shukla, Lucknow stated that citizens are afraid of taking accident victims to hospital.
Instead, there should be some policy so that the people may not run away from the site of
accident and that people taking the accident victims to hospital should be rewarded (as is
the case in Delhi).
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•

Responding to Mr. Shukla, Mr. Brij lal, Director, Traffic added that the traffic directorate
had issued a circular that directed that first of all the injured should be taken to hospital.
The person taking the injured to the hospital should not be harassed and should be
encouraged. He stated that a scheme has been sent for the consideration of the
government of Uttar Pradesh to pay a reward of RS.100/- to such persons. He further
suggested that police and lawyers should use helmets also. A circular has been issued to
all the concerned. Police officials in the state have been directed to wear helmets.

•

Mr. Tribhuwan Ram, Engineer-in-Chief, PWD was of the opinion that road safety
awareness should be created among the people.

•

Mr. Anupam Pandey stated that most of the accident victims are from the villages. These
people should be educated. Stray/ vagabond cattle, especially neelgai, create dangerous
situation on the roads in some areas and cause accidents. Before granting driving
license, some security deposit should be made compulsory. It should be forfeited if the
driver concerned causes accidents. The system involved in deciding cases of accident is
very lengthy, and it should be simplified. Tractors in the village have no light and trolleys
do not have reflectors. While constructing roads, it should be kept in mind that proper
places for parking vehicles should be provided. Parking places should be provided every
5 km.

•

Dr. Manjula Batra informed that the Motor Vehicle Act has been amended to incorporate
the directions given by the Honourable Supreme Court of India regarding people assisting
road accident victims.

•

Mr. Lalit Mohan Singh, Retd. DGP, Haryana stated that there are so many laws. What is
lacking is strict enforcement. On the issue of establishing Trauma Centres, Mr. Singh
predicted that these would meet the same fate as the existing Primary Health Centres
where the MOs are seldom present. While issuing licence proper testing measures
should be adopted.

•

Slogans and pictures on hoardings are also the causes of accident. These attract the
attention of the drivers and cause accident. Roads should be constructed in accordance
with the principle of Vastu Shastra. Direction of the road should be North to South and
East to West. If roads were constructed on this principle they would generate such energy
that would make the country prosperous.

•

Shri Tribhuvan Ram reacting on this stated that we are not constructing new roads but
up-grading the existing ones."

•

Col. Tewari, Lucknow stated that overloading should be restricted. Overloading also
damages the roads. Transport, Traffic Police and PWD should be merged into one
Department. Problems can be mitigated in this way.

•

Shyambir Singh, Lucknow stated that restrictions should be imposed on rash driving. Use
of hooters should also be restricted.

•

Mr. Akash Bhatia, Lucknow stated that licence should not be issued to the boys and girls
who are below the age of 18 years since they are not eligible for it. Road safety measures
can be as per State of Kerala.
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•

Mr. Ravi, NGO, Lucknow stated that the bad condition of the roads is due to unauthorized
occupation/ encroachment. In such places, due to accumulation of garbage there is no
proper drainage of water. Gates are made on the roads in large number of places for
greeting the political leaders, making holes on the roads and the hoardings are installed
on the roads. This damages the roads and causes traffic blockage and accidents. Jugad
Gari (vehicle assembled indigenously) also damages the roads and causes accidents.

•

Mr. Sudheer Kumar, executive engineer, PWD, reacting to some of the interpretations of
the accident data by the director, traffic, argued that the main cause of increasing
accidents is the increase of population. Accident data should be analyzed with care.
Causation should not be attributed to single sources/ factors without adequate data
support. There is a website of PWD wherein the cases of accidents can be uploaded for
the information of the concerned officials.

•

Mr. Badri Nath, Lucknow stated that there is no proper traffic arrangement in the capital
city of Lucknow. It lacks footpaths. Existing footpaths have either been encroached upon
or are damaged. Dividers are very high in some places and are very low at other places.
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4.

ROAD SAFETY POLICY FOR UTTAR PRADESH

4.1

NATIONAL ROAD SAFETY POLICY

The starting point for the development of the policy was the Draft National Road Safety Policy
submitted to the National Road Safety Council in January, 2005. The Policy addressed eleven
issues
•

Raising Awareness about Road Safety Issues

•

Providing enabling legal, institutional and financial environment for road safety.

•

Road safety information database

•

Safer road infrastructure

•

Safer vehicles

•

Safer drivers

•

Safety for vulnerable road users

•

Road traffic safety education and training

•

Traffic enforcement

•

Emergency medical services for road accidents

•

HRD and research for road safety

The first step towards a Road Safety Policy for Uttar Pradesh was to amend the National Road
Safety Policy Statements so that they were appropriate for the State of Uttar Pradesh.

4.2

PRESENTATION OF POLICY IN WORKSHOP

The Draft Road Safety for Policy U.P. was presented at the Workshop held on Monday 4th July,
2005 at which over 170 people registered.
At the workshop there were no comments on the format or content of the Policy. However on the
other hand there were many comments and suggestions about what the problems were and
suggestions about what should be done.
The Policy Statements and / or the strategies for implementing the policy statements were
reviewed and amended where necessary so that they were compatible with both the problems
and actions put forward at the Workshop.

4.3

ADOPTION BY STATE ROAD SAFETY COUNCIL

The proposed Road Safety Policy for Uttar Pradesh was adopted by the U.P. State Road Safety
Council at their meeting on 20th September, 2005, The adopted U.P. Road Safety Policy
follows:-
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RAISING AWARENESS ABOUT ROAD SAFETY ISSUES

Policy Statement
The Government will make increased efforts to promote awareness about the seriousness of the
road safety problem, its social and economic implications and the necessity to curb the rising
menace of road accident. This will facilitate various stakeholders to play their rightful role in
promoting road safety.
Strategies
1.1.

Raising awareness among key decision-makers and stakeholders to facilitate them for
planning and promoting road safety.

1.2.

Raising awareness about the gravity of road safety issues among all citizens of the state
to enable them to treat it as an important state problem.

1.3.

To enlighten the various road user groups with respect to their roles and responsibility

2.

PROVIDING ENABLING LEGAL, INSTITUTIONAL AND FINANCIAL ENVIRONMENT
FOR ROAD SAFETY

Policy Statement
The government will clarify the institutional responsibilities for the various stakeholders
in road safety and take appropriate measures to ensure that the required legal,
institutional and financial environment for road safety is put in place. The reforms in these
areas would take into account an active and extensive participation of the community at
large and of private and business sector as well as of NGOs.
Strategies
2.1.

To create enabling legal framework for road safety at all levels.

2.2.

To create enabling institutional framework for managing road safety.

2.3.

To create enabling financial framework for road safety.

3.

ROAD SAFETY INFORMATION DATABASE

Policy Statement
The Government will establish a state-wide road safety information system. In doing this
the government will seek increased help and assistance for the Union Government as
provided for in the National Road Safety Policy.
Strategies
3.1.

Improve the reporting of important details at the scene of the accident shortly after the
occurrence of the accident.
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3.2.

Improve the storage and accessibility of all data relevant to an accident such as vehicles
person involved, and road environment.

3.3.

Contribute to the development of the comprehensive road safety information database
included in the National Road Safety Policy.

4.

SAFER ROAD INFRASTRUCTURE

Policy Statement
The Government will undertake additional steps to promote road safety measures at local
as well as at state level. Safety conscious planning and design of roads and road network
will be encouraged whilst undertaking new as well as up gradation and rehabilitation road
schemes through application of road safety audits. Continuing application of ITS to
achieve a safe and efficient transport system will be encouraged.
Strategies
4.1.

Review the design standards, codes, guidelines, etc. access and development control
procedures currently in use in the state and ensure best practices in road safety are
incorporated and also develop highway maintenance guidelines to ensure that there is no
deterioration of road safety during the 'life' of the road.

4.2.

To facilitate quality improvement of practicing highway engineers on various road safety
aspects through training and dissemination of appropriate road safety knowledge.

4.3.

Adopt accident reduction strategies for existing roads through black spot improvement
programmes.

4.4.

Required all proposed new and rehabilitation road schemes to be checked from a safety
perspective for all types of road users during the planning and design stages through
Road Safety Audit.

5.

SAFER VEHICLES

Policy Statement
The Government will take steps to increase the effectiveness of the control of operation
and maintenance standards and the means by which it can be assured in order to
minimize adverse safety and environmental effects of vehicle operation on road users and
infrastructure.
Strategies
5.1.

To promote the statutory periodic inspection as an essential check on the roadworthiness
of all vehicles.

5.2.

To minimize adverse contribution of vehicle conditions on roads and road users.

5.3.

Adopt more stringent standards for the registration and use of agricultural vehicles and
trailers.
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SAFER DRIVERS

Policy Statement
The Government will continue to encourage the provision of infrastructure and tools for
setting up proper driver training. Testing and evaluation systems will be acquired to
provide uniformity in driver training and licensing procedures.
Strategies
6.1.

To facilitate the development of systems that ensure only safe and competent new drivers
are permitted to use the roads.

6.2.

To improve manpower both quantitatively and qualitatively, to test and evaluate the
driving ability of all license applicants.

6.3.

To qualitatively improve the safety performance of the existing identified driver groups
contributing to road safety problems.

7.

SAFETY FOR VULNERABLE ROAD USERS

Policy Statement
The design and construction of all road facilities will take into account the needs of
vulnerable and physically disadvantaged in an adequate and equitable manner. The
government will seek to identify the current "best practices" in this area and disseminate
widely to town planner, architects and highway and traffic engineer.
Strategies
7.1.

Recognize vulnerable road users (VRU) as equally important elements as the motorized
vehicle in the planning, designing, construction and operation of roads and to provide for
their special needs.

7.2.

To encourage NGOs to work with vulnerable road users to increase their awareness of
the dangers from vehicle traffic.

8.

ROAD TRAFFIC SAFETY EDUCATION AND TRAINING

Policy Statement
Road safety knowledge and awareness will be created amongst the population through
education, training, and publicity campaigns. Road safety education will focus on school
children and college going students, while road safety campaigns will be used to
propagate good road safety practice among the community. The government will
encourage all professionals undertaking road design, road construction, road network
management, traffic management and law enforcement to obtain adequate knowledge of
road safety issues.
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Strategies
8.1.

Development of formal and informal road safety education systems and learning aids for
children of various age groups.

8.2.

Planning and implementing community based road safety programmes to engage local
people as well as NGOs in areas of road traffic safety that most affect their daily lives.
This would cover urban, sub-urban and rural areas.

8.3.

Planning, designing and implementing training programmes for various specific
professional groups having responsibility of road safety management such as traffic
personnel, highway engineers, school teachers, town planners, NGOs etc.

9.

TRAFFIC ENFORCEMENT

Policy Statement
The government will seek to improve the quality of their traffic enforcement agencies and
respond positively to the Union Government initiative to establish Highway patrol forces on
National and State Highways.
Strategies
9.1.

To undertake appropriate steps to ensure the traffic police are adequately manned,
trained and equipped to carry out their function ensuring safe road use and orderly traffic
flow.

9.2.

To undertake appropriate steps to ensure the transport department officers are
adequately manned, trained and equipped to carry out their function ensuring vehicles
are safe including being overloaded.

10.

EMERGENCY ACCIDENTS MEDICAL SERVICES FOR ROAD

Policy Statement
The government will continue to strive to achieve its target that all persons involved in a road
accident benefits from speedy and effective trauma care and health management. The essential
functions of such a service would include the provision of rescue operation including pre-medical
care and first aid at the site of the accident, the transport of the victim to an appropriate hospital
and the subsequent provision of definitive treatment.
Strategies
10.1.

To improve communications between the police and emergency services as a means to
reduce response times and to assist in the planning and implementation of highway patrol
and traffic aid post scheme.

10.2.

To train police, fire and other emergency personnel such as those from ambulances and
paramedics in basic first aid for accident victims.
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10.3.

To develop local and regional trauma plans based on the study of post accident
assistance and consequences for road traffic accident causalities.

10.4.

To provide appropriate information to assist accidents victims to gain their rightful
compensation for their injuries.

11.

HRD AND RESEARCH FOR ROAD SAFETY

Policy Statement
The Government will whenever possible support the Union Government efforts to improve road
research activities and seek to ensure that any problem areas in the state receive appropriate
attention in the research activities. Efforts will be made to ensure that research establishments in
Uttar Pradesh are given fair share of increasing, research activities.
Strategies
11.1.

To set up a system for identifying areas worthy for research.

11.2.

To develop a system for the wide spread dissemination of the results of research among
road safety professional in the State.
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5.

INSTITUTIONAL AND ORGANISATIONAL ENVIRONMENT

5.1

METHODOLOGY EMPLOYED

The analysis presented is based on the information, primary and secondary data collected from
the six major Departments of the Government of Uttar Pradesh and local self-government and
statutory agencies connected with various aspects of road safety. The secondary data has been
culled, collated, compiled and re-cast from official documents of the concerned Departments/
Agencies. It has been supplemented by in-depth discussions with various stakeholders and
further verified through personal observations of the physical and behavioural aspects of road
safety.

5.2

IDENTIFICATION OF DEPARTMENTS/INSTITUTIONS DELIVERING ROAD
SAFETY RELATED SUB-TASKS IN UTTAR PRADESH

Based on detailed discussions with Departments/Institutions in Uttar Pradesh, the following have
been identified as the Agencies delivering road safety related sub-tasks in the state:
SI. No.
01

02

03

04

Department I agency

Road safety related sub-task(s) I activities handled

PWD

Formulation of road network projects, construction,
maintenance; physical marking of extent of encroachment of
road space (for removal by urban development institutions).

Home (Police)

Enforcement of intra-city, inter-city, inter-district and inter-state
traffic on local roads, state and national highways; checking of
vehicles and drivers for compliance of MV act and rules; road
safety education; rescue, first aid, and transport of accident
victims to emergency and trauma care facilities; filing of FIRs,
accident investigation and pursuing prosecution in road
accident cases.

Transport

Registration of various types of vehicles; licensing of different
categories of drivers; collection of road tax, and fee,
passenger and goods transport, issuance of permits for
special purpose and specific destination commercial vehicles;
checking of compliance of Rules and regulations under MV
Act and road-worthiness of the vehicles; planning and
operation I overseeing of inter-state, intra-state, inter-city,
intra-city public/ commercial/ public-private mix road transport
systems; road safety education. .

Urban
Development
(Municipal
and
urban
development institutions)
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Prevention and removal of encroachment; planning,
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Road safety related sub-task(s) I activities handled

05

Medical and Public Health

Post-accident emergency and trauma care of the accident
victims

06

Education

Providing road safety education to schoolchildren.

5.3

ANALYSIS OF ORGANISATIONAL CHARTS

5.3.1

The PWD

Of the three components of road safety, the roads constitute the physical segment. Although
planning, formulation, construction and maintenance of the road projects are mainly the
responsibility of the PWD in Uttar Pradesh; it is not the only player involved in this task. Other
minor players include the Rural Engineering Service (RES), the Mandi Parishad, the Federation
of Uttar Pradesh Cane Co-operative Unions, the Urban Development Authorities (in the urban
areas of large cities), the Housing Boards, the Municipal Corporations of KAVAL towns and the
Industrial Development Authorities of NOIDA, Greater NOlDA, Gorakhpur, Lucknow and Agra.
Historically, there was only one public works agency in the state which handled all types of public
works: apart from the roads, buildings, bridges, and storages, these also included the irrigation
networks. Gradually, an approach of splitting single tasks from the parent Department of Public
Works and handing them over to other agencies resulted first in the separation of irrigation, next
the buildings and bridges, road and other infrastructure in the industrial estates and finally even
the rural roads. Since this was also accompanied by making them independent Departments!
Agencies the outcome is a lack of any functional coordination among them. There is also no
resource allocation and investment efficiency.
Even within the road sector, the left over task of building and maintaining roads is now being
shared between the PWD and the nascent organization of the Uttar Pradesh State Highways
Authority. The latter has been set up with the express objective of using investment of the private
sector on a Build, Operate and Transfer basis. Despite the presence of a very large number of
agencies in the road sector in the state the important issue of ownership of the roads has
remained hazy with the consequence the agencies that built the roads display a laid back attitude
about their maintenance and to the safety of the road users. The road users themselves have not
been involved in any of the decisions regarding building, operating, and maintaining the roads.
Nor are the agencies involved accountable to the road users.
Road environment continues to be decided mainly, if not entirely, by the PWD. Consequently, the
PWD is still the trendsetter of road environment in the state. Among the lengthy list of the
governmental Departmental structures in the state of Uttar Pradesh, the PWD occupies a very
prominent position. It is also one of the few Departments that spend a significant portion of the
budgetary allocations, both Plan and non-Plan.
Annexure A 1 contains the analysis of PWD and together with the organisation charts.
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The Transport Department

The Transport Department handles the tasks of registration of individual and commercial
transport vehicles, normal and special purpose transport permits for transport vehicles, issuance
and renewals of driving licenses for both categories of vehicles, collection of goods transport and
road tax and fee and ensuring environmental pollution control through pollution control
certificates. The Uttar Pradesh State Road Transport Corporation (UPSRTC) plies buses
providing public transport facilities to the travelling public. Although an autonomous corporation,
the UPSRTC is not a separate entity since it is a wholly owned corporation of the Government of
Uttar Pradesh, and is considered to be an extended arm of the Transport Department.
Annexure A2 contains the analysis of the Transport Department, including the UPSRTC, together
with the organisation charts.
5.3.3

The Home (Police) Department

The old Department of Home in Uttar Pradesh consisted of Home, Prisons, Home Guards, Civil
Defence and Political Pensions.
Annexure A3 contains the analysis of the Home Department together' with organisation charts.
The analysis addresses the Traffic and Civil Police interface, the role of the Traffic Directorate
and the often lax enforcement of traffic regulations and rules.
5.3.4

The Urban Development Department

Before analyzing the structure it is necessary to take note of the distinct character of the
Department. First; it is a Department dealing with the local self government of urban units of
varying sizes where line organizations of single function delivery Departments generally do not
have their units functional: their responsibility is generally discharged by a wing of the municipal
body itself in some of which the municipal bodies take officials from the specialized cadres of
some of the single function Departments (i.e., Mukhya Swasthya Adhikari of the Municipal
Corporation is a member of the Provincial Health Service and gets posted in the municipal body
at the discretion and pleasure of the Department of Medical and Public Health and not the Urban
Development Department). The, Municipal bodies are not financially as sound as many of the
single function delivery Departments (i.e. Transport, Medical, PWD, etc.). Consequently, the
organisational structures of the municipal bodies have wings of only those functions that are of a
threshold size for their purposes to deserve a separate wing (i.e., Engineering Wing). Second,
after the enactment of the 74th Constitutional Amendment Act, these arrangements have given
primacy to the decentralization of power and local self-governance. In its aftermath, in so far as
the governance of urban local bodies at various levels is concerned, the elected representatives
of the people (Mayor in case of Nagar Nigams, Chairmen in case of Nagar Palika Parish ads and
Nagar Panchayats) and statutory committees of these bodies take centre stage and the
bureaucracy, drawn from the IAS, UP Civil Service, Local Bodies Cadre or non-cad red staff
members, plays a secondary role of executing what has been decided by the political executives.
The third significant feature is that the role space of the Minister of Urban Development in the
direct administration of the urban municipal bodies is not as domineering as it is in the case of
single special task delivery Departments.
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Annexure A4 contains the analysis of the Urban Development Department together with the
organisation charts. The analysis includes two case studies Lucknow Municipal Corporation and
Lucknow Development Authority.
5.3.5

The Medical and Public Health Department

The present organizational arrangements in the three Departments of Medical and Public Health
(MPH), Medical Education and Training (MET) and Family Welfare (FW) in Uttar Pradesh reflect
the gradual expansion of the task space of planning and executing programmes converging on
the general area of medical and health care. Earlier on, the present separate Departments of
Medical Education and Training and Family Welfare were only two of the several wings of the
composite Department 'of Medical, Public Health and Family Welfare. Given the importance of
medical education in medical care and population stabilization task in Family Welfare, these
Wings were made separate Departments.
Annexure A5 contains the analysis of the Medical and Public Health Department together with
the organisation charts. The analysis addresses hospital care facilities in Uttar Pradesh,
Emergency Patient Care in the District level Government General Hospitals, the emergency
blocks in the medical colleges and the organisation and working of critical are at the Surgical
Emergency and Trauma Centre at KGMU.
5.3.6

The Education Department

Annexure A6 contains the analysis of the Education Department together with the organisation
charts. The analysis includes the historical evolution of the Education and addresses the present
organisation and the Road safety curriculum in the text books.

5.4

MATRIX OF STRENGTHS AND WEAKNESSES OF INSTITUTIONS
DELIVERING ROAD SAFETY SUB-TASKS IN UTTAR PRADESH

PWD Department Organizations Structures : Headquarters and line organization units of the PWD
Sl.
No.

1.

2.

Tasks/ Activities

Strengths

Weaknesses

Presence of Road Safety in
the mind-set of key decision
makers

• Technical competence
at top middle and
lower rungs of both
line
and
staff
organizational
structures

• Dormant, not reflected in the project
planning, formulation and appraisal of
the DPRs of road project
• Not reflected in the organizational
structure design; no specific staff for
Road Safety, Road Safety Audit

Use of Road Safety Audit
on the existing roads

• Preparation of detailed
road project reports
takes into account
road safety aspects.
• Training
being
imparted to staff under
the
WB
project:
assignments
given;
implementation to be
reviewed

• Not being carried out
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PWD Department Organizations Structures : Headquarters and line organization units of the PWD
Sl.
No.

Tasks/ Activities

Strengths

Weaknesses

3.

Sanction
of
projects
submitted for black spot
mitigating measures

• Subordinate
staff
prepared
and
submitted schemes

• Not sanctioned
• Separate allocation of budget for road
safety not there

4.

Reflections
of
claimed
knowledge on Road Safety
in the existing roads

• Random Road Safety Audit reveals
presence of a large number and types
of defects affecting road safety

5.

Mitigating
measures
projects programmed

• WB project is the first effort where this
would start

Change in the task space

• Newer responsibilities
farmed out to RNN,
SRDA

• Confined to traditional area of
constructing buildings, bridges, and
roads
• Areas such as traffic engineering,
super highways and traffic signalling
yet to be undertaken

• RNN and UPSHA use
newer procedures

• No separate detailed and recorded
appraisals of project reports from
engineering, cost and Road Safety
angles
• Continuation of contract system and
procurement of material not directly
from the manufactures

6.

7.

Changes in the major
procedures followed

8.

Changes in the work culture

• Only Rajkiya Nirman Nigam/ Bridge
Corporation, and UPSHA have
changed work cultures
• PWD has only opened new divisions
for existing projects funded by the
World Bank [roads, sodic]. These are
somewhat open- minded energetic
and using innovative inputs from
outside agencies

9.

Effectiveness of PWD in
road safety

• Yet to undertake the task in all
earnestness

Sl.
No.

Transport Department Organisational Structures; Directorate, SRTA and UPSRTC
Tasks/ Activities
Strengths
Weaknesses

1.

Registration / Transfer of
vehicles

2.

Issuance of permits
(passenger, carriers,
taxis, special purpose)

3.

Issue/ renewal of driving
licenses

Span Consultants Pvt. Ltd.

• Over 64 lakhs in 2003-04
• Over 72% MCs and 12%
Tractors
• Procedures made user
friendly
• Proposal to install speed
governors on city buses,
maxi cabs, tempos
• Procedures streamlined
• Facility of smart cards

September 2006

• Enormity of traffic mix not addressed
• High rate of accidents, fatalities, and
grievous injuries
• Numbers on busy routes not sufficient
• Service requirement and spl. Permits
for viable routes not matching
• No proper initial testing
• No concurrent testing of driving skills
of private and commercial vehicles
• Checking is seen as means of
collecting revenue
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No.
4.

Transport Department Organisational Structures; Directorate, SRTA and UPSRTC
Tasks/ Activities
Strengths
Weaknesses

Declaring vehicles unfit
for road use

5.

Pollution Control
Certification

6.

Providing public
transport services
(UPSRTC)

7.

Final Report & Action Plan

Checking (MV Reg. tax
Payment, road
worthiness insurance
driving ability)

• 310
testing
centres
operational
• Garages,
NGOs
and
Petrol Pumps provide
testing facility
• Inter, intra district, inter
state
bus
transport
service
• 15 Divisions, 96 Depots
working
• Turn around efficiency
measures put in practice
• System upgraded through
18 fixed check points with
technical support
• Standards
fixed
for
different categories of
checking staff
• Planning Model Driver’s
Training School with the
help of Govt. of India
• Gradation of tax collection
centres
• Streamlining of SRTA
offices (Computerization,
issue of smart cards,
smart
card
driving
licenses and issuance of
destination permits)
• Addressing convenience
of all stakeholders

8.

Tax collection

9.

Road Safety Awareness
& Education

10.

Traffic planning

• Attempting decongestion
via
water
transport
projects

11.

Payment of
compensation to
accident victims

• One Additional Transport
Commissioner
made
responsible to decide
cases

Span Consultants Pvt. Ltd.
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• Generally confined to govt. vehicles;
private vehicles and carriers continue
plying age-expired vehicles adding to
accident vulnerability.
• Pollution Control Certificate given
even without proper testing
• Maintenance
laxity
a
cultural
phenomenon both in public as well as
private domains
• Accumulated losses Rs. 940 crores
• Top heavy administrative structure
thin at the maintenance and operating
levels
• Passenger amenities and revenue
generation inversely related.
• Jurisdictional overlap with Traffic
Police
• Both sets of checking squads lack
technical competence to judge roadbearing capacity of the commercial
vehicles
• Task targeted more towards revenue
generation (both public and private)
than strict enforcement of Road Safety
rules
• Disregard of passenger safety by the
private carriers, taxi, maxi cab
operators
• Common man’s problems in the hands
of agents
• Addressing the interests of mainly the
private transporters
• Token allocation of funds (Rs. 25
lakhs for 70 district in 2004-2005)
• Accent on theory, and not on giving
practical knowledge of Road Safety
• City
transport
and
UPSRTC
destination planning not on the basis
of traffic generation
• Projecting requirements and planning
facilities accordingly absent
• Large numbers of claims pending
settlement very tardy
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No.

Home Department Organisational Structures : Police (Civil and Traffic) and Home Guards
Tasks/ Activities
Strengths
Weaknesses

Prioritization of traffic
enforcement work

• Large staff organisation

Traffic Directorate

• Performing facilitation of
local enforcement units in
different parts of the state
• Coordinating with civil
police on traffic task

3.

Traffic task planning

• Traffic directorate for
guidance
• Help from civil side
available

4.

Training of Policemen in
traffic enforcement

• Police training facilities in
Sitapur and Moradabad

5.

Containing Traffic
growth

6.

Providing parking space

7.

Equipping the Traffic
Police

8.

Enforcement behaviour
of the Policemen

1.

2.

Final Report & Action Plan
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• 26 districts provided with
Ambulances
• 6 districts provided with
cranes
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• Accorded very low priority; VIP
protection,
crime
prevention,
investigation,
intelligence,
and
maintenance of law and order rated
far more important tasks
• Unit far too deficient on functionaries,
funds, and facilitation
• Needs more men, equipment, and
other resource support to contribute
significantly to road safety
• No mandate for traffic engineering
• Traffic enforcement task not entirely
independent activity.
• Human dimension not recognized as
an important elements
• Task load and local specific traffic
planning not put in to practice
• Standard assistance like Road Safety
Patrols. Traffic Warden and Citizens
for Road Safety not in practice.
• Specialised training in accident
recording investigation and analysis
not being done
• Not trained in providing first aid to
accident victims
• Changing attitude and approach to the
job (i.e. job is special and vital, team
work spirit, familiarity with figure work
and better knowledge) not in place.
• MCs/ UDAs continue to allow
commercial high FSI complexes in
CBDs
• No relocation of specialized markets
• No space planning and specified
location for fruit/vegetable markets.
• Mandate with MCs, UDAs; who have
not built parking facilities. Parking on
circulating space
• Adequate quantity of equipment.
(vehicles,
ambulances,
cranes,
cameras, speed guns/ radars, breath
analyzers)
and
software
for
computerized testing not provided
• Dealing differentially with offenders
from different socio-economic strata
• Prone to get involved in collections of
illegal gratifications
• Strict men apt to be transferred for
discharging their duties diligently.
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Home Department Organisational Structures : Police (Civil and Traffic) and Home Guards
Tasks/ Activities
Strengths
Weaknesses

9.

Accident data recording

10.

Checking of vehicles &
drivers for compliance of
rules and regulation

11.

Awareness and
education

• Training given to teachers
• Training to all traffic men
• Organization of traffic
week/month

12.

Mandate for Traffic
Engineering (Install
/maintenance of traffic
signals)

• Traffic
Directorate
expected
to
provide
mandatory,
cautionary
and information signs
where these are not
provided
by
other
agencies

13.

Adequacy of
enforcement personnel

• Posting of Home Guards
along with Traffic Police

14.

Additional help on
special occasions

• Personnel
from
PAC
posted
• Supervision by Executive
Magistrates

Span Consultants Pvt. Ltd.

September 2006

• Treated as a CPC crime and FIRs
recorded; intention to find the culprit
who caused the accident, injury/death
and to get him\her punished; case
diary information not available for
research
• FIR by civil Policemen; investigation
not carried out by specialists.
• Accident
information
on
FIRs
insufficient for analysis; no time series
data complied
• Cos, TIs, and TSIs are not authorized
to order and collect spot fines
• Often used more for harassment of
the commercial vehicle drivers
• No competence to check road bearing
capacities of vehicles
• Checking not focusing on the human
element in road behaviour of drivers.
• Low priority and allocation of funds not
matching requirements
• AE sporadic, generalized
• Specific target group focused AE
absent
• Practical demonstrations not done
• Responsibility with MCs; do not plan
proper signals; do not maintain
properly
• Mandatory provisions for traffic
engineering necessary
• Proper road safety signals confined to
major arteries in cities
• Periodicity of sign repainting to long
• All categories of roads do not have
signals/makings
• Inadequate funds to install traffic
signalling system.
• Selectivity in manning regulating
points due to shortage of hands
• Inner areas left thinly covered
• Regulating,
cajoling,
disciplining,
booking sub-tasks not separately
given required personnel
• Frequency of sudden events risen
quite significantly
• Canalization, route changes effected
for long hours
• Flow and circulation estimation based
on pure guesswork
• Unpredictability of crowd behaviour
resulted in stampedes on quite a few
occasions.
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15.
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Home Department Organisational Structures : Police (Civil and Traffic) and Home Guards
Tasks/ Activities
Strengths
Weaknesses
• Inadequate support (men,
resources) for the task
• Pressure
and
greed
enforcement

Enforcement efficiency

equip
dilute

The Urban Development Department Organizational Structures : Municipal Corporations, State
Housing Board, Urban Development Authorities, Industrial Development Authorities
Tasks/ Activities
Strengths
Weaknesses
Sl.
No.
• Quite large engineering • Haphazard physical development of
wings
urban neighbourhoods and no role of
Engineer. Wing in settlement planning.
• In Municipal Corporations
of KAVAL towns
• Urban road infrastructure planning
Planning and
mainly upgradation of roads in older
•
Presence
of
Architects
1.
construction of local
areas and planning of some major
and
support
staff
roads
arterial roads to connect newly
• Large units of executing
developed areas by SHB, UDAs and
corps of engineering and
private
builders
(planned
and
support staff
unplanned)
• Lack of adequate funds to carry out
• Monitoring by the Mayor
needed quality and coverage levels of
and
other
elected
maintenance
representatives
Operation and
2.
• Prioritization of available funds favours
maintenance of roads
• Complaints lodged by
the more endowed VIP areas first
enlightened citizens in the
•
Quality of maintenance poor; no
Courts
maintenance in some areas
• Social Culture of encroachment
• Indirect permission for most of the tea
shops, markets of vegetable, fruit,
assorted domestic items on the city
roads for which MCs collect Tehbazari
Tax.
• Connivance of Municipal Staff, elected
city representatives, UDA and TCPO
• UP
Public
Premises
personnel in stopping encroachment
Unauthorized Occupant
[e.g. two Aminabad Parks “ sold out”
Act
to the merchants: Jhandewala Park
Prevention of
• Section 26 of Urban
resurrected after intervention of the
encroachment of
Planning & Development
SC]
3.
circulatory urban space
Act.
•
No action ever taken against official
road space
• Steady stream of written
during whose tenures encroachment
and specific complaints
proliferated despite provision of
about specific spots from
stringent punishment under Sector 26
citizens
of Urban Planning Act.
• Non-enforcement of building by –laws
in case of commercial building
creating circulatory problems
• Non-enforcement of laws pertaining to
visual barriers such as putting of
hoardings within 200 meters of
crossings/ intersections
Span Consultants Pvt. Ltd.
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The Urban Development Department Organizational Structures : Municipal Corporations, State
Housing Board, Urban Development Authorities, Industrial Development Authorities
Tasks/ Activities
Strengths
Weaknesses
Sl.
No.
• Having first allowed encroachment the
MCs, UDAs/ HB, TCPO, PWD and
local police not taking proactive and
effective
steps
to
remove
Removal of
encroachment even under compulsive
4.
encroachments on the
and time-bound directives of the HC in
arterial roads
specific cases.
• Under compulsory and time-bound
directives of the HC carried removal
exercise half-heartedly
• Road safety consciousness absent in
the Municipal Bodies; sensitization
about the problem in print and
electronic media.
• Engineering Wings of MCs need
initiation into the procedures of road
Road safety audit of
safety audit and undertaking of
office buildings/
mitigating measures
5.
commercial complexes
educational shops on
• Measures such as Traffic Wardens at
the roads
opening and closing time points of
schools facilities located on major
arterial roads not taken
• Legal notice to commercial/ office
complexes to create their own parking
spaces not served
• Parking plans, some even grandiose
ones made occasionally, never
implemented
• Trading class of the central business
districts, secondary markets and even
tertiary markets not persuaded and
Parking space planning,
occupies two-third of road spaces
6.
regulation and
• Paid parking thoroughly inadequate
persuasion of users
and allotted to rowdy elements who
add to encroachment apart from
overcharging customers
• Commercialized
parking
not
experimented and not given planned
space is land use planning
• No systemized traffic load, complexity
mode mix, destination traffic planning
for the city dwellers, commuters and
visitors taken as a whole
City traffic management
7.
• Some Eng. Staff in place
planning
• SP (traffic), CEs of MCs, RTOs and
PWD
handle
sub-tasks
in
a
fragmented manner; work at cross
purposes
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The Urban Development Department Organizational Structures : Municipal Corporations, State
Housing Board, Urban Development Authorities, Industrial Development Authorities
Tasks/ Activities
Strengths
Weaknesses
Sl.
No.
• MCs responsible but staff and line
capability wise not well-endowed to
discharge
the
responsibility
satisfactorily
• Not enough funds allocated to cover
efficient o & M costs.
Traffic Infrastructure
8.
planning, installation and
• Traffic police experience problems
O&M
due to poor functioning of mechanical/
electronically controlled signalling
systems.
• Operating electronic/electrical traffic
signalling
systems
have
more
advertisements blurring traffic signals
• Master Plans of KAVAL towns,
NOIDA, and Greater NOIDA more of
paper Plans; frequently changed to
suit periodic needs of specific interestgroups
Relocation of congestion
9.
• Funds for Road Safety sub-projects
through Master Plans
rarely adequate
• Development of alternate CBDs, and
secondary markets left to the greed
and
ingenuity
of
the
private
developers

Medical and Public Health Department Organization Structures : District Hospitals, Emergency
Blocks of the Medical Colleges and Surgical Emergency and Trauma Centre, KGMU
Sl.
Tasks/ Activities
Strengths
Weaknesses
No.
Transport of accident
• Brought by family members/friends
victim from the accident
/strangers
1.
• Ambulance units
spot to the appropriate
• Ambulances generally not available
hospital
• Less
precise
investigation
and
diagnosis and prescriptive care due to
• 70 units
overcrowding
Emergency patient care
• General Surgical, Ortho
2.
• After OPD hours, availability of
(in District Hospital)
and Anaesthetists posted
Specialists not certain
• Indoor facilities
• Mostly refer to specialized medical
facilities after first aid
• Handle less complicated cases and
• Specialist teams in place
Emergency patient care
refer to other specialized facilities
3.
(in Gen Hospital)
• Indoor facilities
• Delayed reference often proves costly

Span Consultants Pvt. Ltd.
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Medical and Public Health Department Organization Structures : District Hospitals, Emergency
Blocks of the Medical Colleges and Surgical Emergency and Trauma Centre, KGMU
Sl.
Tasks/ Activities
Strengths
Weaknesses
No.
• Tossed about before treatment
• Investigative and testing facilities
located in different Departments
• Specialist
consultation • First sent to Police Outpost
Emergency patient care
available
• First set of decisions by SRs/JRs
4.
(in Emergency Blocks of
•
Round
the
clock
services
• Services of Specialists on consult
Med Coll. Hosp.)
of SRs/JRs
• Transfer of victim to concerned Dept.
for prolonged institutional care
• Anxiety and trauma of attendants
often handled insensitively
• Only
a
minor
variation
from
• OT, testing and ICU all
Emergency patient care of Med. Coll.
located at SETC
Surgical Emergency &
• Availability of Specialists for first
•
Specialists from Surgery,
5.
Trauma Centre (SETC)
examination of accident victim very
Neuro-Surgery,
KGMU
rare
Orthopaedic
and
•
Team work of Specialists of highly
Anaesthesia ‘posted’
questionable nature

Education Department Organisation Structures : The Basic Siksha Directorate, the Basic Siksha
Parishad and the SCERT
Tasks/ Activities
Strengths
Weaknesses
Sl.
No.
• Heavy message for 9-10 year old
• Absence of reinforcement
• Text on road safety in the • No elementary messages in Classes
6th Standard Textbook
IV and V; non at secondary and higher
Curriculum on road
1.
education levels
•
Availability
of
experts
in
safety (Prim)
the BSP and SCERT set • No visits to traffic training facilities ;
ups
video shows with specifics of ‘do’s and
don’ts not organized
• No training of teachers in road safety
• No curriculum on road safety
2.
Curriculum (Secondary)
• No training lessons on road safety
• Ritual of calling meetings once every
3.
Training of parents
year in convent schools by Police
• Road Safety contents training of
Teachers, especially practical aspects
of road behaviour of children not given
4.
Training of teachers
• Written material on road safety
addressing road safety issues for the
parents not prepared and parents not
sensitized
• Regular arrangements for viewing
specific issue related audio-visuals not
Interactions with Traffic
5.
arranged
Police
• Police initiatives sporadic
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Education Department Organisation Structures : The Basic Siksha Directorate, the Basic Siksha
Parishad and the SCERT
Tasks/ Activities
Strengths
Weaknesses
Sl.
No.
• Current text being delivered to only
some of the enrolled students
Delivery of text on road
6.
• Teachers busy in non-educational
safety to the students
tasks; core curriculum coverage in the
hands of Sikhsaha Mitra

5.5

CONCLUSIONS

From the analysis of the organizational charts and the manner of delivery of road safety subtasks by different Departments in Uttar Pradesh touching their strengths and weaknesses, the
following major conclusions emerge:
•

The country might have emerged as a very buoyant economy in the global world.
However, culturally its population has not brought about attitudinal and behavioural
changes required for synchronization and compatible with high speed driving as yet.

•

Structural changes incorporating the emergent and newer road safety tasks that should
have come about in all the Departments connected with various aspects of road safety
are not on the mind sets of the policy planners of these Departments. Visualization of a
future perspective/ scenario of say twenty/thirty years from now is just not there. Road
safety at the moment is more of a loosely handled activity perceived differently by
different players. Consequently, it is no surprise to find contradictions in. the goals and
objectives set and being pursued by different players. There is also no good fit between
the goals set and the instrumentalities being used to achieve them.

•

Road safety is not accorded the priority that it urgently needs. In fact, it is still perceived to
be a task needed to be undertaken only in the urban areas of the state: Traffic Police
even do not have the mandate to enforce traffic' in the rural areas. While some of the
road safety tasks are left unattended, certain others are being carried out unsatisfactorily.

•

The distribution of road safety tasks among different players is illogical, highly fragmented
and thoroughly uncoordinated. Those connected with the physical part do not necessarily
build roads and traffic signalling infrastructure something that is exactly needed to meet
the road safety requirements. There is also a conflict of turf control between the Transport
and the Police Departments handling similar tasks. All the Departments/ agencies jointly
responsible for road safety tasks work in their separate, watertight domains and do not
maintain effective coordination with each other to achieve the common goal.

•

Among many small and big players engaged in the task of road construction, amazingly
enough road safety is not built in to the very process of project formulation and appraisal.
This is true as much in the case of the main institution of the PWD as about minor players
such as the Municipal Corporations, Rural Engineering Service and the Mandi Parishad.
The latter generally do not always bother about road maintenance.
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•

The distinctiveness of the task of traffic regulation and enforcement planning has been
recognized very hazily. The Home ((Police) Department is yet to establish a separate
Traffic Police Cadre and has not provided adequate number of traffic personnel,
equipment and funds commensurate with the task. Its facilitation suffers due to
subordination of the traffic personnel to the Civil Police looking after the tasks of
maintenance of law and order. Starved of functionaries, funds and facilitation, the Traffic
Directorate does not find itself in a position to prepare specific traffic action plans for
specific areas: these are left to the competence and imagination of the local level
Traffic/Civil Police officers. An environment in which efficiency does not always .get
rewarded also hampers the quality and efficiency of traffic enforcement.

•

The main concern of the Transport Department is generation of revenue, and not
necessarily providing efficient transport facilities to the public. It is very lax in issuing
licenses for different categories of drivers. Compliance checking that does not punish
driving incompetence; rashness, irresponsibility and total unconcern about road safety
further compounds this leniency.

•

Urban bodies such as the Municipal Corporations emerge as the greatest culprits. Instead
of solving road safety problems, they seem to be adding volumes to them by their inaction
in preventing appropriation of road space, encroachment of open spaces, footpaths and
other spaces, not planning parking, not preventing high FSI buildings in the already
choked central business district areas and not relocating specialized markets to other
areas and merrily building traffic signalling infrastructure as they see it, not relating it with
the requirements of traffic load, mix, destination and certainly not maintaining them
satisfactorily.

•

Post-accident critical care of the accident victims is highly inadequate from the time the
accident takes place to the point the victim gets in the specialized medical facility. In fact,
the operation of the critical care facilities, in particular through the teaching hospitals, is
so made as to make it only a loosely arranged institutional care.

•

Road safety education is being handled as a very generalized and sporadic task by two
Departments, Traffic Police and Transport, that have a negative image. Road safety
education by them lacks credibility, continuity, and specificity. The funds allocated to the
three Departments - Education, Transport and Traffic Police - are a drop in the ocean.
They are not specific target group-oriented and extension strategies being used are
inappropriate.

•

The public is not very much involved in the road safety tasks:

Span Consultants Pvt. Ltd.
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IDENTIFIED AREAS OF INTERVENTION

Based on the situation analysis of the delivery of road safety tasks by different institutions in Uttar
Pradesh, the following are identified as the key problem areas requiring immediate intervention to
ensure road safety in Uttar Pradesh:
a.

Closed mindsets of the political and administrative decision makers, engineers and
planners; absence of thinking beyond casualty totals (inclusion of health risks from
adverse environmental impact, physical fitness, etc); absence of an enabling road safety
environment in the society, economy and polity of the state; culture of encroachment of
road space, defying traffic rules and regulations and subordinating public good to
personal gains.

b.

Serious anomalies in the distribution of the road safety sub-tasks among different
agencies; very little concern for sorting them out and inappropriate composition and
facilitation of the coordination mechanism of the State Road Safety Council, its relative
dormant state and non existence of any effective road safety task coordination
mechanisms at the district and city levels; pursuit of contradictory policies of running with
the hare and hunting with the hounds by some of the institutions.

c.

Non-involvement of all stakeholders in road safety plans (different types of the nongovernmental partners shouldering responsibilities to reach a common goal).

d.

Absence of serious concern and attention to safer road design in the main institution of
the PWD and even about routine maintenance of the existing roads in the organizations
playing minor roles as road builders in rural areas, and parts of cities / other areas being
developed for housing / industrial development.

e.

Poor quality of roads, road furniture, traffic signalling infrastructure and very insignificant
concern for taking mitigating measures at the identified accident-prone spots.

f.

Lack of proper training of the drivers and other road users, emergency staff, engineers
and planners; driver licensing without proper testing, compliance checking geared more
to revenue generation and overlooking the main focus areas (i.e. absence of driving skills,
rash driving, overloading, over speeding, and plying age expired vehicles, etc).

g.

Lack of mandate for enforcement in rural areas, for handling accident investigation and
pursuing prosecution, for handing spot fines for non compliance by the road users and
vehicles by non-Gazetted traffic Police hands, non-existence of the traffic cadre, line
control of the traffic Police by the Civil Police arm, inefficient enforcement of traffic rules
and regulation due to inappropriate training of traffic Police, inadequacy of traffic
personnel, and equipment and funds; absence of specific action plan based road safety
enforcement; absence of an accident data recording and analysis system; absence of use
of research to periodically make road safety action plans according to changing grounds
realities.

h.

Sporadic and generalized focus of road safety education; need of induction of change of
focus to developing skills such as hazard perception changing attitudes, reinforcing
behaviour, management of personal risks in elation to road environment, development of
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coping strategies; use of professionals to produce specific modules targeted to specific
problems and groups using different media and communication strategies.
i.

Inadequate funding for the roads safety measures; inappropriate use of allotted scarce
resources; absence of any effort to mobilize resources from the other stake holders; noninvolvement of private entrepreneurs in the road sectors.

5.7

REVIEW OF INSTITUTIONAL BEST PRACTICES ON ROAD SAFETY

In the backdrop of the analysis of strengths and weaknesses of the organizational structure of
road safety in Uttar Pradesh, it is useful to consider the best practices experiences from other
countries and other states in India before .formulating goals and objectives and specific
proposals of institutional coordif1ation for road safety in the state.
5.7.1

Organizational problems encountered

It is not as if only India as a country or Uttar Pradesh as a state is experiencing organizational
problems in tackling road safety. A review of the road safety scenario in both the developed as
well as the developing ones indicates that almost all of them were experiencing organizational
problems in handling road safety. Organizational problems faced by them could be grouped in to
four major areas: leadership, structures, procedures and environment. While traffic congestion
was increasing exponentially, commensurate measures to ensure road safety were yet to be put
in place. In fact, in quite a few countries, there was a visible absence of safety culture. Excepting
a few, road safety suffered due to poor leadership and variable motives of the decision-makers in
most countries. Structurally, institutions involved with various aspects of road safety had
contradictory objectives; there was an overlap of responsibilities; there was also lack of
coordination of the efforts being undertaken by different agencies and there was demonstrable
absence of cooperation with each other; the involved institutions had variable capacities; they
lacked adequate number of functionaries and funds. Road safety plans had a poor database:
methods being used were not scientifically validated and there was variation in practices of road
safety.
Although states like Karnataka, Tamil Nadu, Maharashtra and Kerala have moved quite some
distance in comparison to Uttar Pradesh, none have so far solved the teething problems of initial
phase of reforms in the road safety sector in their states. Maharashtra, Tamil Nadu and
Karnataka have completed their situation analyses and worked out tentative institutional
coordination and institutional capacity building proposals. Karnataka is, in fact, in the process of
awarding the specific. contract to the consultants to customize a GIS based system of accident
data reporting system, train their personnel from Transport and Police Departments, help install'
the system, act as escort consultants in operating the system for the next two years and then
hand it over to the state for independent operation and use. Other states are in various stages of
the sector reform process. In general it is observed that the need to prepare the sub-cultures of
these state to the high speed and fast life, likely to be the feature in the society in future, has
been recognized and steps are being undertaken in line with this objective. Uttar Pradesh has to
bring itself in line with their efforts.
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Treatment of different components of road safety by different countries

A review of best practices in road safety indicates that its monitoring has varying focuses in
different countries. Broadly, these can be grouped into two categories: one, those following a
general, integrated framework in which different aspects of road safety are taken in to
consideration; the second have specific focuses i.e., crash rates, crash rates by types by
population and type of vehicles, fatalities and severe injuries by user groups, classification of
areas by extent of road accidents, crash reduction rates/lives saved versus input resources, etc.
Periodicity of monitoring varies. In some cases, it is continuous whereas in certain others it is
annual, or, once in two/three years. Road behaviour monitored also varies a great deal:
depending upon their focus of concerns, these include driving speed, drink driving, use of seat
belt, daytime running light use, red light violations, other traffic rule violations, rest hours of the
drivers (drivers); condition of the large trucks, studded tyres (vehicles); pedestrian reflectors,
visibility' of pedestrians and cyclists, intersections, information on accident prone areas, road
safety audit (environment); performance of rescue teams, number of drivers stopped for
checking, driving test volumes, and pass rates, number of fines (police enforcement) etc. Other
parameters monitored include surveys to gauge the perception of the road users regarding
enforcement, road safety measures and their effectiveness, resources allocated to road safety.
As an integrated task, road safety has been treated a national issue in most countries and
generally the' Transport Ministry or transport agency is responsible for the task. However, there
is a tendency to keep three aspects of road safety (i.e., road infrastructure, road vehicles and
road users) organizationally separate within the national transport agency or separated as
different transport agencies. In some cases, the law specifies the relationship between these
agencies. Examples of these arrangements include:
•

In Canada, Japan, Finland and the Netherlands, coordination is carried out through
groups that represent different agencies or private sector, interests.

•

Road safety is part of all activities in Norway.

•

In Iceland, a Parliament resolution requires road safety plans.

•

Health and road safety policies in Canada and the UK provide link between road safety
initiatives and health.

•

Belgium treats road safety as a component of broader mobility policies.

•

Participation of the private sector and for citizen groups takes place in most countries (at
least in target setting).

Some countries do not have coordinated road safety programmes at the national level.
Coordination is a key area of concern even in such countries where integrated road safety
mechanisms are in place. Coordination involves clear demarcation of responsibilities and is
facilitated by guidelines and review meetings organized regularly. .
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Features of successful institutional reforms-lessons from best practices

These have evolved over a very long period. Whereas the goal of all such exercises has been
reduction in the incidence of road accidents and deaths, the specific concerns of methodologies
of achieving them have been periodically undergoing tremendous changes i.e., from initial
technological upgradation to more recent gaining of public support, from newer technical support
agencies to more effective coordination among various institutional/players. An analytical
overview of the experience of the institutional reform in (road safety in the American, European,
and Asian countries yields the following common features:
•

High degree of political support (either via political leadership or willingness to establish a
legislative framework for a National Road Safety Council);

•

Multi-disciplinary Council with all key agencies and senior officials involved;

•

Involvement of the private sector;

•

Multi-disciplinary Board with support team led by high calibre, highly motivated and
committed. Executive Director or senior civil servant, and Secretariat;

•

Development of a broad vision, strategies and action plans for specific countermeasures
to be implemented at various levels of government and by private sector;

•

Adequate funding from governmental sources to enable the work to be carried out
effectively.

5.7.4

Key issues in future institutional development strategy

In deciding the future institutional development strategy for road safety, the following would be
key issues:
•

Are the existing institutions seized of the specifics of the problem?

•

Do they possess capacity to work out a reasoned situation analysis, precisely identify the
varied set of road safety problems, formulate a vision, set goals, define objectives,
prioritize the route, plan specific projects and implement them?

•

What resources need to be made available to them to accomplish this task satisfactorily?

The answers to these posers would decide the nature of the future strategy.
5.7.5

Crucial ingredients of institutional reforms in Uttar Pradesh

The following would be the crucial ingredients of institutional framework for RS reform in Uttar
Pradesh:
•

A road safety policy that sets goals, objectives, direction of change and development;

•

Removal of anomalies in the distribution of road safety sub-tasks among different
Departments/agencies and their logical, clear and realistic demarcation that achieves
functional integration in implementation at operative levels;

•

Dovetailing of the socio-cultural-psychological and political factors with the education,
engineering, enforcement and encouragement of road safety;
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•

An institutional framework for carrying out the identified specific tasks;

•

Provision for institutional capacity building.

•

A road safety fund for sustaining specific road safety action plans.

5.8

PROPOSALS FOR INSTITUTIONAL COORDINATION AND INSTITUTIONAL
CAPACITY BUILDING FOR ROAD SAFETY IN UTTAR PRADESH

These are divided in to two segments. Whereas one set deals with the overall mechanisms of the
task of institutional coordination, the other one focuses on institutional capacity-building in the
existing Departments that are responsible for different road safety sub-tasks. The two sets of
proposals are presented separately.
5.8.1

Proposed mechanism for institutional coordination

5.8.1.1 Nature of recommended institutions
The institutional coordination framework for road safety at the state level should consist of the
counterparts of the lynch pin organizations of National Road Safety Council (NRSC) and National
Road Safety Board (NRSB) named as the State Road Safety Council (SRSC) and State Road
Safety Board (SRSB). The first of these institutions, the SRSC, is visualized as a lead policy
laying and advisory body whereas the second, the SRSB, is envisaged as its executive arm.
(a)

Composition of the SRSC

The SRSC is recommended to be a statutory autonomous apex body. The Chief Minister would
head it and his Minister for Transport would serve it as its Vice-Chairman. The Principal
Secretary, Transport Department would be its Member Secretary.
Principal Secretaries of the Departments of Home, PWD, Medical and Public Health, Urban
Development, Education, and their Heads of Departments (namely, Transport Commissioner,
IGP (Traffic Directorate), Engineer -in-Chief of the PWD, DG of Medical. and Public Health
Services, Director, Basic Education, Municipal Commissioners of KAVAL towns, three road
safety experts and a representative each from transporters, automobile association, reputed
NGOs, educational institutions and enlightened citizens(to be nominated by the Transport
Department) shall be its core Members.
The Chairman shall have the discretion of inviting such officials/professionals whose presence he
feels would contribute significantly to the better realization of the objective of achieving road
safety in the state.
(b)

Functions of the SRSC

The SRSC would have the following functions:
•

To act as the main think tank of the state government on all matters relating to road
safety.

•

To formulate policies, set goals and objectives and indicate strategies and actions on
road safety to be implemented in the state
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•

To approve Action Plans relating to road safety

•

To allocate resources for the formulation, execution, evaluation and monitoring of the
road safety programmes in the state

•

To provide definitive inter Departmental/agency coordination in respect of road safety.

•

To forge close collaboration with the NRSC and road safety coordination mechanisms in
other states of the Indian Union in regard to road safety measures

•

To monitor effective implementation of all measures suggested and to take corrective
measures if any of the concerned Departments is found wanting in executing decided
steps

•

To perform other such incidental functions as the state government may entrust to it from
time to time.

(c)

Periodicity of meetings of the SRSC

Generally, the SRSC would meet twice a year. However, it can meet more than twice if the
situation so requires.
(d)

The State Road Safety Board (SRSB)

The SRSB would be the executive arm of the SRSC. It would be located in the Transport
Department. Composition ally, it is visualized as a mechanism that working partnership with the
various institutional players active in various aspects of road safety sector, help, guide, and
oversee the implementation of specific action plans.
(e)

Functions of the SRSB

The SRSB shall have the following functions:
•

To execute all the decisions of the SRSC

•

To organize agenda, convene and facilitate the conduct of the meetings of the SRSC

•

To formulate road safety action plans for the state, city and local levels conforming to
state road safety policies

•

To set technical standards, regulations and guidelines of road safety measures and
allocate- targets to be achieved

•

To operate the state road safety fund and to allocate resources/funds to different
agencies/Departments for the execution of specific road safety action plans

•

To monitor and review the implementation of the road safety action plans including pre
and post medical care and rehabilitation of trauma victims and initiate corrective
measures.

•

To identify areas of research on different aspects of road safety, to appraise research
proposals from carefully selected and competent research institutions/researchers and to
allocate resources for their prosecution and to ensure the utilization of their findings in
recalibrating road safety plans
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•

To select professionally competent organization for preparing specific road safety
modules different aspects of road safety and addressed to specific target groups and to
appraise their content; to allocate resources to different agencies to carry out these
educational campaigns

•

To select competent NGOs to undertake specific road safety tasks and to allocate them
resources to carry out the farmed out assignments

•

To develop road safety- training modules for different road safety tasks for different
categories of officials and staff working at the state and city levels

•

To evaluate and report effectiveness of road safety action plans and to submit proposals
for newer initiatives on road safety to the SRSC.

•

To undertake any other road safety related responsibility on the directions of the SRSC.

(f)

Composition of the State Road Safety Board (SRSB)

The composition of the SRSB would be as under:
•

Executive Director (ED: Commissioner level)

•

Road safety audit specialist (RSAS)

•

Traffic policing specialist (TPS)

•

Accident data recording and analysis systems specialist (ADRASS)

•

Traffic engineering specialist (TES)

•

Education and training specialist (ETS)

(g)

Qualification and experience

The ED shall be drawn from the IAS cadre and shall be a very experienced officer known for his
competence and dynamism and preferably some one who has previous experience of similar
nature. The five specialists should not only possess applicable technical qualifications but, more
importantly, should necessarily possess sufficient years of technical experience of a similar
nature in their sub-areas of specialization. This should also be reflected in the quality and
efficiency of the projects previously handled by them.
(h)

Institutional incubation in the interim period

Given the infancy of the sub-discipline of road safety in India, and the nature and type of
specialization that is specified for the five specialists of the SRSB here, it is quite possible that
such high level of experienced professionals are not readily available for all the outlined subareas in the country. In such a situation, as an interim arrangement, the state should consider the
possibility of hiring, at least for positions of some of the recommended specialists, foreign escort
consultants for a period of two to three years. The number of the foreign consultants should not
exceed two and these should be such that possess genuine, not pseudo, expertise and must
have the ability to quickly facilitate the Uttar Pradesh officers to acquire the needed skills and run
the show on their own steam.
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Secretariat of the SRSB

This would consist of a Chief Administrative Officer, Finance and Accounts Officer, five
Programme Officers (one each attached to the five specialists), four Office Assistants, and
compact number of ministerial support staff. The five Programme Officers must possess PG
qualifications in their sub-areas of specialization and under the guidance of the five specialists
they are expected to acquire the necessary experience and expertise during their association
with the SRSB. It is visualized that they would inherit the mantles of their specialist colleagues
eventually.
The functions of each of the office bearers of the SRSB are detailed hereunder:
(i)

Executive Director (ED: Commissioner Level)
The EO, SRSB would be responsible for implementing the decisions taken by the
SRSC. He would also coordinate the formulation, implementation and execution of
all specific road safety action plans by the specialists of the SRSB with the help
and cooperation of different Departments/ agencies handling different road safety
sub-tasks in the state.

(ii)

Road safety audit specialist (RSAS)
Functions

•

To help identify and select agencies that can carry out competent and unbiased
road safety audit of national, state highways and major district roads in a phased
manner and to recommend the specific mitigating measures for each single road
safety audit.

•

To oversee the technical appropriateness of the exercise of road safety audit of
national, state highways and major district roads by the farmed/contracted
agencies.

•

To liaise with the concerned road maintenance Department/agencies to prepare
action plans and implement the mitigating recommendations made in the specific
road safety audit reports and to review their non acceptance by the concerned
agencies.

•

To monitor the implementation of the recommended mitigating measures and to
ensure their compliance if monitoring indicates any deviations from the set of
steps recommended in road safety audit report.

•

To help organize road safety audit training to the Engineering officials of all the
Departments/agencies engaged in the formulation, planning, construction and
maintenance of roads in the state and to act as source of advanced/newer
information for them on road safety audit.

•

To help develop the Uttar Pradesh Road Safety Code, obtain the approval of the
state government through the SRSC and publish its short and simple versions for
different users.
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Traffic policing specialist (TPS)

Functions
•

To act as a friend, philosopher and guide of the Traffic Police and Traffic Police
Directorate and to advise and help in its capacity building.

•

To help train the faculty of the Police Training Institutes at Sitapur and Moradabad
to handle delicate tasks efficiently (changing the mindset, constant updation;
changing the thrust of enforcement emergency response, filling the IARF, first aid,
rescue and transport of the injured to the appropriate medical facility.

•

To identify the equipment and specialists (i.e. cranes, photographers, technical
men, mobile wireless units, etc) and accessory needs of the Traffic Police and to
help them train in their use.

•

To constitute Citizens Traffic Improvement Committees, obtain their support in
enlisting and receiving the participation of the enlightened citizens in traffic
regulation and to help train Honorary Traffic Magistrates/Traffic Wardens, Citizens
Groups, Traffic Patrols, Traffic Counsellors, and school children in handling their
assigned tasks and to oversee the implementation of these tasks by the honorary
hands.

•

To advise and help the Traffic Police in changing the priorities of traffic
enforcement (i) more focus and deployment of staff on NHs/SHs/accident prone
spots, (ii) rethink on assigning/deploying traffic staff on mere ceremonial traffic
escort/protocol duties, (iii) stricter enforcement on drunken driving, rash
/dangerous driving, over speeding, triple riding, not wearing helmets, using cell
phones while driving, driving in wrong lane/wrong side, and jumping traffic signals.

•

To plan and help implementation of the campaigns to modify the attitude and
behaviour of the drivers of vehicles found guilty of repeated serious violations of
MV Act and Rules.

•

To help plan changing the gear on enforcement behaviour of the Traffic police
(sequence: publicity warnings first for a defined period intensive enforcement and
compliance checking with visible transparency (use of video cameras, association
of NGOs, checking in teams accompanied by Honorary. Magistrates) severe fines.

(iv)

Accident Data Recording and Analysis Systems Specialist (ADRASS)

Functions
•

To assess current needs of road safety data management system by making a
need analysis to define the system architecture of Road Accident Analysis System
(RAAS) and specify the details of data collection, data entry, data management
and quality control, data security, data analysis, frequency and types of standard
reports (ranging from 24 hour reports to annual reports), report distribution, and
access conditions.
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•

To help in devising an accident report format, identifying a location coding system
and necessary supporting information for coding location and assist in designing a
training course for accident investigation and data collection, help run the training
course of training of the trainers and monitor progress to ensure quality control of
data collection.

•

To help implement the RAAS in key Departments (i.e., Traffic Police, Transport,
PWD, etc)/ agencies of the state of Uttar Pradesh by either obtaining it from the
IPR holders or through customized development of a computerized road accident
analysis system.

•

To help filing of available data in to RAAS

•

To arrange training to concerned staff in the use and maintenance of RAAS.

•

To help and oversee RAAS pilot installation, testing and roll out

•

To arrange on call operational/escort support after commissioning of RAAS.

•

To help analyze compiled data and help its use in formulating new /recasting
current road safety action plans.

(v)

Traffic Engineering Specialist (TES)

Functions
•

To design a package for a paradigm shift in the focus of traffic planning in different
districts/cities from the present haphazard to the ones based on specific data of
specific geographical unit and its traffic load, direction, mode mix, destinations,
convergence of different modes of transport at different geographical locations,
and capacities of the public and private sector service providers.

•

To advise and assist in development and implementation of specific traffic
management plans for different districts/cities in consultation with the officers of
the Transport, Traffic Police, and concerned Municipal/local authorities with the
objective of reducing accident rates and facilitating smoother movement of
vehicles, goods and other flows.

•

To design, field test, finalize and help operate electronically and remotely
controlled traffic planning systems for the major cities of the state in the first
stance and to constantly update them in tune with the changing requirements of
time; to arrange training of the personnel required to man such control units and to
identify escort consultants who would help the specific units to run such facilities.

•

To design a package for a paradigm shift in the focus of traffic signalling in
different cities from the present manual to the ones electronically operated and
remote controlled contributing to a more efficient traffic management.

•

To advise and assist in development and implementation of specific traffic
signalling management plans for different cities in consultation with the officers of
the Transport, Traffic Police, and concerned Municipal/local authorities with the
objective of reducing accident rates and facilitating smoother movement of
vehicles, goods and other flows.
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•

To design, field test, finalize and help operate electronically and remotely
controlled traffic signalling systems for the major cities of the state in the first
stance and to monitor their functioning.

(vi)

Education and Training Specialist (ETS)

Functions

5.8.1.2

•

To advise and help in designing a package for a paradigm shift in focus of road
safety education from generalized to specific areas of concerns.

•

To advise and help in designing a package for a cultural shift of the entire Uttar
Pradesh society from a slow moving social system to the one adequately aware of
the dangers of regular high speed motorized transport and prepared with coping
skills to protect itself from the possible hazards.

•

To advise and assist in developing and production of communication modules
providing information, raising awareness levels, giving advice and directed at
specific target groups with the objective of inculcating skills such as hazard'
perception, changing attitudes, reinforcing behaviour, management of adverse
personal risks from environmental impact, developing coping skills. This might
well include making of a serial similar to the 26 episode Marathi TV serial made by
the KRPMF, Pune and shown on a channel in Maharashtra.

•

To advise and help various district/city units in planning, implementing and
running a multi-media basket communication campaigns (i.e., print, radio,
magazines, tapes, films, video clips, leaflets, posters, stickers, internet, etc) using
the services of the private sector, enlightened citizens, educational institutions,
NGOs, transporters, and other stakeholders in the 'road safety sector.
.

•

To advise and help educational institutions (such as the SCERT, Basic Siksha
Parishad, Madhyamik Shiksha Parishad, etc) in developing appropriate curriculum
and other road safety materials for the students, teachers and parents of wards
receiving education at pre-primary, primary, secondary and higher education
levels.

•

To advise and help in designing road safety education materials (especially the
truck, taxi, tempo, auto-rickshaw drivers) for drivers notorious for rash, dangerous,
drunk driving, overloading and over speeding and publicizing a wide range of
good practices in this regard.

•

To monitor expenditure incurred on road safety education by the operational units.
Suggested institutions at the local/city level

To take care of the road safety issues at the local/ city levels, establishment of the City Road
Safety Councils (CRSCs) is recommended.
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Composition of the CRSCs

These would be modified versions of the existing City Road Regulatory Authorities. The present
structures do not have any representatives of the commuters, transporters and enlightened
citizens on them. The recommended membership would be:
(i)

Office-bearers: The Divisional Commissioners /District Magistrates would be their
Chairpersons. The RTO/ARTO of the concerned city shall be its Member -Secretary.

(ii)

Members: The following would be the its members: EE (Traffic: Municipal body),
SP/Additional SP (Traffic), representative of the UPSRTC, and one representative each
from reputed NGO, enlightened citizens, and Transporters' Association.

The Chairman of the CRSC shall have the discretion of inviting any other person to the meetings
of the CRSC to take his/her inputs in its deliberations. The CRSC would function from the office
of the RTO/ARTO.
(iii)

Functions of the CRSC

The CRSC will have the following functions:
•

To maintain close collaboration with the SRSB with regard to crucial road safety
measures such as black spot investigation, signage's, markings, and road safety
education and communication, etc

•

Based on periodic review of the traffic flow patterns of the city, to plan and / or, recast
type of transportation mix to be used in different local routes

•

To advise and help in the preparation of the local road safety policy and action plans
keeping the state road safety policies, rules and regulations in view

•

To advise and help in the implementation of the local road safety action plan to improve
the local road safety situation in the city

•

To monitor road safety education for children and production of education material on
road safety

•

To constitute and activate Road Safety Councils in different Wards to ensure participation
of the enlightened citizens in sharing road safety tasks and to facilitate implementation of
local road safety action plans and

•

To monitor the road safety activities of the operational organizations (Transport, PWD,
Traffic Police, Hospitals and educational institutions) and to .review the effectiveness of
all sub-tasks being handled by them and to give them help and guidance in improving
their delivery

•

To coordinate and commission all measures regarding road safety at local levels.
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Constitution of the core committee of the CRSC

In order to carry out the functions of the CRSC efficiently, a Core Committee consisting of the
TRO/ARTO, representative of UPSRTC and Officer in charge of Traffic Police of the city shall be
constituted in the CRSC. The Committee shall function as the executive agency of the CRSC.
The CRSC shall pass on road safety funds allotted by the SRSB to implement its road safety
action plans. The Committee would mobilize funds from the community and the private sector
and would also select credible NGOs of the district that can be entrusted with the implementation
of various road safety action plans but in particular organizing road safety publicity campaigns
and in disseminating road accident risk reduction/coping strategies.
The Ward Road Safety Councils shall consist of the Traffic Warden from the area, Principal of a
well-known School of the area (commanding respect and with interest in such activities) and two
enlightened citizens (one of whom must be a female). The task of the Ward Road Safety
Councils is to disseminate information on road safety to the citizens of the area and make them
less susceptible to road accidents.
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Annexure - A1
PWD Organisation
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Charts P-1 to P-3 present the organizational structures of the PWD. The Department is headed
by the Minister of the PWD. At the Shashan level, the Principal Secretary is the chief executive
officer of the Department. There are two Engineers-in-Chief in the office of the Head of the
Department of the PWD. One looks after development function controls the line organization and
is designated as the HoD; the other heads the staff organization and looks after planning and
formulation of roads and other public works. Under the jurisdiction of the Principal Secretary,
PWD, there are three other organizations that are the offshoots of the PWD but must now be
treated as the parallel organizations to the PWD. Two of these, the Uttar Pradesh Rajkiya Nirman
Nigam and the Uttar Pradesh Bridge Corporation are wholly owned corporations of the
Government of Uttar Pradesh; the third, the Uttar Pradesh State Highways Authority, has been
established primarily to facilitate entry of the private players into the road sector and to look after
projects that are to be developed on BOT basis.
The line organization of the PWD shows that it is organized geographically rather than on the
basis of functions. However, staffing and the number of subunits in various geographical units
vary a great deal. The Uttar Pradesh PWD is the largest PWD organization in the country. Given
that generally the organization is currently not building any new roads this indicates substantial
overstaffing. Apart a huge salary bill, it has created the problem of officers not knowing how to
spend their office time.
The organization has the largest number of tiers in the engineering hierarchy, (Engineer-in-Chief
(E-I-C), Chief Engineer level 1, Chief Engineer level 2,
Superintendent Engineer (SE), Executive Engineer (EE), Assistant Engin'eer (AE) and Junior
Engineer (JE). It also has the largest number of officers at the highest tiers. The E-I-C hea'ding
the HoD office of the PWD has, for exam pie, as many as 17 Chief Engineers working under him.
This adds to organizational stress and strain. Apart from his Staff Officer at the level of a
Superintending Engineer (SE), the HoD E-I-C also has a level-2 Chief Engineers attached to him
at the headquarters. Three Chief Engineers look after special projects. Two of these, looking
after the DASP & Sodic and other road projects under execution through loans from the World
Bank, are of level 1 CEs: the third CE, looking after the National Highways, is of level-2. Another
CE at the headquarters is looking after electrical engineering sub-functions. Rest of the twelve
CEs deal with the geographical unit line organizations at Moradabad, Varanasi, Bareilly, Jhansi,
Meerut, Agra, Allahabad, Kanpur, Lucknow, Faizabad, Gorakhpur, and Azamgarh divisions.
Chart P-2 presents the composition of these geographical organizational line structures.
Chart P-3 presents the details of each block of the staff organization of the PWD at the
headquarters. The E-I-C (Formulation and Planning) has two level-1 CEs, one each for buildings
and PMRRP and three level-2 CEs. The first one looks after court cases; the second is Chief
Architect and the third acts as CE, (Headquarters). The staff organization has officers looking
after surveys, floods, land acquisition, architectural designs, etc but there is no officer at the
senior level who oversees the road safety dimension in formulation and planning of the road
projects.
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Engineers, in both the line as well as the staff organization of Uttar Pradesh PWD, claim that they
have adequate knowledge of road safety. There is no reason not to believe their assertion.
However, the presence of this knowledge has not reflected itself in the designing of the
organizational structure of the staff side of the PWD, where in an organization, otherwise so well
stacked with officers for different sub-functions; no officer is specifically assigned to road safety
audit or road safety. Second, the line organization engineers in their interactions with the
Consultants have disclosed that several of them did submit projects aimed at addressing specific
road safety issues, in particular about the accident -prone spots, but these have never been
sanctioned. Third, road safety audits of state highways in Lucknow, Azamgarh, Ambedkar Nagar,
Varanasi, Meerut, Bareilly, Bijnor and Muzaffar Nagar districts found a large number deficiencies
that make these networks a safety hazard. Fourth, the Traffic Police of bigger cities in the state
have identified accident black spots. Adequate mitigating measures have not been undertakeneither 'by the concerned Municipal Corporations or the PWD to reduce the large number of road
accidents at these spots.
The general conclusion that emerges from the analysis of the organizational structure of the
PWD in Uttar Pradesh is that whereas there has been tremendous change in the society,
economy and polity of the state, with some minor exceptions the PWD has remained largely what
it was, a very conservative organization, not very willing to change itself. The two corporations,
Uttar Pradesh Rajkiya Nirman Nigam and Uttar Pradesh Bridge Corporation, under the control of
the Principal Secretary, PWD more or less function as independent islands and,- in fact, employ
quite different procedures in their functioning. Whereas the two corporations have discarded the
contract system, and are also using other cost cutting methods such as direct purchase of
materials from the manufacturers themselves, the PWD has not rid itself of its traditional methods
and procedures.
Significant structural changes have been introduced by PWDs in other states in India and in
other developing and developed countries of the world. These have generally involved, among
other things, moving in to task areas such as traffic engineering, traffic signaling installation,
building super highways and other ancillary facilities apart from up gradation and maintenance of
the existing road systems. The Uttar Pradesh PWD does not appear to have taken any lessons
from these developments to bring them into tune with the changing requirements.
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Chapter P-1 : Organizational Chart of the Uttar Pradesh
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Chart P-2 : Details of each block of the Wings of the Line Organisation of the Uttar Pradesh PWD
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Chart P-3 : Details of each block of the Wings of the Staff Organization of the Uttar Pradesh PWD
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Annexure - A2
The Transport Department Organisation
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Charts Tr-1 shows the organizational arrangements of the task delivery in the Transport
Department. Chart Tr-2 shows the organisation of the UPSRTC (Headquarter) and Chart Tr-3
shows the organisation of UPRSTC (Operations wing). As the charts indicate, the Transport
Department includes the main Transport Department and UPRSTC. While the former is
responsible for the entire range of transport tasks, the latter shoulders only the limited
responsibility of providing public bus transport.
The Minister of Transport heads the Department and the Principal Secretary is the chief
executive officer at the seat of the government at the state level.
However, in terms of administrative control of the operational line organisation, it is the Transport
Commissioner who is the most important executive officer of the Department. The Transport
Commissioner has four Additional Transport Commissioners to assist him. One heads the
administration of the office of headquarters; another looks after the on the horizon" water
transport system under operational planning on the Ghaghra and Ganga rivers as National
Waterway/State Waterway and a city waterway planning on the river Gomti in Lucknow; the
remaining two are charged with the tasks of registration/Renewal/transfer registration of vehicles,
issuance and renewals of driving licenses, checking of vehicles for their roadworthiness, and
compliance under the various provisions of the Motor Vehicles Act and Rules of both vehicles
and drivers, and collection of road taxes. One of these Additional Commissioners also acts as
the nodal competent officer to examine and dispose of grievances/complaints pertaining to
various issues handled by the Transport Department.
The institutional mechanism of the State Road Transport Authority (SRTA) acts as the principal
vehicle of these activities. The SRTA is an autonomous five member body. The Transport
Commissioner himself heads the SRTA; his Director (Transport), Special Secretary, and Legal
Remembracer, (Department of Law and Judiciary) are its government members. Two members
from the public complete the membership of the SRTA.
The Divisional level Road Transport Authority (RTA) consists of three government officials: the
Divisional Commissioner is its Chairman and the District Magistrate .of the concerned district and
the Assistant Transport Commissioner of the Division are the other members.
At each of these levels, the RTAs have offices with a complement of support staff for carrying out
the duties of registration of vehicles, their transfer registrations, issuance and renewals of the
driving licenses for various categories of vehicles, collection of road tax and taxes from
commercial vehicles, contract transport,' bus, and travel taxis, special transport permits, etc from
these offices (Chart: Tr-1). The compliance of various legal provisions and payment of taxes and
roadworthiness of various categories of vehicles, the behaviour of the drivers, the loads that they
carry are checked by another complement of staff members of these RTAs, known as the
Checking Squads. These checking squads are supervised by the Road Transport Officers
(RTO), Assistant Road Transport Officers (ARTO), and Road Tax Officers and consist of SubDivisional Inspectors, Sub-Divisional Sub-Inspectors, Road Tax Superintendents, Drivers, and
other categories of staff. There are also fixed check posts that carry out these functions as the
mixture of the permanent and mobile units of the SRTA.
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The procedures used in each of these sub-tasks, both in the permanent offices as well as at the
mobile checking squad sites, decide on the ground and in reality the adequacy of the operative
enforcement system that crucially affects the road safety in the state. Discussions with various
segments of stakeholders in this vital area reveal that the system has critical weaknesses in
almost every thing that the SRTA does or conversely fails to do. One conclusion that clearly
emerges is the laxity in the issuance of different categories of driving licenses without proper
testing. It is a common sight to find school going children driving geared two wheelers even
though they are below the age of 18 years. They all possess "valid” driving licences!
Motorcycles and scooters (two-wheelers) constitute nearly 72 per cent of total number of vehicles
on the roads of the state. Another 12 per cent are tractors. People living in rural areas own quite
large proportions of these two categories. Riders that do not possess driving licenses cause the
largest percentages of accidents in the state. Following the issuing of driving licences there are
no subsequent checks of the driving skills of the various categories. Random checking would
serve as a counter check on the correctness of issue of licenses initially.
The Civil Police also operates checking squads, literally duplicating the same tasks as the SRTA
in the name of traffic regulation and maintenance of road safety, and maintenance of law and
order, 1here is an obvious overlap of task jurisdiction between the functions of the two sets of
checking squads (from the Transport and Police Departments) leading to considerable tension,
quite often one blaming the other as and when some thing goes wrong.
Given the precarious financial position of the Government of Uttar Pradesh almost stagnant
revenue generation, high establishment expenses and staggering interest payment liabilities, the
state government finds it difficult to meet the requirements of revenue and development
expenditures. As a consequence it identified Departments that can be used to augment its
meagre revenue receipts. The Transport Department has been identified as one such revenue
generating institution and in recent years has mainly focused on streamlining/ strengthening its
operative system to increase its revenues. The Department is extremely sensitive on this issue of
revenue generation and these sensitivities have shaped the priorities of all the officials of the
Department. They are geared to achieve the objective of, increasing revenue with the result that
providing safe public transport has been relegated to the background.
The revenue earnings of the Transport Department were Rs. 456 crores in 1998-99. These
reached Rs. 862 crores in 2003-2004 as a result of steps like upgrading of tax collection centres
and streamlining of the SRTA offices including computerization (Annual Report: 2004-2005:
page: 38). These collections include different types of inflows including fines imposed on
violations of various provisions of the Motor Vehicle Act and Rules and, other regulations in place
in the state.' Recent measures such as computerization, issuance of vehicular smart card, smart
card driving license and 'destination' permits for the maxi cabs, tempo taxis and private buses to
private parties in fourteen large cities to provide transit transport have all addressed the
realisation of maximum revenues. By comparison the offering convenience to various
stakeholders in the road transport sector is a lower priority.
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Since the Transport Department officials devote most of their time in maximizing revenue, strict
compliance checking of Motor Vehicle Rules has been lax. The operators of the goods and
transport vehicles have in turn taken the cue. All these are being actually operated with disdainful
and utter disregard to passenger comfort and safety on the one hand and safety of the
vulnerable road users on the other. It is of course true that pressures are being exerted 'on the
enforcement officers of both the Departments of Transport as well as the Traffic Police by the
lobby of private transport operators. The fact that the UPSRTC proposes to restart city bus
services in major cities of the state beginning with Lucknow in October 2005 in its new avatar
with a 450 bus fleet to be operated by a subsidiary corporation, City Transport Corporation, on
50:50 sharing basis with the private sector is an acknowledgement of these risks and
inconveniences being faced by the urban commuters.
The number of vehicles registered and running in the state of Uttar Pradesh has reached the
figure of 64.23 lakhs in 2003-2004. Motorcycles alone number 48.93 lakhs (72%). (Annual
Report: 2004-2005: pages: 4-5). The numbers of cycle rickshaws, handcarts and moving stalls
have to be added to these figures. The licenses for which are issued by the Municipal
Corporations, and registration figures are not easily available.
The enormity of this development for the traffic mix and traffic circulation that UP cities have to
cope with becomes distinctively clear. However, the road safety as well as the other dimensions
of this development seems to have escaped the attention of the Transport Department. Through
the fund created under the Solacium Scheme of the General Insurance Corporation, the
Department is responsible for providing economic help to the victims of road accidents in such
cases where the party causing the accident has not been identified. However, the scheme
appears to have been operated very tardily with not much concern for the accident victims and
their dependents. There were 928 such cases pending with the Department in 2004-2005 .and
during the same year only 47 were settled disbursing a paltry sum of RS.2.4 lakhs (Annual
Report: 2004-2005:page: 19).
The foregoing analysis indicates pretty low road safety awareness on the part of the Transport
Department. However, the Department itself claims that it has taken the following road safety
measures:
•

Awareness and education campaigns: There was an allocation of Rs.25 lakhs for road
safety awareness and education for the year 2004-2005. Under this programme
advertisements were placed in the newspapers and on radio and television; awareness
literature was distributed and displayed; seminars and. elocution contests, sports events,
paintings, and essay contests, etc on road safety issues were organised for the benefit of
vulnerable road users. The scheme itself was operated through the network of 51 SubDivisional and 19 Regional units of the SRTA.

•

Check posts: These are composite facilities and act as road tax collection as well as
checking centres. The Department has a total" of 54 checks posts operative in the state
and has now decided to upgrade them. Initially 18 check posts have been upgraded. The
upgraded check posts have multi-lanes, computerised cabin, electronic weighbridge, and
automatic electronic barrier and sensor cameras. These have been erected under the
BOT system involving private parties.
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•

Motor Driver Training Schools: There are 155 driver training schools located in the
state. These serve as centres for testing the -driving competence of those seeking driving
licenses. The testing is conducted by Master Drivers of the Transport Department. The
Government of India has proposed to provide 70 per cent funds for establishing a Model
Drivers Training School which can train 280 drivers of heavy vehicles, 360 light vehicles
and 120 vehicle driving trainers on a yearly basis.

•

Decongestion on the roads via water transport projects: In order to decongest the
traffic on the roads, the Government of India has decided that river waterways should be
developed and used as distinct transport corridors. Towards this objective, it declared the
Allahabad to Haldia on the river Ganga and the Ayodhya to Balia on the River Ghaghra to
be National Waterway Number One. The Allahabad to Balia part of this waterway route
on the river Ganga and the entire Ayodhya to Balia on the river Ghaghra lies in Uttar
Pradesh. A detailed DPR of the Ayodhya to Balia waterway has been prepared and
further action to establish the waterways transport, it is proposed to establish a
Waterways Directorate. Similarly, a code for operating water ferries/ steamships/water
transport vehicles under the Indian Steamship Vessels Act has been prepared and
approved by the state cabinet. A study conducted by RITES has indicated that a 12 Km
city waterway on the river Gomti from Gaughat to Gomti Barrage in the city of Lucknow
can help strengthen the transport system of the city. A DPR indicating construction of
waterways, terminals, and necessary water transport vessels has been prepared. The
Government of India has agreed to defray 90 per cent of this project expenditure.

•

Pollution control certification: The vehicle owners in the state are now required to
obtain a pollution control certificate from the designated pollution control testing centres
every six months indicating that their vehicles are meeting prescribed pollution control
emission standards. Pollution testing is being done by the Transport Department, as well
as approved 'A' and 'B' category vehicle garages, NGOs, and Petrol Stations. These are
equipped with smoke destimeter and gas analyzer. Three hundred and ten testing
centres are operational in the state. Additionally, all district level offices of the Transport
Department/Authority have such instruments and carry out pollution testing of vehicles.
The Department also proposes' to have the copy of the registration plate implanted on the
pollution control certificate.

•

Speed governors on city buses/maxi cabs/tempos: The Transport Department
concedes that a large number of accidents, especially in the large cities involving the city
buses, maxi cabs and tempo taxis are caused due to over speeding. The Department is
considering makil1g such stipulations under relevant provisions of the Motor Vehicles Act
and Rules to install speed governors to control over speeding and reduce accidents on
the roads. At best, this looks a mere expression of intent, not a step that is going to be
implemented.

Charts Tr-2 and Tr-3 give details of organisational arrangements of the UPSRTC.
The UPSRTC is one of the largest public transport organisations in the country. The
organisational structure of the headquarters is shown in Chart Tr-2. The corporation is a wholly
owned unit of the Government of Uttar Pradesh: it is not registered under the Companies Act. It
does have a Board of Directors which consists almost entirely of government officials. The MD,
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generally an IAS officer of the UP cadre, is the chief exec4tive of the UPSRTC. The headquarter
of the corporation has one Additional MD who controls the entire operations of the UPSRTC with
a Secretary, a Financial Controller, and a Secretary serving as a Competent Authority for
disposing the grievances/ complaints referred to the UPSRTC.
The next tier of assisting officers consists of three Chief General Managers (CGM), one each for
Industrial Relations, Operations, and Technical Support. The CGM (Operations) has the longest
line of supporting officers with General Managers (GM) for monitoring, personnel, planning,
miscellaneous, management information system, and an assistant Manager for passenger
amenities. The CGM (Technical) has three GMs for MMT, Technical and Mechanical. Similarly,
the Financial Controller has Deputy Chief Accounts Officer Audit, Deputy Chief Accounts Officer,
Commercial, and Assistant Accounts Officer for Store Verification. The geographical distribution
of operations wings of the UPSRTC is shown in Chart Tr-3.There are three institutional facilities
for the smooth functioning of the operations of the corporation: six tyres retreading facilities
located at Gorakhpur, Ghaziabad, Bareilly, Kanpur, Saharanpur and Allahabad, two Central
Workshops and a Training Institute at Kanpur. There are 15 Divisions of the UPSRTC with
varying numbers of Depots located in different districts. The Divisional offices serve as the
centralized meeting points for the operating, booking, and operations.
The Annual Report 2003-2004 of the UPSRTC gives some time series data on the indicator~ of
its efficiency and effectiveness. The first and foremost among these is of course its financial
position. The corporation has been accumulating losses since the early 1980s. Through the
1980s the losses increased relatively slowly but the rate increased rapidly during the 1990s. The
cumulative losses of the UPSRTC stood at RS.739.97 crores in 2003-2004 (Annual report:
20032004:page: 65). The percentage load factor of its fleet reached tits highest level of 70 in the
year 1995-1996: it came down to 59 in 2000-2001 and has since fluctuated between 57 and 59.
The bus-staff ratio was as high as 11.73 in 1972-1973: it has been brought down to a figure of
5.82 in 2003-2004. Similarly, the UPSRTC has also improved its staff productivity from a low of
19.85 in 19972-1973 to a high of 49.04 in 2003-2004.The number of reported accidents involving
the UPSRTC fleet was 0.39 per lakh km in 1972-1973 but has been brought down to 0.15 in
2003-2004. However, the annual number of accidents has been over 1000 in most of the years,
too high to draw any comfort from the reduction of accident ratio per lakh km. The number of
accidents involving the UPSRTC fleet is still fairly high.
Overall, it appears that the corporation has tried to improve its operations but it has not yet
succeeded in turning around the corporation in a very significant manner and certainly not on the
financial results front.
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Chart : Tr-1 : Organizational Chart of the Transport Department, Uttar Pradesh
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Chart : Tr-2 : Organizational Chart of the headquarters of UP State Road Transport Corporation
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Chart : Tr-3 : Organization Chart of the UPSRTC (Operations Wings)
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Annexure - A3
The Home Department Organisation
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The top-level structure of the entire Home Department
The old Department of Home, in Uttar Pradesh consisted of Home, Prisons, Home Guards, Civil
Defence and Political Pensions. Charts H-1 to H-3 present the organizational arrangements of
the Home Department. As Chart H-1 indicates, it has now been trifurcated into three separate
Departments, each with a minister, of (i) Home, (ii) Prisons, and (iii) Home Guards, Civil Defence
and Political 'Pensions. Each of, these departments is now headed by a separate Principal
Secretary. Operationally, however, they continue to be interconnected. In particular, some of the
functions of the Police just cannot be performed if they do not have full assistance of the Home
Guards. On the other hand, functions separated from the main Police Department cannot be
satisfactorily performed if the Police are not involved in discharging them. Thus, these two types
of arrangements are interesting examples of formal organizational separation yet functional
interdependence. This characteristic duality is significant in case of both traffic enforcement and
maintenance of law and order in which the Home Guards are deployed along with the regular
Police. It is also seen in the prisons where the main hands of the Jail Department (Jailers;
Warders; etc) work together with the Police in the shared task sphere.
Whereas the Prisons Department has its own personnel, and depends on the Home Department
in discharging only some of its sub-tasks, the Home Guards wing of the Department of Home
Guards, Civil Defence and Political Pensions generally functions as a subordinate of the Home
Department in discharging its law and order and traffic regulation functions. The core function of
the mainline Home (Police) Department is to maintain law and order in the state and facilitate
smooth functioning of its society, economy and polity. Among other things, the maintenance of
law and order involves making security arrangements for the visits and tours of WIPs in the state,
preventing and controlling communal incidents, controlling caste/other sectarian tensions, and
tensions created due to religious conversions, coping up with the political/ other rallies, protests,
and demonstrations due to stoppage/ shortage/ disruption of essential supplies (water, electricity,
kerosene, petrol, etc), student protests, fairs, religious congregations, festivals, processions,
unlawful activities of the armed insurgent groups, external intelligence agencies, traffic planning,
regulation and control, investigation of various categories of crimes including economic crimes
prosecution of cases and prevention of their occurrence, assisting the Railways in the protection
of railway travellers and enforcing law and order on the railway stations, providing fire service,
looking after the auxiliary services through the Home Guards, Civil Defence and security and
allied services to the Governor and his officers and providing intelligence services of various
types. It also includes assistance to agencies of the Central Government and other state
administrations as it may seek their cooperation from time to time.
The top-level structure of the main Home Department is very complicated. The Director General
of Police (DGP) (HoD) is of course responsible for all the policing functions. He also directly
oversees the entire line organization of the Police. However, many of the other functions that a
HoD should oversee as the officer-in-charge of the organisation have been allotted to other
officers of the same seniority and given the same designation, DGP. There are as many as six
such officers (the numbers change). These DGP are looking after functions of prosecution, crime
investigation department, prisons, Home Guards, fire services, and Police Telecom. The
Additional Director General of Police (ADGP) level officers are similarly handling some other
functions. These include intelligence, Railways, Provisional Armed Constabulary (PAC), and
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economic offences etc. There are some tasks that are being looked after by Inspector General
Police (IGP) level officers: these include Special Task Force, vigilance, civil defence, revenue
intelligence and special intelligence, police training institutes at Moradabad and Sitapur, and
traffic enforcement. An officer of a higher/lower level can always be posted at a post kept at a
lower/ higher level generally, but as soon as s/he assumes charge, it is automatically upgraded/
downgraded as the case may be.
Line organizational structure of Home (Police) Department
Chart H-2 gives the details of the line organisation of civil police organization in the state of Uttar
Pradesh. The DGP at the Police Headquarters is the overall Head of the Department although a
large number of similarly designated officers scattered at various locations in the state capital
and elsewhere, are present in the staff organization of the Uttar Pradesh Police. He is the one
tier upgraded successor of the position that used to be called as the IGP in the early 1950s. His
control reaches right down to the village level. This DGP also handles the crucial responsibility of
ensuring functional coordination with his horizontal counterparts in the specified number of task
areas (i.e. political pensions, CID and vigilance, Railway police, police wireless, PAC, Home
Guards, prosecution, forensic, crime records, economic offences, civil defence, training, traffic
planning, regulation and enforcement, revenue and special intelligence, VIP security, etc).
For the purposes of maintenance of law and order, prevention of crimes, investigation and
prosecution of committed crimes, supposedly the main task area of the police establishment, and
also handling of the traffic planning and regulation, the line organization of the state police is
divided into seven zones (Meerut, Bareilly, Kanpur, Allahabad, Lucknow, Gorakhpur and
Varanasi) which are headed by an Inspector General of Police (IGP) level officer. These seven
zones in turn are organized into seventeen divisions each headed by an officer of the level of the
Deputy Inspector General of Police (DIG). The 70 districts in the state come under the jurisdiction
of a Senior Superintendent of Police (SSP) / Superintendent of Police (SP) level officer. All these
officers are drawn from the Indian Police Service.
The SSPs of the larger cities have services of junior Indian Police Service (IPS) officers as
Assistant Superintendent of Police (ASP) who are given the charge of a group of the Kotwalis/
Police Stations of specified geographical clusters/ zones of the concerned cities. Below this level
the officer cadre in Uttar Pradesh Police is generally drawn from the Provincial Police Service
(PPS). The number of districts in each division varies between a high of seven in Kanpur to a low
of two in Saharanpur. The line organization is divided into Kotwalis/ Police Stations, their number
depending upon the physical size of the district on the one hand and the ground reality of the law
and order and crime situation, especially crimes such as dacoity, abductions for ransom, rape,
and murders on the other.
A Circle In charge, known as the Station House Officer (SHO), generally heads the Kotwali. A
Circle Inspector heads a Police Station. The former has a larger complement of Sub-Inspectors,
Head Constables and Constables than the latter. These Police posts are further sub-divided into
Police Chowkis that may or may not have the services of Inspectors. A part-time retainer, the
Chowkidar, is the village level representative of the Police establishment.
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District level organizational structure
Chart H-3 depicts a case study of organizational arrangement of the Police Department in the
Lucknow district. The IGP and DIG level officers in this schema are controlling and supervising
officers of a much larger area of which the district of Lucknow is just one of such units under their
jurisdiction. The operational responsibility of maintenance of law and order, crime control, crime
investigation, and traffic enforcement rests with the SSP. He has one SP (Traffic) to look after the
traffic function and seven Additional SPs to help him in discharging the line functions of control of
law and order, crimes of various categories and the regulation and enforcement of traffic.
Maintenance of law and order and crime investigation functions are arranged area wise in to four
zones. Three of these (West, East and Trans Gomti) deal with the urban area of Lucknow City
and one is concerned with Lucknow Rural. Each of these zones is headed by a separate
Additional SP Lucknow West and Lucknow Rural each have eight Kotwalis/ Police Stations
headed by CO/Inspector in Charge while Lucknow East and Trans Gomti each have nine
Kotwalis/ Police Stations. There are Additional SPs for Protocol, VS SU and Crime and there are
separate control rooms for Lucknow city and Lucknow rural, a SPO, Local Intelligence Unit and a
unit for the District Jail. There are several Police units that are located in specific troubled spots.
Such units were allocated on a temporary basis to begin with. However, some among them have
become more or less permanent.
Traffic and Civil Police interface
The enforcement of traffic is the responsibility of the Traffic Police in the municipal areas of Uttar
Pradesh. In the rural areas, however, this function continues to be in the hands of the Civil
Police. The Civil Police also files the FIRs of all the road accidents, carries out investigations and
pursues the prosecution of the cases in the courts. The Traffic Police Cells of the districts assist
the compliance checking .of the Civil Police in these investigations. The Civil Police also help the
concerned Municipal bodies in the removal of encroachments. The compliance checking of
vehicles and drivers and collection of on the spot fines is carried out both by the Traffic and Civil
Police personnel. Violations of traffic regulations noted by the Traffic Police are filed as cases in
the courts and the courts dispose such cases. The offenders deposit fines imposed by the courts
in the government account. However, only a Gazetted Officer of the Police is authorized to order
and collect on the spot fines. For the rest of traffic enforcement functions, the Traffic personnel
throughout the state take directions from the directions from the Director, Traffic Directorate. The
Directorate also handles all the personnel matters of the Traffic Police, including their recruitment
and training.
The line control of the Traffic Police for enforcement of traffic is handled by the civil Police Officer
in charge of Traffic in the District. However, there is duality of control on this officer. In the district,
he/she is under the overall control of the Police Chief of the district (i.e. / SP). Since the Traffic
Police does not have adequate number of their own men, it supplements its strength by
deploying the Home Guards, who belong to the separate Department of Home Guards, Civil
Defence, and Political Pensions, for traffic duty. Significantly, however, there is no separate
traffic police cadre in the state as yet. In fact, the traffic function is still not taken as an
independent task in itself to be handled by a specialized set of officers and assigned a separate
cadre. Excepting the ten districts that have Traffic Police officers posted, the task of traffic
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planning and enforcement in the remaining districts is consequently taken in tandem with other
civil police function duties, albeit perfunctorily.
Traffic enforcement organizational structure: Traffic Directorate
For the staff function of traffic planning and regulation, there is a separate Traffic Directorate at
the state headquarters. The Directorate has the following functions:
•

To ensure better traffic management, recommend and adopt various safety measures in
the state.

•

To coordinate with the government for effective implementation of different action
programmes and to coordinate with the field staff through the District Superintendent of
Police.

•

To guide and monitor all activities related to enforcement of road safety, training and
organising programmes to inculcate better traffic sense amongst the people to bring the
necessary and desired improvement.

•

To compile, analyze and furnish information about road accidents to enable formulation of
strategies for reduction of road accidents.

•

To identify accident-prone areas and suggest measures to reduce road accidents and
mortality rate.

•

To ensure effective patrolling on highways and providing cranes and ambulance, etc. forTraffic Aid Centres established on various highways of different districts and to ensure
their proper utilization.

•

To launch special drives for effective implementation of traffic rules and regulations and to
ensure their effective monitoring.

•

To inculcate better traffic sense among the students, National Cadet Corp. cadets and
drivers of private and commercial vehicles.

•

To inspect work of traffic police lines and all activities related to traffic management in the
districts to maintain high standards of efficiency.

•

To purchase and provide various types of equipment to the districts for better traffic
management.

•

To install mandatory, cautionary and informative road signs where it is otherwise not
possible by the concerned Department! Authority in the interest of public safety and to
reduce accidents and mortality rate in the case of accidents

Organizational structure of the Traffic Directorate and line organization
An IGP level Director heads the organizational structure of the Traffic Directorate in Uttar
Pradesh. A SP level officer is its Deputy Director. The Directorate has total staff strength of
seventeen. These include three Deputy Inspectors (01), four Sub-Inspectors (SI) two Assistant
Sub-Inspectors (ASI), two drivers, one Head Constable, one Constable and one Daftry and five
peons.
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In the districts, there is one SP (in Lucknow), and there are three Additional SP, six Deputy SP,
nine Traffic Inspectors, ninety Traffic Sub-Inspectors, three hundred and fifty eight Traffic Head
Constables and 2116 Constables. From these figures, it is quite clear that only 10 out of 70
districts have an officer heading their Traffic Cell; the rest are under the charge of an officer from
the Civil Police side. Of the total sanctioned strength of 3056 Traffic Constables in the state, as
many as 1970 are allocated to only six districts of Lucknow (600), Kanpur Nagar (400),
Allahabad (300), Agra (200), Varanasi (200), Ghaziabad (170) and Meerut (100). Only 2116
Traffic Constables have actually been provided and the positions of 940 are vacant. Nine districts
are still without any Traffic Policemen. Even those districts that have some Traffic Policemen the
majority have no. officers. Only 45 districts have two Traffic Constables each. There is obviously
an acute shortage of Traffic Policemen in the state forcing the Traffic Directorate to supplement
its requirements from the Home Guards.
In major towns of the state, where the Traffic Police has somewhat significant number of Traffic
Police Constables, the deployment is highly skewed. In cities like Lucknow, quite a large part of
its strength is posted in protocol traffic/security duties: the remaining contingent is then
concentrated on the major arteries. Thus, quite a few traffic points that desperately need traffic
regulation personnel are not manned. Overall traffic enforcement environment receives a very
negative signal from this deployment strategy.
The Traffic Police in Uttar Pradesh is also greatly handicapped in terms of equipment. Only 27
accident prone districts have been provided with Traffic Aid Centres. These have one ambulance
each and six (Ghaziabad, Allahabad, Bareilly, Varanasi, Lucknow, and Kanpur Nagar) have also
been provided with one crane each.
The third problem that Traffic Police face in Uttar Pradesh is control of the Traffic Police line
organization by the district chiefs of the Civil Police. This is so even in those districts that have
their own Traffic SP, Additional SP, or Dy. SP. Any orders from the Traffic Directorate to the
Traffic Police in the districts have to be passed through the SSP/ SP of the Civil Police.
The fourth problem that the Traffic Police face is absence of any say in the planning of the traffic
signalling infrastructure and its maintenance. This is the responsibility of the concerned Municipal
Corporations (MC). The MCs do not consult the Traffic Police in either planning or installing
these items. Nor do they adequately maintain them. It is the traffic Police that face the
consequences of traffic congestion arising from 'poorly maintained and non functioning traffic
signals.
Lax traffic enforcement Causes:
(i)

Understaffed traffic police leaves traffic points unmanned; posted staff are often not
rostered and become fatigued which in turn leads to mistakes and/or leaving their post to
take a rest and in the process leaving task in the hands of a Home Guard. The FIRs on
accidents are classic example. The Traffic Police would understand the logic of the
National Accident Report Format (NARF) (accident research, identification of causes,
identification of black spots, suggesting mitigating measures). The Civil Police man looks
at it purely from the angle of the requirements of the CRPC (to find the fault, to identify
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the guilty, to investigate the case from the objective of enabling the victim to get
compensation, and to get the guilty punished).
(ii)

Ill-equipped to carry out traffic enforcement effectively due to the lack of proper
equipment specific for this purpose.

(iii)

The writ of Home Guards does not register with the vehicle/road users.
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Chart : H-1 : Organizational Chart of the Entire Group of Departments Handling Policing Tasks in Uttar Pradesh
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Chart : H-2 : Organizational Chart of the Line Organization of the Home
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Chart : H-3 : Organizational Chart of the Police in Lucknow District
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Annexure - A4
Urban Development Department
Organisation
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Chart: UD-1 presents the organisational arrangements of the Department of Urban Development,
Uttar Pradesh. Before analyzing the structure it is necessary to take note of the distinct character
of the Department. First, it is a Department dealing with the local self-government of urban units
of varying sizes where line organizations of single function delivery Departments generally do not
have their units functional: their responsibility is generally discharged by a wing of the municipal
body itself in some of which the municipal bodies take officials from the specialized cadres of
some of the single function Departments (i.e., Mukhya Swasthya Adhikari of the Municipal
Corporation is a member of the Provincial Health Service and gets posted in the municipal body
at the discretion and pleasure of the Department of Medical and Public Health and not the Urban
Development Department). The Municipal bodies are not financially as sound as many of the
single function delivery Departments (i.e. Transport, Medical, PWD, etc.). Consequently, the
organisational structures of the municipal bodies have wings of only those functions that are of a
threshold size for their purposes to deserve a separate wing (i.e., Engineering Wing). Second,
after the enactment of the 74th Constitutional Amendment Act, these arrangements have given
primacy to the decentralization of power and local serf-governance. In its aftermath, in so far as
the governance of urban local bodies at various levels is concerned, the elected representatives
of the people (Mayor in case of Nagar Nigams, Chairmen in case of Nagar Palika Parishads and
Nagar Panchayats) and statutory committees of these bodies take centre stage and the
bureaucracy, drawn from the IAS, UP Civil Service, Local Bodies Cadre or non-cad red staff
members, plays a secondary role of executing what has been decided by the political executives.
The third significant feature is that the role space of the Minister of Urban Development in the
direct administration of the urban municipal bodies is not as domineering as it is in the case of
single special task delivery Departments.
The "Department of Urban Development" is now designated as the "Department of Urban
Development, Urban Employment and Urban Poverty Alleviation, Housing and Urban Planning".
A cabinet Minister heads it at the political level and the Principal Secretary is his chief executive
officer. The Principal Secretary is assisted by three Secretaries, one each looking after the
routine administration of the urban local bodies and urban services, urban employment and
poverty alleviation and Housing and Urban Planning aspects of the task. Apart from the
Secretariat administrative unit, there are four staff organisations at the state level. These are the
Directorate of Local Bodies, the State Housing Board (HSB), the State Urban Development
Authority (SUDA) and the Town and Country Planning Organisation (TCPO). The Principal
Secretary, Urban Development controls all types of urban institutions in Uttar Pradesh. The first,
third and the fourth are each headed' by a Director and the second has a Chairman.
However, characteristically, these organizations are of totally different types. The Directorate of
Urban Local Bodies is only a personnel services organization for the local body's cadre that is
posted in different urban local bodies: it has no development task servicing function. The SHB is
charged with the responsibility of providing housing to the needy in the urban areas of the state.
It has a state wide jurisdiction and its branches operate in almost all districts but more
prominently in the major urban centres of the state. Although the principal task of the SHB is to
provide housing, what it operationally does amounts to building small townships which are
eventually handed over to the concerned urban bodies and brought under their municipal
jurisdiction. It consequently plans and builds all other urban infrastructure (including roads) that is
needed in these facilities.
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The TCPO is an organization, which provides approvals to urban development plans carried out
by individuals, cooperatives and builders through its line units in each of the 70 districts of the
state. However it has been relegated to an insignificant position in the larger towns where the
urban development authorities handle this task.
The SUDA, on the other hand, is mainly a nodal development and planning organization through
which physical development, provision of various urban services and employment and poverty
alleviation programmes are coordinated in the urban areas. The district level line organizations of
the SUDA are called District Urban Development Authorities (DUDA). The SUDA controls all the
DUDAs and also channels entire funds for these tasks. The UDAs of large cities such as
Lucknow, Kanpur, Gorakhpur, Varanasi, Allahabad, Ghaziabad, and the industrial development
authorities such as NOIDA, and Greater NOIDA are not directly controlled by the SUDA.
Although not governed by the writ of the elected representatives of the concerned Municipal
Corporations, the UDAs are, however, still linked with them in as much as they act as their
development arm. First, the Master Plans J prepared by the UDAs have to be passed by the
Municipal Corporations. The large UDAs and the concerned Municipal Corporations also jointly
share quite a few development and regulation sub-tasks (i.e. removal of encroachments). Part of
the task of city governance is also handled temporarily by the Development Authorities (as also
the HSB) in their areas of development jurisdiction until their eventual incorporation in the
municipal bodies. The local political executives do not have any role to play in the functioning of
the UDAs.
Urban development on the outskirts of an urban centre is not only carried out by the UDAs and
the HSB: it also goes on through the efforts of private builders, licensed by the UDAs and
Cooperative Societies allowed to operate under the Uttar Pradesh Town Planning Act. The
licensed private builders get their land use plans approved by the UDAs and then develop the
allotted areas. Housing and other urban facilities in some of the colonies developed by them are
much better than even the ones developed by the UDAs and the HSB. However, the private
builders do not always provide open or built up spaces needed for ancillary/necessary functions
both in the housing as well as the commercial complexes. This adds considerable congestion on
the roads in their vicinity. The urban area development under the control of the Cooperative
Societies is of a totally different character altogether. Most Cooperative Societies hardly carry out
any site development work: they just sell the plots marked on the approved site plan. This so
called approved plan keeps on changing as the time passes. The parks and open spaces shown
in the original approved plan just keep on disappearing. The areas in the hands of the
Cooperative Societies are actually built by individual plot holders and results in gross
irregularities and encroachments. The development here is also very haphazard. Development of
proper roads, water supply, sewer and sewage, storm water drainage, power supply lines, and
other standard urban facilities is literally anarchic. These areas do get incorporated in the
municipal limits and then the municipal bodies inherit the long list of requirements that are then
passed on to the DUDAs.
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The administration of the Municipal Corporations, the Nagar Palika Parishads and the Nagar
Panchayats is a different story altogether. Here, the Mayor, and the Chairmen call the shots and
the chief executives of these bodies are guided more by what the politicians decide. The range of
services that the urban local bodies provide in Uttar Pradesh includes roads, streetlights, water
supply and sewerage, environmental sanitation, primary education and regulation of civic affairs
in the concerned settlements. Whereas the PWD designs, constructs, and maintains all the
National and State Highways that pass through these urban settlements, the Engineering Wings
of' the Municipal Corporations are respo:nsible-f6r the planning, design, construction and
maintenance of all municipal roads. The Engineering Wings of none of the 11 corporations in the
state of Uttar Pradesh has road safety incorporated in their working 'procedures and they do not
have received such assistance from the technically competent PWD. In addition, these are some
very small sub-units which are hard pressed for time to handle routine fire fighting operations:
they do not possess three of the four 'F's i.e., funds, functionaries, facilitation.
The situation is for worse in case of smaller towns that are either a Nagar Palika Parishad or a
Nagar Panchayat. These do not have Engineering Wings. Considering the fact that the Gangetic
plains of Uttar Pradesh have the largest concentration of small and medium towns that are
literally growing in a haphazard manner. The absence of technically competent and road safety
conscious road design, road construction, maintenance engineers in these bodies emerges as a
major bottleneck of their organizational structures.
Lucknow Municipal Corporation: A case study
Chart UD-2 presents a case study of the organizational structure of Lucknow Municipal
Corporation. The state of Uttar Pradesh has 11 such corporations. The corporate body of the
Corporation consists of an elected Mayor and elected Corporators, and the Executive
Committee. The number of Corporators depends on the size of the population of the Corporation.
In the case of Lucknow, the number of Wards is 110. One Corporator is elected from each Ward.
One third of the members of the Corporation belong to the reserved categories (SC, ST, OBC
and women). The Mayor is the head of the Corporation and the Municipal Commissioner (MC) is
its chief executive officer. An Executive Committee (EC) comprising 12 elected members assists
the Mayor in his work. Members of the EC elect a Vice-Chairman. The tenure of the members is
for two years. The Executive Committee itself remains alive for the entire tenure of five years of
the Corporation. However, one third of its members retires every two years and are replaced by
their freshly elected counterparts. In addition from time to time the Mayor is authorized to
constitute as many Committees as are required for the smooth functioning of the Corporation.
These Committees are not of a permanent nature: they are constituted depending on the
necessity. Committees have for example been constituted for looking after health, tendering,
publicity, and Tehbazari tax, etc. Enquiry Committees have also been set up. The head office of
the Corporation is located at Lalbaugh. In addition, there are six zonal offices of the LMC
scattered in different geographical areas of the city. These are headed by the Deputy Municipal
Commissioners (DMCs)/ Assistant Municipal Commissioners' (AMCs). Zonal offices serve as the
collection points for House Tax. Therefore, Tax Inspectors of a group of Wards, forming the
jurisdictional area of the zone, are attached to them. An Executive Engineer is also posted there.
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The LMC has five Additional Municipal Commissioners (AddI. MCs), five Deputy Municipal
Commissioners (DMCs) and four Assistant Municipal Commissioners (AMCs) to assist the
Mayor. The Lucknow Municipal Corporation has an impressive and fairly large Engineering Wing
(EW) which has civil, mechanical, electrical and traffic sub-units and is headed by a Chief
Engineer. It also has one Chief Architect. It has as many as four Executive Engineers, 12
Assistant Engineers and 23 Junior Engineers. These engineers look after the designing,
construction and maintenance of municipal roads, street lighting and traffic planning
arrangements in the city of Lucknow. They are also charged with the responsibility of complying
with the provisions of Uttar Pradesh Public Premises Unauthorized Occupant Act and Section 26
of the Uttar Pradesh Urban Planning and Development Act dealing specifically with the menace
of encroachment. Apart from planning, and constructing municipal roads, the EW has the
responsibility of providing traffic signal infrastructure and maintaining it properly. Given the
resource constraints and prevalent municipal work culture planning, installation/ construction and
maintenance of municipal roads, streetlights, and prevention of encroachment and traffic
planning have not been given the serious attention that they urgently require and deserve. The
next most important Wing of the Lucknow Municipal Corporation deals with the Public Health
services, in particular environmental sanitation, prevention of outbreak of epidemics, removal of
solid, liquid and other waste, keeping sewerage/sewage system working smoothly and catching
stray cattle/dogs, etc and also providing elementary medical services.
The Revenue' Wing of the Corporation collects House Tax and other Taxes/ cess/ license/
registration fee/ rentals/ charges, etc (licenses of mobile non motorized vending vehicles, cycle
rickshaws, horse driven carriages, and other' types of accruals from local markets, vehicle
parking bays, abattoirs, offices, shops and establishments) to raise revenues to part finance its
activities: the remaining part comprises of the' grants given by the State and Central
Governments under the recommendations of the Second State Finance Commission and the
Eleventh Finance Commission. The Accounting Wing keeps accounts that are internally audited
by the Audit Wing: the external agency that audits its accounts is the Examiner of Local
Accounts, Uttar Pradesh.
The Lucknow Development Authority: A case study
Chart UD-3 presents a case study of the organizational arrangements in the urban development
authority established for Lucknow city, the Lucknow Development Authority (LDA). Given the fact
that the UDAs have been established to handle the development functions of the Municipal
Corporations in Uttar Pradesh, it is significant to note that the Commissioner, Lucknow Division
(and not the Municipal Commissioner of the Lucknow Municipal Corporation) heads the LDA. It
appears that the UDAs have been insulated from the administrative control of the elected
representatives of the existing and functional Corporations. They are supposed to be dealing with
the tasks that are yet to become the concerns of the elected representatives. The LDA has a
Vice-Chairman, who usually is a member of the IAS cadre. More or less, he functions as the
executive head of the Authority. The LDA has five Wings: administrative, engineering, town
planning, estate management, and financial control.
Apart from other categories of supporting administrative staff,
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The administrative wing handles the routine personnel matters, acquisition of land, payment of
compensation to those whose lands have been acquired, allotment of developed plots, housing
and commercial units and approvals of building/site plans under the RBO Act and Uttar Pradesh
Town Planning Act. It has a Secretary, Joint Secretary, and two Deputy Secretaries. In fact, all
other Wings of the LDA are under the control of the administrative wing directly or through the
Vice-Chairman.
The Estate Management Wing, for example, keeps a record of bookings of plots, housing,
commercial units and other allotments but it does not independently decide these allotments,
acceptance of payments, and handing over of the properties to those who have been allotted
them, unless so specifically ordered by the administrative wing. A Chief Engineer heads the
Engineering Wing. He has the services of Superintending, Executive, Assistant and Junior
Engineers. The CCTP Wing-consists of Town and Country Planners and is headed by a Chief
Architect. It has other levels of Architects, planners and draughtsmen. The Financial Controller
heads the financial wing consisting of Chief Accounts Officer, Finance Officers and Accounts
Officers. Ministerial staffs are attached to all the Wings of the LDA.
Although there is no close link between the LMC and the LDA, they do converge on certain
tasks. The preparation of the Master Plan and the removal of the encroachments are two tasks
on which the two organizations have to take joint action. This coming together is rather of very
uneasy nature in both the cases. The preparation of the Master Plan is carried out by the LDA on
its own, but, it has to be approved by the LMC. It can be presented to the Government of Uttar
Pradesh only after it has been approved by the LMC.
The removal of encroachment is an unpleasant task. The encroachments flourish under the
patronage of local politicians and the active connivance of the officers of the LMC. Common
citizens continue to file area specific complaints against these encroachments, but the LMC
generally maintains stoic silence on them. However, the matter was carried to the Lucknow
Bench of the Allahabad High Court through a PIL. The Court directed the LMC/ LDA to carry out
demolition/ eviction by a specific date and to file compliance reports before the Court. Under
these compelling circumstances, some anti encroachment drives have been launched. However,
these require much planning (marking of the encroached portions, serving notices, coordinating
presence of adequate Police support, equipment and mobilization of ample manpower) and
considerable political support. Quite often, these efforts have fizzled out simply due to the noncooperation of one or the other of these agencies. Encroachment is one issue that has a direct
bearing on the circulatory space, transport system, traffic enforcement and road safety. Urban
road accident statistics show many accidents have been due to the reduced circulatory space.
This situation provides an easy excuse to all the stakeholders with the Traffic Police, the SRTA,
the Municipal Corporation, and the LDA blaming each other.
To sum up, there is absence of systemic synchronizati9n and coordination of the nature of urban
development taking place through the foregoing urban agencies. More importantly, road safety is
as yet not perceived as a major planning problem in the Department of Urban Development the
geographical domain of which is more exposed to road accidents.
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Chart : UD-1 : Organizational Chart of Department of Urban Development, Uttar Pradesh
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Chart : UD -2 : Organizational Chart of the Lucknow Municipal Corporation
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Chart : UD -3 : Organizational Chart of Lucknow Development Authority
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Annexure - A5
The Medical and Public Health Department
Organisation
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The present organizational arrangements in the three Departments of Medical and Public Health
(MPH), Medical Education and Training (MET) and Family Welfare (FW) in Uttar Pradesh reflect
the gradual expansion of the task space of planning and executing programmes converging on
the general area of medical and health care. Earlier on, the present separate Departments of
Medical Education and Training and Family Welfare were only two of the several wings of the
composite Department of Medical, Public Health and Family Welfare. Given the importance of
medical education in medical care and population stabilization task in Family Welfare, these
Wings were made separate Departments.
The organizational structures of the headquarters of the Departments of MPH and FW are shown
in Charts M-1 to M-2. At the seat of the state government (Shashan level), a single Minister
heads these three inter-related Departments. The separation starts operating from the level of
Principal Secretary. There are three Principal Secretaries, one each for the MPH, MET and FW
Departments. Each of the three Principal Secretaries has one Secretary under him. However,
among the three: Principal Secretaries, the one concerned with MPH is far more important than
the other two firstly because of the larger-task space handled by him. Secondly, the Principal
Secretary, MPH is also the head for the separate Directorates of Ayurvedic and Unani Medicines
(DAUM) and Homoeopathy (DH).
On the other hand, the other two Principal Secretaries handle much smaller tasks and even in
handling them, they have to frequently consult the Principal Secretary, MPH. Now there are five
separate HoDs dealing with different systems of medicine in use in Uttar Pradesh: Allopathy,
Ayurved and Unani medicine, and Homoeopathy, Medical Education and Training (MET) and
FW. Principal Secretary, MET looks after the entire gamut of tasks connected with the medical
education and training of all the systems of medicine. These also include admissions through a
common admission test, the CPMT through which candidates are allotted seats in the two
medical universities (KGMU, KGDU) and all the medical Colleges in Allopathy, Ayurvedic and
Unani and Homoeopathic, both government and private. The DG, MET is generally not a medical
officer from the line organization of the MPH Department: s/he is brought from one of the five
Medical Colleges and posted as the DG, MET. The Directorate of MET is a very small outfit and
is generally visible during a short span of the year when the CPMT is conducted results declared
and counselling takes place for the seats in different Medical Universities/Colleges. The Sanjay
Gandhi Post Graduate Institute of Medical Research, although a state of Uttar Pradesh supers
specialty medical organization, is a deemed university and it admits its students on the basis of
its own all India admission procedures independent of the Directorate of MET; Uttar Pradesh.
The Directorate of MPH is a huge organization headed by the DG (MPH). Its second tier has as
many as 24 Directors. These Directors belong to three categories. The first set of Directors,
numbering fourteen, looks after single staff functions. Two of these Directors are looking after the
National Programmes. Rest of the Directors look after single staff functions of budget and plan,
communicable diseases, CMSD, training, medical care of the women, family welfare, RCH,
urban, MPH, CHCs, PHCs, health, and paramedical. The second set of seven Directors is
looking after specific hospitals located at Basti, Lucknow (three), Kanpur, Bareilly and Varanasi.
The hospitals at Bareilly and Varanasi are mental hospitals and the one at Basti is OPEC: the
rest are general hospitals. The third set of Directors is looking after non-medical complement of
staff tasks that deal with finance, drug control and electrical/mechanical tasks. Only the Directors
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looking after MPH and national programmes and female diseases have direct links with the line
organizations down to the lowest levels: although having statewide jurisdiction, the rest exercise
their staff function through the heads of operational MPH organization arm at different levels. The
staff functions of the Directors such as CMSD, planning and budgeting, training and financial
control are more or less exercised sitting in the Directorate itself. This division of staff tasks is not
always and necessarily very logical. For instance, there is a clear overlap in what the Director,
Communicable Diseases-and Director, SPM are supposed to be doing. There are separate
Directors for lower institutional facility level institutions such - PHCs and CHCs but none for the
General/Specialized Hospitals. It is precisely for this lack of foresight in organization design that
in spite of such huge army of higher-level officers in the Directorate of MPH that the Chief
Minister has been forced to constitute a Committee to plan for Emergency Accident Care Centres
and Accident/Trauma Care Centres in the state. The third tier of Additional Directors is very large
one, consisting of as many as 104 officers. These are of various types and not all of them are
located at the headquarters. The Department itself has used a broader categorization of cadre
affiliation to group them: these are: AD (General: males), AD (specialist: males), AD (General:
females) and AD (Specialist: females). The number of General male ADs is 50 and that of
Specialists 40. The number of General female ADs is 5 and that of female Specialist ADs is 9.
These are posted at various places that include headquarters, general hospitals, and Medical
College Hospitals. Those posted at the headquarters are assigned specific staff task areas
whereas those posted at various hospitals are charged with the responsibilities of administering
the concerned institutions (Chart M-1).
The Directorate of FW, as referred to earlier, is in reality headed by a Director (FW) only since
the DG (NP, Mon. and Eva. and FW) looks after at least two major task areas that go beyond the
FW component of the Department of FW. Consequently, he is also required to look after the
entire bunch of national programmes that run as parallel institutional task delivery systems to the
one maintained by the Department of MPH. Thus, the entire complements of officers connected
with the National Programmes (Directors, ADs at the headquarters and divisions and DY CMOs
in the districts) are all located in the Department of MPH. The Staff organization of the
Directorate of FW consists of one Director, four Additional Directors, and an officer of the AD
level, designated as Financial Controller. There are nine Joint Directors looking respectively the
staff functions of FW, MCH, IEC, administration, logistics, RCH, training, EPI, and urban (Chart
M-2). The DG (NP, M Eva. And FW) is assisted by Joint Directors at the Division levels. At the
District level one of the Deputy Chief Medical Officers handles this sub-task as one of his
additional duties. One arm of the Department of FW consists of institutions such as the FW Cell
at the Secretariat level, a State FW Bureau, a 'State Medical Termination of Pregnancy Cell, and
a Population and Communication Research Centre. The other arm consists of FW Bureaus,
numbering 87, located in cities, district level FW Bureaus and the FW branch in the PHCs and
FW component in the Sub-Centres. The PHCs and Sub-Centres are institutions that are shared
by the MPH and FW Departments. It is interesting to note the separation of the MPH and FW at
the top but co-existence at various geographical (districts, cities, and villages) levels in various
institutional facilities that were originally established by the combined Department of MPH & FW
(Le., General Hospitals, Community Health Centres, PHCs and even Sub Centres) but still
continue to be under the Department of MPH.
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The approach to organizational design of MPH, MET and FW in Uttar Pradesh has been selfselective and concerned' mainly with gradual expansion and intensification of allopathic curative
care system. It has not given due weight to equipping the community with the knowledge and
skills. The structure at the headquarters of the Department reflects dilution and overlap of tasks
and functions. It is so aligned as to cause confusion, create conflict and make coordination quite
a difficult task to be accomplished. Given the organizational confusion at the very top, the seat of
the government- the Shashan-must be quite often hard put to get an integrated view of issues
and inputs for policy and programme formulation, monitoring and review of entire gamut of MPH,
MET and FW services in the state. Some of the functions have just not been provided for
adequately certain others appear to be overstaffed but obviously without needed skills.. Those
occupying a key high position in one specific subtask area are not necessarily specialists in that
sub-area: the position has just been conferred to them on attaining that level of seniority. Any day
they may well be transferred to another specialty without any training or reorientation, not to say
specialized qualification. Some of the functions are organizationally so arranged as to result in
much insulation of their sub-functions that they operate as independent islands (i.e., Drug Control
and Financial Control). The result in such cases is pursuit of targets that do not necessarily
culminate in the achievement of the objectives set.
Line organization of MPH
Chart M-3 presents the line organizational structure of the allopathic curative care services in the
state. This structure really starts from the district level although an Additional Director is stationed
at the divisional level to oversee the delivery of the curative care' services in the districts
administratively falling in that division. The Chief Medical Officer (CMO) heads the medical care
institutional care structure in the district. Three deputy CMOs assist him in his supervision of the
line services and staff functions. He also has the services of the Drug Inspector, Chief Food
Inspector, Accounts Officer, Zonal Leprosy Officer, and Senior Skin Diseases Officer and other
categories of support staff to carry out his responsibilities. The District Hospitals, male and
female, have their own Chief Medical Superintendents and these officers have complete
administrative control of these units.
The district level organization is very neat in theory. The writ of the CMO, however, does not
always carry much weight on the subordinate staff located in far-flung geographical areas. The
Dy. CMOs do not work as physicians/surgeons and administratively, as supervisory officers they
have not been given an administratively assertive identity of their own: they have only a derived
status. They have not been trained in the twin tasks of health administration and medical and
health care planning, with which they are saddled with as the Dy CMOs. Both sets of leaders (the
CMO and the CMS) are not given even a capsuled module of training in planning, and
formulating, opreationalising projects: they are just asked to execute them as they are handed
down either from the state headquarters or, from New Delhi.
The PHC is the focal point of the delivery of what has come to be called as Primary Health Care
by the health planners. Its headquarter is supposedly a combination of primary health and some
elements of institutional health care in as much as the main sub-centre does possess some
modicum of indoor care facilities, a complement of support health staff and at least two, if not
more, Medical Officers. The MO I/C supervises the delivery of primary health care through five
sub-centres, the main one of which is located at the headquarters itself. The sub-centres are
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located in different parts of the Block in which the PHC is situated. These cater to the needs of a
cluster of villages and are manned by the ANMs/ MPWs and supervised by the Health Visitors.
The PHC team is quite large but most of it is dispersed in the different sub-centres. The subcentre staff is expected to be on the move constantly. Consequently, the MO I/C has very little
control over such staff and exercise of supervisory authority is quite lax.
The delivery of primary health care via this model is of a questionable nature since the coverage
of different geographical areas is highly skewed. The entire structure is built upside down. It tries
to spread itself out to the remotest rural areas through the sub-centres. The quantum and quality
of services in these arrangements is best at the main sub-centre and gradually diminishes in
intensity as one moves away from it and almost withers away at the farthest end of the periphery.
The sub-centre is entirely at the mercy of the MPW/ANM who does not live there and does not
make regular and satisfactory number of visits.
In addition to the institutional facility of the PHC, curative health care, somewhat different from
primary health care, is also delivered through two other institutions, namely the Community
Health Centres and the Medical Dispensary. Compared to the PHCs, the Community Health
Centres are an upgraded medical care institutional facility-some kind of a small hospital-where
apart from the MOs the services of surgeons from some disciplines (such as dental, eye care
and general surgery, etc) are also available along with indoor facilities. The Medical Dispensary
is an institution offering purely the diagnostic and prescriptive curative care by a single MO with
the help of a Pharmacist and a meagre complement of support staff.
Hospital care facilities in Uttar Pradesh
Hospital care structure in Uttar Pradesh is clearly stacked in favour of the urban population. Most
of the better equipped and staffed General Hospitals with larger number of medical, surgical,
investigative staff and, equipment and larger medical supplies are located in the eight cities of
Allahabad, Agra, Jhansi, Kanpur, Varanasi, Meerut, Lucknow and Gorakhpur. Five of these also
have Medical Colleges. These are also the cities that have largest number of private
Medical/Dental Colleges some of which at least offer better hospital facilities than the General
Hospitals located in the headquarters of 70 districts of the state. To these one can add cities like
NOIDA, Bareilly and Ghaziabad that have good number of specialized private hospitals. These
towns might be deemed to be the recipients of the first layer of hospital care that also offers
specialized and experimental medical/surgical treatment.
Emergency Patient Care in the District level Government General Hospitals
The 70 units of the Government District General Hospitals constitute the second tier of hospital
care in Uttar Pradesh. These are the hospitals that shoulder the main and heavy flow of patients
requiring indoor services. These facilities do have a large enough team of specialists drawn from
different disciplines and also offer emergency service. However, the number of Specialists and
other MOs, nursing and support staff is clearly inadequate to satisfactorily cope up with the
emergent task load. Due to acute over crowding, the medical/surgical, nursing and other staff are
not able to devote needed time and attention to each patient and consequently, there is less
precise investigative work and less precise diagnosis. The very concept of critical care/trauma
care is absent here. Accident victims, if brought during the daytime and OPD hours, have a
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better chance of being attended to quickly. However, after the OPD hour - 14.00 -, the medical
staff have to be summoned from wherever it is scattered to attend to the requirements of the
accident victims. There is an Emergency Medical Officer posted at the Emergency facilities of the
district Hospitals. However, since only a MBBS, his skill levels are not very high. Almost the
instant decision that he or hurriedly assembled team takes is to refer the case to the specialized
facilities located in the eight major towns. The range of services available here can handle only a
moderate level of injuries.
Emergency blocks in the medical colleges
The following are significant features of the Emergency Blocks of the five Medical Colleges in
Uttar Pradesh:
•

Even the attached hospitals of the five state Medical Colleges do not have Trauma Care
Centres: all that they have is an Emergency Block where a complement of Senior/Junior
Residents is posted and handles accident victims. Although attending Junior Doctors in
the Emergency Block may consult the senior members of the teaching Faculty in deciding
the line of treatment of the critically injured/ill, the latter visit the Emergency only on very
rare occasions. In consequence, in most cases the line of treatment of the critically
injured/ill is decided by the Senior/Junior Residents and not by the Specialists. Thus, so
called critical care facility at the Emergency Blocks of Medical Colleges in Uttar Pradesh
is in reality a facility mainly run by doctors some of whom are not even Post Graduate yet.
Empirical reality wise, it cannot be termed as critical care facility.

•

For any accident victim brought therein every single minute is precious in saving him/his
life and limbs. A very serious aspect of critical/trauma care delivery in the emergency
facilities of all district and higher level General Hospitals and Emergency Blocks of the
Medical colleges is tossing of the victim first to the police outpost and then to various
places for investigative purposes since these are not located in the Emergency Blocks but
in the respective Departments. Quite often this delays the treatment, causes
complications and is certainly harmful for critical care. In fact, as the NHRC Report on
emergency medical care in the country puts it bluntly, quite a few of such cases result in
death due to delayed medical mitigating measures.

•

The existing Emergency Blocks of the Medical colleges do not have enough number of
ICUs where the concerned critically injured/ill patients can be kept for the required period
of critical care. The critical care within the Emergency Block is for a very limited period, at
most 36 hours. They are generally transferred to the concerned wards far too quickly.
Outside the ICU, the standard of indoor care is of a scaled down nature. It does not
remain critical care any longer.

•

In case there are complications in the conditions of critically injured/ill inside the General
Wards, examination/ consultation by the Specialists is needed. Theoretically, they are
available. However, given the prevalent work culture and their chronic propensity to
private practice, this is more or less dependent on the personal rapport of the Junior
Doctors to persuade the Specialists to give consultation or offer advice on the line of
treatment. Thus, the availability of all the needed core complement of Specialists at the
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Emergency facilities of the Medical Colleges is not guaranteed: it is requisitioned and is
subject to availability of the specialists.
•

There is considerable insensitivity in attending to the tasks of combating anxiety and
emotional trauma of .the critically injured/ill and family members/attendants of the critically
injured/ill.

•

The other crucial dimension of critical care is the general perception of the private
medical practitioners in the nursing homes and hospitals that treating an accident/fire
victim is inviting considerable harassment from the police and endless rounds of visits to
the courts to give evidence in the cases that drag on for years on end. The medical
practitioners have worked out a modes vivendi for such cases. They would avoid treating
such cases if they can, failing which they would give first aid and refer the case to the
Government Hospital. The Government Hospital in turn would refer them to the Medical
Colleges. The consequence of this tendency is delayed attention to the accident victim
that quite often leads to deaths/serious impairment of limbs/body functions.

Organization and working of the critical care at the Surgical Emergency and Trauma
Centre of the KGMU
Although a large number of private hospitals advertise existence of Trauma Centres at their
facilities, the empirical reality is that very few of them meet the essential requirements of the
Trauma Centre as an integrated and highly specialized organizational arrangement of critical
care. The Surgical Emergency and Trauma Centre (SETC) of the KGMU is supposedly the only
elaborately planned critical care medical centre in the entire state of Uttar Pradesh. It has been
claimed that this SETC has all essential critical care equipments, support testing and
investigation facilities, OTs, ICUs, specialized skills of surgeons from the disciplines of surgery,
neuro-surgery and orthopaedic surgery and those of the anaesthetists, nursing, ambulance and
institutional facilities available at one single place. Since all the specialized skills are supposed to
be available at a single institutional facility designed precisely for such critical-care, the victim has
better chances of survival, quicker recovery, and family/dependents getting relief from acute
anxiety, and distress.
The SETC is supposedly providing emergency and critical care facilities. Conceptually, that
requires dedicated services of all categories of professionals present throughout twenty-four
hours. Between the two types of services, critical care requires a higher ratio of specialist
doctors, investigating and nursing staffs to the number of patients present in the critical care
category. It also requires larger number of the ICUs. Above all, the facility requires professionals
that are adept in handling care of anxiety, trauma and stress and have a mind set that makes
them readily help and assist the critically injured patient and his/her attendants.
The SETC has bed strength of 65. It is not an independent teaching, and research Department.
At the Specialist branch level, it has no dedicated professionals on its rolls. All that it has are
physical facilities, some nursing, and investigating and support staff. It functions primarily on the
stout shoulders of the junior doctors of the KGMU who get posted there on a roster. There is no
clear-cut division of work between the junior doctors and the nursing staff that between them
carry out the bulk of indoor patient care duties.
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On an average about 50 cases arrive at the SETC everyday and on an average the daily death
rate is around eight. High death rate is attributed to the fact that majority of serious head injury
cases are brought in a critical condition with considerable blood loss due to delayed referral.
Observation of the actual working of the SETC at the KGMU and a critical review of several case
studies of accident victims with diverse socio-economic backgrounds and differing critical care
requirements handled by this SETC indicate the following:
•

In reality, the SETC is not exactly a critical care centre that its concept tends to suggest. It
is only a partially modified rearrangement of the original unified Emergency Block of the
Gandhi Memorial and Associated Hospitals. All that has been done at the SETC is
elimination of the parent Emergency Block and creating a facility in a separate building
that has dedicated services for examination and testing, operation theatres and ICUs.
Rest of the features of the old organizational arrangement of the unified Emergency Block
continues. On paper, the Specialists from the Departments of Orthopaedic, General and
Neuron Surgeries and Anaesthesia are only posted there. The dedicated services of the
Specialists are supposedly instantly available at the SECT. Factually most of the time this
is not so. The SETC, like its counterpart Emergency Block earlier, continues to be
primarily run by the junior doctors. Generally, the critically injured accident victim is not
first examined by a Specialist Faculty but by a junior doctor/team of junior doctors from
the concerned disciplines although the services of the Specialists are supposedly
available on call and for the complicated operations that the junior doctors cannot perform
on their own. There is indeed prompt sizing up of the patient's condition and systemic
quick decisions about the critical care steps needed to be taken up immediately by the
posted team of junior doctors but assembly of all the Specialist members of the critical
care team for immediate operations continues to be an area of delays. Their availability in
the SETC even on call-not to say all of 24 hours is not certain. The situation is altogether
different for the VIPs and other notables. In their case, the Specialists would examine the
case first.

•

Some of the facilities of investigation such as mobile X-ray and ultrasound, etc are still not
available.

•

The only difference between treatment of an accident victim at the SETC and the earlier
Emergency Block facility is unified examination, some investigation, testing and operation
and intensive care for a while at the SETC. Howsoever seriously injured, he was tossed
around for the investigation/testing purposes in different blocks of the KGMU before the
operation earlier on. After the period of intensive care at the SETC, now he is transferred
to the concerned Specialty Department. After the transfer, the nature of indoor care
offered cannot be termed critical care.

•

Ambulances 'available' are being used only to 'transfer' the convalescing post-intensive
care patients from the SETC building to the concerned Departments in the KGMU
precinct: they are not available to pick the accident victims even within Lucknow city.

•

The SETC is an improvement on the earlier arrangement of Emergency Block but still it is
a dilution of the very concept of SETC in practice in as much as a Specialist does not
undertake the first examination of the critically injured.
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•

While the infrastructure and the surgical skills are supposedly available on tap, prevalent
attitudinal and behavioural culture of critical care delivery at the SETC has been found to
be of a very negligent nature on many occasions. During the last two months there have
been several occasions when ego problems between the Specialist team members have
led to the total malfunctioning of the SETC and instead of reducing/eliminating trauma
and shock of the accident victims have ended up in actually adding further shock and
trauma to them.

•

The transport of the accident victim from the accident site straight to the SETC,
management of required emotional support, and information to the affected families still
remain largely unattended. Association of a reputed and dedicated NGO with sound
financial backing from an industrial house would help the victims cope up with the trauma
of accident and insensitivity shown by the onlookers, Police, and various categories of
SETC personnel.

•

While there is ban on the entry of visitors, especially journalists, a number of touts
operate freely and are engaged in the fine art of 'diverting arrivals' to the private nursing
homes and hospitals precisely on the ground that the SETC would not ensure the
handling of the case whereas the private facilities will.

The foregoing conclusions about the SETC of the KGMU get a confirmation from two crucial
decisions of the University to create a separate Department of Emergency Patient Care at the
University and to adopt a 'management protocol for general emergency (MPGE). The new
Department would have its own teaching and non-teaching staff as well as Para medical and
nursing staff. There would also be regular teaching of trauma and emergency management. The
first of these decisions was taken to ensure presence of Specialists. However, it is not likely to
ensure their presence since private practice continues to be their main time consumer. The
second decision has, in fact, been taken to pin down the faults on the Resident Doctors and
spare the Specialists from adverse publicity.
To sum up, the most striking aspect of organizational structure design of medical and public
health care delivery in Uttar Pradesh is its flat standardized skeleton in the midst of not only
diversities of socio-economic-cultural-political structure, and geographical terrain but also the
health requirements. Fiats such as standardized allocation of personnel, supplies and medicines
further back this up. There is clearly a need of employing a much more" flexible epidemiological
approach and diversified organizational structural pattern in providing effective health care cover.
Whereas the lower levels of medical and health care delivery are held accountable for
realization/non-realization of set tasks, most of the crucial decisions are taken at the state
headquarters or, at New Delhi. Medical personnel posted at various levels complain of presence
of insensitivity to the problems they face in the field and acute inflexibility at the top in addressing
them. The entire range of personnel management tasks (i.e., salary structures, nonregularization, salary disbursement, career advancement, task allocation, human resource
development, skill upgradation, late stage career new task requirement learning, etc) have not
been properly attended to. This has led to absence of job satisfaction, lack of dynamism and
commitment in medical personnel.
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Chart: M-1 : Organizational Chart of Medical and Public Health Department, Uttar Pradesh
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Chart : M-2 : State Level Organizational Structure of Family Welfare Department, Uttar Pradesh (as on 28th June, 2005)
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Chart : M-3 : Organizational Chart of Line Organization of Medical and Public Health Department, Uttar Pradesh
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Annexure - A6
Education Department Organisation
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Historical evolution of Education Department
To correctly understand the logic of the leviathan size and complexity of the present
organizational structure of the Education Department in Uttar Pradesh, its evolution must be
viewed in its proper historical perspective. Initially, education was mainly a private enterprise in
this state. However, it was only in the post -Independence period that it has been converted into
a state educational system. During this long period, the system has been constantly changing.
As a result of constant churning, this system now has three streams: (a) private, state regulated
but unaided; (b) private, state regulated and aided; and (c) wholly state-run institutions. The
proportion of (a), (b) and (c) in different geographical areas varies a great deal. However, all
types of good institutions are generally concentrated in the better-developed and urban areas in
the entire state of Uttar Pradesh. What is also important to note here is that the number of (a)
type of institutions is not very large. Additionally, their numbers have not registered any
appreciable increase after the Seventies. An overriding fact is that all the three streams are now
controlled by the state.
The conversion of education into a totally state regulated structure has had several major
consequences some of which are seen in the present leviathan and abnormal size of the
educational organizational structure. These consequences are:
•

Integration of education with the foci of political centre and to a plurality of social
institutions as products of interaction between dominant and aspiring groups;
establishment of monopoly in decision-making in educational matters by the centre of
political power and by the same token attenuation of the self management capability of
educational institutions and, as and when it deemed fit, its use of political authority to
mobilize necessary resources; transmission of all educational disputes/conflicts from the
precincts of the educational establishments to the centres of political arena.

•

Apparently wider access to general as well as technical/professional education and yet
continued preservation of the monopoly of a few numerically small groups over the
structure and process of education through the use of subtle and not so subtle
techniques.

•

Integration of education with other parts of the society with the result the occurrences
within the educational establishment could no longer remain exclusive preserves for
regulation and management as an internal matter and increased susceptibility of
educational institutions to outside penetrations.

•

Use of public finance for establishing, maintaining and running educational structure,
thereby also separating educational ownership and control.

•

Weaker control of education by the administrative apparatus due to multiple integration
and, consequently significant decline in educational standards all along the line in most
educational institutions.

•

Development of system unification (standardization), systematization (linking parts to a
larger whole), differentiation and specialization and increased allocation of time, attention
and resources on inane system maintenance.
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•

Virtual working at cross-purposes by various limbs of policy and programme formulation,
execution, monitoring and evaluation (Shashan vs HoDs; Heads vs area-based Officers;
Government vs private educational institutions).

•

Provision of educational facilities as a response to systemic demand without any
relationship with the use of its output and planning additional institutions in areas for
which existing ones produced more hands than can be absorbed by the Uttar Pradesh
economy.

•

Educational institutions in the state also display two negative characteristics. On the one
hand, a massive line expansion of educational units of various types is continuing
requiring deployment of scarce public and other resources. On the other hand, very little
is being done to optimize/ maximize the fidelity/efficiency of the existing institutions.

Present organizational set UP
Although originally a single Department, the Education Department is now organized into four
separate Departments in Uttar Pradesh, namely the Basic (Primary), Secondary, Higher and
Technical Education Departments. At the political level quite often-different Ministers head these
Departments. However, a single Principal Secretary heads the combined entities at the
Secretariat level with Secretaries for each of the foregoing areas of education reporting to him.
Organizational arrangements in the composite as well as the single entities of these Departments
are presented in Charts Edu-1 to 7. Compared to the Higher and Technical Education
Departments, organizational length of the Basic and Secondary Education Departments is very
long and their structures are also far more complex. They also represent arrangements of varied
task delivery systems at different levels. Given the deferential task delivery requirements at each
level and type of education, sub-units in each of these Departments are of different nature. Three
(Basic, Secondary and Technical) out of four of them have attached Councils, namely the Basic
Siksha Parishad, the Madhyamik Siksha Parishad and the Pravidhik Siksha Parishad in addition
to the SCERT (Chart: Educ-1). The Basic Siksha Parishad (BSP) is a line organization for the
financial control and management of the Primary education and servicing of the personnel
working in such institutions.
The Primary Education Department has the Basic Education Directorate that is headed by a
Director. Apart from personal staff, the Director has one Additional Director for Basic Education
and a State Regulatory Authority for Departmental Examinations, a Statistical Programme
Officer, a Secretary and a Financial Controller for the Basic Siksha Parish ad, and a Curriculum
Officer assisting him in his staff and line responsibilities. Previously, there was an Additional
Director for Non-Formal Education but this has now been upgraded to the level of a Director and
made an independent Directorate. Significantly, the Director (Basic Siksha) has the services of
Curriculum Officers and Assistant Curriculum Officers at his disposal at the Directorate. He can
also supplement these inputs from similar advice from the staff organization of the SCERT
(Chart: Educ: 2). The line organization wing has two Joint Directors, female and Basic.
Thereafter, one side of the line' wing has Deputy Directors looking after staff functions of
services, Science, Finance, and Social Studies whereas the other one goes down through the
positions of the Assistant Directors at Divisional level, the BSAs at district level, and SDls at SubDivisional levels. This Directorate looks after the system of Primary Education in the state of
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Uttar Pradesh as it is delivered by the government run Primary Schools and through a plethora of
other organizations including aided schools and schemes of non-formal education that attempt
incorporation of the children into the formal system of schools that had initially not undergone
formal schooling.
The SCERT is a staff organization formed on the lines of NCERT at the national level. It is a very
large, and umbrella type of institutional grouping in its ambit. It .possesses Departments of
Primary Education (State Institute of Education)', Science and Mathematics (State Institute of
Science and Mathematics), Psychology and Direction (Psychology Lab), Hindi and Indian
Languages (State Hindi Sansthan), English and Foreign Languages (State Institute- of English) and Audio-Visual Aids (Education Extension Department) at Allahabad and Curriculum
Evaluation, Vocational Education, and Educational Planning and Administration at Lucknow. The
SCERT also controls two Children Training Colleges (Agra and Allahabad), two government
Physical Training Colleges (Rampur and Allahabad) and similar two non-government units
(Lucknow and Jaunpur), 70 District Educational Training Institutes and three Colleges of
Teachers Education and one Institute of Advanced Studies in Education (Allahabad). Among the
responsibilities that the SCERT handles, preparation of the textbooks, teaching material and
other useful literature and their publication is one of the very significant ones (Chart: Educ: 3).
Discussions with the senior SCERT officers indicated that the quality of research and curriculum
development inputs of the SCERT has nosedived in recent years. At the moment, its sole
concern is management of the BTC (M), BTC (F), and BTC (Urdu).
The State Literacy Mission (SLM) is an additional organization that has branches reaching right
down to the village levels. Its target group is the 15 to 35 age group. The objective of this Mission
is to first make all of these group members literate and thereafter provide them post-literacy
modules that offer useful inputs for these groups. The government intends to convert better
functioning centres of literacy mission into centres of continuing education (Chart: Educ-4). The
Directorate of Secondary Education with the help of the Madhyamik Siksha Parishad oversees
secondary education in Uttar Pradesh. .Major parts of the Directorate continue to be located at
Allahabad that had the headquarters of the entire Education Department during the formative
years of the state. Subsequently, however, a camp office has been in existence at the capital city
of Lucknow and more recent organizational expansion has taken place at Lucknow wing of the
Directorate. Significantly enough, the main line organization of the Directorate does not have any
Specialist officer looking after the crucial function of preparation of the textbooks or recognition of
textbooks prepared by others: the function and officials are located in the Madhyamik Siksha
Parishad where an Additional Secretary controls this function with the help of Deputy and
Assistant Secretary (Chart-Educ: 5).
The governance of higher and technical education is organizationally far simpler than the other
three types of education in Uttar Pradesh. For higher education, the government have simply
limited their role to giving recognition and sanctioning of funds and left the content of education to
be largely decided by the concerned institutions (Chart: Educ-6). The latter generally follow the
content regime ordained by the University Grants Commission. In the recent years, however,
severe constraints of funds from the government have led to the introduction of several 'selffinanced courses' the course transcript of which is largely decided by the concerned
Universities/educational institutions. The supervision of technical education is being done by the
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Directorate of Technical Education with the help of Technical Education Council and the staff
organization charged with the functions of research, development and training. The Government
Technical Training Institutes located in various districts are actually delivering it (Chart: Educ-7).
Road Safety Curriculum in the Textbooks
Whereas the task of curriculum development, which includes the module of road safety, has
been given some attention at the Basic/ Primary level of education, it is totally focused on rote
learning. It does not connect knowledge learning to the life outside the school. The content on
RS is included in the textbook, Hamara ltihas Aur Nagrik Jeelian (Our History, and Civic Life),
published by the Basic Siksha Parishad, Uttar Pradesh. A content analysis of the text on road
safety (pp. 127-131 of the foregoing book meant for students of Sixth standard for academic
session 2004-2005) indicated the following:
•

The content deals with safety both on the roads and railways. The part dealing with safety
on the roads has six item heads: (i) pedestrian road users (walking and road crossing
drill); (ii) cyclists/motor cyclists (about giving signals while using roads);(iii) users of public
transport (not clinging to footboard/rear stair case caution while boarding and
disembarking, not projecting limbs outside the body of the bus, not disturbing the driver);
(iv) two wheeler drivers (wearing helmets, only two persons while driving, giving passage
to ambulance, fire brigade, and emergency duty police vehicles);(v)consequences of
accidents(loss of earnings of the dead, expenses on medical care of the injured, physical
impairment, dependence of the accident handicapped on the family), and (vi) causes of
accidents (alcohol, over speeding, overloading, driving in wrong lane/on wrong side,
driving casually/lost in thought, careless driving, fatigue, bad health, stress, ignoring traffic
signals and not following traffic rules). This part has one visual showing red/green light
traffic signal post. The second part deals with safety in rail travel and has eight items: (i)
rail travel (boarding, disembarking, footboard, rooftop, carriage of inflammable
materials/substances); (ii) not disturbing train journey (cutting hose pipe, pulling the alarm
chain); (iii) acceptance of eatables, smoking drinking items from strangers); (iv) touching
of stray/abandoned items; (v) safety of .luggage and children; (vi) not damaging railway
property; (vii) use of railway crossings, and use of railway tracks. The second part has
two visuals one each on banned inflammable items on rail travel and on manned and
unmanned railway crossings and speed breaker.

•

Although the textbook .itself is meant for the students of Class VI, it has instructions for
both the teacher as well as the parents. Obviously, the latter two are expected to illustrate
many of the points touched upon by the content. However, in case all' these points are
meant only for the students in the age group 9-10 years, this is indeed very heavy
message. In the absence of any reinforcing efforts (i.e. showing them visually at traffic
training facilities as is being done in some states), it is doubtful if the children would
internalize it through only oral teaching. The National Curriculum Framework (NCF)
emphasizes that an interactive approach should be used in teaching and it envisions the
participation of out of school agencies that would provide workbenches for the children.
The road safety area is genuinely an area fit for such .experimentation.
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•

Logically, these messages should have been confined to such primary traffic encounters
that the child generally faces in this age group. At the moment, most of the items it
contains should be the concerns of their parents.

•

It is surprising that no elementary messages have been included in the curriculum of
earlier classes/standards (in particular Classes IV and V) and perhaps there are no such
follow up messages in the remaining two years of upper Primary education.

•

A random test check Primary Schools in government stream in the rural areas indicated
that the coverage of the core parts of the curriculum itself was less than satisfactory.
Teaching of history and civics is assigned lower priority and the students had no
knowledge of road safety messages.

•

Assuming that the prescribed content is getting transferred to the students of Primary
stage, this is nothing but rote learning. The National Curriculum Framework, on the other
hand emphasizes taking learning process beyond the textbooks, reforming the
examination system, treats teaching as a means to strengthening our democratic way of
life, encourages plurality of books which will help the states to draw from local pools of
knowledge and traditional knowledge so that children relate to what they learn. In
particular, the NCF wants civics should be recast to be political science.

To sum up, the educational system in the state of Uttar Pradesh itself is very slow to adjust itself
to the nature and pace of change in the outside environment and that is one major reason it is
slow in changing and reforming itself. Consequently, education has not effectively operated as a
vehicle of social mobility and mobility multiplier because of the strategic disconnect between an
approach wanting radical change in the society without any radical change in the socioeconomic-political structures and processes.
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Chart: Edu-1 : Organizational Chart of Education Departments, Uttar Pradesh
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Chart : Edu-2 : Organization Chart of Basic Education in Uttar Pradesh
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Chart: Edu-3: Organization Chart of the State Council of Education Research and Training in Uttar Pradesh
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Chart : Edu-4: Organizational Chart of Literacy Mission in Uttar Pradesh
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Chart: Edu-5: Organizational Chart of Secondary Education Administration in Uttar Pradesh
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Chart : Edu-6: Organizational Chart of the Higher Education Department, Uttar Pradesh
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Chart : Edu-7: Organizational Chart of the Higher Education Department, Uttar Pradesh
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6.1

INTRODUCTION
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The impacts on Road Safety, including the criminal and civil liabilities of engineers and planners,
are reviewed.
In the first instance, the Constitutional Issues such as Citizen Rights, Power Delegated to Local
Authorities, Union and State Lists and International Treaties are identified.
Secondly the Motor Vehicles Act (1988), the Central Motor Vehicle Rules (1989) and the U.P.
Motor Vehicle Rules (2004) are reviewed under the following headings:
•

Driver related

•

Vehicles related

•

Fines, Penalties, Procedures

•

Accident Claims/Compensation

•

Traffic Control and General Safety

•

Police Enforcement

•

Highway

This is followed by a clarification of some contentious road safety issues, such as, obstruction to
footpaths, selling liquors on major roads, restrictions on cycle rickshaws, speed breakers,
headlights, etc.
The relevant sections of the Criminal Procedure Code and the Indian Penal Code, Criminal
Codes Procedures, Enforcement issues and criminal and civil liability of engineers and planners
are discussed.

6.2

CONSTITUTIONAL ISSUES

6.2.1

Citizen Rights

The Rights of an individual is protected by the Fundamental Rights in Indian Constitution. If any
law is made violating the Fundamental Rights, the law will be void. Concerning Road Safety,
Article 13 and Article 19 needs to be examined while framing new laws and reviewing the
existing ones. When any Road Safety activity is taken up, one needs to examine that the
livelihood of the citizens are not affected, as it is clearly stated in Directive Principles of state
policy, Article 41 and is implicit in Article 21 of the Constitution.
(i)

Fundamental Rights

The main references to fundamental rights are in Articles 13, 19 and 21.
Article 13: Laws inconsistent with, or in derogation of, the fundamental rights.
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(1)

All laws in force in the territory of India immediately before the commencement of this
Constitution, in so far as they are inconsistent with the provision of this part, shall, to the
extent of such inconsistency, be void.

(2)

The state shall not make any law, which takes away or abridges the right conferred by
this part and any law made in contravention of this clause shall, to the extent of
contravention, be void.

(3)

In this article, unless the context otherwise requires
(a)

'Law' includes any ordinance, order, bye-law, rule, regulation, notification, custom
or usage having in the territory of India the force of law;

(b)

'Laws in force' includes laws passed by or made by the legislature or other
competent authority in the territory of India before the commencement of this
Constitution and not previously repealed, notwithstanding that any such law or any
part thereof may not be in the operation either at all or in particular areas.

Article 19:
(1)

All citizens shall have the right

(a)

To move freely throughout the territory of India.

(b)

To practise any profession, or to carry on any occupation, trade or business.

(4)

Nothing in [sub-clauses (d) and (e)] of the said clause shall affect the operation of any
existing law in so far as it imposes, or prevents the state from making any law imposing,
reasonable restrictions on the exercise of any of the rights conferred by the said sub
clauses either in the interest of the general public or for the protection of the interests of
any Scheduled Tribe.

(5)

Nothing in sub-clause (g) of the said clause shall affect the operation of any existing law
in so far as it imposes, or prevent the state from making any law imposing, in the interest
of the general public, reasonable restriction on the exercise of the right conferred by the
said sub clause, and, in particular, nothing in the said sub clause shall affect the
operation of any existing law in so far as it relates to, or prevent the state from making
any law relating to(i)

The professional or technical qualifications necessary for practicing any
profession or carrying on any occupation, trade or business, or

(ii)

The carrying on by the state or by a corporation owned or controlled by the state,
of any trade, business, industry or service, whether to the exclusion, complete or
partial, of citizens or otherwise.

Article 21 provides that no person shall be deprived of his life or personal liberty except
according to' procedure established by law.
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Directive principles of state policy [part IV]

Article 41 :
Right to work, to education and to public assistance in certain cases - The State shall, within the
limits of its economic capacity and development; make effective provision for securing the right to
work, to education and to public assistance in cases of employment, old age, sickness and
disablement, and in other cases of undeserved want.
6.2.2

A Power Delegated to Local Authorities

It is the Principle of the Indian Republic that local self government i.e. Municipal and Panchayat
Raj are to be given more power. Some states like Karnataka have made considerable progress
in that direction. Devolution of more powers would mean better understanding of social problems
including Road Safety. The ' Eleventh and the Twelfth schedule of the Constitution lists matters
where Panchayats and Municipalities have powers and authority.
Article 243G:
Powers, authority and responsibilities of Panchayat.
Subject to the provision of this Constitution the legislature of a state may, by law, endow the
Panchayats with such powers and authority and may be necessary to enable them to function as
institutions of self government and such law may contain provisions for the devolution of powers
and responsibilities upon Panchayats, at the appropriate level, subject to the conditions as may
be specified therein, with respect to a)

The preparation of plans for economic development and social justice.

b)

The implementation of schemes for economic development and social justice as may be
entrusted to them including those in relation to the matters listed in the Eleventh Schedule

Eleventh Schedule:
1.

Roads, culverts, bridges, ferries, waterways and other means of communication.

2.

Education, including primary and secondary schools.

3.

Technical training and vocational education.

4.

Adult and non-formal education

5.

Health and sanitation, including hospitals, primary health centres and dispensaries.

6.

Maintenance of Community assets.
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Article 243W:
Powers, authority and responsibilities of Municipalities, etc. Subject to the provisions of this
Constitution, the Legislature of a state may, by law, endow
(a)

(b)

the Municipalities with such powers and authority as may be necessary to enable them to
function as institutions of self-government and such law may contain provisions for the
devolution of powers and responsibilities upon Municipalities, subject to such conditions
as may be specified there in, with respect to(i)

The preparation of plans for economic development and social justice.

(ii)

The performance of functions and the implementation of schemes as may be
entrusted to them including those in relation to the matters listed in the Twelfth
Schedule.

The Committees with such powers and authority as may be necessary to enable them to
carry out responsibilities conferred upon them including those in relation to the matters
listed in the Twelfth Schedule.

Twelfth Schedule:
1.

Urban planning including town planning

2.

Regulation of land use and construction of buildings

3.

Roads and Bridges

4.

Public Health, sanitation conservancy and solid waste management

5.

Public amenities including street lighting, parking lots, bus stops and public conveniences

6.2.2.1 Union & State Lists
Indian Constitution in the Seventh Schedule gives the extent of laws that can be made by the
Union i.e. Parliament and State i.e. Legislature. It is divided into Union List, State List and the
Concurrent list. In Concurrent List both the state and the union can make laws but in
contradiction, the union prevails. The various articles and items in the lists relating to road safety
are examined below.
Article 245:
Extent of laws made by the Parliament and by the Legislature of the States(1)

Subject to the provision of this Constitution, Parliament may make laws for the whole or
any part of the territory of India, and the Legislature of a State may make laws for the
whole or any part of the State.

(2)

No law made by the Parliament shall be deemed to be invalid on the ground that it would
have extra-territorial operation.
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Article 246:
Subject-matter of laws made by Parliament and by the Legislature of States
(1)

Notwithstanding anything in clauses (2) and (3), Parliament has exclusive power to make
laws with respect to any of the matters enumerated in List I in the Seventh Schedule (in
this Constitution referred to as "Union List').

(2)

Notwithstanding anything in clause (3), Parliament and, subject to clause (1), the
Legislature of any state also; have power to make laws with respect to any of the matters
enumerated in list III in the Seventh Schedule (in this Constitution referred to as the
'Concurrent List').

(3)

Subject to clauses (1) and (2), Legislature of any State has exclusive power to make laws
for such State or any part thereof with respect to any of the matters enumerated in List 11
in the Seventh Schedule (in this Constitution referred to as the 'state list').

(4)

Parliament has power to make laws with respect to any of the matter for any part of the
territory of India not included [in a state] notwithstanding that such matter is a matter
enumerated in the State List.

Seventh Schedule
List 1- Union List (Items related to Road Safety)
Item 13:

Participation in international conferences, association and other bodies and
implementing the decision made there at.

Item 14:

Entering into treaties and agreements with foreign countries and implementing of
treaties, agreements and conventions with foreign countries.

Item 65:

Union agencies and institutional for-

(a)

Professional, vocational or technical training, including the training of police officers; or

(b)

The promotion of specific studies or research; or

(c)

Scientific or technical assistance in the investigation or detection of crime

Item 92:

Taxes on the sale or purchase of newspapers and on advertisements published
therein.

Item 93:

Offences against laws with respect to any of the matters in this List.

Item 97:

Any other matter not enumerated in List II (State List) or List III (Concurrent List)
including any tax not mentioned in either of those Lists.
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List II- State List (Items Related to Road Safety)
Item 5:

Local government, that is to say the Constitution and powers of the municipal
corporations, improvements trusts, district boards, mining settlement authorities
and other local authorities for the purpose of local self-government or village
administration.

Item 6:

Public health and sanitation; hospitals and dispensaries.

Item 8:

Intoxicating liquors, that is to say, the production, manufacture, possession,
transport, purchase and sale of intoxicating liquors.

Item 13:

Communications, that is to say, roads, bridges, ferries and other means of
communication not specified in List I; municipal tramways; rope ways; inland
waterways and traffic thereon subject to the provisions of List I and List III with
regard to such waterways; vehicles other than mechanically propelled vehicles.

Item 55:

Taxes on the advertisements other than the advertisements published in the
newspapers [and advertisements broadcast by radio or television].

Item 57:

Taxes on vehicles, whether mechanically propelled or not, suitable for use on
roads, including tramcars subject to the provisions of entry 35 of List III.

Item 64:

Offences against laws with respect to any of the matters in the List.

Item 66:

Fees in respect of any of the matters in this list, but not including fees taken in any
court.

List Ill-Concurrent List (Items Related to Road Safety)
Item 35:

Mechanically Propelled vehicles including the principles on which the taxes on
such vehicles are to be levied.

6.2.2.2

International Treaties

Article 253 of the Constitution gives power to the Parliament to make any laws so that the
international treaties" are implemented.
Article 253:

Legislation for giving effect to international agreements

Notwithstanding anything in the foregoing provisions of this Chapter, Parliament has power to
make any law for the whole or any part of the territory of India for implementing any treaty,
agreement or convention with any other country or countries or any decision made at the
international conference, association or other bodies.
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6.3

MOTOR VEHICLES ACT (1988), CENTRAL MOTOR VEHICLES RULES (1989),
DELHI MOTOR VEHICLES RULES (1993)

6.3.1

Review

The present Acts and Rules are reviewed under the following heads.
•

Driver related

•

Vehicle related

•

Fines, Penalties, Procedures

•

Accident Claims/ Compensation

•

Traffic Control/ General Safety

•

Police Enforcement

•

Highway

Certain sections of MV Acts have given power to the State Government to provide exemptions as
it may think fit, as in the case of helmet law. Details of the review are in the 'Annexure B' at the
end of this chapter.
6.3.2

Observations

Section 9 of the MV Act, 1988 provides for the granting of a license by a licensing authority, Sub
clause (8) of section 9 provides that the licensing authority may refuse to issue a driving license
to a person who is a habitual criminal or a habitual drunkard or a habitual drug addict. It is
submitted that there are no guidelines in the section that define the word 'habitual' thereby
leaving the discretion to determine what constitute 'habitual' only with the licensing authority.
Such a discretion could be arbitrarily used and endanger the safety of road users.
Under section 112 it is mandatory that before a speed limit is imposed and enforced the same is
notified in the official gazette and appropriate traffic signs must also be put up in suitable places
.Surprisingly, the section also provides that where the restriction in speed is to be enforced only
for a month a prior notification is not necessary (see proviso to Section 112). Such a provision is
not in the interest of the public safety. Further, the construction of the road humps and speed
breakers to restrict the speed has no justification in the law. This is done purely under
administrative power.
With respect to medical attention at the scene of the accidents.
•

The doctor on duty should immediately give medical aid or treatment without waiting for the
procedural formalities. This has been reinforced by the judgments in the Supreme Court.

•

The driver of the vehicle that was involved in the accident should take immediate steps to
secure medical attention for the injured unless not practicable due to mob fury

Highway Safety Code is not referenced in the Acts unlike the UK Highway Code in the UK.
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With respect to wearing protective head gear the state government may provide exemptions as it
may think fit. This suggests that the union is not sure of the value of helmets in saving lives and
reducing the impact of serious head injuries. Although the Act states that helmets should conform
to BIS, enforcement appears to concentrate on wearing a helmet of any type.
Many people generally have a wrong perception that police formalities precede the medical aid in
hospitals in case of Road Accidents (as this is shown in many of the Indian films)
No Reference to Passengers Sitting astride in vehicles in MV Act.
In many parts of India wearing of helmets, more than two passengers on a motor cycle and
wearing of seat belts are rarely enforced. In Delhi it has been observed that where wearing of
helmets is enforced for drivers and male passengers but not enforced for female passengers.
Also, More than two on a motorcycle appears not to be enforced in case of children
Road markings -Delhi motor vehicles Rules refers to 'line painted on road' at the approach to the
junction, The stop lines at many junctions are non existent or barely visible and renders the law
in effective.
Rule 111, Delhi Motor Vehicles Rules, 1993. No reference to causing an obstruction on the
footpath or cycle way. (Typical obstruction: Hawkers)
No obligation on Railway or Highway Authority to prominently display advice to the Driver to take
precautions at unguarded level crossings.
Agricultural vehicles such as tractors and trailers are motor vehicles and such are covered by the
Act including head lights, rear lights, number plates, front and rear etc

6.4

UP MOTOR VEHICLE RULES

The Uttar Pradesh Motor Vehicles Rules 1988 were made in exercise of the powers conferred on
the state government under sections 28,38,65,95,96, 107, 111, 138, 176 and 213 of the Central
Motor Vehicle Act, 1998 read with section 21 of the General Clauses Act, 1897.
6.4.1

Road Safety Measures: Description and Observations

Chapter 2 of the U. P. Motor Vehicles Rules deals with the licensing of motor vehicles (rules 3 to
18). If contains rules relating to the concerned licensing authority the issuance of a medical
certificate, the procedure of hearing appeals, the maintenance of state register of driving
licenses, the procedure to. be followed in case of licenses lost and destroyed, exemption of
drivers of road rollers from driving licenses, duties, functions and conduct of drivers of transport
vehicles.
It is submitted that the exemption of drivers from licenses should be reviewed in the case road
rollers (construction). Like motor vehicles they move on roads and have a responsibility to take
care of other road users: Sometimes children and disabled people while walking on roads can be
hit or knocked down by a road roller. One cannot exempt drivers of road rollers from their
responsibility towards people in general. It is true that a road roller does not come within the
definition of a motor vehicle as contained in the Central Act, but taking into consideration the
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increase in the traffic on roads and the number of children and old and disabled people on roads
such exclusion merits a review.
Further Rule 17 of Chapter 11 enumerates the duties, functions and conduct of the drivers of
transport vehicles. These duties, among others, impose an obligation on the drivers to behave in
a civil manner with all the passengers, to assist them while mounting or alighting from the
vehicle, not allow any person to be carried in excess of the seating capacity, not to smoke while
driving, not to drive in a drunken state etc.. Unfortunately, most of these duties are flouted which
is apparent from the large number of accidents that take place with regard to transport vehicles.
There are many accident cases reported where people are killed either on account of sitting on
roofs of buses, hanging on 'doors of buses or while boarding or alighting from buses. In fact
transport vehicles like trucks often carry goods in excess and have projections beyond the
permissible limits. It is the responsibility and duty of the state and the enforcement agencies to
supervise strictly the driving of such vehicles and organise programmes to sensitise the drivers
on road safety measures.
Chapter 3 deals with the licensing of the conductor of state carriages. The Central Motor
Vehicles Act defines a state carriage as a motor vehicle constructed or adopted to carry not more
than 6 persons for hire or reward for individual passengers either for the whole journey or for
stages of the journey. The rules in this chapter relate to the jurisdiction of the licensing authority,
the qualifications, duties, functions and conduct of the conductor, the procedure for hearing
appeals etc... As has been mentioned above with respect to drivers, it is important that even
conductors be educated about their duties and responsibilities under the rules. They also need to
be trained and be made sensitive on road safety matters. Unless the state makes a concerted
effort in creating awareness amongst the drivers and conductors about their responsibility
towards preventing road accidents and saving lives it is difficult to change the mind set of the
vehicle drivers and conductors towards road-safety issues.
Chapter 4 deals with the registration of the motor vehicles (rules 35 to 54).these rules relate to
the registration of motor vehicles, conduct of appeals, issue and renewal of certificate of fitness,
maintenance of state register, etc...
Chapter 5 is concerned with the control of transport vehicles (Rules 55 to 110) the rules include
the power and functions of the Stats Transport Authority, the granting, the revocation of permits,
the validity of permits on hill routes, safe custody of property in a state or contract carriage, etc...
Chapter 6 contains provisions relating to state transport undertakings (rules 126 to 133). These
rules deal with the filing of objections and their disposal, disposal of articles found in transport
vehicles etc.
Chapter 7 relates to construction, equipment and maintenance of vehicles. (Rules 134 to 175).
These rules deal with the seating arrangement, stability of the vehicles, sound signals,
dangerous projections etc... The rule on sound signals gives a wide discretion to the drivers to
use any kind of horns. This discretion is usually misused by the people as they often use shrill,
loud and fancy horns which can be annoying to the commuter. Moreover, such horns can cause
a lot of psychological and physical problems. Because of noise pollution there have been cases
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decided by the Supreme Court of India where the court has directed the government to see that
uniform horns are used by all transport vehicles.
The U.P. Motor Vehicle Rules only mention a speed limit for autorickshaws - 40 km/h; other limits
of speed can be fixed by the Transport Authority according to the requirements. There is also no
mention of the mandatory requirement of having a pollution certificate.
The provisions of Chapter 8 deal with the control of traffic (rules 176 to 203). These rules relate
to designation of roads as main roads as when required, restriction on use of speed, erection of
traffic signs, carrying of dangerous substances, use of protective head gear, etc....
It is surprising that Rule 201 does not apply to pillion riders. This means pillion riders need not
wear helmets at all. There must be a special provision governing such people. In fact there
should be a provision preventing children from standing n front of the scooter and if children are
riding as pillion that they should wear helmets of appropriate special size.
It is suggested that apart from conforming to the ISI Specifications headgear should have a
minimum of three adhesive type metro-reflective red colour-strips m the back of the headgear.
This will illuminate at night. The strips should be of the size 2cm x 13 cm and fixed horizontally to
the headgear. This requirement is found in Section 230 of the Karnataka Motor Vehicle Rules,
1989. It may also be noted here that the Kerala Motor Vehicle Rules, 1989, and the Karnataka
Motor vehicle Rules, 1989 make no exemption regarding the wearing of headgears for the Sikh
Community as is found in the Delhi Motor Vehicle Rules and the U.P. V1otor Vehicle Rules,
Kerala Motor Vehicle Rules.
Section 184 of the U.P. Motor Vehicle Rules prohibits the carrying of dangerous substances in
Public Vehicles only. It does not impose the restriction a Private vehicle which it may be carrying
inflammable material and thereby posting a treat to people on roads. It is suggested that like the
Karnataka Motor Vehicle rules (see rule 210) the restriction should also be extended to all types
of motor vehicles.
The U.P. Motor Vehicle Rules has no provision imposing a duty on the drivers of motor vehicles
while crossing an unguarded railway crossing. It is suggested such a provision be added and not
only with respect to unguarded railway crossing but also with respect to guarded ones as is
found in both the Karnataka and Kerala Motor Vehicle Rules.
Interestingly, the speed of tractors on roads is fixed at 10km/h under the Karnataka Motor
Vehicle Rules (Rule 207). Tractors are also prohibited from taking sharp turns on roads. A similar
provision is in the U.P. Motor Vehicle Rules.
Since the use of C.N.G. and L.P.G. in motor vehicles is likely to increase in future. It is
recommended that a provision be added in the U.P. Motor Vehicle Rules spelling out the duties
of the drivers of such vehicles - caution and maintenance to le exercised while using such
vehicles.
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Hawkers putting stalls on pavements/roads are obstructing traffic and force pedestrians to walk
on the road - which is against principles of road safety. The police have the duty of removing
such hawkers (See Police Act -1861). The authorities under the municipal act are also
empowered to remove the hawkers from the footpaths. There are supreme court judgements
saying that removing hawkers in law is not violation of Article 19(1) (d) or (g) of the Constitution
as Article 19 permits the imposition of reasonable restriction on the right to freedom and
movement and right to carry on trade and business. These can be seen in
•

Bombay Hawkers' Union v Bombay MC (AIR 1985 SC 1206).

•

Delhi Municipal Corporation V Gurnam Kaur (AIR 1989 SC 38)

•

Bombay Hawker's Union Zone

•

(AIR f985 1206)

By removing such hawkers /stalls from public paths, pavements roads- one is not violating the
hawkers' right to work & public assistance (Art 41) nor the right of freedom of movement (Art 19,
d) or the freedom to practice any profession occupation, trade or business under Article 19(1) g
of the Constitution. He is free to move elsewhere to carry on his own profession.
The words of the Article 19 itself says "nothing in the sub clause (d ) & (e) shall effect the
operation of any law existing in so far as it imposes, or prevents, the state from making any law
imposing reasonable restriction on the exercise of any of the rights of citizens, in the interest of
the public."
6.5.2

Selling of Liquors on Major Roads

In both Gujarat & Haryana, liquor prohibition was enforced as a state policy. The state
government may have studied and used the power conferred on the state government by the
Constitution List II, State list item 8 after confirming their legality. Local laws prohibiting the sale
purchase, transportation, manufacture etc. of intoxicating liquors along the national highways and
other important roads were enforced in Haryana in the year 1996-97 and there were challenges
on the principles of the law but the state government did not retract its policies and its laws were
not repealed on that count so apparently those legal challenges were set aside by the court of
law.
So local government/state government can pass a law banning the sale purchase of intoxicants
liquors along national highway and important roads on the ground of public safety and health.
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Cycle Rickshaws Restrictions

Similarly, any local laws restricting/prohibiting cycle rickshaw from plying on certain roads,
highways, parking in certain areas, do not violate the directive principles of state policy Art 41
(right to work). Cycle rickshaw drivers may move everywhere, except on the places ordered
legally by the State! Municipality/Panchayat, and carry on with the profession without infringing
on roads considered as prohibited in the interest of the general public.
6.5.4

Overloaded Trucks

It can be argued that the existing laws are satisfactory in controlling overloading the problem is
one of enforcement. With National Highway Corridors it would appear to be possible to achieve
full enforcement as follows:
Near the Toll Station set up a compartmentalized warehouse (Godown) and a weighbridge.
"Weigh in Motion" equipment installed at the toll barriers would identify which vehicles were
overloaded. (It is unlikely that "Weigh in Motion Equipment" would be satisfactory for law
enforcement).
The truck would be weighed on the weighbridge and if over loaded it would be charged. Excess
load would be off-loaded and stored in the warehouse. The owner would have to arrange with the
Corridor Managers to pick up the remainder of his load. (Storage of the excess could be charged
at say RS.1 000 per ton per day).
To bring home to the truck owner the cost to the public of over-loading; fines should be related to
the "damaging effect" of the excess load (4th power).
Experienced officers could probably identify overloaded vehicles without the use of "weigh-inmotion equipment". However, adopting this would be a license for police to harass and "collect
revenue" from the trucker. The "weigh-in-motion" equipment removes the decision to check loads
from the police.
Portable weigh-in-motion is available which could be set up at selected points around the state.
6.5.5

Road Humps/ Speed Breakers

Road humps/ speed breakers are without a doubt successful in reducing vehicle speeds. The
approval of the local magistrate is required to install a road hump.
Many illegal ones are constructed by residents near roads where drivers ignore speed limits.
Whilst they are usually successful in achieving their objective; their construction and not being
conspicuous, especially at night, can make them a major hazard. Ideally me local authorities
should recognize the benefits of the illegal speed breakers and seek approval from the
magistrate and install speed breakers of the correct design.
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Traffic Signage Obliterated by Illegal Adverts

It is quite common for traffic signs to be covered by illegal adverts.
In the first instance illegal adverts should be removed as soon as they are noticed.
Leaving illegal adverts blocking out traffic signs serves only to convince the general public that
the traffic signs are not very relevant or important anyway.
6.5.7

Driving with Headlights on Full Beam

It is common practice to drive vehicles, cars in particular, on full beam in circumstances where it
is-not required for example in well lit streets. Most drivers appear not to know about dipping
lights.
In well lit streets dipped lights should be used. Where streets are dark then driving on full beam
may be necessary.
In all cases headlights should be dipped for cars approaching in the opposite direction for safety
reasons and also common courtesy to a fellow man.

6.6

CRIMINAL PROCEDURE CODE 1973

6.6.1

Cognizable and Non-Cognizable offences Investigation of offences by the police
force:

Section 23 of the Police Act, 1861 provides that "it shall be the duty of every police officer to
collect and communicate intelligence affecting the public peace, to prevent commission of
offences and public nuisance, to detect and bring offenders to justice and to apprehend all
persons whom he is legally authorized to apprehend, and for whose apprehension sufficient
grounds exist..."
Section 29 of the Police Act, 1861 also provides penalties for the neglect of such duties.
However, the Criminal Procedure Code (CrPC) does not contemplate the use of the police in
respect of investigations into each and every offence. The code has classified all offences into
two categories cognizable and non-cognizable. These offences are classified in the schedule
given in CrPC. Clauses (c) and (I) of Section 2 of the Code define “cognizable” and “noncognizable” offences as follows:(c)

"Cognizable offence" means an offence for which, and "cognizable case" means a
case in which a police officer may, in accordance with the First Schedule or under
any other law for the time being in force, arrest without warrant.

(I)

"Non-cognizable offence" means an offence for which and "no cognizable case"
means a case in which, a police officer has no authority to arrest without warrant.
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In case of a cognizable offence, a police officer can arrest the alleged culprit without a warrant
and can investigate into such a case without any- directions or orders from a magistrate. In case
of a cognizable offence it is the responsibility of the police (that is, the State) to bring the offender
to justice.
In case of non-cognizable offence, generally speaking, a police officer cannot arrest without a
warrant and such officer has neither the duty nor the power to investigate into such an offence
without the authority given by a Judicial Magistrate. Non-cognizable offences are considered
more in the nature of private wrongs and the collection of evidence and prosecution of the
offender are left to the initiative and efforts of private citizens.
However, a Judicial Magistrate can order the police to investigate in non cognizable offence if it
is desirable. In such a case the police officer will have all the powers to investigate (except the
power to investigate without warrant) as he would have in a case of cognizable offence.
The Criminal Procedure Code does not lay down any test for determining whether a particular
offence is cognizable or non-cognizable. It all depends upon whether it is shown as cognizable or
non-cognizable in the First Schedule of the Code. By and large offences punishable with
imprisonment for not less than 3 years are taken as serious offences and hence made
cognizable. But there are less serious offences and yet cognizable offences for example offence
caused by accidents due to motor vehicles which are punishable with less than 3 years. These
offences are made cognizable due to the necessity of making prompt arrest of the offender. Also
it may not be desirable to leave pre-trial proceedings in the hands of citizens in respect of such
offences.
Procedure for investigating a cognizable offence:
The investigation of a cognizable offence begins when a police officer in charge of a police
station has reason to suspect the commission of a cognizable offence. This suspicion may be the
outcome of the First information received under Section 154 of the CrPC or any other information
given to the police. Before starting the investigation under Section -157 of the CrPC the police
must have jurisdiction to investigate the offence under Section 156 of CrPC.
There are two circumstances under Section157 when it is not necessary for the police officer in
charge of a police station to proceed to the spot and to investigate the case:I.

when the case is not of a serious nature, the officer in charge of a police stat10n need not
proceed in person or depute a subordinate officer to make an investigation on the spot.
(Note: the code has not given any guidance to the police officer as what would constitute
'serious offence' But if a police officer wrongly considers a case as 'not serious' or
otherwise, the superior police officer, through whom the report is sent to the Magistrate,
can always give appropriate directions to the officer in charge of a police station to correct
the course of his action,

According to provision (b) to Sec. 157(1) if it appears to the officer in charge of a police station
that there is no sufficient ground for starting an investigation he shall not investigate the case.
But he must record his reasons for doing so and also the information about it
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The power of the police to investigate any cognizable offence is uncontrolled by the magistrate. It
is only when the police decide not to investigate the case that the magistrate can intervene. But
this power of the police cannot be used arbitrarily. It cannot be misapplied or not applied where
required. It cannot be used in a way that violates the Fundamental Rights of Citizens to life etc.
(Art.21 of the Constitution which includes 'protection of life') Abuse of such power can invite
action under Section 29 of the Police Act, 1861.
Code of Criminal Procedure, 1973 (Offences relating to driving etc. are generally cognizable
offences, See First Schedule Chapter XIV- Offences affecting the Public Health, Safety,
Convenience, Decency and Morals)
II.

Driving or riding on a public way as rashly or negligently as to endanger human life,
property etc. is a cognizable offence. The imprisonment for such an offence is 6 months
or fine of 1,000 rupees or both. Such an offence is a bailable offence

III

Causing danger, obstruction or injury in any public way or line of navigation is also a
cognizable offence. There is no imprisonment for this offence but there is a fine of
Rs 200; it is a bailable offence. Any person dealing with any explosive substance in such
a way that it would affect public health, safety, or convenience is a cognizable offence
and imprisonment for 6 months or fine of Rs 1000 or both. It is bailable offence. A person
omitting to take 'care of any animal in his possession, so as to guard against danger to
human life, or of grievous hurt from such animal commits a cognizable offence. It is a
bailable offence. Committing a public nuisance is a non- cognizable offence. There is no
imprisonment for such an offence, only a fine of Rs 200. It is a bailable offence

6.6.2

Criminal Law

For Criminal matters the Indian Penal Code, 1860 and the Criminal Procedure Code, 1973 are
applicable throughout the country. The Penal Code contains the substantive law and the Criminal
Procedure Code contains largely procedure law. Local amendments can be made in the
procedural law by the States. But The Indian Penal Code' which the substantive law in terms of
offences committed relating to driving such as rash and negligence driving is applicable to all
states.
Section 279 of the Indian Penal Code provides that whoever drives-or rides a vehicle on a public
way in a rash or negligent manner so as to endanger human life or is likely to hurt or injure any
person shall be punished with imprisonment which may extend up to 6months or be fined up to
Rs. 1000 or be subject to both.
The driver under this section has a duty to drive carefully. This duty extends not only towards
people on roads but also towards occupants of the vehicle. To make a person criminally liable
under this section; it must be shown that the driver was rash and negligent.
As contemplated under the section, rashness implies the doing of an act or breaking a positive
duty while an act of negligence means that the person has failed to do an act which he was
bound to do e.g. not stopping at a STOP signal. Under this section there must be something
more than mere error of judgment or mere carelessness. Rash driving is punishable even if there
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is no person on that part of the road. The offence under section 279 is cognizable, bailable, can
be tried by any Magistrate and is non-compoundable.
Section 304A makes the causing death by negligence punishable. The section provides that
whoever causes the death of any person by doing any rash or negligent act not amounting to
culpable homicide, shall be punished with imprisonment extending up to two years or with fine or
both.
The offence under section 304A is cognizable, bailable, can be tried by Magistrate of the first
class and non-compoundable. For a person to be convicted under section 304A the court wants
definite evidence which in most cases is not forthcoming. Also the requirement of mens rea or
guilty mind under this section considerably dilutes the efficacy of the section.
It is thus difficult to hold a person criminally liable in accident cases as rash and negligent driving
or death caused by a rash and negligent act is difficult to prove, without definite evidence. In
criminal law there are degrees of negligence whereas, simple lack of care will constitute civil
liability. Therefore, it is suggested that liability under tort law in accident cases be enhanced so
that drivers of motor vehicles feel deterred from driving rashly or negligently.
The U.P. Motor Vehicle Rules imposing tortuous liability on the drivers of motor vehicles, for
violating the traffic rule and causing injuries. It may be noted that to some extent the
compensation for hit and run cases and cases of permanent disability are covered by the Central
Motor vehicle Rules, 1988, but the compensation amount is rather less.
6.6.3

Duty on drivers of Motor Vehicles

Section 134 of the Indian Panel Code imposes a duty on the drivers, in case of accident to take
the victim to the nearest hospital for medical treatment. The section also imposes a duty on the
doctor to immediately attend to such an injured person. In Parmanand Katarias' case the
Supreme Court laid down that the victim must be attended to by the doctors irrespective of the
legal formalities being completed or not. In Indian Medical Association vs. U.P. Shanta and
others (1995 6SCC 651) the Supreme Court laid down that the treatment of a person cannot be
refused because of non payment of fees. The Court held that the recovery of fees can wait, but
the treatment for trying to save a life cannot be delayed or neglected.
Recently, in Pravat Kumar Mukhcriee vs. Rubv General Hospital (April25, 2005) the National
Consumer Disputes Redressal Commission has said that the doctors who refused to treat the
young student who had been injured in an accident were in the wrong and the hospital must pay
RS.1 0 lakhs to the student's parents as compensation for the causing the death of the student
on account of negligence.
The Court held that the deceased was a consumer under the Consumer Protection Act and
therefore entitled to treatment whether or not fees had been paid in advance and there was
deficiency in service on the part of the doctors and the hospital for not treating the deceased.
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The police are responsible for enforcing all the laws of India - which is an enormous task. Whilst
there is a general acceptance by the members of the public that offences such as theft or
causing injury are serious matters and should be For law to be enforced with conviction it is
highly desirable that the "enforcers" believe that the law is correct. In the training of police
officers it is important that they fully understand the consequences of not enforcing traffic laws
such as "Helmet" wearing, prohibiting more then one person as pillion riders on motor vehicles.
6.7.2

Prioritization of Police Activities

No one has enough police resources to enforce all the laws to the satisfaction of the public.
Therefore, laws should be enforced according to their priority.
Enforcing contentious laws such as removing hawkers obstructing the footpaths to the detriment
of pedestrians' safety would require almost continuous patrolling of footpaths. It should not be
forgotten that hawkers have chosen their 'site' to maximize their income. For the same reason
auto-rickshaws and cycle rickshaws choose to 'stand' at locations where potential customers are
greatest in number, often at road junctions.
With their limited resources, it is not surprising that the Police Authorities choose not to enforce
even the contentious laws in full spirit.
It is also possible that politicians may also put pressure on the police not to enforce some
contentious laws for their own ends and advantage.
6.7.3

Seat Belt and Helmet Wearing

In India the law requiring the wearing of seatbelts and helmets has not been accepted by the
public. With strong enforcement most drivers in Delhi appear to wear seat belts in the areas
where they might encounter a police patrol. Most drivers of two wheelers wear helmets, as do
their male pillion passengers but women pillion passengers do not. The other two-wheeler law
that appears to be broken with impunity concerns the number of passengers. It is not unusual to
see man, wife with two or three children on a two- wheeler.
In most other states such as U.P. the enforcement of seatbelts and helmets is very poor. That
some states do not enforce these laws indicates that they do not believe that seat belts and
helmets save Jives. It is their duty under the Constitution to save lives, and therefore wearing of
helmets and safety belts must be enforced.
It is important that States that ignore important safety regulations should be called to account at
the annual National Road Safety Council Meetings. .
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“Revenue Collecting"

Apparently the widely held view by vehicle drivers is that "traffic rules" are devised only to enable
the police to collect "revenue".
Certainly the absence of, for example, clearly designated parkinq places and clearly designated
no parkinq places or clear signs and road markings to indicate where U-turns are allowed and
where they are not allowed is apt to make enforcement look arbitrary or a means of revenue
collection only.
6.7.5

Speeding

Throughout India on National Highways traffic signage and road markings are minimal. Excess
speed is a major contributory cause of road accidents and further the severity of such accidents
is greater. With respect to speeding the introduction of a National Speed Limit on all roads of 50
km/h, where a lower speed limit or a higher speed limit is required it should be signed
accordingly.
The most excessive speeds are apt to occur during the hours of darkness when the traffic flows
are lower.
In the present times advertisements along the roads create an environment where speed limit
signs are difficult to see. This environment is most prevalent where a speed limit of 50 km/h
exists. A National Speed Limit would ensure that vehicle drivers are not in doubt about the legal
speed limit and thus they can have no argument if apprehended for speeding.
6.7.6

Two Wheeler Offences

Two Wheelers are going to be the most common form of personal transport for many years to
come and thus it is very important that regulations specific to two wheelers are fully enforced.
The two main offences committed are not wearing helmets and allowing the sitting of more than
one passenger at the back of a two wheeler.
Protective clothing should be enforced irrespective of religion. Cricketers of all religions wear
helmets, so do Air Pilots if they wish to fly aero' planes, similarly passengers have to use seat
belts on take-off and landing and at other times when the pilot thinks necessary. Restricting the
number of passengers is an entirely different problem. Restricting the number of adult
passengers to one does not raise any other issues. However stopping a man and his wife
carrying their children with them on their two-wheeler would severely restrict their ability to travel.
It there was high quality reasonably priced and well spread public transport system such families
would have an alternative to using their two-wheeler. At the same time, it has to be remembered
that it is very difficult for the public transport system to provide the flexibility that private transport
offers.
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Every year thousands of people are killed and millions injured on roads. It is the duty of every
Country to create and improve road conditions so that the road users become less vulnerable to
road accidents. Preservation of human life is one of the basic human rights recognized in
international law, Right to life, is a very important fundamental right, which is given to the people
in all democratic countries, vide their respective Constitutions - whether written or unwritten.
In India, the right to life is guaranteed in Article 21 of the Constitution. In Parmananda Katara vs
Union of India, (AIR 1989 SC 2039) the Supreme Court of India has held that Article 21 casts an
obligation on the State to preserve life. The court, therefore, called upon the doctors to render
their professional services to save and preserve the life of injured persons without waiting for the
completion of legal formalities. This is particularly relevant to road accidents where there is a
reluctance to assist the injured whilst police are present. This judgment must be followed by all
the states of India.
The Fundamental Right to the preservation of life is given expression by the Directive Principle of
state Policy contained in Article 41 of the Constitution which enjoins a duty upon the state to
provide 'public assistance' to people in cases of disablement. An accident case is a case of
disablement and injury. Furthermore, Article 38 of the Constitution makes it obligatory for the
state "to strive to promote the welfare of the people by securing and protecting as effectively as it
may a social order in which justice, social, economic and political, shall inform all the institutions
of the national life". By providing care to the accident victims and by ensuring the enforcement of
the traffic rules every Indian state would be fulfilling the constitutional obligation imposed upon it
for promoting of the welfare of the people.
6.8.2

“Due" Care, Negligence and Tort Law

Improving and developing road safety is one of the ways of securing a just and humane
environment for the people of India. In this context, engineers, road designers and traffic
planners can play major role in preventing road accidents.
Engineers and Road Designers which form part of the State Administrative system must take
"due" care while sanctioning and 'executing plans for road construction as any lapse in the
construction or designing of the road (or a flyover/bridge) can lead to undesired road accidents.
This concept of "duty to take care" is a creature of the Law of Tort and important ingredient of the
Tort of Negligence. Tort means a civil wrong, which can be redressed in civil courts by way of
compensation.
Where it is found that the State, through its engineers and road planners, has been negligent in
designing roads, highways and flyovers, it can be held liable under the tort of negligence. While
building roads, highways and the like the State creates for itself a 'duty situation' vis-a-vis all road
users, and if there is a breach of the duty and damage results, the State must compensate the
victims for its negligence. In building' an appropriate road system the State must have the
welfare of the people in mind and duty of the state to provide a safe road system to all road users
is a 'non-delegable duty' which means that even if the construction of roads is given on a
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contractual basis the State cannot escape its liability in tort even if it is the contractor or the
engineer who is found guilty to have passed 'faulty' road construction.
While the State, engineers, road planners etc. can be held liable in tort law for committing a
wrongful act or for omitting to do an act, the above can also be sued in contract law where the
road designing and construction have not conformed to the specifications made in the contract
between the State and the road designers and builders. In such a situation the State can sue the
road designers and builders for making a breach of the contract. But in this case the people, who
are victims of the 'faulty' designing and construction of roads, cannot sue the road planners in
Contract Law. However, they can sue the state and the road planners on the principle of
Vicarious Liability which holds the principle is liable for the tortuous acts of the servants. To hold
the state and its servants liable on the principle of vicarious liability it is necessary to prove a
master and servant relationship between the state, engineers and road designers.
There is a third situation in Tort Law under which the State, engineers, road designers and
planners can be held liable in case of accidents caused due to the faulty construction of roads,
flyovers etc. This third situation is governed by the principle of absolute liability which has been
propounded by Justice Bhagwati in the Oleum Gas Leakage Case. The Supreme Court has held
down in this case that whoever is engaged in any hazardous activity and an accident ensues on
account of handling the hazardous activity then the person/ persons responsible for carrying out
the hazardous activity is/are absolutely liable notwithstanding that there was no negligence on
the part of such a person/ persons. The court also laid down that the measure of damages would
be determined by the pocket of the person committing the wrong and not according to the extent
of injury caused to the victims. The principle of absolute liability can also be extended to road
construction cases because engaging in road construction is a hazardous activity. And, if while
engaging in this hazardous activity road accidents are caused or after the construction is
complete accidents are caused, due to some 'faulty' designing or construction, the state along
with engineers and road designers can be held liable on the principle of absolute liability.
This principle of absolute liability is a creature of Indian jurisprudence and its application is more
strict in nature than the application of the principle of strict liability as propounded by the Justice
Black Burn in the English case of Rylands Vs Fletcher (1866 H&L) where exceptions to the
application of principle, such as Act of God, Statutory Authority and intervention by third party
have considerably diluted the principle.
It must be mentioned here that the 'duty to take care' in road designing and construction activity
continues from the time the project is conceived until its completion and continues, even-after
that, in matters involving maintenance and repair.
Apart from holding the road planners liable under Civil Law (as explained above) they can also
incur criminal liability under the criminal law of the country for endangering human life, affecting
public health and safety and for creating public nuisance (see the Code of criminal Procedure
1973 and the Indian Penal 1860 Code)
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Indian Penal Code (IPC) References

Section: 268 of IPC
A person is guilty of public nuisance who does not act or in guilty of an illegal omission which
causes any common injury, danger or annoyance to the public or to the people in general who
dwell or occupy property in the vicinity, or which must necessarily cause injury, obstruction,
danger or annoyance to persons who may have occasion to use any public right. A common
nuisance is not excused on the ground that it causes some convenience or advantage.
Section 288 of IPC
Whoever, in pulling down or repairing any building, knowingly or negligently omits to take such
order with that building as it is sufficient to guard against any probable danger to human life, or
any probable danger of grievous hurt from such animal, shall be punished with imprisonment of
either description for a term which may extend to six months, or with a fine which may extend to
one thousand Rupees, or with both.
Classification of offence
Punishment-Imprisonment for 6 months, or fine of Rs. 1000, or both-Cognizable Bailable- Triable
by any Magistrate-Non Compoundable.
Section: 290 of IPC
Whoever commits a public nuisance in any case not otherwise punishable by this code shall be
punished with fine which may extend to two hundred rupees.
Classification of offence
Punishment - Fine of 200 rupees - Non Cognizable - Bailable - Triable by any magistrate-Non
Compoundable
Section 304A of IPC
Whoever causes the death of any person by doing rash or negligent act not amounting to
culpable homicide, shall be punished with imprisonment of either description for a term which
may extend to two years, or with fine, or with both.
Classification of Offence
Punishment-Imprisonment for 2 years, or fine, or both-Cognizable-Bailable-Triable by Magistrate
of the first class- Non Compoundable
6.8.4

The Criminal Procedure Code 1973 (CrPC) reference Section 133 of CrPC
Conditional Order for Removal of Nuisance.

(i)

Whenever a District Magistrate or a Sub Divisional Magistrate or any other Executive
Magistrate specially empowered in this behalf by the State Government on receiving the
report of a police officer or other information and on taking such evidence (if any) as he
thinks fit, considers
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a)

that any unlawful obstruction or nuisance should be removed from any public
places or from any way, river or channel which is or may be lawfully used by the
public ;or

b)

that the conduct of any trade or occupation or the keeping of any goods or
merchandise; is injurious to the health or physical comfort of the community, and
that in consequence such trade or occupation should be prohibited or regulated or
such goods or merchandise should be removed or keeping thereof regulated; or

c)

that the construction of any building, or the disposal of any substance, as is likely
to occasion conflagration or explosion, should be prevented or stopped; or

d)

that any building, tent or structure, or any tree is in such a condition that it is likely
to fall and thereby cause injury to persons living or carrying on business in the
neighbourhood or passing by, and that in consequence, the removal, repair or
support of such building, tent or structure, or the removal or support of such tree,
is necessary; or

e)

that any tank, well or excavation adjacent to any such way or public place should
be fenced in such manner as to prevent danger arising to the public; or

f)

that any dangerous animal should be destroyed, confined or otherwise disposed
of

Such Magistrate may make conditional order requiring the person causing such obstruction or
nuisance, or carrying on such trade or occupation, or keeping any such goods or merchandise,
or owning, possessing or controlling such building, tent, structure, substance, tank, well or
excavation, or owning or possessing such animal or tree, within a time to be fixed in the order
I.

to remove such obstruction or nuisance; or

II.

to desist from carrying on, or to remove or regulate in such manner as may be directed,
such trade or occupation, or to remove such goods or merchandise, or to regulate the
keeping thereof in such a manner as may be directed; or

III.

to prevent or stop the construction of such building, tent or structure, or to remove or
support such trees; or

IV.

to remove, repair or support such building, tent or structure or to remove or support such
trees; or

V.

to fence such tank, well or excavation; or

VI.

to destroy, confine or dispose of such dangerous animals in the manner provided in the
said order.

Or, if he objects to do so, he must appear himself before the Executive Magistrate or some other
Executive Magistrate subordinate to him at time and place to be fixed by the order, and show
cause, in the manner hereinafter provided, why the order should not be made absolute.
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No order, duly made by a Magistrate under this section, shall be called in question in any
Civil Court.
Explanation – A ‘public place’ includes also property belonging to the state camping
grounds and grounds left unoccupied for sanitary or recreation purposes

6.9

RECOMMENDATIONS/PROPOSALS FOR CHARGES TO U.P. MOTOR
VEHICLE RULES

•

The following amendments/changes are proposed to the U.P. Motor Vehicle Rules are:-

•

Helmets to be worn by all pillion passengers

•

The helmets, in addition to conforming to ISI Standards, should have three red adhesive
metro-reflective strips on the back

•

No more than two persons, including the driver, shall be allowed (Except one child not more
than sever years)

•

Current IRC Design standards to be used throughout the State

•

Speed Limits by Type of Road to be introduced

•

A duty of care should be imposed on drivers while crossing a railway crossing

•

A speed limit of 15 km/h should be imposed on tractors.

Span Consultants Pvt. Ltd.
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Annexure - B
Review of Legislation
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Sl. No.

1

Road Safety Matters
(Driver Related)

Legal Sources

Vehicle Driver
Licensing - trucks, cars,
two wheelers etc.
MV Act 1988: Licensing of drivers Motor
Additional requirements Vehicles. (Section 3 to Section 28)
for public service
vehicle (PSV) drivers
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Description and Observations

These include important acts like necessity of driving license, age limit. Responsibility of owners of
Motor Vehicles, Grant of learner's license, licensing and regulation of Schools for driving of motor
vehicles, Power of licensing authority to disqualify from holding a driving license or revoke such
license. Maintenance of State register of Driving licenses.
Obv: Section 9 of the MV Act provides for the granting of a license by a licensing authority, Sub
clause (8) of section 9 provides that the licensing authority may refuse to issue a driving license to a
person who is a habitual criminal or a habitual drunkard or a habitual drug addict. It is submitted
that there are no guidelines in the section that define 'habitual' leaving the discretion to determine
the word 'habitual' only with the licensing authority. Such a discretion could be arbitrarily used and
could endanger the safety of road users.

MV Act 1988: Licensing of Conductor of
Stage Carriages (Section 29 to Section
38)

These include importance Acts like necessity for conductor's license, Grant of Conductor License,
Power of Licensing Authority to disqualify

[The] Central Motor Vehicles Rules,
1989 Licensing of Drivers of Motor
Vehicles (Rule 3 to Rule 32)

These rules include requirement to produce age, medical certificate, necessity of Learner's License,
Driving License, Powers of Licensing authority to Disqualify, Endorsement of Driving License,
maintenance of State Register, Driving Schools and Establishments.

Delhi Motor Vehicles Rules, 1993
Licensing of Drivers of Motor Vehicles
(Rules 3 to 14)

These Rules are made according to the powers conferred to the State Government by MV Act,
1988 under Section 28. These include Rules such as Licensing authority and Jurisdiction; Conduct
of hearing of Appeal; Communication of driving license granted by one licensing Authority to
another licensing Authority; I Duties, Functions and conduct of Transport vehicle drivers and
Conductors; Maintenance of State Register etc.

Delhi Motor Vehicles Rules, 1993
Licensing of conductors of State
Carriages. (Rule 15 to 26) UP Motor
Vehicle Rules 19 to 34

The Rules are made according to the powers conferred to the State Government by MV Act, 1988
under Section 38. These include rules such as Licensing authority; Qualifications, duties, functions
and conduct of conductor; Conductor; Conduct and hearing of appeals etc.
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1

2

Road Safety Matters
(Vehicle Related)

Vehicle Registration

Road Vehicle construction
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Legal sources

Description and Observation

*MV Act, 1988: Registration of Motor
Vehicles. (Section 39 to section 65)

No motor vehicle shall be driven unless the vehicle is registered in accordance
with MV Act, 1988.The owner can apply for registration accompanied by such
documents, particulars and information and shall be made within such period as
may be prescribe by the Central Government. The registration authority shall issue
certificate of registration in such a manner as may be prescribed by the Central
Government.

*[The] Central Motor vehicles Rules,
1989 -Registration of Motor Vehicles
(Rule 33 to 81)

These rules include obtaining Trade certificate by the dealer of motor vehicles
from the registration ,authority, Registration of motor vehicles, Certificate of fitness
and Registration of Vehicles belonging to the Central Government used for
Defense Purposes.,

*Delhi Motor Vehicles Rules, 1993
Registration of Motor Vehicles.
(Rule 27 to 47)

These Rules are made, as empowered by the Section 65 of MV Act, 1988 to the
state government for the registration of motor vehicles. Important Rules include
Rules relating to conduct and hearing of Appeals, Issue/Renewal of certificate of
fitness, Pollution under Control ,Certification, Maintenance of State register of
Motor Vehicles etc.

*The Central Motor Vehicles Rules, These Includes Rules on Dimension, Tyres, Brakes, Steering Gears, Safety Glass,
1989.
Windscreen Wipers, Exhaust gases, speed governors, noise, safety Devices etc.
Chapter- V: Construction, Equipment
and Maintenance of Motor vehicles.
*Delhi Motor Vehicles Rules, 1993 Important Rules include Seating arrangement of Public Service Vehicles, Sound
Construction,
Equipment
and
Signals, Periodical Testing and Inspection of Vehicles, Air Pollution etc.
Maintenance of Motor Vehicles (Rule no
95 to 103) UP Motor Vehicle Rules Rule
- Sound Signals - It has been that no uniformity is followed.
134 to 175
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1

2

3

4

5

Road Safety Matters
(Fines/Penalties/Procedure related)

General Provision of Punishment

Driving at excessive speed etc.

Driving dangerously

Driving vehicle exceeding permissible
weight.

Alcohol/Drug related
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Description and Observation

MY Act-1988, Section 177

Whoever Contravenes any provision of this Act and if no penalty is provided, the
first offence may extend to Rs 100 and second or subsequent offence may extend
to Rs 300.

MY Act-1988, Section 183

A person violating the speed limit in Section 112 has to pay a fine which may
extend to Rs: 400 and for subsequent offence which may extend to Rs.1000, and
a person who causes any person to drive in excess of speed limits has to pay fine
of Rs 300/- and for second offence Rs 500. The conviction of this offence is to be
supported by an estimate of excessive speed by mechanical device.

MY Act-1988, section 184

A person driving at speed or dangerously at public place shall be punishable
which may extend to six month in prison or fine of Rs 1000.These penalties are
compounded for subsequent offences.

MV Act- 1988, section 194

Motor Vehicles violating Sec 113/114/115 are punishable with a minimum fine of
Rs 2000 and an additional amount of Rs 1000 per tonne together with the liability
to pay charges for off loading of the excess load. A driver who refuses to submit
his vehicle for weighing can be fined upto Rs.3000

MY Act-1988, section 203 Breath Test

A police officer can ask for a specimen for breath test if he has reasonable cause
to suspect him of having committed an offence under Sec 185.

MY Act-1988, Section 204 Laboratory A person arrested under section 203 can be further asked for specimen of his
Test
blood for laboratory test.
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2

Road Safety Matters
Accident (Claims/Compensation)

Accident Claims/Compensation

Third party Insurance
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*MV Act,1988 Claims Tribunals
(Section 165 to 176)

A state government may constitute' Accident Claims Tribunals' for the purpose of
adjudicating upon claims for compensation in respect of accidents involving the
death of, or bodily injury to, persons arising out of the use of motor vehicles, or
damages to any property of a third' party, or both.

*[The] fatal Accident Act, 1855

This is an act to provide compensation to families for loss occasioned by the death
of a person caused by actionable wrong. But the number of legal representatives
under this Act is very limited extending only to children, wife and parents of the
deceased man. The law needs to be amended and the list of legal representatives
entitled to compensation be widened to include people like brothers, sisters,
nephews, nieces who are residing with the deceased for sometime before death
ensued.

*[The] Solatium Scheme, 1989

This Scheme is for. the payment of compensation of the victims of hit and run
motor accident made by Central Government, exercising the power conferred by
MV Act, 1988; Sec 163( I)

This ensures that third parties who suffer on account of the user of motor vehicle
*MV Act, 1988, Chapter XI- Insurance of
would be able to get damages for injuries suffered and that their ability to get
motor vehicles against Third party Risks
damages will not be dependent on the financial condition of the driver of the
(section 145 to section 164)
vehicle whose user led to the causing of injuries.
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Road Safety Matters
(Traffic Control/General Safety
Related)

Road Accidents

Legal sources
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When any person is injured or property of third persons is damaged, the driver of
the vehicle or other person in charge of the vehicle shall take steps to secure
medical attention for the injured person unless not practicable due to mob fury. The
*MV Act, 1988.
Section 134-Duty of the driver in case of Doctor on the duty should immediately give medical aid or treatment without waiting
for the procedural formalities, ver of the vehicle or other person in charge of the
an accident and injury to a Person.
vehicle should report to the nearest police station as soon as possible ,and in any
case within 24 hours of the occurrence.
The driver of goods carriage transporting dangerous or hazardous goods shall, on
the occurrence of an accident involving any dangerous or hazardous goods
*The Central Motor Vehicles rules, 1989: transported by his carriage, report forthwith to the nearest police station and also
136, Driver to report to the Police inform the owner of the goods carriage or the Transporter regarding the accident
Station about accident.
Obvs: Many people generally have a wrong perception that police formalities
precede the medical aid in hospitals( as this is shown in many of the lndianfilms)

2

Wearing of helmets by two-wheeler
No Driver of a two-wheeled motor cycle can carry more than one person in addition
driver and passengers, restriction on
to himself and that too on a proper seat behind the Driver's seat with appropriate
*MV Act, Section 128: Safety Measures
number of passengers. Wearing of
safety measures.
for Drivers and pillon riders.
seat belt by vehicles drivers and
Obvs: No Reference to Passengers Sitting astride in vehicles.
passengers.
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(Traffic Control/General Safety Related)

Legal sources
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Persons driving or riding motorcycle shall wear helmets (Conforming to BIS)
securely fastened to the head Of the wearer.
This does not apply to a sikh wearing a turban. The state government may provide
*MV Act, Section 129-Wearing of
exemptions as it may think fit but these exemptions should not be arbitrarily made.
Protective Head Gear.
The Section does not exempt Sikh women from wearing helmets.
Therefore, as pillion riders or driving motor cycles Sikh women must be made to
wear helmets in their interest for road safety.
The Driver and the persons seated in the front seat must wear the seat belts while
the motor vehicle is in motion. This is to be ensured in all the motor vehicles where
seat belts have been provided.
*[The] Central Motor Vehicles Rules, Obvs: In many parts, of India wearing of helmets, more than two on a motor cycle
1989, Rule 138(3) Signals and and wearing of seat belts are rarely enforced
additional safety measures for [Motor
Vehicles]
In Delhi, it is observed that wearing of helmets is enforced for drivers and male
passengers but not enforced for female passengers but the law makes it mandatory
for both men and women to wear helmets while riding motor cycle in Delhi. More
than two on a motorcycle appears not to be enforced in case of children

3

Regulations related to Behaviour /
Practice at intersections.

Span Consultants Pvt. Ltd.

When any line is painted on or inlaid into the surface of any road at the approach to
a road junction or to a pedestrian crossing or otherwise, no driver shall drive a motor
vehicle so that any part thereof projects beyond that line at any time when a signal
to stop is being given by a police officer or by means of traffic control lights or by
* 113, Stop signs On Road Surface
temporary display of such signs.
(Delhi Motor Vehicles Rules, 1993)
Obvs: This seems to be ineffective when there is no line painted or inlaid at
approach to a road junction. Also many times these lines fade fast either because of
rains or otherwise and for long time they are not re-painted
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4

Road Safety Matters
(Traffic Control/General Safety
Related)

Legal sources

Description and Observation

Delhi Motor Vehicles Rules, 1993: 113,
Stop signs On Road Surface

When any line is painted on or inlaid into the surface of any road at the approach
to a road junction or to a pedestrian crossing or otherwise, no driver shall drive a
motor vehicle so that any part thereof projects beyond that line at any time when
a signal to stop is being given by a police officer or by means of traffic control
lights or by temporary display of such signs.

*MV Act, 1988. Section 116- Power to
erect Traffic Signs,

State Government or authorized authority in this behalf can erect Traffic Signs for
Speed limits, restricting certain vehicles under Section 115 or for the purpose of
regulating Traffic.

Pedestrians - crossing regulations - MV Act, 1988, Section 118- Driving
Zebra and Traffic Signaled. Legislation Regulations.
for
providing
footpath/sidewalk
alongside any road in a built-up area for
the exclusive use of pedestrians and
also the provision of safe crossings,
MV Act, 1988, Section 119-Duty to obey
Traffic Signs.

Delhi Motor Vehicles Rules, 1993 111,
Traffic Segregation and Prohibition of
use of foot path

Span Consultants Pvt. Ltd.
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The Central Government may, by the notification in the Official Gazette, make
regulations for the driving of motor vehicles. Various Rules are given in [The]
Rules of Road Regulations, 1989
Driver of the motor vehicle shall drive in conformity with any indication given by
the mandatory sign and driving regulations made by the Central Government or
directions given by any police officer engaged in the regulation of traffic.
Note: Every Driver of the motor vehicles is required by this section to drive in
conformity with the driving regulations contained in the tenth schedule of the act.
Where Roads /Street provide Footpaths, or reserve tracks for cycles or for
specified classes of other traffic, no person would be allowed to drive any motor
vehicle or cause or allow any motor vehicle to be driven in such places. In case of
UP it is done by local municipal authorities.
Obvs: No reference to causing an obstruction on the footpath or cycle way.
(Typical obstruction: Hawkers). The regulation of Hawkers is done under MCD
Act. (in case of Delhi)
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Section 131 of MV Act, 1988 mentions the duty of the driver to take certain
precautions at unguarded railway level crossing. One has to stop the vehicle and walk
up to the level crossing and ensure no train or trolley is approaching before the
Railway track is crossed
5

Railway/Level Crossing

*MV Act, 1988
Obvs: No obligation on Railway or Highway authority to prominently display this
Section 131: Duty of the Driver to
advice. This does not absolve the railways or the highway authority of the
take
certain
precautions
at responsibility if manning the railway crossing or installing warning signals. In fact
unguarded level crossing.
under highway Act /9.56 it is the responsibility if the Central Government or the State
Government as the case may be 10 develop and maintain highways audit I is
submitted that the development and maintenance if highways includes the duly to
guard the railway crossing.
*MV Act 1988 Section 117. Parking Section 117 of MV Act, 1988 empowers the state government or any authorized
authority to decide Parking Places and Halting stations.
Places and halting stations.

6

Traffic management MeasuresOne way street, Restrictions on
vehicle parking and waiting,
Buses stopping to pick up and set Delhi Motor Vehicles Rules, 1993:108,
down passengers only at the kerb parking places UP Motor Vehicle
Rule, Rule 195
side.
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The District Magistrate (DM) may make orders appointing parking places for motor
vehicles after consultation with State Transport Authority, Deputy Commissioner of
Police (Traffic) and the Local Authority having jurisdiction in the area.
These include rules as halting of stage carriage in urban areas for not more than 5
minutes except at stand; No stage carriage shall take up or get down passenger
except at a place appointed by DM at a bus stop or at a stand.
The District Magistrate makes such orders
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Road Safety Matters
(Traffic Control/General Safety
Related)
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Section 185, MV Act, 1988 A person can face an imprisonment or fine or both in
attempting to drive or while driving has, in his blood, alcohol exceeding 30 mg. Per
*MV Act, 1988
Section 185: Driving by a drunken 100 ml of blood or under the influence of a drug to exercise proper control of vehicle.
Person or by a person under the Note: The period of imprisonment is 6 months and a lesser term can be awarded by
Good Driving Practice the court as the section gives decretory power to the judge of imposing maximum
Requirement for vehicles to use influence of drug.
penalty of 6 months .It is suggested that imprisonment must be such as to deter the
headlights when visibility is poor.
Mobile phone - not to be used by
people from drinking and driving generally.
drivers. Drink! drugs driving
The Driver shall make signals under Section 118 under which the Central
*[The] Central Motor vehicles Rules
Government can make regulations by notification under Official Gazette. It also
Chapter VI: Control of Traffic.
deals with additional safety measures for motor vehicles.

Hazard warning Plates

[The] Central Motor Vehicle rules,1989
Vehicles carrying Dangerous and Hazardous goods should display Distinct mark of
129, Transportation of goods of
class levels Specified in Rule 137.The law imposes a greater duty of care on drivers
dangerous and hazardous nature to
of vehicles carrying dangerous/hazardous goods.
human life.
137, Class Levels

These are the various levels for Dangerous and hazardous goods.
Agricultural vehicles like tractors and trailers are impliedly included in the definition
of the 'motor vehicle' in clause28 of section 2 of MV act. A motor vehicle means any
mechanically propelled vehicle adapted for use upon roads. These are also defined
in Central Motor Vehicles Rules.

9

Agricultural Vehicles

10

Wrong way Driving

11

Intersection Regulations – Stopping
behind the line at a junction with stop
When any line is painted on or inlaid into the surface of any road at the approach to
sign and solid white line across the
road. Stopping behind the white stop Delhi Motor Vehicles Rules, 1993 113, a road junction or to a pedestrian crossing or otherwise, no driver shall drive a
motor vehicle so that any part thereof projects beyond that line at any time when a
line when the traffic signal is not green. Stop signs On Road Surface
signal to stop is being given by a police officer or by means of traffic control lights
Staying behind the white stop line at
or by temporary display of such signs. (also see Rules of Road Regulations, 1989)
traffic signals when red light is
showing.
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UP Motor Vehicle Rules, Rule 196

Various Rules are mentioned in [The] Rules of Road Regulations, 1989 Restriction
on traveling backwards.
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Road Safety Matters
(Policy /Enforcement Relate)

Authorities /Powers of the Police/
Traffic Police enabling them to enforce
regulation

Police Assistants – (UK Traffic
Warden, School Crossing Patrol)
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MV Act. 1988 Section 132: Duty of the
driver to stop in certain Cases

Police Officer not below the rank of Sub Inspector in uniform can stop a vehicle in
the event of the vehicle being involved in the occurrence of an accident to a person,
animal or vehicle or of damage to property. This section imposes liability on drivers
to respond to signals.

MV Act, 1988 Section 202 : Power to
arrest without warrant

A Police Officer in uniform can arrest without warrant, any persons, who commit
offence under
Section 184 : Driving Dangerously
Section 185 : Driving by drunken persons or by a person under the influence of
Drugs
Section 197: Taking vehicle without authority.
A person arrest for having committed an offence under section 185 shall be
subjected to breath test and blood test for alcohol under section 203 and 204 of the
Act.

Motor Vehicle Act: 1988 Section 206:
Power of Police Officer to impound
document

Police officer or person authorized by the State Government has reason to believe
that the identification mark or any document is false, can seize it can all upon the
driver or the owner of the vehicle. He can also seize the license to account for the
possession of such mark of document if he believes that the driver of the vehicle
who is charged with any offence under this Act may abscond or otherwise avoid the
service of the summons. The license to seized shall be forwarded to the Court for
further action.

Motor Vehicle Act, 1988 Section 208 :
power to detain vehicles used without
certificate of registration permit

Police Officer or Person authorized can detain the vehicle if he believes that the
motor vehicle is used in contravention of the provision under
Section 3 : Providing necessity of Driving License
Section 4 : Providing age limit in connection with driving of motor vehicles
Section 39 : Providing necessity of Registration
Section 66 (1) Prohibiting use of Vehicle as a Transport vehicle without the permit
granted by Regional or State Transport Authority.
Under Section 207 the Police Officer or any person authorized in this behalf can
seize the certificate of registration instead of detaining the vehicle
Obv Bangalore and Pune have Traffic Warden Schemes
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Road Safety Matters
(Highway Related)

Legal sources

Description and Observation
No Vehicle shall drive or be driven in any public place at a speed exceeding the
maximum speed or below the minimum speed fixed for the vehicle under this Act.
The State Government or any authorized authority can restrict the speed of motor
cycle in the interest of public safety.

1

Speed Limits

*MV Act, 1988
Section 112. Limits of Speed.

Obvs: State government can impose Speed Limits in the' interest of Public Safety.
Under section 112 it is mandatory that before a speed limit is imposed and enforced
the same is notified in the official gazette and appropriate traffic signs must also be
put up in suitable place. Surprisingly, the section also provides that where the
restriction in speed is to be enforced only for a month a prior notification is not
necessary (see proviso to section 112). Such a provision is not in the interest of the
public safety.
The construction of the road humps and speed breakers to restrict the speed limit of
speed has no Justification in law, This is done purely under administrative power.

2

Provision of reasonable alternatives
Where the use of a highway is restricted
usually to increase capacity of that
highway (median, right turn bans, four
and six- laning)

Obvs: No reference in the Laws

3

Highway safety code

Obvs: Not referred to in the Laws, unlike UK Highway Code.

4

IRC Design Codes.

Obvs: Not referred to in the Laws
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7.1

INTRODUCTION
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Adequate availability of infrastructural facilities and their constant up gradation and maintenance
are extremely essential for all-round development of state. The main hurdle in the adequate
development of roads with proper safety measures in the state has been lack of financial
resources.
An analysis and examination of the present system of financing for the road safety measures
assessing the potential sources for mobilising resources and suggesting alternative approaches
to financing of road safety programmes are presented below: -

7.2

RESEARCH DESIGN

Present study has been conducted with a view to mobilise resources for financing of road safety
measures in the state of Uttar Pradesh. The study aims at reviewing status of road infrastructure,
organisational set-up, national road and safety policy and programmes, state road safety policy
and programmes and more importantly, financial provisions for road safety measures in the state
of Uttar Pradesh. The study, inter-alia purports to suggest the strategy for resource mobilisation
in the provision of road safety measures, which is being considered as the single most important
activity involving large social gains. The study is empirical in nature and is based on mainly
secondary data collected from published and documentary sources. However, in order to
enhance the quality of the work and to contribute to policy formulation, an in-depth and extensive
interaction and discussions have been carried out at various departments of government and
non-government organisations. The analysis presented in the report is based on the pertinent
literature, information, primary and secondary data collected from the six major departments of
Government of Uttar Pradesh viz. Public Works Department, Home (Traffic), Transport, Urban
Development, Medical and Public Health and Education. The secondary data have been
collected and compiled from published, documented and internet sources of various departments
and organisations of the few state governments of the country. Earlier relevant studies, surveys,
reports etc. were also consulted for insight stimulation of the present exercise. Threadbare
discussions were held with senior government officials including Mr. C.B. Paliwal, Transport
Commissioner, Mr. K.B. Bansal, Chief Engineer, World Bank, P.W.D., Mr. Brij Lal, Director,
Traffic, Dr. Poornima Singh, Dy. Director, Traffic etc. The collected information and data has
been interpreted, analysed and discussed while pertinent literature has been critically reviewed.
Thus, the action plan is based on critical appreciation of pertinent literature and analysis of data.

7.3

PRESENT FINANCIAL PROVISIONS

Finance is the lifeblood of every organisation right from a simple nuclear family to an international
organisation. Road safety related tasks are assigned to three major departments viz, PWD,
Transport and Home (Traffic). At the outset, it may be pointed out that the state Budget does not
mention any specific and earmarked allocation of fund for road safety measures either as a major
head/sub-head or minor head. It seems that the non-recognition of ‘Road Safety Measures’ as a
distinct functional category of infrastructural activity is responsible for the absence of any clear

Span Consultants Pvt. Ltd.
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cut allocation in the budget of the state government. It has been observed that Government of
Uttar Pradesh has made budgetary provision for financing of road safety measures for the
department of Transport. However, the amount is grossly insufficient to serve the purpose.
Importantly, Public Works Department has no budgetary provision for exclusively financing of
road safety activities. It is only with the financial assistance from the World Bank, substantial
amount of resources have been allocated for financing of road safety measures by the PWD.
Again, there is no budgetary provision for the financing of road safety measures, so far as
Department of Home (Traffic) is concerned. The Central Government has, however, provided
some vehicles, equipment, ambulances etc, to the department for handling the task of road
safety.

7.4

ROAD FUND SCENARIO IN UTTAR PRADESH

In order to develop the design of road networking in the state, Road Development Policy, 1998
was declared by the State government. Under the Road Development Policy, ‘The State Road
Fund’ was created in order to ensure maintenance, repairing and modernisation of roads in the
state. The source of State Road Fund is accumulated funds collected from a hike in cess of
petrol and diesel from 14 percent to 20 percent and 16 percent to 20 percent respectively. As per
norms of State Road Fund, the utilisation of fund will be according to the criteria and heads
decided by State Road Fund Management Committee which has been constituted under the
Chairmanship of Honourable Minister, PWD, Government of Uttar Pradesh, on May 13, 2002.
During 2001-2002, Rs. 221 crore was allocated under the State Road Fund, while this amount
was increased by Rs. 480 crore in 2004-05. However, the amount of State Road Fund
significantly declined to Rs. 300 crore in 2005-06 (Table-4). Besides, PWD also received Rs. 85
crore as share from Central Road Fund in the year 2004-04. It is evident that only 60 to 75
percent of budget of PWD is coming from State Road Fund and due to inadequacy of sufficient
fund for the maintenance and accident prone. It is estimated that Rs. 2618 crore is required
annually for maintenance, repair, expansion and modernisation of roads in the state.
Interestingly, against this, during 2004-05, only Rs. 600 crores was available for the purpose,
Rs. 120 crore under maintenance head and Rs. 480 crore from State Road Fund. The details of
the State Road Fund have been shown in following Table 7.1 w.e.f. 2001-02 to 2005-06.
Table 7.1 : Details of State Road Fund
Available amount from Sales Tax
(Rs. Crore)

Amount given to State Road
Fund (Rs. Crore)

Petrol

Diesel

Total

Petrol

Diesel

Total

Budgetary
Provision
(Rs. Crore)

2001-02

400

1200

1600

120

240

360

221

2.

2002-03

452

1357

1809

136

271

407

230

3.

2003-04

497

1491

1988

149

298

447

300

4.

2004-05

-

-

-

-

-

-

480

5.

2005-06

-

-

-

-

-

-

300

Sl.
No.

Financial
Year

1.

Source : PWD, Government of Uttar Pradesh
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WORLD BANK FUNDED ROAD PROJECT

The Uttar Pradesh State Road Project-II consists of upgrading about 1000 km road network and
maintenance of 2500 km of state roads. The total project cost is estimated to be about Rs. 2430
crores. The indicative cost estimates for the different project components are given in Table 7.2.
Table 7.2 : UP SRP-II Project - Cost Estimate (Rs. Crore)
Total Estimated
Costs

Estimated Bank
Share

Estimated GOUP
Share

Upgrading of about 1033 km of State
Roads

1397

978

419

Major maintenance of 2500 km of State
Road

750

525

225

Pilot rural road maintenance

20

14

6

Consultant services for the PCC &
Supervision

136

125

11

Institutional strengthening /TA/ Training /
Equipment

55

55

-

Incremental operating cost of PWD

24

-

24

Land acquisition / R & R

60

30

30

2442

1727

715

Project Scope

Total Cost

Source: Aide Memoire, Proposed UP SR Project, Preparation Mission, World Bank

The physical and financial targets of PWD show sharp variations in between targets and actual
achievements as evident from Table 7.3.
Table 7.3 : Physical and Financial Targets Year-Wise Achieved

Year

Physical (Kms)

Financial (Rs. Crore)

Target

Achieved

Target

Achieved

2003-04

250

241

486

213

2004-05

390

304

432

154

2005-06

382

-

439

-

Total

1022

545

1357

367

Source: PWD, Lucknow, 2005

Uttar Pradesh State Road Project-II has four main components; (i) upgrading and widening of
100 km of priority state roads; (ii) Rehabilitation of about 2500 km State Roads within their
existing width and pilot performance based maintenance contracts; (iii) Institutional strengthening
of PWD and development of an effective road maintenance system in PWD; and (iv) Road Safety
and Traffic Operation. The project will finance civil works for road construction and maintenance
by contract, consultancy for advisory services, training, design, supervision, project management
and pre-investment studies, introduction of a road maintenance system, as well required source
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of rehabilitation, resettlement and environmental mitigation measures. Against the total indicative
cost, World Bank financing has been reported to be in the order of 57.9 percent (Table 7.4).
Table 7.4 : Provision of Road Safety Measures under World Bank Loans to PWD in Uttar Pradesh
Sl.
No.

Component

Indicative
Costs (US $
Million)

Percentage
of Total

Bank
Financing
(US $ Million)

Percentage
of Bank
Financing

1.

Civil works and consultancy for
upgrading of about 1000 km of
state roads, as well as social
and environmental safeguard
management

355.94

57.90

282.49

57.96

2.

Civil works and consultancy for
rehabilitation of about 2500 km
of state roads

227.40

37.00

181.91

37.30

3.

Provision of technical
assistance, consultant services
and logistical support in relation
to Institutional Development
Strategy, plus pre-investment
studies to be determined

13.47

2.20

9.49

1.90

4.

Road safety and traffic
operations, civil works

13.16

2.10

9.23

1.90

Source: PWD, Uttar Pradesh, 2005

The components of World Bank Project on state roads in Uttar Pradesh are shown in Table 7.5.
As against total indicative cost, about 58 percent amount has been allocated for upgradation of
roads, while 37 percent amount has been reported to be allocated for rehabilitation of roads and
only 0.5 percent indicative cost is devoted for roads safety measures.
Table 7.5 : Components of World Bank Project on State Roads in Uttar Pradesh
Components

Amount (Rs. Crore)

Percentage

Upgradation of roads

1709.00

57.90

Rehabilitation of roads (48 packages)

1092.00

37.00

Institutional Development Strategy

39.90

1.35

Road Safety

16.50

0.50

Miscellaneous

95.00

3.19

Total

2952.4

99.94

Source: PWD, Lucknow, 2005

So far as the Department of Transport is concerned, Rs. 25,00.00 per year has been allocated
for the financing of road safety programme. this amount grossly meagre as compared to the total
proposed expenditure of the Transport Department in the state (Table 7.6)
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Table 7.6 : Proposed Budget for Roads Safety Measures in Uttar Pradesh
Sl.
No.

Scheme

Proposed Expenditure
(Rs. Lakh)

Provision
(Rs. lakh)

1.

Computerisation of department

70.00

-

2.

District Plan

74.24

74.24

3.

Road Safety Scheme

25.00

25.00

4.

Land purchase and construction of
building

276.00

276.00

5.

Establishment of Driver Training School

0.01

-

6.

Upgradation of check-list

18.90

-

464.15

375.24

Total
Source: Directorate of Transport, Uttar Pradesh

From the upshot of the above, it may be clearly pointed out that other than small grant to the
transport department; there is no specific earmarking of fund explicitly for road safety purposes.
Road Fund of the PWD does not indicate any specific outlay for Road Safety measures
notwithstanding the fact that such fund is utilised for maintenance and renovation of roads.
Another important observation relates to the absence of any earmarking of fund for rural roads
district from urban roads. Undoubtedly, rural roads call fro immediate attention of the policy
makers.

7.6

RESOURCE MOBILISATION : POTENTIAL AND FUTURE PERSPECTIVE

Directorate of Traffic, Department of Home (Traffic), Government of Uttar Pradesh is collecting
more than Rs. 40 million per year as penalty in order to compliance Motor Vehicle Act and other
related norms and regulations. There has been almost two-time increase in the recovery of
penalty by traffic department in the state itself. The Department is hopeful that enormous
potential of penalty recovery may be materialised through mobilising Police Personnel in the
state. It is estimated that by the year 2010-11, the department will mobilise resources through
penalties to the extent of Rs. 654. 83 lakh and Rs. 1148.41 lakh by the year 2020-21 (Table 7.7).
Table 7.7 : Recovery of Penalty by Traffic Department in Uttar Pradesh
Year

Amount (Rs. Lakh)

2000-01

243.85

2001-02

209.70

2002-03

308.77

2003-04

377.62

2004-05

406.68

2010-11

654.83

2020-21

1148.41

Source: Directorate of Traffic, Government of Uttar Pradesh
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Collection of penalty on vehicles in the state of Uttar Pradesh is shown in Table 7.8. Over the
period of time, there has been phenomenal growth in numbers of challans and penalties
recovered. During the year 2003-04, Rs. 263.88 million was recovered through penalty on
vehicle sin the state. Again, there has been significant growth in recovery of penalty on vehicles
in the state. It is expected that by the year 2010-11, the department will be able to mobilise
resources to the tune of Rs. 3308.86 lakh and this amount is likely to be increased to
Rs. 4818.32 lakh by the year 2020.21.
Table 7.8 : Collection of Penalty on Vehicles in Uttar Pradesh
Penalty
recovered by
courts
(Rs. Lakh)

No. of
disputes
settled by
department

Recovery of
penalty
(Rs. Lakh)

Year

No. of challan

No. of settled
disputes by
courts

1970-1971

34080

27113

19.16

-

-

1975-1976

53632

31302

23.36

-

-

1980-1981

90175

51414

50.70

-

-

1985-1986

102045

25460

33.89

42866

125.23

1986-1987

122261

26337

33.53

57258

148.61

1987-1988

158547

30943

33.48

73438

191.09

1988-1989

162428

40156

38.19

80723

220.32

1989-1990

195958

34375

37.89

78379

203.21

1990-1991

131060

39111

41.08

57017

140.14

1991-1992

155067

37801

47.69

40894

134.59

1992-1993

129989

41957

66.68

47368

192.48

1993-1994

149726

48001

39.10

50469

232.57

1994-1995

130425

39538

58.13

52259

359.25

1995-1996

109431

34709

66.91

42127

405.67

1996-1997

95590

28210

77.48

39993

485.76

1997-1998

100911

32494

85.93

45747

611.23

1998-1999

127558

26876

110.26

60883

1491.07

1999-2000

134218

30098

161.66

64510

2218.79

2000-2001

131051

23352

146.08

71492

2754.22

2001-2002

133751

20968

145.69

69769

2351.65

2002-2003

143234

23283

148.68

74934

2075.98

2003-2004

159149

38596

163.12

88940

2638.77

2004-2005
(Dec, 2004)

1336812

23018

133.68

75926

3209.40

Source: Directorate of Transport, Government of Uttar Pradesh.
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Vehicle Purchase Tax is less easily collected and enforced than the tax on Motor fuels. However,
taxes on vehicles, spare parts and tyres become part state revenue pool and hence become
susceptible. In some countries, a percentage of tax collection is directly used for road financing
through direct deposit to road funds. This method may be experimented for raising substantial
amount of resources for financing of road safety measures.
Motor Vehicles Taxes are also important sources for state revenue and there has been
substantial growth in the revenue collection from the road taxes. During 1999-2000, Rs. 6129.20
million was recovered from the road taxes in the state itself. It is expected that transport
department will be able to generate revenue collection from various sources to the tune of
Rs. 10924.34 million by the year 2010-11 and Rs. 15509.20 million by the year 2020-21
(Table 7.9).
Table 7.9 : Revenue Collection from Road Taxes
Year

Road Tax

Goods
Tax

Passenger
Tax (Pvt.)

Passenger
(UPSRTC)

Fees

Target

Achieved
(Rs. Crore)

1994-1995

77.30

74.12

62.90

57.97

30.17

354.00

307.48

1995-1996

88.03

100.89

66.25

65.15

35.74

355.00

353.07

1996-1997

99.80

107.03

67.83

44.04

38.40

406.00

357.51

1997-1998

113.00

117.86

69.18

28.71

41.07

439.00

369.83

1998-1999

128.83

118.56

88.18

56.00

64.59

650.00

456.18

1999-2000

179.61

142.31

121.75

82.00

87.25

650.00

612.92

Source: PSIDS, Tata Consultancy Services, June 2002

Although toll-tax has been abolished in the state of Uttar Pradesh, however, in certain states it is
still imposed and it is one of the major sources for the state revenue. Transport department may
use this amount for the maintenance of the roads as well as financing of roads safety measures.
In the state of Uttar Pradesh, Motor tax, goods tax, passenger tax constituted Rs. 8623.96 million
during 2003-04. However, as evident from Table 7.10 below, there has been significant growth in
revenue collection by the transport department in the state from 1999-00 to 2004-05.
Table 7.10 : Revenue Collection by Transport Department in Uttar Pradesh
Year

Motor Tax

Goods Tax

Passenger
Tax (Pvt.)

Passenger
(UPSRTC)

Toll Tax

Achieved
(Rs. Crore)

1989-1990

7901.87

4319.17

3338.58

4674.41

993.98

21228.01

1990-1991

8910.22

5058.37

3653.67

4908.32

1071.07

23681.65

1991-1992

9741.77

5765.30

4353.13

5336.27

127.39

26471.86

1992-1993

9568.70

6292.40

5182.38

6565.16

1332.24

28940.88

1993-1994

9866.33

6187.29

5844.40

6963.14

541.55

29402.71

1994-1995

10748.19

7912.47

6290.48

5797.38

-

30748.52

1995-1996

12377.73

10089.24

6625.09

6215.40

-

35307.46

1996-1997

13860.75

10703.04

6783.70

4404.00

-

35751.49
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Year

Motor Tax

Goods Tax

Passenger
Tax (Pvt.)

Passenger
(UPSRTC)

Toll Tax

Achieved
(Rs. Crore)

1997-1998

15407.47

11786.18

6918.77

2871.45

-

36983.74

1998-1999

19342.96

11856.48

8818.58

5600.00

-

45618.02

1999-2000

26686.14

14231.10

12175.55

8499.00

-

61291.79

2000-2001

29261.46

14160.25

12879.09

7300.00

-

64100.80

2001-2002

36058.53

14287.25

11764.52

2819.00

-

64969.30

2002-2003

49923.69

16034.24

14330.56

4805.00

-

85093.49

2003-2004

48235.13

18082.58

15595.90

4336.00

-

86239.61

2004-2005
(January)

37976.96

15810.49

12584.44

3980.00

-

70048.89

Source: Transport Commission, 2005

It is a statutory requirement for all vehicle-owners to have their vehicle insured. One of the
possible ways of raising additional revenue is to include an annual surcharge on vehicle
insurance premium, to be paid by the vehicle-owner which will be deposited by the General
Insurance companies to the state road funds. The amount to he paid shall vary with the type of
the vehicle and the age of vehicle. The money collected in this manner may go directly towards
funding the road safety measures and maintenance of roads. This arrangement will generate
sufficient resources and the evasion will be taken care of. Further, the cost of collection will also
be minimal. However, motor vehicle insurance charge suffers from the disadvantage that this is
not related to road use. Insurance surcharge by vehicle type is shown in Table 7.11.
Table 7.11 : Insurance Surcharge by Vehicle Type
Vehicle Type

Surcharge (Rs.)

Car

200

Buses

500

Public Transport

500

others

50

Two-wheelers

100

Taxies

500

Tractors

50

Source: PWD, Lucknow, 2002.

The penalty recovered by the Department of Home (Traffic) is the major source which may be
exclusively used for financing of the road safety in the state. Earlier, 25 percent of the fine
compounding was used for the financing of the road safety measures by the department. Out of
25 percent fine collected by the department, 5 percent amount was allocated for district and 25
percent funds were allocated for the Directorate’s expenditure. Presently, the entire amount of
penalties recovered by the department is being deposited in state revenue pool. The Directorate
of Traffic has requested to Chief Secretary of the state that the department should be allowed to
utilise upto 75% of the fine and penalties so collected for the compliance of the Motor Vehicle Act
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and other related rules and norms. It has also been requested by the Directorate that Dy. S.P. of
the traffic will spend two hors per day in this area for compliance of the Motor Vehicle Act and
other norms and regulations; TSIs, TIs and SHOs should be empowered for imposing penalty on
the spot. If allowed, the Directorate is hopeful to mobilise resources to the tune of Rs. 200 million
per annum through empowering the police personnel in the state in order to comply with Motor
Vehicle Act and other related rules and norms. The Department is also legitimately demanding
non-plan grant for the maintenance of the vehicles, equipments and other machineries.
The penalties on vehicles and other road taxes are important sources of state revenue and even
a mall proportion of this amount may serve the purpose of financing of the road safety measures
in the state. It has already been recommended by the authorities concerned that at least 50% of
such amount may be allocated for financing of road safety measures and maintenance of the
state roads.
Table 7.12 : Potential Sources of Additional Revenue
Additional
Sources

Role

Observations

Additional Tax
on Fuels –
Petrol & Diesel
(including cess)

User
charges

This bears a strong correlation with road use, high revenue generation, a
tax base that grows with GDP, relatively low price elasticity of demand,
easy administration, low levels of avoidance and evasion. The
weaknesses are that revenue decreases with fall in consumption and
can lead to fuel smuggling or adulteration of fuel with cheaper
substitutes. Such additional levy is already in place in Uttar Pradesh
dedicated for the maintenance road fund.

Sales Tax on
Vehicles

Revenue
only

There is correlation of yield with GDP, high revenue generation, and
limited tax points. But it has low correlation with road use. This is
collected directly by State Government and road sector competes with
other demands from the State Budget.

Duties on tyres
& tubes

Revenue/
user charge

These funds have some correlation with road use but it’s difficult to
administer due to State Government’s budgetary pressure.

User charge

This has direct correlation to road use but there are high cost of
collection and possibilities for avoidance. Also, tolling can be levied only
in high-density corridors where users receive a direct benefit. Bridges are
more suited than roads for tolling.

Motor Vehicle
Insurance
Charge

Revenue
only

Insurance charge has relatively low administrative costs, and minimal
possibilities for avoidance or evasion. If it can be solved nationally by the
Insurance Regulatory Authority this can be potential source of revenue
for the road sector. The revenues will have to apportion on the basis of
total number of registered vehicles in the state.

Vehicle
Registration
Charge

Revenue
only

Registration charge is a broad-based source and correlation with GDP.

Tolls

TCS, Policy Support and Institutional Development Study, 2002.
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RASION D’ETRE OF ROAD SAFETY FUND

The economic loss due to road accidents in the State of Uttar Pradesh was estimated
Rs. 894 crore and this amount is likely to be increased to Rs. 962.50 crore by the year 2011 and
to Rs. 1033.40 crore by the year 2021. Pursuing the objective of reduction of economic loss of
road accidents by 50 percent, the expected invested would be 10 percent of the total economic
loss, presuming Social Benefit-Cost Ratio to be in the order of 5:1. Thus, the 10 percent of
economic loss in the year 2004 was about Rs. 90 crores and this amount is likely to increase to
Rs. 97 crore by 2011 and to Rs. 103 crore by 2021. In order to meet out the expenses incurred
due to road accidents in the state, State Road Safety Fund (SRSF) is strongly recommended to
be constituted in the line of Tamil Nadu Government. The State Road Safety Fund should be
constituted out of the receipts from Spot Fine and Compounding Fee collected by Department of
Transport and Department of Traffic, Government of Uttar Pradesh. The fund should be
administered by an Executive Committee headed by Secretary to Government, Home
Department, Transport Commissioner, Director, Traffic and Director General, Medical and Public
Health should be members of the committee. During 2004-05, Rs. 325 crore as penalties on
vehicles for the compliance of Motor Vehicle Act was collected by Transport and Traffic
Department in the state. Even if we allocate 1/3rd of such penalties for the State Road Safety
Fund, state will be able to muster resources to the tune of about Rs. 108 crore, while state
required less than this amount as far as the financing of road safety measures is concerned.
However, the state can also mobilise resources from Petrol and Diesel cess, Sales Tax on
vehicles, Duties on tyres and tubes, Motor Vehicle Insurance charge, vehicle registration charge
etc. Even, we may also earmark some proportion of State Road Fund for the financing of road
safety measures in the state, which may be exclusively used by the PWD in the state. The main
heads of expenditure under State Road Safety Fund may include:
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Survey, installation and maintenance of road traffic signalling.
Road marking, installation of traffic sign, cats-eye reflectors etc.
Purchase of barricades, cones and other traffic equipments.
Establishment of traffic education parks.
Preparing literature, education materials and communication package.
Maintenance of ambulance and patrol vehicles.
Meeting out emergency expenses at Trauma centres and their maintenance.
Creating database related to traffic statistics and its analysis.
Organising educational programmes for disseminating information related to traffic rules
and regulations.
Advertising and disseminating information pertaining to traffic rules and road safety.
Organising road safety week and seminars, workshops, training etc. on road safety
measures.
Purchase of equipments of electronic monitoring of traffic and detection of offenders.
Improvement of lighting of road junctions.
Secretarial and other infrastructural services etc.
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It is suggested that the funds should be allocated to different stakeholders under the State Road
Safety Fund in the following proportions which have been decided by the relative priorities and
revenue buoyancy of the departments:
Department

Proportion

Medical and Public Health

40

Traffic

20

Transport

10

Education

20

PWD

10

7.8

OBSERVATIONS AND RECOMMENDATIONS

•

Road Safety is not accorded the priority that it urgently requires. It is also not reflected in
the budgetary documents of various departments. Since most of the concerned
departments do not have specific earmarked budgetary provisions for the financing of
road safety measures in the state, it becomes very difficult to make realistic projections
relating to future financial resource mobilisation and the needed scale of resource
mobilisation.
The road safety measures are mainly related to awareness generation among the road
users. Moreover, road safety measures are being financed by Ministry of Transport,
Government of India and even in some cases Department of Transport, Government of
Uttar Pradesh. These measures are implemented in collaboration with non-government
organizations which are supposed to conduct awareness drive among the road users
regarding effective information dissemination pertaining to road safety.
The financing of road safety measures is mainly the government's responsibility both at
the Central and State Government level in India. Foreign agencies like World Bank insist
and do make provision for road safety measures in their loan components. Our emphasis
on our internal resources mobilization effort rather than external effort should be
highlighted and practiced.
Of many road safety funding sources, Government budget, road user changes, traffic
enforcement fees and fines, development banks/aid agencies, levies added to motor
vehicle insurance, private sector contribution and road funds that drive their revenue from
road user charges, only general Government budget is currently being used for road
safety funding in India and the insurance industry which is a lucrative source is not at all
in the picture.
Surprisingly, in the state of Uttar Pradesh, there is no specific budgetary provision for
road safety activities. No doubt, World Bank has made provision for road safety in State
Road Project but the Bank has made allocation of Rs. 16.50 crores till date. Similarly,
Department of Transport, Government of Uttar Pradesh, has been allocated Rs. 25 lakh
for financing of road safety programmes in the state. Such amount is found to be meagre
in view of prevailing conditions and growing demand for funds. More importantly, the road
fund created by the state government does not have a functional sub-head of road safety
so as to highlight its importance.

•

•

•

•
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ACTION PLAN - FINANCIAL

•

Operationally, the potential sources of road safety programme include: (i) budgetary
allocation; (ii) road user charges; (iii) traffic enforcement fee and fines; (iv) development
banks/aid agencies; (v) levies on vehicles insurance; (vi) private sector contribution; (vii)
vehicle registration fee; (viii) road user safety fee; (ix) distance license fee; (x) driver
license fee; (xi) vehicle inspection fee; (xii) parking fee; (xiii) congestion charges; (xiv)
petrol/diesel companies; (xv) toll tax; (xvi) motor vehicle insurance charge; (xvii) duties on
tyres and tubes; (xviii) sales tax on vehicles etc.
With a view to augmenting resources for financing of road safety measures, top priority
must be accorded to budgetary outlay for such an important functional activity. A major
part of the revenue generated to enforcement of traffic laws fee, penalties, fines etc.
should be allocated for upgradation of better traffic law enforcement and financing of road
safety measures. Again, proceeds of the insurance companies should be used to finance
the road safety measures. In this regard, both public and private insurance companies
should be encouraged and compelled to come forward to finance the road safety
measures. User charges for the' vehicles should vary depending upon the time,
maintenance and quality of the vehicle being run on the roads. Such user charges may
be allocated for the state road fund to finance the road safety activities.
A specified percentage of gross revenue collected from road tax, motor tax and
passenger tax may be earmarked for the investment of road safety programme in the
state. A major proportion of the penalties on vehicles collected by the Transport
Department should be earmarked for financing of road safety measures and unlike the
present practice of the Transport Department in spending the entire money only for
awareness drive, the finances should be effectively utilized for bringing about a qualitative
improvement in the road funding.
A State Road Safety Fund should be constituted in the state from the receipts of Spot
Fine and Compounding Fee collected by Transport and Traffic Department in order to
comply with the Motor Vehicle Act and other traffic rules and regulations in the state.
Assuming Social Benefit-Cost Ratio of 5:1 and reduction of economic loss of road
accidents by 50 per cent, 1/3rd amount of the total allocation from such fine and fee will
be sufficient to finance the road safety programmes.
An additional levy on vehicle registration may be imposed for ensuring road safety
measures in the state. This levy may vary from heavy vehicles' to light motor vehicles.
Distance charges for trucks and buses (above 1000 km) may also be enforced in the
state for the mobilization of additional resources for the financing of the road safety
measures. In the state, the network of roads and highways provide the basis for imposing
such user charge since a large number of commercial vehicles move across the various
regions and states.
The licensing fee for the registration of the vehicles and issuing drivers license may be
one of the major sources of revenue in the state, as there is a spurt in registered vehicles
in the state in the post-globalisation and liberalization era.

•

•

•

•
•

•
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Parking fees and other congestion charges may also provide substantial amount with the
state Government that may also be allocated for traffic and transport improvement
measures and the road safety financing. The transport department should adopt a
comprehensive road safety policy emphasizing upon fruitful research and sufficient funds
also be allocated on conducting research activities on road safety issues. Moreover,
centres for important training to the drivers of commercial vehicles be opened and
strengthened by the state Government to ensure proper training and knowledge to the
drivers.
Market borrowing and Institutional financing may be promoted for the resource
mobilization in the state for the financing of the road safety measures. It is also required
to introduce institutional reforms for the management and coordination of road safety,
restructuring of Government policy for statutory provision of financing of the road safety
measures. Alternative approaches and mechanism for resource mobilization may also be
experimented and tested on the strength of experiences of other states.
Increasing private sector funding through various incentive schemes is also one of the
important measures for mobilizing resources to meet out the emerging expenses of road
safety related tasks. In view of economic liberalization, a number of private companies
have entered into the business of insurance and transportation and therefore, they should
be mobilized for allocating funds for financing of the road safety activities particularly,
road safety education, awareness creation, consumer orientation etc.
Road safety budget be separately prepared by treating road safety as a distinct financial
activity and then an optimal allocation plan be devised for various participating
departments mentioned above.
There should be judicious budgetary allocation for the road safety related tasks. Both
Plan and non-Plan budgetary allocations should be ensured. While Plan investment is
made for the development of new road safety schemes while non-Plan expenditure
should be directed towards maintenance of the road safety schemes/projects. A
significant proportion of the budgetary outlay should also be devoted for research and
development activities in order to evolve suitable strategies for reducing road fatalities
and caring of the road accident victims. A substantial amount of road safety fund should
also be allocated for rural side highways, state roads and other roads so that the
pronounced rural-urban divide in terms of maintenance of road networks as well as
financing of road safety measures may be reduced, as far as possible, if not completely
eliminated. A concerted Action Plan is the need of the hour to lay down the steps involved
in it.
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8.

ACCIDENT DATA COLLECTION AND ANALYSIS

8.1

INTRODUCTION

Collection of road accident data is an important essential element of any accident reduction and
prevention strategy. Police in all states of India including Uttar Pradesh perform the duty of
accident data collection. Road Safety activities rely heavily on being able to study and analyse
accident in order to take suitable remedial action whether in use of police activity, highway
engineering or educational and campaign work.
Reliable accident statistics are an indispensable tool in traffic research, and important for policy
decision and contribute towards a better public understanding and awareness of the road safety
problem. They provide rational justification for particular remedial measures and are useful in
carrying out assessment of the effects and benefits of safety measures.
The primary source for road traffic accident information is the police department. However, there
are several sources of original crash data, each having particular objectives which influence the
extent and nature of information collection. The most common sources are
•
•
•
•
•

Police departments accident records
Insurance company records.
Hospitals records
Tow-vehicle operators records
Special research studies such as in depth road crash studies.

A traffic record system should ideally include the following elements: accident, vehicle, driver,
roadway and control devices. Apart from the availability of extensive road crash data; information
with regard to travel pattern of various categories of road users is generally not available.
Absence of such information does not allow generating accident index like accidents/
injuries/fatalities per unit vehicle km travelled etc.
Hence, the quality and quantity of accident data collected by the police is a critical issue in road
safety and it is widely known that the police currently are unable to perform this task beyond
those accidents of a serious nature, involving loss of life, serious injury or heavy financial loss.
The absence of adequate reliable data on road crashes also discourages many potential
research workers from undertaking research projects in the area of road safety. That explains to
a great extent the reasons for very limited research in this area and lack of development of
adequate measures for road safety.
8.1.1

Causes of Road Accident

A road accident is generally treated as haphazard, resulting from misfortune and so unavoidable.
Hence, there is a low level of public demand for better traffic safety. Scientific approach now
treats it as a multi factorial concept, according to which accidents are indicators of malfunctions
of the road and transport system, whose components are roads and their environment, vehicles,
and road users. Some factors participate in the occurrence of an accident and are thus part of
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the accident causation and other factors aggravate the effects of the collision and thus contribute
to trauma severity.
Accident data produced by the police is generally to assess human responsibilities in accidents.
The policeman in charge of reporting the accident always looks for items of behaviour that may
have participated in the generating process, but he is less interested in vehicles or infrastructure
factors, which he may not have been trained to detect anyway. This approach, which negates the
multi-factorial character, has been commonly applied throughout the world in the initial stages of
road safety management. In such conditions, measures aimed at influencing behaviour
(information, education, regulations and enforcement) have obtained higher priority than other
measures.
Getting away from this approach to multi factorial approach requires change in the data collection
and the development of accident analysis and diagnosis methods.

8.2

REVIEW OF ACCIDENT REPORTING SYSTEM IN UTTAR PRADESH

Police in addition to their normal duties perform recording of road accident. Police in Uttar
Pradesh as elsewhere in India are divided into Traffic and Civil Police and it is the civil police who
attend and record accident. In fact, road accident is treated as any other reported crime.
Accident, when occurred, is informed to the concerned police station by the traffic police, persons
involved in the accident, roadside dhabas people passing by. Police do not have a specialized
accident investigation team but it is the normal policeman who performs the work. On being
informed of an accident, the investigation officer from the police station visits the accident spot to
investigate. The investigation officer is generally the rank of sub-inspector or inspector.
The investigation Officer would use a small diary, loose paper or do mental recording on site and
finally transfer it in First Information Report (F.I.R) in the police station. Fig. 8.1 shows a copy of
FIR collected from the Chinhat police station.
Police at the accident site are faced with these immediate tasks
•
•
•

To control the mob which has gathered
To clear the traffic
To dispose the vehicle and the victim in case of serious and fatal accidents

Police have to take photographs of the accident, Mechanical Inspection of vehicles involved,
preparation of rough sketch and description of the accident. Three copies of the F.I.R. are made,
one is sent to the court, second is given to the claimant and the third remains with the concerned
police station.
The real authentic recording is done in first information report (F.I.R). FIR can be filed by the
persons involved in the accident, or someone known to the persons involved in the accident, well
wisher or even by the policeman involved. F.I.R. is filled with the legal perspective and accident
is grouped with other crimes i.e. not treated separately.
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Figure 8.1 : A copy of FIR collected from the Chinhat Police Station
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FIR contains the following information besides legal matters
•

•

Date of Accident
Time of Accident
Location of Accident
Vehicles involved
Name and address of the persons involved in the accident
Brief description of how the accident occurred and the reason behind

8.2.1

Difficulties in Accident Reporting

•
•
•
•

Every Police station sends summary report of the accidents to the district headquarters along
with other crimes. Accident records with the police are for the one where an FIR has been filed.
Minor accidents, which are not reported, settlement made between the persons involved in the
accident are not included in the record. FIR is filled at the police station and not at the accident
site.
For the primary level data to be meaningful important issues that needs to be addressed are
a.

How to improve the reliability and consistency of reporting the data elements

b.

Integrate with the reliable exposure data for distance travelled in different modes of
transport to examine trends

Establishment of a quality database at the primary level requires improving the quality of police
recording system. It is a complex task because
a.

The database maintained by the police - the primary level data -is expected to accomplish
multiple objectives, ranging from providing epidemiological information to documenting
the baseline information upon which the evaluation of countermeasures can be judged,
and

b.

Police do not have the resources or the level of training required to carry out a systematic
collection of data as it has done in many high income countries

The efforts to improve accident data collection form have been initiated mainly by an engineering
body like Indian Roads Congress. Non-involvement of the police organization in such efforts
seems to be one of the basic reasons for the widespread non-usage of original and revised
accident data forms.
In Uttar Pradesh and in India as a whole due to the lack of computerised street names as
compared to the developed countries, accident spot location is difficult.
Traffic safety is low priority item for most police officials due to limited resources (Man Power and
Infrastructure). They find it difficult to attend law and order problems and traffic safety with the
same level of commitment. The task of recording useful and reliable information by ordinary
police personnel who do not understand the complex process of perturbations in the traffic
systems nor has the time and motivation to understand the objective of recording accident is an
uphill task.
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To satisfy all the needs of different organizations may mean recording a rather large number of
features about the accident. In practice, the police obviously need to strike the right balance
between the amount of detail they record about each accident and their ability to do so in terms
of their available time and in certain aspects, their expertise (e.g.: all policeman are unlikely to
have been trained to recognize relevant unsafe engineering features). The prime objective of the
data for police use (i.e. prosecution and enforcement strategies) will inevitably have a strong
influence on the details recorded. Other information, which is perhaps of greater value to
engineers or researchers, will need to be kept to. an absolute minimum, otherwise the paperwork
will become too onerous a task and thus less likely to be complete or reliable.
Ideally, the information required for each accident should be completed at the scene of an
accident.
A flow chart for accident data collection at state level is given in Fig. 8.2.

8.3

INITIATIVE TAKEN BY TRAFFIC DIRECTORATE TO IMPROVE DATA
COLLECTION

Uttar Pradesh police recognizing the importance of data collection had taken up the initiative to
improve registering of First Information Report (FIR) for road accident. It was observed by the
police that FI R registered in connection with road accidents lacks necessary points/information. .
Uttar Pradesh Police sends a detailed quarterly and half yearly report in connection with road
accident to Union Government. In order to avoid sending wrong reports/details, which affects the
policy-making decisions, a checklist of points to be mentioned in registering the cases of road
accidents was communicated to all SSP/SP in U.P.

Figure 8.2 : Flow Chart for Accident Data Collection at State Level
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The checklist includes the following points:
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Time of accident
Place of accident
Village/City
On NH/State Highways/ other way
Nature of the place of accident, like encroachment affected narrow bridge etc.
Causes of accident
Vehicle type/age/type of driving license/fault causing the accident
Vehicle manoeuvre
Nature of accident
Number of persons death/seriously injured/injured
Details of road at the place of accident
Details of road-slight curve, deep curve, ditch etc
Type of traffic control at the place of accident
Details of vehicles causing accident.

Even after this initiative the quality of details filled on the FI R is not encouraging.

8.4

INTRODUCTION OF INDIA ROAD ACCIDENT REPORT FORM

A standard form for recording road crashes related information has been recommended at
various national and international forums. The earliest form of recording road accident related
information was suggested at the fourth meeting of the Transport Advisory Council held in Delhi
in July 1939. The Indian Road Congress (1982) had come up with accident form A 1 and A4.
Indian Road Accident Report Form is a slightly modified version of form A 1. Introduction of
Indian Road Accident Report Form (IRARF) is an initial effort towards standardizing the accident
recording and reporting system, in Uttar Pradesh. English/ Hindi version of IRARF is included in
'Annexure C'.
IRAF records the type of accident, place of occurrence with landmarks, day and date of accident,
collision type, junction control, various information on roads character and condition, detail
information on vehicles involved and vehicle manoeuvre and accident location map and collision
diagram sketch is also drawn.

8.5

NEED FOR COMPUTERIZATION

Police department besides their own requirements receive many requests for accident data from
specialist organizations outside the PWD or from groups designed to meet particular objectives.
Some of the main groups are:
•
•
•
•
•
•

Elected members: - either as councils, their cabinets and committees or individuals
The Public: - in the form of request for information from individuals and action group
The Press: - for future articles, or to add authoritative data to the report
Lawyers: -for evidence in court cases and planning appeals
Insurance companies:- accident statistics for claims procedures
Planning Authorities:- to make decisions on development proposals
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Consultants: - carrying out work on behalf of PWD, local bodies and developers
University students and research groups:- working on local and national research projects
Schools: -as a part of locally based learning projects.

The input and output system needs to be designed to meet all these specialized needs quickly
and accurately, for both simple and complex situations and locations either on regular basis or as
an ad hoc basis. As the present system in Uttar Pradesh is generally manual, the police have to
take the burden of providing needs of the above organizations manually, which is a slow and
cumbersome task. Hence computer software has to be used for data entry, analysis, retrieval
and storage of accident data of U.P.
8.5.1

Errors in Manual Computation/Analysis

Every state in India has to send the annual road accident statistics in (A4 Form 19 Tables) a
structured format containing cross tabulation of severity with other parameters. The statement for
the year 2003 prepared by manually U.P. Police Department is reviewed in this section.
Reviewing emphasises the need for computerization .The 19 tables are enclosed in 'Annexure D'
8.5.1.1 Review
Out of 19 cross-tabulations, 17 are made grouping severity (fatal, grievous, minor injury and noninjury) versus month, time, road type, location, weather condition, type of vehicle, age of vehicle,
nature of accident, cause of accident, details of drivers, type of manoeuvre, fault of driver,
particulars of vehicle, category of person killed, road condition, carriageway width and traffic
control.
During the year 2003, 14286 accidents have been reported, 7845 persons were killed and 9348
persons were injured. The fatal accidents constitute nearly 50 percent-of total accidents. The
death of 7845 persons in 7038 fatal accidents indicates that there were several multi-fatal
accidents.
The classification of accidents according to weather conditions furnished in Table 5 indicates that
2257 fatal accidents and 2193 injury accidents have taken place in "(other extraordinary)"
weather conditions and 98 fatal accidents have occurred in "snow". This suggests that the
category "other extraordinary" weather conditions was a 'bucket'.
As per Table 4, 127 fatal accidents have occurred at pedestrian crossings, but as per Table 6,
under single vehicle accident, 37 pedestrian involved fatal accidents are reported. It is confusing
and further research may be needed to comprehend these.
The age of vehicles was grouped as less than 1 year, 1-2 years, 2-4 years, 4-6 years, 6-8 years,
8-10 years and above 10 years and all the 7038 fatal accidents and 14286 total accidents are
distributed in the respective cells. (Refer Table 7). The following points need clarification:
•
•
•

Both the primary vehicles and the secondary vehicles are included in the table.
When there were 2,665 single vehicle accidents (others in Table 8) and 1,013 overturning
of vehicles, how the age group table was obtained for all accidents?
In total how many vehicles are involved? How the severity groups were perfectly tallied
according to the age group of the vehicles?
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The reporting of 15 fatal and 27 total accidents due to the neglect of civil bodies is really a
welcome trend in accident reporting.
The generation of Table 10, accidents classified according to the details of drivers of vehicle
involved, is surprising. All 7068 fatal accidents are distributed in single age groups. How this is
done?
Fatal accidents during intersection manoeuvres (Diverging, Merging and Crossing) constitute
nearly 36 percent of fatal accidents, followed by going ahead overtaking 21 percent. The tallying
of number of accidents and type of vehicle manoeuvre required checking.
The drivers are responsible for only around 73 percent of fatal accidents, as per Table 9 but in
Table 12 all accidents are distributed under fault of driver. There must be something wrong in the
compiling of this table. It should be checked. As per Table 9, the number of fatal accidents due to
mechanical defect of vehicles is 282 (4.0 %). But in Table 13, particulars of vehicular defect,
such as brakes steering, punctured or burst tyres, bald tyres, other serious mechanical defects,
3152 fatal accidents are presented. There must be errors in data compilation. It needs correction.
Compilation error/ contradiction are seen in Table 15, listing the type of persons killed and
injured. For example, in this table it is stated that the number of pedestrians killed is 520, injured
329, minor injury 178, non-injury 15, totalling 1042. It is not tallying with Table 9 data. Under
number of persons killed/ injured a non-injury column is filled up. It is confusing too. Similar data
error is noticed with respect to cyclists etc. This table should be checked.
In the data provided under the heading of accidents classified according to road condition in
Table 16 several data errors are noticed. For example, in Table 3, the number of fatal accidents
on unsurfaced roads is given as 289 accidents, whereas in this Table, 814 fatal accidents are
listed under kutcha road. Similarly, the number of fatal accidents due to road defects is 155, as
per Table 9, whereas 693 fatal accidents due to loose surface, rutted and! or pot holed 147 fatal
etc. are presented in Table 16, Section(C).
All 7038 fatal accident data were distributed under Types of Junction in Table 18. It needs to be
checked for compilation error. It shows that all fatal, grievous injury (GI), minor injury (MI), noninjury (NI) accidents have taken place only at junctions. But the junction accidents constitute only
36 percent of fatal accidents. (Refer Table 11)
As per Table 19, the number of vehicles involved in various accidents is 14,842 vehicles. Also
under total number of persons killed, it is shown that 59 persons were killed, who were involved
in Grievous Injury.
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8.5.1.2 Conclusion of the Review
Several compilation/data errors have been observed in the 19 cross tabulations. Most of these
data errors and contradictions between tables would be avoided if the tables were compiled from
individual accident records - one for each accident. Of course with individual accident records it
would be desirable to computerize the database and use readily available software for
tabulations. Suitable computer software is recommended by the consultants.
8.5.2

Software Requirement

The software package used should be simple to use enabling easy data entry, full editing and
backup facilities, and logical internal checking routines to ensure that the data is accurate as
possible at the entry stage. The consultants have chosen Micro Accident Analysis Package
(MAAP) as it is a popular software and also in use in Karnataka.
A pilot study to test the feasibility of MAAP has been taken up in the area under the jurisdiction of
Chinhat police station in Lucknow. 'Annexure E' describes the various features of MAAP.

8.6

NEED FOR TRAINING IN INVESTIGATION

Uttar Pradesh police has been using the present form of investigation and reporting for many
years. When a new Accident reporting form and computer system is introduced, the police force
will require proper training to start with. Lack of proper training has been the major reason for
failure of new reporting system when introduced in many of the police department elsewhere.
Investigators should have the qualities/Skills/expertise of making decisions, detections, writing
proper description of the incident and mob control in an accident. Investigators are to be trained
in identifying causes of accident, road knowledge, driving skills, "Rules of Road" regulations,
traffic signs, first aid, sketching of accident location map and collision diagram
Geetam Tiwari in many of her field trials (Recording of Traffic Crashes, Geetam Tiwari, TRIIP 2002) has found major issues and insight. They are as follows
•

•
•
•

A form must be in language, which is well understood by an ordinary constable. Traffic
and road geometry are not familiar with the constable. The complexities involved in the
operations of the heterogeneous traffic makes the interpretation of merging and diverging
not easily identifiable because the nature of the traffic where lane driving is at limited
scale only
The police department's main objective is to assign the blame of fault to - a single cause.
Therefore various definitions and terms are interpreted in that light.
Instead of directly filling the recommended form at the site of the crash, the preferred
method was to continue the practice of maintaining a case file of the crash.
Packages developed in one environment cannot be simply transferred to another without
careful planning, analysis and modifications. The form designed by the expert on the
basis of international standards does not meet the requirement of the police who like to
economize on their time and resources. In this process the accuracy of the data is
adversely affected.
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As a part of the study, training cum workshop on 'Road Accident Investigation and Reporting'
was organized and a brief description of it is included in 'Annexure F'.

8.7

PREPARATION OF ROAD NETWORK DATA

In order to have a successful accident recording system, there should be a good mapping of the
road network to start with. Accidents are to be plotted on the road network. Plotting can be used
to indicate problem over a very large area or in handling a considerable volume of data collected
over a long time scale.
The plot can indicate where accidents liable for treatment by a specific well-established remedy
are grouped. For example: for a particular town, a plot could indicate the occurrences of
accidents involving children under five years old or where all the motorcycle accidents took
place. In this way an instant appreciation of a situation is obtained and if carried out at regular
intervals, trends indicating improving or worsening sites can be produced.
Digital mapping is available in Uttar Pradesh but it is only for small areas, not so detailed and the
sources are scattered. The Survey of India prepares 1:50,000 and 1:25,000 topo-sheets and this
can be the main source of mapping at the initial stage and improvements can be made to it
eventually.
The nodal agency for mapping should be UP PWD

8.8

CASE STUDY OF CHINHAT POLICE STATION FIRS

A total of 90 accident FIR forms were collected from the Chinhat police station in Lucknow.
These include 23 FIRs of the year 2002, 52 FIRs of the year 2004 and 15 of the year 2005. Out
of these 90 accident FIRs 32 are for fatal accidents, 31 for serious injury and 27 for non-injury
accidents.
Out of 90 FIRs, proper location of accident spots in 86 FIRs can be found at site by reading the
description written on each FIR by the respective policeman.
It was found that the Investigation Officer used a landmark near to the accident spot to locate the
accident. Use of kilometre stones for accident location need to be introduced for easy reference.
Time of accident was filled in 81 FIRs.
Out of 90 FIRs, 61 FIRs was registered on the same day as when the accident occurred; 16 a
day after and the rest after 2 days and beyond

8.9

SUMMARY OF FINDINGS OF REVIEWS AND CASE STUDIES

The points below mention the findings of review and case studies:
a.

Quality of primary level data can be improved if there is greater interaction between police
officials, researchers and policy makers who will use and analyse data.

b.

Any increase in the amount of detail of accident data has to be accompanied by increase
in the police resources devoted to accident data collection.
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c.

Packages developed in one environment cannot be simply transferred to another without
careful planning, analysis and appropriate modifications. The forms designed by experts
on the basis of international standards do not meet the requirements of the police who
would like to economize on their time and resources.

d.

Forms must be in the language and the format, which can be understood by ordinary
policeman. The police are not familiar with traffic and road geometry and these topics
need to be introduced with proper training.

e.

The quality of information recorded would be improved if the police provided IRARF with
FIR

8.10 RECOMMENDATIONS
a.

Uttar Pradesh government should adopt the IRARF

b.

Arrangements should be made to print a minimum of 1 lakh IRARF forms and circulate to
all the police stations in UP

c.

Training of the police personnel in Sitapur and Moradabad police training colleges or in
any other suitable locations available at district level

d.

UP government should purchase computer and software for detailing, analysis, retrieval
and storage of accident data at all the district headquarters.

e.

Training of police personnel who will be using the computer and software
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Road Accidents Statistics
Statement containing particulars of road accidents in the State/UT/City Uttar Pradesh………….
for the year/quarter ending …………2003………………
1.

Total number of accidents classified according to month of the year
Number of Accidents
Month

Number of Persons

Fatal
(F)

Grievous
(G1)

Minor Injury
(M1)

Non Injury
(N1)

Total Number
of Accidents

Killed

Injured

January

488

259

122

18

887

559

610

February

472

276

134

12

894

523

546

March

580

345

166

26

1117

635

614

April

520

324

188

16

1048

596

710

May

694

368

251

17

1330

794

851

June

677

393

224

26

1320

751

842

July

552

394

173

10

1129

603

734

August

534

444

202

14

1194

590

863

September

499

397

204

14

1114

557

763

October

676

494

173

18

1361

741

869

November

625

504

207

24

1360

701

924

December

721

580

199

32

1532

795

1022

Total

7038

4778

2243

227

14286

7845

9348

2.

Accidents classified according to type of area and time
Type of Accidents

Time

06000700
07000800
08000900
09001000
10001100
11001200
12001300
13001400
14001500
15001600

urban
Total
N1
No. of
Accidents

F

G1

M1

167

120

53

7

148

109

44

195

154

203

No. of Persons
F

G1

M1

N1

Total
No. of Persons
No. of
Accidents Killed Injured

Killed

Injured

347

198

223

209

147

64

5

425

238

304

7

308

161

189

220

148

56

0

424

257

298

62

8

419

213

262

257

186

82

6

531

316

381

142

59

9

413

232

273

282

172

67

3

524

319

335

159

118

78

8

363

187

237

253

164

81

6

504

286

346

139

84

50

10

283

148

182

207

150

80

4

441

226

299

120

114

63

4

301

148

223

231

156

50

7

444

262

285

117

97

46

9

269

138

177

194

118

51

0

363

225

231

107

92

45

7

251

126

168

196

121

70

3

390

227

275

111

110

34

4

259

121

182

207

146

61

8

422

223

257
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Type of Accidents
Time

16001700
17001800
18001900
19002000
20002100
21002200
22002300
23002400
24000100
01000200
02000300
03000400
04000500
05000600
Total

3.

urban
Total
N1
No. of
Accidents

F

G1

M1

126

118

74

7

141

109

56

140

118

182

No. of Persons
F

G1

M1

N1

Total
No. of Persons
No. of
Accidents Killed Injured

Killed

Injured

325

157

244

200

132

64

3

399

226

270

8

314

154

195

204

121

56

5

386

206

230

50

7

315

150

191

240

143

52

2

437

268

264

80

68

9

339

188

184

174

98

42

1

315

183

237

129

91

32

4

256

135

151

165

98

32

4

299

172

170

101

76

38

5

220

105

130

144

89

31

2

266

151

158

98

67

36

3

204

101

136

108

47

26

0

181

112

103

68

52

26

3

149

90

100

102

57

36

6

201

121

115

66

47

24

3

140

68

93

90

38

16

1

145

91

72

61

43

28

1

133

65

98

88

60

24

2

174

108

104

67

48

20

8

143

80

110

84

47

19

7

157

88

107

60

36

22

4

122

66

112

113

48

27

2

190

116

119

65

45

20

14

144

77

93

86

46

21

0

153

87

109

76

80

44

1

201

83

142

138

96

63

0

297

146

184

2846

2150

1072

150

6218

3191

4095

4192

2628

8068

4654

5253

1171 77198

Accidents classified according to classification of road
Type of Accidents
Fatal
Classification of Road

1. Expressways

Grievous

Minor Injury

No. of
No. of
No. of
No. of
No. of
Persons
Persons
Accidents
Accidents
Accidents
Killed
Injured

Non-Injury

No. of
Persons
Killed

No. of
Accidents

47

58

40

66

13

29

1

2. National Highways

2800

3182

1781

2431

745

1053

63

3. State Highways

2035

2234

1348

1737

754

984

77

4 (a) Surfaced Roads

1867

2053

1403

1928

673

843

72

4 (b) Unsurfaced Roads

289

318

206

207

58

70

14

7038

7845

4778

6369

2243

2979

227

4. Other Roads

Total
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Accidents classified according to location
Number of
Persons

Number of Accidents
Location
Fatal

Grievous
Injury

Minor
Injury

Non
Injury

Total No. of
Accidents

Killed

Injured

1.

Near School or College

593

422

192

18

1225

654

779

2.

Near or Inside a village

1264

828

349

26

2467

1377

1479

3.

Near a factory/industrial area

415

325

125

19

884

445

545

4.

Near a religious place

210

103

66

7

386

228

253

5.

Near a recreation place/cinema

231

179

71

15

496

257

353

6.

In Bazaar

766

579

303

29

1677

856

1110

7.

Near office complex

143

100

77

3

323

162

219

8.

Near hospital

168

148

107

10

433

210

290

9.

Residential area

612

427

207

9

1255

676

821

10. Open area

1801

1171

455

37

3464

1974

2298

11. Near bus stop

262

159

83

12

516

263

357

12. Near petrol pump

200

103

70

9

382

237

254

13. At pedestrian crossing

127

72

52

10

261

153

213

14. Affected by encroachments

125

95

43

17

280

191

186

15. Narrow bridge or culverts

121

67

43

6

237

162

191

7038

4778

2243

227

14286

7845

9348

Total

5.

Accidents classified according to weather conditions
Number of
Persons

Number of Accidents
Weather Condition
Fatal

Grievous
Injury

Minor
Injury

Non
Injury

Total Number
of Accidents

Killed

Injured

1.

Fine

1966

1374

482

56

3878

2187

2460

2.

Mist/Fog

627

376

220

22

1245

673

729

3.

Cloudy

313

217

108

11

649

363

419

4.

Light rain

377

297

147

24

845

433

503

5.

Heavy rain

298

195

123

7

623

316

486

6.

Flooding of causeways/rivulets

59

41

24

1

125

67

78

7.

Unit/Sleet

65

50

26

2

143

83

84

8.

Snow

98

30

25

1

154

107

109

9.

Strong Wind

135

90

55

11

291

143

180

10. Dust Storm

112

129

63

7

311

174

287

11. Very Hot

251

199

96

10

556

297

393

12. Very Cold

480

346

115

16

957

590

617

Other extraordinary weather
13.
conditions

2257

1434

759

59

4509

2412

3003

7038

4778

2243

227

14286

7845

9348

Total
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Accidents classified according to type of vehicles and objects involved
Number of Accidents
Type of Vehicle Primarily
Responsible

Number of Persons

Total
Total
Grievous Minor Non
Grievously Minor Number
Fatal
Number of Killed
Injury
Injury Injury
Injury
Injury persons
Accidents
involved

(A) Motor Vehicles:
1. Motor Cycle/Scooter

923

705

422

39

2089

1072

881

487

2440

2. Moped

55

89

58

10

212

75

117

69

261

3. Autorickshaw

111

106

73

21

311

148

155

97

400

4. Motor Car

488

360

188

27

1063

556

480

254

1290

5. Jeep

973

767

239

14

1993

1117

935

306

2358

6. Taxi

382

300

157

11

850

429

452

198

1079

7. Bus

666

455

167

7

1295

763

649

223

1635

8. Truck

1576

800

276

20

2672

1716

1172

370

3258

9. Tempo

349

249

156

9

763

355

348

193

896

10. Articulated Vehicle

103

73

25

3

204

112

94

36

242

11. Tractor

332

215

95

14

656

337

269

133

739

12. Other Motor Vehicles

698

400

215

21

1334

740

556

292

1588

1. Cycle

186

144

56

16

402

191

153

98

442

2. Cycle Rickshaw

22

13

21

2

58

26

17

32

75

3. Hand Drawn Vehicle

2

3

8

2

15

2

5

11

18

4. Animal Drawn Vehicle

5

6

7

1

19

6

11

10

27

5. Pedestrian

37

24

17

1

79

42

23

20

85

6. Animal

18

6

5

0

29

21

4

8

33

7. Tree

9

3

11

3

26

15

4

14

33

8. Level Crossing

22

8

12

2

44

30

11

26

67

9. Other Fixed Objects

81

52

35

4

172

92

74

61

227

7038

4778

2243

227

14286

7845

6410

2938

17193

(B) Other Vehicles and Object

Total
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7.

Accidents classified according to age of vehicle
Number of Accidents

Weather Condition

Number of Persons

Fatal

Grievous
Injury

Minor
Injury

Non
Injury

Total Number
of Accidents

Killed

Injured

Less than one year

490

448

241

28

1207

713

993

1-2

903

690

342

31

1966

1049

1357

4-4

1249

856

390

33

2528

1348

1583

4-6

1205

762

392

43

2402

1359

1542

6-8

1109

662

280

22

2073

1216

1179

8-10

763

528

246

25

1562

772

946

10 and above

1319

832

352

45

2548

1388

1748

Total

7038

4778

2243

227

14286

7845

9348

8.

Accidents classified according to nature of accident
Number of Accidents
Nature of Accident

Number of Persons

Fatal

Grievous
Injury

Minor
Injury

Non
Injury

Total Number
of Accidents

Killed

Injured

1.

Overturning

1013

713

346

43

2115

1238

1391

2.

Head on Collision

1043

671

232

14

1960

1157

1176

3.

Rear End Collision

417

309

183

19

928

529

732

4.

Collision Brush Side Swip

301

174

86

10

571

337

336

5.

Right Angled Collision

263

197

109

19

588

288

404

6.

Skidding

176

124

80

6

386

202

203

7.

Right Turn Collision

445

274

138

17

874

548

584

8.

Hit and Run

715

498

254

22

1489

830

1093

9.

Others

2665

1818

815

77

5375

2716

3429

7038

4778

2243

227

14286

7845

9348

Total
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Accidents classified according to cause
Number of Accidents
Cause of Accident

1.

Fault of Driver of Motor
Vehicle

Number of Persons

Total
Total
Grievous Minor Non
Grievously Minor Number
Fatal
Number of Killed
Injury
Injury Injury
Injury
Injury persons
Accidents
involved
4436

2920

1267

105

8728

4909

3901

1627

10437

126

110

50

9

295

174

218

76

468

695

485

266

33

1479

753

648

384

1785

4. Fault of pedestrian

120

71

53

7

251

133

94

66

293

5. Fault of passenger

164

119

57

4

344

181

181

112

474

282

188

90

13

573

304

224

116

644

7. Poor light condition

171

140

91

13

415

221

147

101

469

8. Defect in round collision

155

125

57

2

339

171

174

75

420

9. Result of weather condition

184

123

62

6

375

203

190

96

489

10. Falling of boulders

41

21

9

2

73

49

34

10

93

11. Neglect of civic bodies

15

12

0

0

27

15

12

0

27

12. Stray Animals

32

22

16

7

77

34

27

26

87

617

442

225

26

1310

698

505

304

1507

7038

4778

2243

227

14286

7845

6355

2993

17193

2. Fault of Cyclist
3.

6.

13.

Fault of Driver of other
vehicle

Defect of mechanical
condition of motor vehicle

Other causes
Cause not known
Total
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10.

Accidents classified according to details of drivers of vehicles involved
Type of Accidents
Fatal

Grievous

Non
Injury

Minor Injury

Drivers and Pedestrians
Number of
Accidents

M

F

192

115

16

6 - 9 years

155

173

10 - 14 years

352

355

Age of Drivers/Pedestrian
a.
Less than 5 years

Number of
Accidents

Number of
Persons Injured
M

F

66

117

19

23

165

173

42

253

322

Number of
Accidents

Number of
Persons Killed
M

F

53

51

5

6

30

56

64

9

3

44

112

125

7

10

15 - 17 years

611

479

119

423

521

76

212

241

36

34

18 - 20 years

1002

964

135

670

789

99

259

314

46

33

21 - 24 years

1132

1121

149

800

919

109

419

526

57

34

25 - 34 years

1264

1260

163

822

1025

107

341

362

63

22

34 - 44 years

958

912

132

553

651

118

260

284

40

32

45 - 54 years

467

439

60

309

310

45

165

179

44

14

55 - 64 years

301

305

54

188

191

43

105

119

27

15

65 and above

159

167

44

121

87

35

48

34

9

7

Unknown Age

475

167

44

121

87

35

48

34

9

7

7068

6457

981

4491

5192

760

2078

2333

352

217

1. Upto standard 8

1572

1541

217

1051

1194

161

469

492

82

48

2. Standard 8 -10

2220

2192

325

1390

1608

287

708

829

104

71

3. Standard 10 and above

1877

1786

247

1417

1610

183

707

788

88

79

5669

5519

789

3858

4412

631

1884

2109

274

198

Total
b.

Number of
Persons Killed

Educational Qualification of
Drivers involved

Total
c. Persons Driving the Vehicle
1.

Owner of Private
Vehicle

1612

1672

239

1306

1306

242

692

716

83

56

2.

Owner of Public
Commercial Vehicle

1487

1225

228

955

1087

141

411

467

83

66

3. Paid Driver

1823

1677

258

1125

1419

200

376

508

69

51

4. Other

1302

1379

154

830

907

111

632

607

64

70

6224

5953

879

4216

4719

694

2111

2298

299

243

1. Regular Licence

4383

4116

645

2836

2991

468

1512

1466

197

117

2. Learner’s Licence

769

786

193

588

650

196

320

359

88

54

Without Appropriate
3.
Licence

446

407

70

301

414

67

114

168

31

38

Total

5598

5309

908

3725

4055

731

1946

1993

316

209

Total
d. Type of licence
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11.

Accidents classified according to type of manoeuvre
No. of Accidents
Nature of Accident

No. of Persons

Fatal

Grievous
Injury

Minor
Injury

Non
Injury

Total No. of
Accidents

Killed

Injured

1.

Diverging

1615

1029

373

28

3045

1845

2003

2.

Merging

323

195

88

5

611

372

430

3.

Crossing

605

462

260

30

1357

676

883

4.

Stationary

129

105

67

4

305

137

234

5.

Temporarily held up

143

73

69

4

289

162

178

6.

Parked

81

58

25

5

169

97

106

7.

Stopping

188

91

74

7

360

192

258

8.

Starting from near side

293

178

72

14

557

299

285

9.

Starting from off side

294

212

84

16

606

302

336

10. Turning right

370

290

121

8

789

409

481

11. Turning left

271

223

88

6

588

296

353

12. Making U turn

161

118

62

6

347

186

250

13. Going ahead overtaking

1498

1000

485

44

3027

1651

2020

14. Going ahead not overtaking

575

400

165

32

1172

683

738

15. Using private entrance

130

71

65

8

274

138

198

16. Reversing

362

273

145

10

790

400

595

7038

4778

2243

227

14286

7845

9348

Total

12.

Accidents classified according to responsibility of driver
Number of Accidents
Fault of Driver

Number of Persons

Fatal

Grievous
Injury

Minor
Injury

Non
Injury

Total Number of
Accidents

Killed

Injured

1.

Consumption of alcohol or
drugged

997

715

318

21

2051

1133

1431

2.

Exceeded lawful speed

2555

1570

566

52

4743

2827

2990

3.

Did not give right of way to
vehicle

211

149

69

11

440

261

294

4.

Did not give right of way to
pedestrian

152

107

54

10

323

178

206

5.

Followed too closely

127

131

48

11

317

157

224

6.

Passed on hill

68

41

26

4

139

82

112

7.

Passed on curve

156

142

58

3

359

179

217

8.

Cut in sharply after passing

222

192

97

21

532

248

374

9.

Other improper passing

257

231

133

13

634

295

443

10. On wrong side of the road

240

228

113

24

605

251

438

11. Failed to give signal

57

27

36

6

126

62

77

12. Gave improper signal

44

26

14

2

86

51

72
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Number of Accidents
Fault of Driver

Number of Persons

Fatal

Grievous
Injury

Minor
Injury

Non
Injury

Total Number of
Accidents

Killed

Injured

13. Improper turn

53

32

20

3

108

54

75

14. Disregarded Police Officer

34

35

8

2

79

43

59

Disregarded traffic light
signal

37

12

4

3

56

39

26

16. Disregarded stop signal

22

7

6

1

36

25

16

15.

17.

Improper starting from
parked position

58

19

34

2

113

64

82

18.

Wrong or improper parking
location

68

37

32

1

138

74

87

19. Asleep or fatigued or sick

45

37

19

1

102

48

81

Inattentive or attention
diverted at the movement

79

51

38

4

172

93

128

21. Improper use of headlights

243

194

123

12

572

267

293

22. Other improper action

1313

795

427

20

2555

1411

1623

7038

4778

2243

227

14286

7842

9348

20.

Total

13.

Accidents classified according to particulars of vehicles involved
Number of Accidents
Particulars of Vehicles

a.

Number of Persons

Fatal

Grievous
Injury

Minor
Injury

Non
Injury

Total Number
of Accidents

Killed

Injured

Load
I.

Overloaded /
Overcrowded

2151

1531

568

45

4295

2430

2902

II.

Load of Protruding

653

382

181

7

1223

754

781

b.

Left Hand Drive

64

26

17

2

109

73

53

c.

Vehicular Defect

0

0

0

0

0

0

0

d.

I.

Defective Breaks

675

569

290

33

1567

816

1234

II.

Defective Steering

691

449

295

31

1466

744

954

III.

Punctured or Burst
Tyres

296

191

117

20

624

322

378

IV.

Bald Tyre

260

165

132

18

575

280

326

V.

Other Serious
Mechanical Defect

1230

788

395

43

2456

1342

1528

0

0

0

0

0

0

0

Certificate of fitness in
the case of Commercial
Vehicles
I.

In Force

774

520

215

24

1533

800

941

II.

Not in Force (expired)

244

157

33

4

438

284

251

7038

4778

2243

227

14286

7845

9348

Total
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14.

Accidents classified according to age of persons other than drivers involved in
accidents
Total No. of Persons Killed / Injury
Age

Killed

Injured

Male

Female

Male

Female

Less than 5 years

87

14

59

16

6 - 9 years

178

30

207

45

10 - 14 years

299

64

410

56

15 - 17 years

562

99

584

96

18 - 20 years

813

136

964

126

21 - 24 years

1127

221

1277

163

25 - 34 years

1213

208

1423

166

35 - 44 years

985

117

1013

126

45 - 54 years

553

81

701

103

55 - 64 years

316

55

384

59

65 and above

167

23

205

64

Unknown Age

299

22

419

49

Road Accident Statistics
Statement containing particulars of road accidents in the State/UT/City Uttar Pradesh ……………
for the Year/Quarter ending …………2003………………
1.

Total number of accidents classified according to month of the year
Number of Accidents

Number of Persons

Fatal
(F)

Grievous
Injury (GI)

Minor
Injury (M)

Non
Injury (NI)

Total
Number of
Accidents

Killed

injured

January

488

259

122

18

887

559

610

February

472

276

134

12

894

523

546

March

580

345

166

26

1117

635

614

April

520

324

188

16

1048

596

710

May

694

368

251

17

1330

794

851

June

677

393

224

26

1320

751

842

July

552

394

173

10

1129

603

734

August

534

444

202

14

1194

590

863

September

499

397

204

14

1114

557

763

October

676

494

173

18

1361

741

869

November

625

504

207

24

1360

701

924

December

721

580

199

32

1532

795

1022

7038

4778

2243

227

14286

7845

9348

Month

Total
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Accidents classified according to type of area and time
Type of Accidents
Urban

Rural

Time
F

GI

MI

NI

Number of
Persons

Total
Number of
Accidents

Killed

Injured

F

GI

MI

NI

Number of
Persons

Total
Number of
Accidents

Killed

Injured

06000700

167

120

53

7

347

198

223

209

147

64

5

425

238

304

07000800

148

109

44

7

308

161

189

220

148

56

0

424

257

298

08000900

195

154

62

8

419

213

262

257

186

82

6

531

316

381

09001000

203

142

59

9

413

232

273

282

172

67

3

524

319

335

10001100

159

118

78

8

363

187

237

253

164

81

6

504

286

346

11001200

139

84

50

10

283

148

182

207

150

80

4

441

226

299

12001300

120

114

63

4

301

148

223

231

156

50

7

444

262

285

13001400

117

97

46

9

269

138

177

194

118

51

0

363

225

231

14001500

107

92

45

7

251

126

168

196

121

70

3

390

227

275

15001600

111

110

34

4

259

121

182

207

146

61

8

422

223

257

16001700

126

118

74

7

325

157

244

200

132

64

3

399

226

270

17001800

141

109

56

8

314

154

195

204

121

56

5

386

206

230

18001900

140

118

50

7

315

150

191

240

143

52

2

437

268

264

19002000

182

80

68

9

339

188

184

174

98

42

1

315

183

237

20002100

129

91

32

4

256

135

151

165

98

32

4

299

172

170

21002200

101

76

38

5

220

105

130

144

89

31

2

266

151

158

22002300

98

67

36

3

204

101

136

108

47

26

0

181

112

103

23002400

68

52

26

3

149

90

100

102

57

36

6

201

121

115

24000100

66

47

24

3

140

68

93

90

38

16

1

145

91

72

01000200

61

43

28

1

133

65

98

88

60

24

2

174

108

104

02000300

67

48

20

8

143

80

110

84

47

19

7

157

88

107

03000400

60

36

22

4

122

66

112

113

48

27

2

190

116

119

04000500

65

45

20

14

144

77

93

86

46

21

0

153

87

109

05000600

76

80

44

1

201

83

142

138

96

63

0

297

146

184

Total

2846

2150

1072

150

6218

3191

4095

4192

2628

1171

77

8068

4654

5253
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16.

Accidents classified according to road condition
Number of Accidents
Road Condition

a.

Non
Injury

Total Number
of Accidents

Killed

Injured

4482

3031

1526

129

9168

5085

6161

ii.

Metalled

1742

1226

445

57

3470

1893

2185

iii.

Kutcha

814

521

272

41

1648

867

1002

7038

4778

2243

227

14286

7845

9348

Condition of Surface
i.

Dry

5908

4018

1959

178

12063

6463

7900

ii.

Wet

1130

760

284

49

2223

1382

1448

7038

4778

2243

227

14286

7845

9348

Nature of Surface
i.

Good Surface

2646

1797

853

77

5373

3027

3670

ii.

Loose Surface

693

582

252

23

1550

755

1024

iii.

Rutted and / or Pot
Holed

147

87

50

2

286

156

187

iv.

Road Under Repair /
Construction

309

265

140

25

739

319

486

v.

Corrugated or Way
Road

80

57

39

1

177

86

96

vi.

Slippery Surface

76

56

47

3

182

76

103

vii.

Snowy

7

1

0

0

8

15

8

viii.

Muddy

56

50

23

0

129

67

58

ix.

Oily

88

65

47

1

201

99

111

x.

Speed Breaker

244

171

83

24

522

251

395

xi.

Others

2692

1647

709

71

5119

2994

3210

7038

4778

2243

227

14286

7845

9348

Horizontal Features
i.

Straight Road

5424

3654

1757

145

10980

5949

7133

ii.

Slight Curve

736

583

265

43

1627

881

1155

iii.

Sharp Curve

878

541

221

39

1679

915

1060

7038

4778

2243

227

14286

7745

9348

Total
e.

Minor
Injury

Surfaced

Total
d.

Grievous
Injury

i.

Total
c.

Fatal
Type of Surface

Total
b.

Number of Persons

Vertical Features
i.

Flat Road

5218

3586

1481

159

10444

5859

6783

ii.

Gentle Incline

882

525

326

21

1754

916

1071

iii.

Steep Incline

307

233

133

7

680

345

502

iv.

Hump

331

247

161

12

751

389

539

v.

Dip

300

187

142

28

657

336

453

7038

4778

2243

227

14286

7845

9348

Total
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17.

Accidents classified according to road features
Number of Accidents
Carriageway Width

a.

Number of Persons

Fatal

Grievous
Injury

Minor
Injury

Non
Injury

Total Number
of Accidents

Killed

Injured

Type of Junction
1.

Single Lane

4851

3335

1657

147

9990

5393

6460

2.

Two Lanes

1890

1253

496

66

3705

2094

2441

3.

Three Lanes or more
without Central Divider
(Median)

146

90

63

9

308

180

253

Four Lane or more
without Central Divider

151

100

27

5

283

178

194

7038

4778

2243

227

14286

7845

9348

4.

Total

18.

Accidents classified according to junction and traffic control
Number of Accidents

a.

Grievous
Injury

Minor
Injury

Non
Injury

Total Number
of Accidents

Killed

Injured

Type of Junction
T-Junction

1539

1219

664

70

3492

1820

2600

2.

Y-Junction

857

629

228

24

1738

985

1196

3.

Four Arms Junction

515

291

145

22

973

547

588

4.

Staggered Junction

2734

1831

677

67

5309

2904

3309

5.

Junction with more
than four arms

340

151

161

14

666

385

451

6.

Round about junction

592

339

244

13

1188

626

732

7.

Manned Rail Crossing

297

187

58

8

550

367

258

8.

Unmanned Rail
Crossing

164

131

66

9

370

191

204

7038

4778

2243

227

14286

7825

9338

Type of Traffic Control
1.

Traffic Light Signal

77

82

21

8

188

81

153

2.

Police Controlled

89

78

24

22

213

96

134

3.

Stop Sign

101

71

44

4

220

112

141

4.

Flashing Signal /
Blinker

173

92

32

24

321

197

201

5.

Uncontrolled

6598

4455

2122

169

13344

7379

8719

7038

4778

2243

227

14286

7865

9348

Total

19.

Fatal

1.

Total
b.

Number of Persons

Accidents classified according to type and number of vehicles and persons involved

Type of Accident

Number of Accident

Fatal
Grievous Injury
Minor Injury
Non-Injury
Total

Span Consultants Pvt. Ltd.

7036
4778
2245
227
14286

Number of Vehicle
Involved
7434
4846
2289
273
14842

September 2006

Number of Persons
Involved
7178
5348
2667
207
15400

Total Number of
Persons Killed
7786
59
0
0
7845
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Basic Features of MAAP
In its research during the 1970's, the Overseas Center of TRL found that there I was very little
information from developing countries about the effectiveness of any of the road safety measures
that have been introduced. The reason for this seemed to be closely associated both with the
actual recording of the data by the police and with the problems of storing and analyzing the
data.
It was for these and related reasons that this Microcomputer Accident Analysis Package (MAAP)
was originally developed in the early 1980's. It was designed to be a low-cost easy-to-use
system with flexibility in its record format, capable of in-depth analysis at a local level, yet with
the capability of generating analyses at a provincial or national level. As MAAP has been
developed (v4 was released in 1990 and MAAP five in 1994), its design increasingly aroused the
interest of local authorities and police forces in a number of developed countries. MAAP five
exploited the rapid increase in the computing power of microcomputers and the major
improvements in the 'user interface' introducing mouse-driven menus and greatly enhanced
accident mapping 1 facilities, including both scanned mapping and vector mapping modules.
MMP for Windows v1 represented a further major upgrade - in fact, it was a major. re-write combining mainstream developments in database design, Geographic Information Systems
(GIS) and full multi-user capabilities with many of the tools and facilities developed in earlier
versions.
The Package has been written with the intention of being 'user friendly'. In MMP, accident data
files used for analysis can be generated in two ways:
•

•

Direct data entry: In this case, the File Edit module in MAAP for Windows is used to enter
data directly from a police accident booklet that incorporates pre-coded answers wherever
possible. This enables the data to be entered directly into the microcomputer without the
need to transfer the data to a coding sheet.
Data Transcription: A number of authorities have wished to continue using non-MAAP data
entry and validation programs but wished to use MAAP for analysis purposes. In these.
cases, data transcription programs have been written by TRL.

MMP has a wide range of uses, from generating national annual cross-tabulations to the in-depth
diagnosis of road accident data at the 'Local Authority' level (Le. a city, county or province). Its
features include:
Cross Tabulations
Cross-tabulations giving a general overview of the accident problem in the region, in particular
identifying within the population those groups which are most at risk; or at a local level, giving
detailed analyses for accidents at a site.
These tabulations can be displayed by the user in several types of graphical form, if desired.
Cross-tabulation is one of the most important tools of accident analysis, particularly in
establishing the general pattern of accidents.
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Cross-tabs are perhaps best illustrated by a specific example. The table below shows a simple
'2-dimensional' cross-tabulation of [Light Condition] against [Severity of Accident] for a fictional
data set.

It can be seen that a simple cross-tab is a table in which one accident field is analyzed, or
'pivoted', against a second accident field, in this case the 'column variable' being [Light Condition]
and the 'row variable' [Severity of Accident]. The table above gives us a lot of information. For
example, if we wanted to know the number of slight accidents during darkness with streetlights
lit, the table tells us that there were 130 accidents in which there were 150 casualties, involving
230 vehicles.
If the next accident occurred during the dark with streetlights lit and involved 2 vehicles and
resulted in 3 casualties, at least one of which was seriously injured, but no fatalities, then the
table would become:

It can be seen that a simple cross-tab is a table in which one accident field is analyzed, or
'pivoted', against a second accident field, in this case the 'column variable' being [Light Condition]
and the 'row variable' [Severity of Accident]. The table above gives us a lot of information. For
example, if we wanted to know the number of slight accidents during darkness with streetlights
lit, the table tells us that there were 130 accidents in which there were 150 casualties, involving
230 vehicles.
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If the next accident occurred during the dark with streetlights lit and involved 2 vehicles and
resulted in 3 casualties, at least one of which was seriously injured, but no fatalities, then the
table would become:

Normally Cross-tabs are limited to '2-dimensions', i.e. they are limited to only one column
parameter and one row parameter. From version 2.1 onwards MAAP has been able to generate
multidimensional cross-tabs. This is to say that several parameters can be selected as rows and
several parameters as columns. The results of this type of cross-tab are displayed in the
hierarchical fashion shown below:

This allows the user to investigate a further level of analysis.
Plotting Accidents on Scanned or Vector Maps
Being able to plot accidents rapidly on a map and being able to displayer analyse particular
groups of these accidents has been one of the most powerful developments in accident analysis
in recent years. Two types of maps are commonly used on computers and either type can be
used as a background layer to the accident locations themselves.
Plotting accidents on scanned or sector maps, enabling these locations in the region with high
accident rates to be easily identified.
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Site Analysis

Plotting is shown above and thick Site analysis allows the user to define analysis sites that can
be used to monitor accidents at the site or to compare accidents at the different sites.
Stick Diagram analysis
Stick diagram analysis that assists the investigator in uncovering common factors in groups of
accidents.
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The Stick Diagram Technique

'Stick Diagram Analysis' offers the user the facility to view groups of accidents with each accident
record being represented by a column or 'Stick' of information. By shuffling these 'Sticks' around,
the accident investigator can often discover patterns in the accidents at a particular location, and
thus identify some underlying causes. The technique was first developed for analysing the
factors in groups of accidents occurring at bad accident locations, but it can equally be used for
examining any particular group of accidents. The above example shows an analysis of
pedestrian accidents on pedestrian crossings sorted by 'Weather Condition'. The other factors
shown in the stick can then be examined to see if any patterns in the accidents are revealed.
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Annexure - F
Training cum Workshop on ‘Road Accident
Investigation and Reporting’
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Training cum Workshop on Road Accident Investigation and Reporting
Training - cum - workshop on "Road Accident Investigation and Reporting" for U.P. Police was
organized as a part of Consultancy Services for the Institutional Support for Technical Assistance
to the Road Safety Sector in the State of Uttar Pradesh. One day training was held for five days
from 20th July' 05 to 23rd July' 05 and' 25th July 05. On the request of Deputy Director Traffic a
similar one-day training was organized at the office of the Traffic Police headquarters in
Mahanagar, Lucknow on 28th July 05.
The Span Consultant's training team was led by Mr. Peter Gillet, Accident Data System
Specialist and Dr. Vasudevan, Road Safety Specialist and was assisted by Tarun Kumar and
Sher Singh. The Consultants have tried to do most of the training in Hindi as the Police
personnel were very much more comfortable with their local language. All the training materials
"including a manual were bilingual i.e. Hindi and English.
About 50 police officers from all over Uttar Pradesh participated. These included policemen from
far-flung areas like Meerut, Ghaziabad, and Varanasi. Police officers from both Traffic and the
Civil Police participated in the Training. It is the Civil Police who report accidents whereas much
of the analysis of the accidents is undertaken by Traffic Police.
Content of Training
During the training Policemen were first made aware about the following themes:
•
•
•

Road Safety Scenario in Uttar Pradesh
Causes of accidents and their prevention
Present accident reporting system in U.P.

The main intention of the training was to help the police officers appreciate the importance of
their work in reporting accidents in detail. They were trained to collect accident data scientifically
in order that they could report the accidents on the India Road Accident Reporting Form.
In order to familiarize them with the nut and bolt aspects of accident data collection, the evening
session of the training was devoted to filling the India Road Accident Report Form for a mock up
accident at nearby T-junction. They were also asked to draw an accident site map along with a
collision diagram. Consultants prepared a training manual to help the trainees during the training
and as a reference in the future (Each trainee was provided with a manual). The manual covered
the following topics:
•
•
•
•
•
•
•
•

Road Accidents in UP - 2003
Accident Reporting System and Analysis
Road Accidents Related Disaster Management
Engineering Aspects of Road Safety
Accident Investigation and Reporting- Investigators Guide Book.
India Road Accident Report Form
Director, Traffic Circular date: April, 21 2003
Guides for Safe Driving
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Realizing the importance of the traffic rules and regulations notified under the Motor Vehicles Act
road safety booklets were collected from the RTO and distributed to enhance road safety related
knowledge among the trainees.
At the end of day a "Completion Certificate" certifying that the participant had completed one day
training in accident data recording was presented to all the participants.
Feedback from the Trainees
Some of the comments received from the Police Trainees were:
•
•
•
•
•
•
•
•
•
•

More Sub Inspectors and Inspectors should participate, as they are the ones who would
conduct the accident investigation at site.
More training should be held at Police Training Institutes at Sitapur and Moradabad.
The medium of training should be in Hindi as they are comfortable with the local language
They get training for some purpose and it is not used properly due to frequent change in
duties from the traffic to the civil side and vice-versa.
The time period of the training should be increased i.e. it should be of 4 -5 day's with
practical works.
Training program should be arranged to train drivers and educate them about road signs
and markings.
Driving licensing authority should be stricter, as license goes to wrong hands and is
misused.
U.P. police should be provided with good instruments like Delhi police.
In future each and every accident must record in the IARF. D.G.P. should provide all
necessary materials necessary during the investigation.
Population is increasing but the roads are not being widened.

List of Trainees
A list of participants is enclosed.
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ACCIDENT INVESTIGATION AND REPORTING ONE-DAY TRAINING PROGRAM
Training Date: 20/07/05
Sl.
No.

Name

Venue: Span Consultant's Meeting Room, Lucknow
Position

Office Address (Police
Station)

Comments / Suggestions

1.

Vijay Kumar

H.C.

Hussainganj, Lucknow

• Drivers should have good knowledge
about road regulation, sign & marking.
Road should be in good condition.

2.

Rama Shankar

H.C.

Manak Nagar, Lucknow

• Good
knowledge
about
road
regulation. Sign and marking condition
should be in good condition.

3.

Ashif Ali

Hazratganj, Lucknow

• Obey the rules and regulation of traffic.

4.

Rajendra Ram

H.C.

Alambag, Lucknow

• Every person of U.P. should obey the
rules and regulation of the traffic.

5.

Subash Singh

H.C.

Ghazipur, Lucknow

• Wide and good road required. Obey
the traffic rules.

6.

Ravindra Singh

Const.

Gomti Nagar, Lucknow

• Regular checking of the vehicles and
drivers.

7.

Sukhnandan Yadav

Const.
Mohanlalganj, Lucknow • Train the vehicle drivers time to time.
470 CP

8.

Vijaylaxmi Verma

1559 CP Chinhat, Lucknow

9.

Indrapal Singh

S.I.

Police Control Room
Noida. G.B. Nagar

• A chapter on traffic subject must be
provided in schools and college.

10.

Bhuwaneshwar
Singh

S.I.

Traffic Line, Lucknow

• Knowledge of traffic rules should be
given to all people by forming a local
training centre at all districts.

11.

Chandrabhushan
Pandey

S.I.

Traffic Police, Kanpur
Nagar

• A chapter on traffic rules should be
taught in the primary schools.

12.

Chhedilal

Nigoha, Lucknow

• All should be obey the traffic rules to
avoid an accident.
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ACCIDENT INVESTIGATION AND REPORTING ONE-DAY TRAINING PROGRAM
Training Date: 21/07/05
Sl.
No.
1.

Name
Brij Bhushan
Pathak

Venue: Span Consultant's Meeting Room, Lucknow
Position

Office Address
(Police Station)

H.C. 251 P.S. Cantt. Lucknow

2.

Manor Tiwari

Constable
P.S. Cantt. Lucknow
5890P

3.

Chandrabhan Verm

Head
P.S. Aminabad,
Constable Lucknow

4.

Gaya Ram Singh

Constable

5.

Adarsh Kumar

P.S. Aminabad,
Lucknow
Constable
Traffic Police,
Allaahabad

6.

Prem Shankar
Singh

T.S.I.

7.

Chandra Bhan
Singh

S.I.

8.

Ahsanullah Khan

Span Consultants Pvt. Ltd.

P.S. Nagram,
Lucknkow

Comments / Suggestions
• Every driver should be trained and
should have knowledge about road
regulation.
• The vehicle should be driven within the
prescribed speed limit.
• Driver should follow the traffic rules
and regulations.
• The vehicle should be driven within the
prescribed speed limit. Driver should
follow the traffic signs.
• Vehicle should be driven slowly. Driver
should
be
extra
cautious
at
intersections.
• Vehicle should be driven slowly. Driver
should
be
extra
cautious
at
intersections.

Traffic Police, Varanasi

• Vehicle should be driven slowly. Driver
should
be
extra
cautious
at
intersections.

Traffic Police,
Allahabad

• The traffic police should be trained
properly and regularly.
• The traffic police should be trained
properly and regularly. There should
be provision of training the general
public in road safety.

T.S.I.
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ACCIDENT INVESTIGATION AND REPORTING ONE-DAY TRAINING PROGRAM
Training Date: 22/07/05
Sl.
No.

Name

Venue: Span Consultant's Meeting Room, Lucknow
Position

Office Address
(Police Station)

Comments / Suggestions

1.

Ramgopal Singh

Const.
Sarojninagar, Lucknow
1770 CP

• Educate the driver about road sign and
marking

2.

Amit Kumar Mishra

Const.
Kesharbagh, Lucknow
1101 CP

• Roads should be of better quality

3.

Ajay Singh

Const.
Aminabad, Lucknow
1258 CP

• If driver has taken drugs check and
punish him

4.

Panna Lal Maurya

5.

Ramji Rao

Span Consultants Pvt. Ltd.
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Traffic Line, Agra

H.C. 136 Krishna Nagar,
CP
Lucknow
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• Make good road, train the drivers and
traffic police to minimise the accident.
• Every driver should be trained and
should have knowledge about road
regulation.
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ACCIDENT INVESTIGATION AND REPORTING ONE-DAY TRAINING PROGRAM
Training Date: 23/07/05

Venue: Span Consultant's Meeting Room, Lucknow

Sl.
No.

Name

Position

1.

Ram Mohan Sharma

T.S.I.

2.

Raj Kumar
Srivastava

3.

Ram Karan Rawat

4.

Somveer Singh

5.

Akhand Pratap
Singh

6.

Omprakash Singh

7.

Ramveer Singh

8.

Abdul Zahid Khan

9.

Mahesh Kumar

H.C./162

Thakurganj, Lucknow ……………………..

10.

Vednath Verma

H.C./230

P.S. Maal, Lucknow

11.

Chandra Pal Singh

Const./157TP Traffic Police, Meerut

12.

Devendra Singh

Const./116TP

Span Consultants Pvt. Ltd.

Office Address
(Police Station)

Comments / Suggestions

Police Line,
Allahabad

……………………..

H.C./289

Asiana, Lucknow

……………………..

H.C./398

Malihabad, Lucknow

……………………..

Const.

Thana Chowk,
Lucknow

……………………..

Const.

Talkatora, Lucknow

……………………..

Const./2456 Malihabad, Lucknow

……………………..

Police Line, Meerut

……………………..

Const./2725 P.S. Mall, Lucknow

……………………..

T.S.I.

Traffic Police,
Ghaziabad
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• Road marking and streetlight should
be provided on the road.
• Divider
on
constructed.

street

should
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ACCIDENT INVESTIGATION AND REPORTING ONE-DAY TRAINING PROGRAM
Training Date: 25/07/05
Sl.
No.
1.

Name

Venue: Span Consultant's Meeting Room, Lucknow
Position

Office Address
(Police Station)

Abdul Vaheel Ansari Const./263CP Bajarkhala, Lucknow

Comments / Suggestions
• Brake light and taillight should be in
proper condition. Regular checking
should be done.
• Apply enforcement that everyone
obeys the traffic rules and also give
knowledge about traffic rules to
schoolchildren.

2.

Afaq Khan

HC/67 TP

Traffic Police, Kanpur
Nagar

3.

Kalicharan

Const./577

Traffic Police, Agra

• Enforce traffic rules so that
everyone obeys. Provision to make
good road surface should be there.

4.

Tahzeeb Ahmad

Const./162

Traffic Police,
Allahabad

• Every civil and traffic police should
have good knowledge about road
regulation.

5.

Manmohan

6.

Ramashanker
Mishra

Span Consultants Pvt. Ltd.
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Traffic Police,
Varanasi
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• Road should be marked in proper
way and streetlight should be
arranged systematically.
• Road should be marked and laid in
a proper way. Streetlights should be
maintained at regular interval.
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ACCIDENT INVESTIGATION AND REPORTING ONE-DAY TRAINING PROGRAM
Training Date: 28/07/05
Sl.
No.

Name

Venue: Police Office Room, Mahanagar, Lucknow
Position

Office Address
(Police Station)

Comments / Suggestions

1.

Ishtaq Ahmad

S.I. TP

Mahanagar, Lucknow ……………………..

2.

Satya Kumar

S.I. TP

Mahanagar, Lucknow ……………………..

3.

N. K. Sharma

S.I. TP

Mahanagar, Lucknow ……………………..

4.

D. K. Dubey

S.I. TP

Mahanagar, Lucknow ……………………..

5.

R. P. Yadav

Const. TP

Mahanagar, Lucknow ……………………..

6.

Ashok Kumar

H.C. TP

Mahanagar, Lucknow ……………………..

Fig A : Interactions with Police Personnel during Training
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Fig B : Site Visit and Sketching of Accident Location Map

Fig C : Giving Away of Course Completion Certificates
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Annexure - G
Solution for Safer Roads - Using RSMS (IBS)
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ABSTRACT

Accident data analysis systems permit the characteristics and nature of road safety issues to be
defined and appropriate counter measures to be devised. The purpose of this work is to identify
the potential of accident data analysis systems in implementation and evaluation of road safety
measures and to elaborate solutions for necessary improvements on quality and uniformity in
data collection and analysis. The road accident data collection system deployed by Government
of Kerala, GeoKAMS (Geographical Knowledge based Accident Management System) is
considered and the possibilities for local and macroscopic road accident analysis are revealed.
Recommendations for future actions for the improvement of accident analysis systems is
proposed, aiming to contribute ID the implementation of more effective road safety measures.
The project "GeoKams referenced in this paper is an integration of IBS Road Safety Software
(RSMS), Police FIR module and court disposal records. The data forms and reports comply with
recommendations of IRC 53-1982, NCRB and MoRTH and was implemented in Kerala with
World Bank assistance.
Keywords: mad safety, road accident analysis, road safety information systems, accident
analysis systems, road accident data, safety measures evaluation, Geographical information
System (GIS)

2.

INTRODUCTION

An accident database is needed for accurate assessment of the road safety situation and for
implementing effective counter measures. In order to be useful, accident data reed to include
many parameters other than deaths and should also include data on casualties and the
circumstances of the accident This will help organizations that are able to contribute to safety
improvement to devise and implement appropriate measures designed to combat Specific
problems.
The main modules in an accident database should include:
•
•
•
•

an accident recording system,
a storage and retrieval system.
an analysis and reporting system, and
an effective dissemination system.

These four components are provided by enhancing RSMS system and implemented in
Thiruvananthapuram District for pilot implementation.
Traffic police are most ideally placed to record and manage such accident data systems. Police
do, however, need to be motivated and convinced of the usefulness of devoting the considerable
effort required to collect this data and they also need to have adequate resources in terms of
staffing, awareness of the usefulness of their efforts, training, and computer systems. Traffic
police -can be convinced and motivated to use accident data systems if the software is designed
in a way, which will be useful to police in performing their duties rather than being an additional
overhead. For successful implementation of accident data systems, such systems should be well
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integrated with the existing police activities and processes. The integration of First Information
Reports {FIR), Court disposal records (interfacing with CCIS) and. accident data systems as in
the case of HSMS in Kerala should ensure- long-term sustainability of reliable accident
databases in an effective way in the fullness of time.

3.

WHY IS AN ACCIDENT DATA SYSTEM NEEDED?

To answer this question a widely used definition of a road accident must be first considered; as
follows:
"a rare, random, multifactor event that Is always preceded by a situation in which one or more
road users have failed to cope with their environment, resulting in a vehicle collision."
Although relatively rare events in terms of the passage of time and traffic movements at any
specific site, they add up to an increasingly worrying problem for the community and the mobility
of a country's population. If these events were purely random then it is unlikely that anything
practical could be done to prevent their occurrence. However, research from all over the world
has demonstrated that accidents tend to duster at particular points or areas on a road network
{e.g., within 15 meters [m] of a particular junction} or among particular groups of road users (e.g.
drivers aged 18-21. schoolchildren. and elderly pedestrians). .
Although the causes of accidents are multifactoral there are likely 10 be common reasons for the
clustering; i.e., why different levels of risk exist (e.g. due to poor road geometry, or lack of or
deterioration in skills of a road user group.). There should be potential for treating and even
removing some .of these problems.
The targeting of road user groups, locations, routes, or areas on the network for special remedial
action has proven to be effective. For example, many low-cost accident countermeasures such
as sign boards on sharp-curves and road markings have proven to be cost beneficiate: the value
of accidents saved in only the first year being several times the cost of the scheme's installation.
To identify particular problems that are treatable and for which specific appropriate action can be
designed, a reliable accident database, that is as comprehensive as possible is essential.
Although specific remedial measures can be identified for accident issues, which are local, a
robust database can also be used at the national level by policymakers to understand the broad
nature, scale, and characteristics of the problem so that appropriate interventions can be
implemented in a macro scale.
There are also several other groups of people with road safety Interests at the local level who
require accident data. These include road safety officers and highway engineers, police, lawyers,
research groups, politicians, teachers, statisticians, insurance companies, and members of the
public. They all tend to have slightly differing needs and reasons for wanting the data.

Span Consultants Pvt. Ltd.

September 2006

2

Consultancy Services-Institutional Support and Technical Assistance to
the Road Safety Sector in the State of Uttar Pradesh

Final Report & Action Plan

These include;
1.

the investigation of particular sites or road user groups;

2.

designing safety schemes and devices:

3.

justification for highway planning;

4.

enforcement planning or prosecutions;

5.

education and training; and.

6.

insurance claims.

However, the underlying aim whatever the above purpose, should be to acquire as much
relevant knowledge as possible from the data to help prevent future accidents of a similar nature
from occurring.
Multiple agendas for recording accidents based on nature of accident at different levels lead to
problems and it is strongly recommended that there be only one single organization responsible
for collating and compiling the accident database and that the police are the most appropriate
group to carry out this important task, geometry, or lack of or deterioration in skills of a road user
group). There should be potential for treating and even removing some of these problems.
The targeting of road user groups, locations, routes or areas on the network for special remedial
action has proven to be effective. For example, many low-cost accident countermeasures such
as sign boards on sharp-curves and road markings have proven to be cost beneficial: the value
of accidents saved in only the first year being several times the cost of the scheme's installation.
To identify particular problems that are treatable and for which specific appropriate action can be
designed, a reliable accident database, that is as comprehensive as possible is essential.
Although specific remedial measures can be identified for accident issues, which are local, a
robust database can also be used at the national level by policymakers to understand the broad
nature, scale, and characteristics of the problem so that appropriate interventions can be
implemented in a macro scale.
There are also several other groups of people with road safety interests at the local level who
require accident data. These include road safety officers and highway engineers, police, lawyers,
research groups, politicians, teachers, statisticians, insurance companies, and members of the
public. They all tend to have slightly differing-needs and reasons for wanting the data.
These include;
1.

the investigation of particular sites or road user groups; 2) designing safety schemes and
devices;

2.

justification for highway planning;

3.

enforcement planning or prosecutions;

4.

education and training; and.

5.

insurance claims.
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However, the underlying aim whatever the above purpose, should be to acquire as much
relevant knowledge as possible from the data to help prevent future accidents of a similar nature
from occurring.
Multiple agencies for recording accidents based on nature of accident at different levels lead to
problems and it is strongly recommended that there be only one single organization responsible
for collating and compiling the accident database and that the police are the most appropriate
group to carry out this important task.

4.

IMPLEMENTING THE ACCIDENT INFORMATION DATABASE

Figure 1: A typical implementation scenario of a new...generation accident data management system
detailing an recording system, a storage and retrieval system, an analysis and reporting system and an
effective dissemination system.

4.1

The Accident Recording System

Police records accidents after an on-site investigation in a newly designed paper form as per
norms set by Government of India, MoRTH, NCRB and IRC. Even though this farm is fairly
comprehensive, design of the form is done in way 10 reduce the effort required to fill up a form to
a minimum. Most entries can be either selected from options using tick marks, by circling the
appropriate options and by using standard drawings. Certain entries in the form have to be filled
in at accident site itself and remaining entries can be filled up at the police station. Accident form
is divided into seven sections - general, location sketch, collision sketch, vehicle details, driver
details, injured passengers and injured pedestrian's details. The General section contains details
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like collision type, number of vehicles involved, road condition, road characteristics etc. The input
screens for the RSMS system is also designed to reflect this grouping.
It is recommended that the road accident data form be revised frequently (at least once every ten
years) in order 10 better cope with the new needs of road accident analysis. These revisions can
be simple additions of new data elements (e.g. new vehicle types, existence of airbag facilities)
or general restructuring of the form. Care should be taken to built-in enough flexibility in the
accident data system to accommodate minor changes without major revisions in the software. In
case of such general restructuring of the data collection form, special attention should be given to
the compatibility of the data series before and after the restructuring.
The input forms of the RSMS can be ported to PDA's for entering data onsite or by special
mobile accident investigation units. These recorded data is later appended to the central accident
database.
Accident location is identified on the paper form using location sketches and later transferred to
the digital map of the RSMS system at traffic police station. If PDAs are used for recording
accidents, accident locations can be identified in the digital map onsite. PDAs having the RSMS
module when interfaced with GPS receivers will automatically record accident location coordinates and later transmit this to the central database. In the absence of PDAs, handheld GPS
receivers can be used to record the co-ordinates of accident location and transferred to the
central accident database. In case of non-availability of digital maps, an alternative location
identification mechanism using link-node analysis is also built into RSMS.
The exact identification of the accident location is not an easy task for the investigators and often
information collected about location is either wrong or inaccurate. The use of GPS receivers will
provide the necessary accuracy in the recording of the accident location and the interface to
Geographic Information System (GIS) functionality and digital maps used in RSMS will contribute
to systematic and accurate recording of accident locations.
The RSMS accident recording system also facilitates transferring of hand drawn accident and
location sketches from the paper form through a handheld scanner ensuring no loss of any
details. Accident photos and location photos in digital form can also be appended to each
accident record.
An ideal accident data management system should be able to answer at least the following
questions:
where accidents occur:
location by map coordinates, road name, class,
when accidents occur:
by year, month, day of week, time of day;
who was involved:
people, vehicles, animals, roadside objects;
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what was result of collision:
worst severity of injury or property damage;
what environmental conditions:
poor light, weather. road surface condition; and
why or how did collision occur:
collision type, driver fault type.
4.2

The Storage and Retrieval System

Irrespective of whether the accident data are stored in a manual, micro-based or mainframe
based storage system, the data must be easy store and retrieve as needed. The true benefits of
the data are not being harnessed unless can be retrieved easily for analysis.
The RSMS application supports both Oracle and MS Access. If a centralized database is to be
maintained using a web enabled RSMS a robust database like Oracle is recommended. Oracle
Database server is a highly scalable RDBMS for any mission critical line-of-business application.
It has extensive self-tuning and dynamic self-configuring features to optimize database
performance. Benchmarked for scalability, speed, and performance, Oracle is a fully enterpriseclass database product
4.3

The analysis and reporting system

Accident Report form: This captures all accident data present in the Road Accident Report.
This module will take the required inputs for creating the report from Crime Record (FIR module)
at the State Crime Records Bureau.
GIS Engine: This supports plotting of accidents on digital maps and has the capability for
accident analysis including plotting options, polygon searches, and creating monitor sites.
Analysis Engine: Analysis Engine facilitates various types of analyses on the accident data. The
various analyses are:
1.

Kilometer Analysis: Kilometer Analysis is used to analyse the road accidents that have
occurred within the specified kilometer range of a route.

2.

Collision Diagram Analysis: The Collision Diagram Analysis is used to analyse the
general pattern of accidents that occur in some selected locations on a road, usually
junctions.

3.

Cross Tabulation: Cross tabulation is an analysis technique where one accident
parameter is analysed against another. The output is a tabular data with values of one
parameter as a row heading and that of the other parameter as a column heading. The
tabular data contains the accident or casualty counts, which satisfies values in both the
row heading and the column heading.
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Grid Analysis: There are three analyses which are done based on the locations of the
accidents on Map.
a.

Cluster analysis: Cluster Analysis searches for the collection of accidents that
have occurred in geographically adjacent areas and displays them as a duster.

b.

Grid analysis: Gird Analysis is used to analyse the density of accidents in different
areas. The selected area in the map will be divided into squares of equal size and
analysis is done on each square.

c.

Monitoring sites analysis: Monitoring Sites Analysis is used to analyse the
accident density in monitoring sites, while are created using map module.

5.

Node Analysis: Node Analysis is used to analyse the road accidents that have occurred
between the two nodes (junctions).

6.

Stick Analysis: Stick Analysis gives a pictorial representation of any number of accident
parameters for a selected set of accidents. A column is produced for each accident and
columns can be rearranged to search for patterns of accidents.

4.4

An effective dissemination system

An effective and usable dissemination system is a very critical module of an accident data
system which is often overlooked by most commercial available of-the-shelf software.
Road safety is a problem {hat requires activity in many different sectors for improvements to be
achieved. And to plan and co-ordinate activities in different sectors, data must be made available
in usable form to these agencies. Traditional methods of publishing reports by one agency has
limitations, which is overcome by the innovative data dissemination system in RSMS.
Periodical CD's are produced by the RSMS system which has:
•

the updated accident database
the complete application with all analysis modules and reports, and the
digital map

By adopting this approach, the end user is able to do his on analysis which maybe different from
other users. For example, am enforcement officer can produce detailed reports to plan
enforcement strategies for his area, whereas a road Safety engineer can produce collision
diagram with vehicular movements of a particular junction. These end users need not have the
backend database or any collection to the central accident database to use the application in its
full functionality. No special Software or database is required to use this feature of RSMS. The
usefulness of giving every end-user the data and the application for their use gives tremendous
scope for detailed and flexible analysis which will in turn produce suitable actions and significant
reductions in accidents.
Standard Reports: This facilitates the generation of routine reports like accidents based on
severity, accidents classified according to type of area time, weather conditions, road conditions,
day of the week, vehicle types. Passenger / pedestrian casualty statistics etc. Sample Report
include:
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a.

Accident Classified According to Month of Year

b.

Accident Classified According to Type Of Area and Time Report

c.

Accidents Classified According to Road Classification.

d.

Accidents Classified According to Landmarks

e.

Accidents Classified According to Weather Conditions

f.

Accidents Classified According to Type, of Vehicles Involved

g.

Accidents Classified According to Vehicle Age

h.

Accidents Classified According to Nature of Accident

i.

Accidents Classified According to Contributory Factor

j.

Accidents Classified According to Details of Drivers of Vehicle Involved

k.

Accidents Classified According to Vehicle Manoeuvre

l.

Accidents Classified According to Fault of Driver

m.

Accidents Classified According to Particulars of Vehicle Involved

n.

Accidents Classified According to Age of Passenger and Pedestrian Involved in accidents

o.

Accidents Classified According to Type of Persons Involved based on Vehicle Types

p.

Accidents Classified According to Road Condition

q.

Accidents Classified According to Road Features

r.

Accidents Classified According to Junction Type and Traffic Control

s.

Accidents Classified according to Type and Number of Vehicles and Persons Involved.

Dynamic Query Builder: This facilitates viewing of sub-sets of accident data.
Tools Module: This is the system administration section of the system which allows the user to
setup various master tables customize the application assign users and privileges and so on.
Data Transfer: This supports the export of relevant accident data and GIS / analysis engines for
distribution to facilitate more detailed analysis by road safety engineers. Security checks like date
validation and user access rights can be provided to the exported data.
7.

Implementing the Accident Information Database

Preliminary observations from this project, using new software can help other stales in
formulating the most suitable solution for Road Safety. The top-level platform to capture data,
analyse and plan countermeasures will be the database. The database shall be:
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1.

Capable of capturing .the event, objects involved and the impact knowing the resources
available with the Police, PWD and Road Safety cell, the database shall enable manual,
semi-automated or fully automated operations. During the piloting phase it is useful to
collect accident information in a pre-formatted accident report form. Essential equipment
to measure skid length, furniture, location will be provided. A checklist will be created to
capture all transient information from the scene before the vehicles are removed.

2.

Compatible with the existing forms and also the recommendations of IRC and MoRTH.
Database should be configurable with regard to user access, new data attributes and
standards.

3.

Interfaced to CCIS of Police. This facility will help to electronically transfer past data.
During the routine process of police record update using eels (Crime Criminal Information
System) the accident information database will also be updated.

4.

Comparable in features and performance to similar software packages available from
domestic and international suppliers. The changes suggested by client during the
implementation should be incorporated to the database without any loss of past data or
redundancy. The software should support the plotting of accidents on digital maps.

5.

User friendly interfaces with support for screens and reports in Indian Languages. The
database shall assist Police, PWD and other stakeholders with or without Digital map
input GIS engine will not be tightly coupled to the application.

6.

New generation technology so that devices can be interfaced.

7.

Database should be scalable to incorporate the requirements of Road Maintenance
Management System, Road Information System - future applications being envisaged.

8.

Future interfaces to Regional Transport Offices, Hospital systems, national and
international databases

9.

Software shall have features to transfer data and -distribute accident analysis reports if
WAN does not provide connectivity. The software should also be web enabled.

10.

Database should be complemented with proper documentation, training and maintenance
manuals.
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A black spot can be defined as a location on the road network on which an abnormal
accumulation of accidents have been observed over a number of years and there are strong
ground to believe that road conditions are contributing to the accident situation.
Road Accidents are real random multifactor events. Some road sections are called black
spots because; the probability that the accidents happen on such sections is obviously
higher than other sections.
In most developed countries, black spots are defined as "the locations where there are 12
accidents in each 3 years, per 300 meters."
Engineering safety works needs to change the road environment in the most efficient manner
such that maximum benefit is achieved in terms of accident savings. Road accident black spot
treatment has for the long time been accepted as an effective way of preventing road accidents.
In it's Guidelines for Accident reduction and Prevention, the Institution of Highways and
Transportation (1990) states:
“It is well established that considerable safety benefits may accrue from application of
appropriate road engineering or traffic management measures at hazardous road location.
Results from such application at 'black spot' demonstrating high returns from relatively
low cost measures have been reported world wide"
With the rapid development of the road network in the state of Uttar Pradesh and better riding
quality besides increase in the number of motor vehicles, there is going to be a real need of
controlling road accidents. Black spot identification and treatment is one of many measures of
controlling accidents.
9.1.1

Black Spot Identification Procedure adopted by U.P. Police

In U.P. and India as a whole, civil police do the investigation, reporting of road accidents and
prepare the First Information Report (FIR). The FIR contains the location of the accident along
with other details of an accident. Neither the Traffic Police nor the PWD engineers are involved in
this process.
Based on the accident data, a table containing the accident spot, name of police station, total
number of accidents, and number of deaths and injured is prepared. Total number of accidents
and number of deaths at each spot is summed up yearly.
In Lucknow district two methods are used to identify the Accident Prone Areas. In the first
method, accident spot having the greatest number of accidents is kept on top and other spots are
arranged in descending order of total number of accidents. The spots, which had recorded more
than 22 accidents, are declared as Accident Prone Locations.
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In the second method, the accident spot with maximum number of deaths is put on the top and
other spots are arranged in descending order of deaths. The spots with more than 9 deaths are
declared as Accident Prone Areas. The details of accident prone areas of Lucknow district are
given in Table 9.1 and Table 9.2.
9.1.2

Conventional Methods

Methods such as Quantum Accidents, Accident Prone Index (API), and
Weighted Severity Index (WSI) etc. are generally used to identify the accident prone/black spots.
To use these methods minimum 3 years accident and traffic volume data are required and such
methods will help to identify the accident prone spots. A flow chart on identification of Accident
Black Spot is shown in Figure 9.1.
9.1.3

Site Visits

The consultant together with police visited the following (seven) accident-prone spots in
Lucknow:
•
•
•
•
•
•
•

Gomti Barrage
G.T.I. Junction
In front of H.A.L.
Badshahnagar Crossing
Nishatganj Police Check Post
Hanuman Mandir
Hazratganj Crossing

Most of the locations are road junctions/intersections. Generally the percentage of accidents at
intersection is more when compared to mid block road accidents, due to the three conflicting i.e.
merging, diverging and crossing manoeuvres at intersection.
Brief description of accident-prone locations mentioned above
(i)

Gomti Barrage:

It is located between two intersections. Heavy flow of traffic is noticed. A bus stop is located very
close to bridge approach. A slender central median is provided on one approach. Shops are
seen on shoulders.
(ii)

G.T.I. Junction:

It is road Junction with Faizabad Road (NH 28). Bridge construction work is in progress on one
side of NH 28. A triangular island houses the statue encroachments are seen on south-eastern
corner Slender.
Median is provided on two approaches.
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In front of HAL:

It is a T Junction. Central median is provided on the main road. Pedestrian crossing, zebra
painting is available. Few vehicles from HAL take wrong right turns. Wide meandering space is
available at this junction.
(iv)

Badshahnagar Crossing:

No lane markings. Heavy encroachments are seen on both sides of the road. Large numbers of
vehicles are parked at this four-arm junction. The vehicle speeds up from the flyover side. A
central bank's entrance is located at the junction point. Cycle rickshaws are parked on the
corners. The crossroad plaza is very near to the junction. This junction is in ciaos condition. Utter
traffic confusion is taking place at this junction.
(v)

Nishatganj Police Check Post:

It is located at the foot of flyover. Police station is located on one side. Speeding of vehicles is
seen. Heavy traffic is noticed from service roads. Buses/vans are being parked on the
carriageway. Shopping complex is located on the other side. Central median is provided.
(vi)

Hanuman Mandir:

Vehicles are being parked on both sides of the road. Flower vendors occupy the footpaths. Few
car-parking slots are provided on over bridge side. Nearby, there is a staggered junction leading
to University Road. Visibility obstruction and parking problems are noticed.
(vii)

Hazratganj Crossing:

It is a very wide-open 5-arm junction. A statue is located with big traffic island. Police control post
is located at the centre. Median is provided on approach roads. Lot of unused surface is found at
this intersection. The turning movements are creating problems.
The data requirement for black spot identification is described in Chapter 9.2.
Identification of accident-prone locations (black spots) using conventional methods, followed in
other states (Kerala, Tamil Nadu, Andhra Pradesh.) is presented in Chapter 9.3. Computerized
methods of black spots identification including counter measures suggested in MOST (1996)
manual are presented in Chapter 9.4.
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Table 9.1 : Details of Accident Prone Areas of Lucknow District (According to maximum accidents)
Sl.
No.

Accident Spot

Police Station

No. of
Accidents

No. of
Deaths

No. of
Injured

1.

Nishatganj Police Check Post

Mahanagar

52

6

11

2.

Hazaratganj Crossing

Hazarataganj

39

6

20

3.

Ring Road

Madiaon

39

19

31

4.

Kasba B.K.T.

B.K.T.

38

24

33

5.

Kamta

Chinhat

37

11

46

6.

Matihari Tri-Crossing

Chinhat

32

10

27

7.

Badshahnagar Crossing

Mahanagar

32

4

3

8.

G.T.I. Tri-Crossing

Ghazipur

31

6

17

9.

Semra

Chinhat

31

20

24

10. Anaura

Chinhat

28

14

33

11. Arjunpur

Gosaiganj

27

18

16

12. In front of H.A.L.

Ghazipur

27

5

21

13. Tiwariganj

Mandiaon

25

16

17

14. Chinhat Tri-Crossing

Chinhat

24

7

25

15. Gaura

Banthra

23

13

24

16. Hanuman Mandir

Hasanganj

23

5

8

17. University Road

Hasanganj

23

5

16

18. Gomti Barrage

Gomti Nagar

22

4

12

19. Haibatmau Mavaiya

Naka

22

9

13

20. Mavaiya Tri-Crossing

Alambagh

22

8

13

Source: Traffic Police, Lucknow
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Table 9.2 : Details of Accident Prone Areas of Lucknow District (According to the Maximum Deaths)
Sl.
No.

Accident Spot

Police Station

No. of
Accidents

No. of
Deaths

No. of
Injured

1.

Town B.K.T.

B.K.T.

38

24

33

2.

Semra

Chinhat

31

20

24

3.

Ring Road

Mandaon

39

19

31

4.

Arjunpur

Gosaijganj

27

18

16

5.

Amethi

Gaosaiganj

10

16

2

6.

Tiwariganj

Mandiaon

25

16

17

7.

Intaunja Tri-Crossing

Intaunja

17

15

8

8.

Annaura

Chinhat

28

14

33

9.

Gaura

Banthra

23

13

24

10. Kamta

Chinhat

37

11

46

11. Mannpur

Intaunja

12

10

5

12. Near Bhitholi Toll Tax Post

Mandiaon

15

10

7

13. Gevara

Intaunja

8

9

6

14. Mohan Road

Kakori

15

9

7

15. Dubagga Tri-Crossing

Thakurganj

14

9

8

16. Alaratpur

Mandiaon

8

9

9

17. Kali West

Mohanlal Ganj

18

9

13

18. Haibatmau Malvaiya

Mohanlal Ganj

22

9

13

19. Hardoi Road

Thakurganj

17

9

15

20. Mohanlal Ganj

Mohanlal Ganj

19

9

14

Source: Traffic Police, Lucknow
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Figure 9.1 : Identification of Accident Black Spots

Span Consultants Pvt. Ltd.

September 2006

9-6

Consultancy Services-Institutional Support and Technical Assistance to
the Road Safety Sector in the State of Uttar Pradesh

9.2

DATA COLLECTION
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Accident Data Collection
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The accident data is to be collected for a minimum of 3 years period, from the police stations, for
all roads that are taken up for identification and rectification of black spot. Data is extracted from
Police FIR, Case diary, because the police use no structural format. Necessary prior permission
is to be obtained from DGP.
9.2.1.1 Organization for the Data Collection
Engineering graduate enumerators are to be engaged to collect the data in the IRAR Form (Copy
is attached - Annexure C). The enumerators are to be trained (at PWD Office - Road Safety
Division) in filling up the form by going through the Police FIR & Case diary. They should
thoroughly understand the data need, its importance and accuracy of data and noting down
locations of accidents etc.
After training, pilot data collection at the near by police stations to be organized. The forms filled
by them are to be thoroughly checked and corrections if any are to be explained to the
enumerators. Sufficient number of printed IRAR form is to be made available to them before the
start of data collection work.
While transferring the location of accident, enumerators are to be instructed to round off to the
nearest 200 metres. A graphical sheet is to be prepared for each kilometre of the road(s) taken
up for study. The Sheet is split into 200 m segments and in each segment of road, the relevant
parameters like land use, intersections, bridges/culverts etc are to be noted.
On completion of the training at office and Pilot data collection at near by police station, the
enumerators are sent to various police stations, covering road stretches taken for study, to
collect data for a period of 3 years. The same enumerators are to be engaged for data coding
and entry in the computer.
These data are to be used to identify the black spots as described in the next section.
9.2.2

Road Inventory Data

The road inventory data for all the roads selected for the study is to be obtained from PWD, Local
bodies or any other sources available.
9.2.3

Traffic Volume Data

The accident probability is highly influenced by the traffic volume of a particular road stretch. For
arriving at an equivalent accident rate per kilometre, the accident data must be standardized
using the traffic volume data. For 3-year period, traffic volume and composition data for all the
roads taken up for the study are to be collected.

Span Consultants Pvt. Ltd.

September 2006

9-7

Consultancy Services-Institutional Support and Technical Assistance to
the Road Safety Sector in the State of Uttar Pradesh

Final Report & Action Plan

9.3

IDENTIFICATION OF ACCIDENT PRONE LOCATION USING CONVENTIONAL
METHODS

9.3.1

Identification of Accident Prone Spots

Identification of accident-prone spots is to be done in two stages.
(i)

First Stage - Data Collection

The severity wise accidents occurring in each year, in each police station Jurisdiction,
(Over the period of three years) are recorded. Data collection is described in Chapter 8.
(ii)

Second Stage - Analysis

The data for each kilometre of the road is to be analyzed through statistical methods and
the widely used three methods are.
•
•
•

9.3.2

Quantum of accident method
Accident prone index method
Weighted severity index method.

Description of Methods

9.3.2.1 Quantum of Accident
According to Babkov, "if more than three accidents occurred on one short section of a road, there
are strong grounds to believe that road conditions are contributing to the accident situation".
Therefore, all the stretches registering 9 or more accidents during three years are to be taken as
accident-prone stretches.
9.3.2.2 Accident Prone Index (API)
The Accident-Prone Index method consist of three components of accidents namely consistency,
tendency and level.
•

Consistency

It deals with frequency of accidents. If accidents are being caused every year on any part of the
road, that part of the road should be taken as more accident-prone.
•

Tendency

It means checking whether the number of accidents is increasing continuously or irregularly or it
is constant for the study period. If any part of the road is showing increasing trend that part of the
road is supposed to be more accident-prone.
•

Level

It deals with the magnitude of accidents in quantitative terms. More the number of accidents,
during a specific period, the higher is the accident proneness of that part of the road.
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Rating of Accident Components
Consistency

(Maximum Points 30)

i.

One or more than one accident every year

30

ii.

One or more than one accident for two years

20

iii.

One or more than one accident for one year only

10

iv.

No accident in three years

00

Tendency

(Maximum points 30)

i.

Two times increase in three years

30

ii.

One time increase in three years

20

iii.

No increase

10

iv.

No accident in three years

00

Level

(Maximum points 40)

i.

Number of accidents in three years is 6 or more than 6

40

ii.

Number of accidents in three years is between 3 and 5

30

iii.

Number of accidents in three years is between 1 and 2

20

iv.

No accident in three years

00

By using the accident-prone index method each kilometre stretch is to be analyzed. The total
score of different stretches will vary between 0 and 100. Road stretches having a score of more
than 90 were taken as most accident-prone stretches.
In the analysis the components of accidents are only considered and factors are assumed to be
negligible. Accident-prone Index is to be computed for all the stretches of roads.
9.3.2.3 Weighted Severity Index (WSI)
Under the Weighted Severity Index method, casualties are divided into three groups namely
(i) fatal, (ii) grievous injury, and (iii) simple injury. Based on the analysis of cost of accidents
fatalities are given a weight of 32 points, grievous injuries a weight of 9 and simple injuries a
weight of 1.
The weighted severity index is to be computed as indicated below:
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where,
WST (j) = weighted severity total for j-th stretch
A = number of accidents of i-th type, viz. fatal, grievous injury and simple injury Wj = weight for
i-th type of accident
WSI (j) = weighted severity index for j-th stretch
PCU (j) = volume of traffic in passenger car units on j-th stretch
K = 10,000, a constant factor.
First Weighted Severity Total (WST) is to be computed and then it is to be normalized with
respect to traffic volume. Normalization with respect to volume was considered necessary
because higher volume would obviously cause more accidents.
WSI was assumed to reflect directly the level of accident proneness. That is, higher the value of
WSI higher would be the level of accident proneness. At the second stage of analysis mean and
standard deviation of WSI are to be computed. Using the values of WSI mean and standard
deviation, the following three types of accident-prone locations are to be identified.
(a)

Accident prone location of first order

All locations having WSI values greater than or equal to mean plus twice the standard deviation.
That is,
WSI >= Mean + 2 S.D.
(b)

Accident prone location of second order

All locations having WSI values greater than or equal to mean plus 1.5 times the standard
deviation and less than mean plus twice S.D. That is,
(Mean + 2 S.D) > WSI > (Mean + 1.5 S.D).
(c)

Accident prone locations of third order

All locations having WSI values between mean plus one standard deviation and mean plus 1.5
times the standard deviation. That is,
(Mean + 1.5 S.D) > WSI > (Mean + 1 S.D).
Sample output formats are given from Table 9.3 to 9.7.

Span Consultants Pvt. Ltd.

September 2006

9-10

Consultancy Services-Institutional Support and Technical Assistance to
the Road Safety Sector in the State of Uttar Pradesh

9.3.3

Final Report & Action Plan

Other Methods

Other Methods, which can be used in addition to the methods described above, are.
•
•

Accident Risk Index
Probability Model

9.3.4

Rectification of Accident Prone Locations

Steps 3 to 10 described in Chapter 4 are to be followed for rectification on Accident Prone
Locations.
Table-9.3 : Sample Output Format of 1 Km Stretch

Name of the Road

: .....................................................................................................................

Starting Km

: .....................................................................................................................

Ending Km

: .....................................................................................................................

Accident Data for 3 Years from…………………………………. to ………………………..............
Number of Accidents
Km

I year
F

II year
I

F

III year
I

F

Total

API *

WSI *

I

Start Km………..

End Km…………

F = Fatal
I = Injury
* API : Accident Prone Index
** WSI : Weighted Severity Index
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Table-9.4 : Accident Locations Registering >= 9 Accidents in 3 Years

Name of the Road

: .....................................................................................................................

Km

No. of Accidents

Table-9.5 : Accident Prone Index (API)

API Score of >= 90
Name of the Road

: .....................................................................................................................

Km
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Table-9.6 : Weighted Severity Index (WSI)

Name of the Road

: .....................................................................................................................

Km

WSI

Priority Order

Table -9.7 : Accident Prone Locations

Name of the Road
Km

: .....................................................................................................................
API
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9.4

IDENTIFICATION AND RECTIFICATION OF ACCIDENT PRONE LOCATIONS
(BLACK SPOTS) USING 10-STEP PROCEDURE (MOST -1996)

9.4.1

Introduction

"ACCIDENT INVESTIGATION AND PREVENTION MANUAL" for Highway
Engineers was prepared for the Ministry of Surface Transport, New Delhi, as part of a Technical
Assistance Program funded by the Asian Development Bank. It is suggested to follow this
manual for identification of black spots, preferably using MAAP software.
The 10-step procedure is shown in Figure 9.2.
The aim is to systematically identify black spot locations (intersection, stretch of a road, route, or
areas) that are experiencing the greatest number of crashes and then to treat them in order to
reduce the number of accidents or severity of accidents.
9.4.2

The four basic strategies

The four basic strategies for accident reduction through the use of counter measures are:
•
•

•

•

9.4.3

Single site or 'black spot' - This is location where accidents cluster together and offer the
best opportunities for achieving this objective.
Mass Action Sites:- In this, accident data, the whole or selected part of the area is
searched to identify locations of accidents having factors for which there is well tried
accident reduction remedy.
Route Action Sites: - These 'sites' are generally several km in length and usually relate to
some section of a road where the physical characteristics are sufficiently different from
the norms to cause drivers to 'fail to cope' with them.
Area Wide Action: - In this, distribution of accidents throughout the whole, or selected part
of an area, for a specified period of time is considered. Area wide approach is very
important in identifying accident patterns involving vulnerable road user in urban areas.
Ten Steps Procedure

To use this 10 steps Procedure, an accurate data locating accidents to a nearest 50 m is a prerequisite. Such a database will enable preliminary site identification and ranking. Without this,
efforts taken will be misdirected and wastage of time and money.
Secondly an accurate mapping of streets/roads in towns and roads in other areas is essential to
generate graphical representation of accident locations.
Assuming that, the above two conditions are satisfied, the following 10 step procedures can be
used for black spot identification and rectification.
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Figure-9.2 : Identification and Rectification of Black Spot (Using Computerised Methods)

Span Consultants Pvt. Ltd.

September 2006

9-15

Consultancy Services-Institutional Support and Technical Assistance to
the Road Safety Sector in the State of Uttar Pradesh

Final Report & Action Plan

STEP 1: IDENTIFICATION AND PRIORITISING SITES
The accident data (for minimum of 3 years) is to be analysed. A list of sites {single site, mass
action site, route action, site and area wide action site) is to be prepared and arranged in the
descending order of accidents. (Highest frequency at top and lowest frequency at the bottom)
Depending on the fund availability, number of black spots to be investigated is to be finalized.
To start with, black spots can be identified and treated as 'single site' or "routes", or "areas" or
"mass action".
STEP 2: PRELIMINARY ACCIDENT ANALYSIS
It is advisable to check that the black spot selected in Step 1, has higher number of accidents
than might be expected, and the difference is statistically significant.
The average, standard deviation and coefficient of variations are to be calculated. The sites
having coefficient of variation greater than 1 are recognized as very substantial deviation.
Those sites have more accidents than mean plus 1 standard deviation should be the first to be
taken up for investigation.
The other statistical analysis such as the Poisson test and Chi-square test are to be conducted.
This will ensure that at selected black spot high accident numbers have not occurred by chance.
STEP 3: INITIAL SITE VISIT
The main purpose of site visit is to ensure that available plans are up to date and detailed
enough to identify specific features, which may be contributing to accidents.
We have to Check "What may be misleading to some of the road users at this location? Why is
this a black spot?". The final benefits gained from this visit will depend very much on the skill and
technical expertise of the investigation team.
The sites can be grouped in to "Easy" or "Hard" sites. 'Easy' sites are those where effective
remedial measures can be readily identified and one of low cost. 'Hard' sites are those, which do
not provide a clear indication of appropriate treatment or where this is likely to be very costly.
The 'Easy' sites should be taken up first for treatment.
STEP 4: COLLECTION OF FURTHER DATA AND ANALYSIS
Obtain all available accident information for each black spot for the past 3 years. Ensure that the
site condition has not changed subsequently.
Draw a collision diagram for each black spot, and use it to look for accident patterns, prepare
accident factor grid. To help several common factors a useful technique is to physically cut out
the grid from a paper copy to produce individual grid for each accident.
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Human behaviour, especially, drivers get visual clues of the road ahead through road side
environment. Sometimes the road environment may give false visual clues, known as "perpetual
traps" and some drivers commit mistake resulting in accident.
STEP 5: SITE STUDIES AND ANALYSIS
During the second visit to site, the investigator should try to find answers for the following
questions:
•
•
•

Are accidents caused by physical condition of road or adjoining property?
Are the existing signs performing its functions?
Is traffic properly-channelised to minimize accident occurrence?

It is desirable to have additional information about black spot like Traffic volume, pedestrian road
crossing counts, speed measurements, photographs of the site etc
If the black spot happens to be a junction, then conduct traffic conflict study to supplement
accident data.
STEP 6: DEVELOP COUNTERMEASURES
Deciding on the objectives of the various safety strategies based on achieving satisfactory
accident reductions, which do not exceed the expenditure planned. Objectives are to be specified
for each black spot category:
Single Site, Mass Action, Route Action and Area-Wide.
The aim is to get high benefit-cost ratio (BCR) or first year rate of return (FYRR) and decide on
the economic objective percentage for different schemes.
Several countermeasures are to be considered and each should aim to reduce the accident type
observed at the site. It should not lead to increase number of accidents in surrounding area. It
should be specifically stated if the counter measures need to incorporate road user training as
media campaigns.
The accident type, possible countermeasures and possible accident savings are to be worked
out for U.P. state conditions.
The countermeasures may not exclusively involve civil engineering works. The other measures
such as safety education and training may also be considered.
STEP 7: PRIORITISE TREATMENTS AND SITES
Estimate costs and benefits of each countermeasure. The benefits will mainly consist of savings
in cost due to accident reduction. The cost of accidents available with MoSRTH is to be used
with some percentage increase for cost escalation. Estimating cost reduction factor needs some
studies and benefit cost ratio and first year rate of return are to be calculated for each site and
measures.
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Select most cost-effective solution in terms of best first year rate of return. The net present value
(NPV) can also be calculated.
The percentage of FYRR above which the projects can be implemented is to be decided.
Draw up a list of black spots and decide to implement.
STEP 8: DETAILED DESIGN AND IMPLEMENTATION
The detailed design to be carried out by a different unit from that investigating the problems. The
design drawings will need to be based on the proposals /outlines plans of the accident
investigations and the same team should also remain actively involved with the designers
throughout the design period.
Road Safety Audit is to be carried out at design stage and immediately before opening to traffic.
Ensure adequate safety measures during construction.
Attention should be paid to the use of adequate lengths of "Safety Zone" which provides an
escape area for faulty drivers.
It is important to keep a record of the precise dates of the beginning and completion of the
countermeasures, to monitor the project.
STEP 9: MONITORING
Monitor the performance of the new site immediately after it becomes operational, and as long as
it felt to be necessary. This may be for several months.
It is essential to carry out the monitoring effectively, to see if a road safety scheme was actually
causing accidents by making the situation worse than it was before the work was completed.
Recording the results of the monitoring is also important to build a database of types of treatment
and the effects they produced.
Before carrying out a behavioural "after" study it is generally better to wait for a period of 3
months after the scheme has been implemented. This serves as a "settling in" period during
which regular users get used to a new road feature.
The following factors are to be examined:
Speed of traffic, Traffic conflicts, Traffic volume, Travel times, Public opinion, effects on other
areas and control data.
STEP 1 0: EVALUATION
Evaluation to be carried out to find out whether treatment has been successful in achieving its
objective of reducing the number of accidents. A "Before and After Study" is essential.
The other factors that need to be considered are changes in the environment, random
fluctuations, regression to the mean, accident migration and risk compensation.
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Standard test of accident changes should answer following questions: Was the treatment been
effective? If so, how effective has it been?
The user can use Chi-square test to answer the first question above. The size of that change can
be tested using K test.
Economic evaluation should include an indication of the benefits actually achieved to relation to
cost.
The investigator should make allowance for the known other factors that can affect the estimate
of the effect of the means on accidents.

9.5

CONCLUSIONS / RECOMMENDATIONS

a)

A study on identification of accident-prone locations (Black spot) can be taken up for
State Highways in U.P., using the procedure described under the conventional methods
in this report. Sufficient funds should be made available and a special Division to be
formed in PWD to carry out this project.

b)

The computerized 10 step procedure (MOST-1996) can be taken up' after:
i.

Upgrading of street / road maps of towns / roads in U.P.,

ii.

Police start collecting the accident data in IRAR Form, and provide accurate location
of the accident to nearest 50 m; and

iii.

Purchase of suitable software.
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NON - JUNCTION LOCATIONS ROAD RELATED IMPROVEMENTS (RRI)

Straightening of the sharp curves / removal of kinks
Realigning of the critical roads links
Conversion of reverse curves into a single curve
Introduction of tangent length in between the reverse curves
Conversion of broken back curves into a single curve
Increasing the radii of the sub-standard curves
Construction of rumble strips at minor road-links (MDR/ODR)
Construction of speed breakers/ humps on critical stretches
Extra widening and super elevation on the critical curved locations
Provision of buy bus bays, truck lay bays, bus shelters, etc
Provision of speed change, acceleration & deceleration
Provision of hard shoulders on critical locations
Provision of non -skid road surfaces for small cells / areas
Provision of entry and exit gates for urban areas/ towns’ en-route
Provision of overhead guidance signs at entry/ exit locations, etc
2.

TRAFFIC CONTROL AND MANAGEMENT MEASURES

Installation of retro- reflective traffic signs
Provision of road! Object / obstruction marking and delineators
Provision of divisional/refuge islands
Provision of medians for traffic segregation
Provision of median gaps for U-turns and turning traffic
Provision of traffic control, regulation and segregation devices
Use of traffic management techniques for critical links, such as one way, prohibition of specific
turning movements
Provision of footpaths, service roads, traffic guard posts on high embankments / outer curves/
approaches of structures.
Pedestrian zebra crossing and safety railings, etc
Clearing of all lateral obstructions for safer movements, etc
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JUNCTION LOCATIONS

Widening of roads at the corners of the junctions
Clearing of obstructions at the corner with in sight triangles
Provision of free left turn, acceleration and deceleration lanes
Provision of divisional/canalising islands
Provision of round about/mini round about
Provision of refuge islands at the intersections
Provision of rumble strips / humps on minor cross roads
Provision of central and roadside medians
Provision of lighting at junctions to improve visibility at night
4.

TRAFFIC CONTROL AND MANAGEMENT MEASURES

Provision of traffic signs: speed restriction, warning and guidance signs on minor approaches of
junction arms
Provision of guidance signs on major approaches of critical junctions
Provision of marking of such as turn marking, chevron marking, zebra crossing and central and
lane markings
Prohibition of right turning where so warranted Entry restrictions where essential
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Losses Due to Accidents Cost of
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Losses Due to Accidents
•
•

Quantifiable losses - Economic losses
Non - quantifiable - Social losses

National / Regional Cost Average (1999 Prices)
•
•
•
•
•

National Average
Fatal
Serious Injury
Major
Minor

:
:
:
:
:

(Rupees)
535489
242736
106959
18855

National Averages (Rupees)

•
•
•
•

Delhi
Chen
Mum
Calc

Fatal

Ser. Injury

Major

Minor

689867
550647
568457
542057

280554
238910
257331
243480

122451
106194
115613
96849

16171
16200
17090
17490

Bus

Car

Three

Two

Wheeler

Wheeler

9122
10817
11651
11346

4266
4766
8872
13082

Regional Averages (Rupees)
Truck

•
•
•
•

Delhi
Chennai
Mumbai
Calcutta

19279
39251
45764
44052
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1

(SCHEDULE-II)

COMPENSATION FOR THIRD PARTY FATAL ACCIDENTSIINJURY CASES CLAIMS
(Section / 63A)
1. Fatal Accidents:
Rs.
3000

Annual Income

Rs.
4200

Rs.
5400

Rs.
6600

Rs.
7800

Rs.
9000

Rs.
10200

Rs.
11400

Rs.
12000

Rs.
18000

Rs.
24000

Rs.
36000

Rs.
40000

Multipler
Rupees in thousands (compensation in case of death)
Age of victim
Rs.

Rs.

Rs.

Rs.

Rs.

Rs.

Rs.

Rs.

Rs.

Rs.

Rs.

Rs.

Rs.

Up to 15 years

15

60

84

108

132

156

180

204

228

240

360

480

720

800

Above 15 years but not exceeding 20 years

16

57

79.8

102

125.4

148.2

171

193.8

216.6

28

342

456

684

760

Above 20 years' but not exceeding 25 years

17

54

75.6

97.2

118.8

140.4

162

183.6

205.2

216

324

432

648

720

Above 25 years but .not exceeding 30 years

18

51

71.4

91.8

112.2

132.6

153

173.4

193.8

204

306

408

612

680

Above 30 years but not exceeding 35 year

17

50

67.2

86.4

105.6

124.8

144

163.2

192.4

192

288

384

576

640

Above' 35 years but not exceeding 40 years

16

50

63

81

99

117

135

153

17l

180

270

360

540

600

Above years but not exceeding 45 years

15

50

58.8

75.6

92.4

109.2

126

142.8

159.6

168

252

336

504

S60

Above 45 year but not exceeding 50 years

13

50

50.4

64.8

?9.2

93.6

108

122.4

136 8

144

216

286

432

480

Above 50 years but not exceeding 55 years

11

50

50

54

66

18

90

102

-114

120

180

240

360

400

Above 55 years but not exceeding 60 years

8

50

50

50

52.8

62.4

72

81.6

91.2

96

144

192

286

320

Above 60 years but not exceeding 65 years

5

50

.50

50

SO

50

54

61.2

68.4

72

108

144

216

240

Above 65 years

5

50

50

50

50

50

SO

51

57

60

90

120

180

200

1

Inserted by Act 54 of 1994, w.e.f. 14.11.1994.

Span Consultants Pvt. Ltd.

September 2006

ii

Consultancy Services-Institutional Support and Technical Assistance to the Road Safety Sector in the State of
Uttar Pradesh

Final Report & Action Plan

Note: The amount of compensation so arrived at in the case of fatal accident claims shall be reduced by 1/3rd in consideration of the expenses
which the victim would have in~ towards maintaining himself had he been alive.
2

Amount of compensation shall not be less than Rs. 50,000

3.

General damages (in case of death):
The following General Damages shall be payable in addition to compensation outlined above:

4.

(i)

Funeral expenses

Rs. 2000

(ii)

Loss of consortium, if beneficiary is the spouse

Rs. 5000

(iii)

Loss of estate

Rs. 2500

(iv)

Medical expenses-actual expenses incurred before death supported by bills / vouchers
but not exceeding as one time payment.

Rs. 15000

General damages in case of injuries and disabilities:
(i)

(ii)
5.

Pain and sufferings:
(a)

Grievous injuries

Rs. 5000

(b)

Non-grievous injuries

Rs. 1000

Medical expenses-actual expenses incurred supported by bills/vouchers but not exceeding
as one time payment.

Rs. 15000

Disability in non-fatal accidents:
The following compensation shall be payable in case of disability to the victim arising out of non-fatal accidents :
Loss of income, if any, for actual period of disablement not exceeding fifty-two weeks
Pluse either of the following:
(a)

In case of permanent total disablement the amount payable shall be arrived at by multiplying the annual loss of income by the
multiplier applicable to the age on the date of determining the compensation, or
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In case of permanent partial disablement such percentage of compensation which would have been payable in the case of
permanent total disablement as specified under item {a) above.

Injuries deemed to result in permanent total disablement/permanent partial disablement and percentage of loss of earning capacity shall be
as per Schedule I under Workmen's Compensation Act, 1923.
6.

Notional income for compensation to those who had no income prior to accident?
(a)

Non-earning persons

(b)

Spouse

Rs. 15000 p.a.
Rs. 1/3rd of income of the
earning surviving spouse

In case of other injuries only “general damages" applicable.

**********************
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Ready Reckoner of
Motor Accident
Claims & Compensation
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Statistical Tables
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ROAD SAFETY AUDIT

10.1 INTRODUCTION
A Road Safety Audit (RSA) is a formal process where an independent and qualified audit team
examines and reports on the traffic accident potential and safety performance of:
•
•
•

a future road project (through design plans), or
a traffic management scheme, or
an existing road

RSA is a proactive approach to Road Safety as distinct from accident black spot analysis, which
is reactive. It is an engineering contribution in parallel with education and enforcement targeted
at the prevention of road crashes.
At the time of writing the Inception Report it was planned to audit some of the Upgradation
Schemes. However the expected large-scale drawings were not available at the time and it was
decided that the completed Major Maintenance Scheme would be used for RSA Training
purposes.
No drawings or plans, except a typical cross-section, were prepared for the Major Maintenance
Schemes. The consequence of this was that most of the work was carried out on site.
The tasks carried out are the identification of projects on which Road Safety Review (RSR) will
be carried out, the identification and training of PWD staff in RSA processes, and Road Safety
Reviews of Major Maintenance Projects Phase 1 (12 Numbers) for a total length of 546 km.

10.2 RSA ACTIVITIES BY CONSULTANT
10.2.1 Workshop on 4th July 2005
At the Workshop on 4th July 2005 the subject of road safety auditing was presented and
discussed.
10.2.2 Training Programme
The construction of the 12 road projects selected for audit was completed by December 2004
under the scheme of Rehabilitation and Maintenance Contract (RMC). These RMC projects were
completed in the Major Maintenance Programme (MMP) Phase-I funded by World Bank.
A team of the Road Safety Experts of Ms. Span Consultants Pvt. Ltd. conducted r training
programme on Road Safety (RS) Audit for PWD Engineers in Lucknow I and Meerut. PWD
Engineers from Lucknow, Kanpur, Meerut, Faizabad and Azamgarh divisions have attended the
training.
Training schedule in Lucknow in the office of Ms. Span Consultants Pvt. Ltd. is give below:
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City / Venue

01

06-07 -05 and 07-07-65

Office of Ms. Span Consultants Pvt. Ltd., Lucknow

02

08-07 -05 and 09-07 -05

Office of Ms. Span Consultants Pvt. Ltd., Lucknow

03

13-07 -05 and 14-07-05

Office of Ms. Span Consultants Pvt. Ltd., Lucknow

During the training, PWD Engineers were taken on a site visit on Lucknow-Mohan Road (SH-40)
for on the job training regarding Road Safety Audit.
A two days training programme was conducted in Meerut office of PWD for the engineers who
could not attend the training programme in Lucknow.
Team
04

Date
1-08-05 and 2-08-05

City / Venue
Office of PWD, World Bank Division, Meerut

10.2.3 Details of Training Programme
Training programme for RS Audit was finalised based on the list of selected four teams (groups)
of PWD engineers. Each group with 6-7 engineers was given training. Details of training
Programme are as under:
Training Schedule:
Day -1 :
•
•
•

Introduction to Road Safety Audit (RSA) ~ Crash situation in UP
Road Safety Audit - the detail
Site visit for carrying out RSR

Day - 2:
•
•
•
•
•
•
•
•

Summarizing activities carried out on Day -1
Road Safety Review - Existing Road
Forgiving Roadside - Clear Zones
Delineation
Formulation of teams for carrying out RS Audit on 12 number of completed RMC projects
under MMP, Phase-I
Work Programme / schedule for carrying out RS Audit
Question from trainees after two days training on RS Audit
Concluding Remarks
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10.2.4 List of Visits to MMP Projects up to 5th August 2005
Sl. No.

Date

Project Road

01

9.05.05

02

23.05.05

Lucknow - Bangarman Road

Dr. J. Vasudevan Peter
Gillet
John E. Coles

03

24.05.05

Sitapur - Biswan - Bahraich Road

Dr. J. Vasudevan Peter
Gillet

04

21.06.05

Lucknow - Mohan Road (SH-40)

John E. Coles Raiesh
Kumar

05

06.07.05

Lucknow - Mohan Road (SH-40)

John E. Coles Raiesh
Kumar

06

08.07.05

Lucknow - Mohan Road (SH-40)

John E. Gales Raiesh
Kumar

07

13.07.05

Lucknow - Mohan Road (SH-40)

John E. Coles Raiesh
Kumar

08

16.07.05

09

21.07.05

RMC-8
Lakhimpur - SitaDur Road (Km 55 to Km 100) SH-21

RMC-8
Lakhimpur - Sitapur Road (Km 55 to Km 100) SH-21
RMC - 1
U.P Boarder near Kairana - MuzaffarNagar Road
(Km 18.5 to Km 74.07) SH-12

10

22.07.05

11

26.07.05

12

27.07.05

RMC - 3
Meerut - Bijnor Road (Km 0.0 to km 65) SH-47
RMC 12

Visited by
Dr. J. Vasudevan
Peter Gillet

John E. Coles E. Robert
Raiesh Kumar
John E. Coles
E. Robert
Raiesh Kumar
John E. Coles
E. Robert
Raiesh Kumar
Dr. J. Vasudevan

Gosaiganj - Readganj Road (Km 155 to Km 183) SH-30
RMC - 15

Rajesh Kumar
Or. J. Vasudevan

Azamgarh - Ghazipur Road (Km 14.70 to Km 68.50) SH-67

Rajesh Kumar

RMC - 17: Mohammadpur - Azamgarh - Dohrighat Road
13

28.07.05

Dr. J. Vasudevan

(Km 3.5 to Km 43) SH-66

Rajesh Kumar

(km 70 to km 75.8) MDR-69
(km 260 to km 270) SH-34

14

28.07.05

15

29.07.05

16

30.07.05

17

01.08.05

18

03.08.05

19

04.08.05

20

05.08.05

RMC - 14

Dr. J. Vasudevan

Azamgarh - Basganj Road (Km 226 to Km 259) SH-30
RMC - 19

Dr. J. Vasudevan

Dhobi - Mohammadpur Road (Km 30 to Km 69.60) SH-73
RMC - 18

Rajesh Kumar
Or. J. Vasudevan

Varanasi - Dobhi Road (Km 0.0 to Km 30) SH-73
RMC - 3

Rajesh Kumar
Dr. J. Vasudevan

Meerut - Bijnor Road (Km 0.0 to km 65) SH-47
RMC-4

Raiesh Kumar
Dr. J. Vasudevan

Bijnor - Najibabad Road (Km 65 to Km 118) SH-47
RMC - 7

Rajesh Kumar
Dr. J. Vasudevan

Kasimpur - MuradabadRoad (Km 349 to Km 392.57) SH-41
RMC - 6

Raiesh Kumar
Dr. J. Vasudevan

Bareillv - Badaun Road (Km 54 to Km 99) SH-33
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10.2.5 Formation of RS Review teams
As a mandatory requirement, RS Audit should be carried out by independent team (team
members have not been involved in the design and/or construction of the road). Accordingly,
distribution of 12 RMC packages among the PWD trainees (auditors) was finalised in discussion
with them on the second day of training programmes.
An ideal RS Audit Team should consist of a minimum two auditors. This is necessary for
satisfactory completion of the RS Audit including discussion on safety issues at site, finalisation
of recommendations of RS Audit Report.
Each team (two engineers in each) was assigned one project.
The assignment of RMC package to each audit team is given in Table 10.1:
RMC
Package No.

Name of Package

RS Review
Team

RMC - 1

U.P Boarder near Kairana - MuzaffarNagar Road
(Km 18.5 to Km 74.07) SH-12

Mr. Ravindra Singh
Mr. Ajay Kumar

RMC - 3

Meerut - Bijnor Road
(Km 0.0 to km 65) SH-47

Mr. Madan Pal Singh
Mr. SP Saxena

RMC - 4

Bijnor - Najibabad Road
(Km 65 to Km 118) SH-47

Mr. Ravindra Singh
Mr. R.K. Sharma

RMC - 6

Bareilly - Badaun Road
(Km 54 to Km 99) SH-33

Mr. AK Mishra
Mr. Pawan Verma

RMC - 7

Kasimpur - MuradabadRoad
(Km 349 to Km 392.57) SH-41

Mr.Ajay Kumar
Mr.S.P.Saxena

RMC - 8

Lakhimpur - Sitapur Road
(Km 55 to Km 100) SH-21

Mr. S.K Singh
Mr. J.K Srivastava

RMC - 12

Gosaiganj - Readganj Road
(Km 155 to Km 183) SH-30

Mr. MK Gupta
Mr. AK Sharma

RMC - 14

Azamgarh - Basganj Road
(Km 226 to Km 259) SH-30

Mr.A.J. Kapoor
Mr. J.A Khan

RMC - 15

Azamgarh - Ghazipur Road
(Km 14.70 to Km 68.50) SH-67

Mr.A.J. Kapoor
Mr. J.A Khan

RMC - 17

Mohammadpur - Azamgarh - Dohrighat Road
(Km 3.5 to Km 43) SH-66
(km 70 to km 75.8) MDR-69
(km 260 to km 270) SH-34

Mr. V.P. Sharma
Mr. A. K. Tyagi

RMC - 18

Varanasi - Dobhi Road
(Km 0.0 to Km 30) SH-73

Mr. KS.N.S. Chandramani
Mr. R.N. Singh

RMC - 19

Dhobi - Mohammadpur Road
(Km 30 to Km 69.60) SH-73

Mr. R.N. Singh
Mr. KS.N.S. Chandramani
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The auditors were given a time frame for submission of RS Audit Report for their -respective
RMC package. The staff of M/s. Span Consultants Pvt, Ltd. reviewed these reports.
After the review of audit reports, it was decided, in consultation with the Chief Engineer (WB),
PWD, Lucknow, to organize an additional training workshop in PWD Conference Hall at
Lucknow. The workshop was held on Tuesday 30th August 2005 for the auditors of PWD. All the
auditors, their reporting officers and other PWD senior officers engaged in the State Road Safety
project have attended the workshop.
At the workshop, presentations were made on the causes of crashes and remedial measures
required to be addressed in the RS Review. Introduction to RS Review and its importance in
minimising the number and severity of accidents were presented. A detailed presentation was
made on the RS Review work done to date by PWD auditors for RMC packages and the specific
details required for satisfactory completion of the RS review. All the safety issues were presented
with examples.
After the presentation, individual RMC packages (total 12 packages) were discussed with each
audit team for the specific safety issues required to be addressed in the RS Review Report. A
detailed checklist containing different types of safety issues and related safety issues/points to be
checked for a particular type of safety hazard was also given to the auditors. The details of safety
issues were discussed with each team with the examples and site photographs of their
respective RMC package.

10.3 ROAD SAFETY REVIEW
10.3.1 Experience of other road authorities with RS Review of Existing Roads
The use of Road Safety Review on Existing roads has now become a very limited and targeted
use. The reason for this is that the blanket application of the process to all roads under the
control of a road authority, leads to the identification of a range and quantity of safety issues that
far exceeds the authorities' ability to address in the current forward planning period. It is common
practice to apply the process to isolated lengths or intersections where there are specific
concerns about road safety.
10.3.2 The most common actions
Treatment at intersections, line marking, guide posts, Raised Reflective Pavement Markers'
(RRPM)'s, warning signs, trees within the clear zone (formation width of road), narrow culverts
(parapets within the clear zone and/or formation width of road) and narrow bridges.
10.3.3 Risk assessment approach
Each safety issue identified can be ranked with regard to safety risk - high, medium, low. A
simple chart requiring an assessment of likelihood and the consequence of a crash occurring
provides a guide to fix the level of risk. (Chart given in Training Manual)
10.3.4 Road Safety Review Reports
The twelve Road Safety Review Reports are included in a separate report.
Span Consultants Pvt. Ltd.
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10.4 GENERIC ROAD SAFETY ISSUES
Many of the safety items identified by the Road Safety Reviews (RSR) of Major Maintenance
Projects are common to all projects. They are generic in nature and have common solutions that
rely on consistent application of standard treatments.
The RSR Reports represent a combination of the safety concerns identified by PWD and Span
staff.
The RSR Reports also provide an indication of risk level - high, medium, low, based on the risk
matrix as well as suggested corrective actions often with alternative actions for immediate,
medium and long term time frames,
The most common issues involve improvement of delineation at bridges, culverts and curves.
Narrow or single lane bridges are major potential concerns that can only be successfully
addressed by provision of wider bridges.
10.4.1 Delineation
The provision of strong, reliable, well maintained delineation; is perhaps, the strongest and
lowest cost method of improving safety on the Major Maintenance Project roads.
If an object like tree, parapet of narrow bridge/culvert etc exists within clear zone and causes
hazardous situation, it should be removed outside the clear zone. In case, the hazardous object
cannot be removed, it should be properly guarded and delineated.
(a)

Line Marking

The provision of strong line marking is of great assistance to road users particularly at night-time.
A centreline is of high priority and is recommended through out projects except where
carriageway width is less than 6m.
The use of edge lining at intersections, around curves and on approaches to narrow bridges and
culverts is also of significant assistance to drivers - it allows them to see in advance important
features of the road ahead.
(b)

Raised Reflective Pavement Markers (RRPM's)

These devices when used in conjunction with line marking create strong guidance to road users
and would normally be used at locations with a history of night-time crashes such as curves,
narrow bridges, narrow culverts and intersections.
(c)

Guide Posts

Simple, white, lightweight with reflectors attached at the top, the guidepost can be used in many
locations to improve delineation for road users. The most common use is around curves (both
sides of the road) where the whiteness is an aid in daytime and the reflectors at night-time as
shown in picture below. Guideposts are also used as an aid to the delineation of intersections,
approaches to carriageway width restrictions and at hazardous locations.

Span Consultants Pvt. Ltd.
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10.4.2 Safer Provision for all Road Users
The Major Maintenance Projects Phase-1 has delivered significant improvements to pavement
width and surface quality for road users. Motorised vehicles using the road are now able to travel
faster and the speed differential between fastest and slowest road user has increased. Improved
safety can be achieved by increasing the separation between fast and slow road users. Provision
of improved road shoulder surface conditions will contribute to this objective. Where there are
high concentrations of slow road users, the provision of asphalt on the hard shoulder will
encourage cyclists, three wheelers and pedestrians to move out of the 3.5m traffic lane
increasing the separation between fast and slow road users.

Span Consultants Pvt. Ltd.
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Consideration also needs to be given to the quality of the soft shoulder. The practice of broken
down vehicles remaining in the traffic lane whilst under repair should be addressed. Presently
there are very few places where a vehicle can park for repairs other than the traffic lane.
Soft and hard shoulder capable of supporting vehicles in all conditions would encourage vehicles
to move out of the traffic lane for repairs.

10.4.3 Speed Management
(a)

Legal Speed Limits

There are' different speed limits applicable to taxis, tractors, cars, buses and trucks. It is
presently not possible to establish speed zones and speed signing that will support police in
enforcing the law relating to speed. A speed limit applying to all road users would allow
appropriate signing. (The maximum legal speed for a particular vehicle is the lower of the
vehicle-specific speed limit and the general speed limit).
(b)

Village Entrances

Speed management at the entrance/exit to villages is an ongoing safety concern. Suggested
treatment involves the use of a speed hump with correctly painted markings and village name
signs on both sides. of the highway to give the impression of a village gateway. Advance warning
signs in regard to the speed hump should be included.
Traffic calming measures in the village, including additional speed humps, should be used to
ensure vehicles proceed at the reduced speed.
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10.4.4 Forgiving Roadside
A concept frequently adopted by road authorities known as a "forgiving roadside", aims at
providing wide, flat run-off areas with sufficient clearance to roadside obstacles to allow for all
errant drivers to regain control of their vehicle before a collision occurs. Implementation of this
concept is expensive and there will always be some roadside obstacles that present some
measure of risk to errant drivers. The objective of roadside hazard management is to keep this
risk to an acceptable level for the road concerned.
The following is an extract from a paper," Introduction to Roadside Hazard Management." By
Phillip Jordan - VicRoads International (included in training material).
This implies that not all roadside hazards will require treatment on every occasion since the
probability of a collision involving some of them will be so low as to make any potential crash
savings much less than the cost of treating the hazard. An immovable object such as a bridge
end post located less than a metre from the edge of carriageway is a far more significant hazard
than an electricity pole located 30m away, simply because the end post is far more likely to be
struck by an errant vehicle. A driver has little time to recover control within that one metre.
Through the use of the terms "recovery area" and "clear zone", attempts have been made to
prioritise the treatment of roadside hazards at different locations. It is also generally true that the
earlier in a project a potential hazard can be identified (via a road safety audit) the more likely it
can be remedied at a lower cost. It costs less to alter a drawing than to modify a road feature
after it has been constructed.
(a)

Recovery Area

The recovery area is the part of the roadside in which an errant vehicle could be expected to
come to rest safely or pass through before rejoining the traffic lane. By definition the recovery
area is primarily dependent on traffic speed. Early studies in the United States of America
indicated that, on high speed, open roads with flat side slopes, between 80-85% of vehicles
could be expected to recover within 30 ft (or gm) from the edge of carriageway.
But, the distance that a vehicle will travel after leaving the carriageway is not only dependent on
speed; it will also depend on the adjacent batter slope and the horizontal and vertical alignment
of the road at that point. For instance, the required recovery area is greater on the outside of
curves or where there is a significant batter slope away from the carriageway.
(b)

Clear Zone

Having noted that the true "recovery area" can be impractically large, the concept of a clear
zone, or an area within the recovery area which is kept free of unprotected hazards, is an attempt
to define an area which reflects the probability of a collision occurring at a particular site. The
clear zone width is not only dependent on traffic speed and roadside geometry, but also on traffic
volume.
The clear zone width that applies to a traffic speed of 65 km/h and a one-direction traffic volume
of 3000 motorised vehicles is 3.5 metres.
Span Consultants Pvt. Ltd.
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This clear zone width varies with speed, traffic volume and other minor variables; however the
concept has been applied to culvert parapets, trees, lamp posts, poles, concrete signs and any
fixed objects that pose a risk to an errant vehicle.

10.4.5 Emergency services signs (golden hour)
The introduction of 'Emergency Services Signs' at regular intervals along a highway is
recommended. Spacing of approx. 10 km is suggested.
10.4.6 Maintenance
The above safety initiatives that include delineation items such as white lines, raised reflective
pavement markers, signs and shoulder treatments have significant value when introduced, but
rely entirely on a high standard of regular maintenance to remain effective. This is a significant
on going commitment both financially and physically.
10.4.7 General Solutions and Stages of Treatments
Many safety issues identified during the study can be eased by the provision of improved
delineation as described in the Road Safety Audit Training material. There are also more costly
treatments that can be expected to achieve greater safety benefits; however the treatment
selected will depend on a range of factors including cost. Whilst the detailed cost of treatments is
outside the scope of this project the notes below provide a relative comparison of order of cost of
treatments.

Span Consultants Pvt. Ltd.
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Narrow (those with parapets or less than 7.0m between kerbs); culverts and bridges can be
made safer by improvements to delineation - edge lines, raised reflective pavement markers,
bridge width markers and narrow bridge warning signs. This work is likely to be the lower cost.
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Safety at the same structures can be improved further by providing guard fence in addition to the
extra delineation. The guard fence at culverts is provided to shield errant vehicles from colliding
with parapet walls; whilst at bridges it is provided to shield vehicles from colliding with bridge
concrete end posts. The provision of guard fence is dependent on there being sufficient width to
maintain shoulder width over the culvert or in the case of a bridge sufficient width on the
approaches to the bridge to maintain shoulder width.
The most expensive treatment is to extend the culvert outside the clear zone and flatten the
batter to 4: 1 or flatter. In the case of a bridge the solution is to widen or replace the bridge but to
include guard fence on the approaches to the bridge.
Key Observations
(a)

During the course of this project a number of matters have emerged that bear directly on
safety. Many of the state roads that traverse Uttar Pradesh do so across flood plain and
are consequently built on raised formation. The raised formation effectively reduces the
road reserve width available to road users to 12m - 2 x 3.5m traffic lanes and 2 x 2.5m
shoulders. All travel takes' place in that 12m width, from the slowest to the fastest road
user. All users prefer to travel on the smoothest surface and this preference pushes the
users closer together detracting from road safety. .Every effort should be made to provide
greater width of asphalt surface together, with additional delineation, particularly line
marking.
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(b)

The lowest cost safety improvement available is line marking and signing; these two
aspects of delineation offer significant safety advantages.

(c)

Road Safety audit can be applied to major maintenance projects at the concept stage
when both cross section and project descriptive text can be assessed on. a road safety
basis. This process would commence on bridge and culvert treatments, forgiving roadside
issues and width available to road users.

(d)

Road Safety Audit workshops have provided training to PWD staff, however it is evident
that two days training oriented around road safety review is not sufficient to lift staff
appreciation of road safety matters to the level that might be desired. A major effort of on
going training and practice will be required. The use of key staff from PWD as road safety
champions is an option.

10.5 POLICY / GUIDELINES
During the course of this project, use has been made of IRC-Codes and Special Reports as well
as manuals from' PWD and the Ministry of Surface Transport manual - Safety in Road Design.
Whilst these documents provide sound information, there is a need to provide additional
guidance to staff of PWD to assist them in knowing when and where to apply the information.
This additional guidance would be in the form of policy statements and/or guidelines enabling
staff to consistently and correctly apply codes and standards.
Examples are listed below:
10.5.1 Road Safety Audit Policy
A document informing staff when to have RSA's carried out and on which project types (refer
annexure for Road Authority RSA Policy)
10.5.2 Forgiving Roadsides
A document outlining the PWD approach to the development of forgiving roadsides. Batter
slopes to be adopted, clear zones as applied to fixed objects such as poles, lampposts, culvert
parapets, trees, priority and time frame for achievement of the policy objectives.
10.5.3 10.5.3 Asphalt on Hard Shoulders
A document indicating the criteria that are to be satisfied before hard shoulders qualify for
asphalt subject to available funding. Criteria such as volume of pedestrians and two wheelers
would apply.
Guideposts - on roads of certain volume -- or only at curves or only at intersections.
10.5.4 Speed Management
Definition of what constitutes a village for the introduction of village entrance treatments.
At a high level, lobbying to have speed limits revised to allow a system that permits signing of
speed limits for more effective police enforcement.
Span Consultants Pvt. Ltd.
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10.5.5 Line Marking
Indication of when edge lines and barrier lines should be used perhaps based on traffic volumes
and traffic lane restrictions.
10.5.6 Raised Reflective Pavement Markers - as stated for 10.5.5.
10.5.7 Emergency services signs
A policy is required to guide staff regarding the frequency of spacing of these signs.
10.5.8 Location of services in road reserves
An agreement between the participating government authorities as to where services are to be
located within road reserves would assist staff of all government authorities to plan and organize
there projects.

10.6

RECOMMENDATIONS

•

That the Road Safety Review Recommendations be implemented
That consideration be given to the development of policies and guidelines as set out in
section 5 above.
Road safety training should be a continuous activity for PWD staff involved in the
implementation of Road Safety Programme.

•
•
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Annexure L
Road Safety Review Report
for RMC 8 (Sample)
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GOVERNMENT OF UTTAR PRADESH
PUBLIC WORK DEPARTMENT
ROAD SAFETY AUDIT TRAINING
Road Safety Review - Major Maintenance Projects Phase - I
PROJECT : RMC - 8 : Lakhimpur – Sitapur Road (Km 55 to Km 100) SH-21
This RSR Report represents a combination of the safety concerns identified as part of the RSA
Training to PWD staff required by the project.
General remarks regarding this project are as follows:
General Remarks:
Forgiving Roadside ConceptAn ideal roadside is one which provides wide, flat run-off areas with sufficient clearance to
roadside obstacles to allow for all errant drivers to regain control of their vehicle before a collision
occurs.
In practice, however, the cost and practicality of providing such a roadside is prohibitive and
there will always be some roadside obstacles, which present some measure of risk to errant
drivers. The objective of roadside hazard management is to keep this risk to a manageable level
for the road concerned.
Clear ZoneThe clear zone width is not only dependent on traffic speed and roadside geometry, but also on
the exposure to the hazard, where the exposure is represented by traffic volume.
Observations:
•

•
•

•

•

In towns and villages (built-up areas) along the road, water-ponding observed on
shoulders due to bad drainage. Thus, pedestrians and slow vehicles are forced to use the
main carriageway (traffic lane) and at the same time parking of vehicles on the
carriageway.
Provide edgeline throughout the project road.
Hoardings along the road that overspan or impinge on the shoulder or traffic lane should
immediately be removed. Also, hoardings, which attract the vision of the drivers and are
within the clear zone should be relocated.
In towns/cities on the highway, 1.5 m strip beyond the bituminous carriageway should be
clear and free of obstacles/objects. Parking of vehicles on the carriageway should be
restricted.
At present, there are many locations where the end (batter) slope of earth fill in formation
is very steep (ranging from 1:1 to 2:1). Flatter slope (preferably 4:1 or more) or flatter
should be provided where formation is in fill.
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Replace missing warning signs at intersections (T-intersections, Y-intersections and cross
intersections). Also, provide road markings on the intersections (refer IRC-35: 1997).
For villages along the highway, provide edge line through out the village along with
Gateway treatment to the village. Safety cones along the centerline through out the
village may be used as traffic management measures.
Hoardings on shoulders of road should be removed and relocated preferably outside the
clear zone.
Construction material like bricks, concrete pipes, sand etc. stacked close to carriageway
edge should not be allowed and preferably should be only outside the clear zone.
It is suggested that because of the significant mix of slow and fast road users, every
opportunity to provide greater lateral separation be taken by providing asphalt on the hard
shoulders and beyond, if possible.
Structures / isolated buildings should not be allowed within formation width of the road.
For road sections on high fill (bridges / culverts approaches etc.) where steep end slopes
of fill exists, provide edge lines, guard fence and/ or guide posts.

Special Remarks for this project:
Narrow bridges & culverts are the major issues along the road.
General Notes:
The overall approach to road safety of this project can be expressed in more than one way. The
approach outlined below may be useful to those considering this report.
Road Safety Considerations:
Objective:
1.

Keep the motorized vehicles in the traffic lane by addressing delineation.

2.

Separate the road users on the basis of speed.

3.

Warn the road users with signs and markings.

4.

Provide a forgiving roadside to errant vehicles.
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ROAD SAFETY REVIEW REPORT
Name of the Road

:

State Highway No. 21

Start Point

:

Lakhimpur (Km 55)

End Point

:

Sitapur (KM 100)

(RMC-8)

Date : 25.09.2005
Time : Daytime

Project Manager
Item
No./Km

Audit Findings

Recommendations

Ranking
Risk

Accept
Yes/No

Reasons/
Comments

It is recommended that edgelines be provided throughout this project
I

Intermixing of Fast and Slow Moving Traffic

KM 55 to
KM 58.4

There is substantial
movement of slow
traffic
especially
cyclists from suburb to
Lakhimpur Town and
vice-versa. Road is 2lane without asphalt
paved shoulders.

Asphalt paved shoulders alongwith
edgelines should be provided from KM55
to KM 58.4 for lateral separation of fast
and slow traffic.

Medium
Risk

KM 55+10

Isolated high concrete
median is present
near intersection at
KM 55+10

Concrete Kerb should be removed,
Or
Low median /Kerb should be provided

Medium
Risk

KM 56.25

Rotary intersection of
two state highways.
Poor visibility. Missing
warning signs

Remove encroachment for better visibility.
Provide warning signs.

Medium
Risk

2
KM57+70
to 58+10

Electric poles are
close to carriageway
on shoulders along
RHS edge

Electric poles from KM 57+70 to KM
58+10 close to carriageway should be
shifted outside clear zone.

Medium
Risk

Remove the encroachment
For SH, provide:

Medium
Risk

3
KM Cross
intersection.
58.400
Visibility obstruction.
Missing warning signs.

−

Warning signs for Cross Road

−

Warning signs should be provided at
120m in advance of the intersection

−

For other road markings, refer IRC35:1997 specifications.
For Cross Roads, provide :
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Warning sign for Major Road Ahead

−

Warning signs should be provided at
120m in advance of the intersection.

−

Provide Give Way or Stop sign on
cross roads.
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Project Manager

Item
No./Km
4 Culvert
(56/1)

Culvert
(57/4)

5 Bridge
(59/1)

6 KM 59

Audit Findings

Narrow
culvert.
Parapet on the edge
of carriageway.

Culvert (57/4) parapet
walls
close
to
carriageway
edge
within formation width

Bridge (59/1) parapet
walls at KM 58+80 are
close to carriageway
edge on shoulders.
Bridge parapet walls
at KM59 are close to
carriageway
edge
within formation width

Ranking
Risk

Recommendations
−

Culvert should be widened to outside
the clear zone.

−

Provide Delineators
signboard

−

Culvert should be widened outside the
clear zone with 4:1 or more or more
batter,

and

−

Provide
edgelines
with
Reflective
Pavement
(RRPMs)

−

Consider provision of guard fence.

Raised
Markers

− Bridge should be widened,
Or
−

Provide edgelines with (RRPMs).

−

Consider provision of guard fence

− Bridge should be widened,
Or
−

Provide edgelines with (RRPMs).

−

Consider provision of guard fence.
Sign for curve should be provided

−

Consider provision of guide posts
along the curve

8
KM59+90

RHS Bridge parapet
wall at KM59+90 is
close to carriageway
edge within formation
width

− Bridge should be widened.
Or
−

Provide edgelines with (RRPMs).

−

Consider provision of guard fence

Hidden T-intersection.
Extensive
encroachment. Village
name sign made of
concrete is close to
carriageway

−

Remove the encroachment at the
intersection.

−

Village name sign should be replaced
with lighter material and located clear
of the shoulder

Culvert parapet walls
at KM 60+90 close to
carriageway
edge
within formation width

−

Widen the Culvert outside the wall
clear zone with 4:1 or more or more
batter

12
KM 61+30

Culvert parapet walls
at KM61+30 are close
to carriageway edge
within formation width.

Span Consultants Pvt. Ltd.

Medium
Risk

Medium
Risk

Medium
Risk

Medium
Risk

Medium
Risk

Medium
Risk

Or
−

Bridge parapet walls
at KM60+95 are close
to carriageway edge.

Medium
Risk

Or

−

11
KM60+95

Medium
Risk

hazard

For Curve at KM
59+20, sign for curve
is not provided

10
KM60+90

Reasons/
Comments

Or

7
KM59+20

9
KM60+65

Accept
Yes/No

Remove parapet walls, if possible

− Bridge should be widened,
Or
−

Provide edgelines with (RRPMs).

−

Consider provision of guard fence.

−

Culvert should be widened to outside
the clear zone with 4:1 or more better
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Project Manager
Item
No./Km

Audit Findings

Ranking
Risk

Recommendations
−

Provide warning signs at all the
approaches to intersection.

−

Provide Give Way or Stop sign on
cross road

−

Provide warning signs at all the
approaches to intersection.

−

Provide Give Way or Stop sign on
cross road

Ends
of
Culvert
parapet walls at KM
62+65 are too close to
carriageway

−

Culvert should be widened to outside
the clear zone with 4:1 or more batter.

−

Protect culvert parapet wall ends with
guard fence

16 Culvert
(64/1)

Culvert (64/1) parapet
walls are close to
carriageway
edge
within formation width.

−

Culvert should be widened to outside
the clear zone with 4:1 or more better.

17
KM 63-64

Culvert parapet walls
are
close
to
carriageway
edge
within formation width

−

Culvert should be widened to outside
the clear zone with 4:1 or more batter,

13
KM 61.85

14
KM62.95

15
Culvert
(63/1)

T-intersection
Atkunra

T-intersection
Mohamadabad

to

to

−

Provide
edgelines
with
Reflective
Pavement
(RRPMs).

−

Consider provision of guard fence.
Relocate
shoulder

19
KM 64+30

Temple boundary is
very
close
to
carriageway
edge
within formation width

Provide:

Culvert (65/1) Parapet
walls are too close to
carriageway, Culvert
(65/2)
on
curve,
parapet
walls
are
close to carriageway

Remove culvert parapet walls, if it is not
functional

the

seats

−

Advance Sign for temple

−

Edgelines with RRPMs.

−

away

from

High
Risk

Medium
Risk

Medium
Risk

Medium
Risk

Medium
Risk

Culvert Should be widened to outside
the clear zone with 4:1 or more batter,

Or
−

Provide edgelines with (RRPMs).

−

Consider provision of guard fence

Bridge parapet walls
at KM64+95 are close
to carriageway edge
within formation width.
Also, curve sign at
KM65+10 is missing.

−

Provide guard fence at bridge corners

−

Provide edgelines with (RRPMs)

Culvert (66/1) parapet
walls are close to
carriageway
edge
within formation width.

−
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Medium
Risk

Raised
Markers

−

22 Culvert
(66/1)

Medium
Risk

Or

Concrete passenger
seats at T-intersection
are
close
to
carriageway edge

21 KM65

Reasons/
Comments

Or

18
KM 63.20

20 Culver
(65/1)
&
(65/2)

Accept
Yes/No

High
Risk

Put sign for curve at KM 65+10
Culvert should be widened to outside
the clear zone with 4;1 or more batter

September 2006

Medium
Risk

vi

Consultancy Services-Institutional Support and Technical Assistance to
the Road Safety Sector in the State of Uttar Pradesh

Final Report & Action Plan
Project Manager

Item
No./Km
23 Culvert
(66/3)

Audit Findings

Culvert (66/3) parapet
walls are close to
carriageway
edge
within formation width

Recommendations
−

Culvert should be widened to outside
the clear zone with 4:1 or more batter,

Ranking
Risk

Or
−

Provide centreline & edgelines with
RRPMs

−

Consider the provision of guard fence

Curve
sign
and
edgelines are missing.

Put sign for curve and edgelines with
RRPMs along the curve

Medium
Risk

25 Culvert
(67/1)

Culvert (67/1) parapet
walls are close to
carriageway
edge
within formation width

Provide edgelines with RRPMs.

Medium
Risk

26

Villages/Markets along the road

26.1
KM6060.2

Village Chimney along
the road

KM
62

Babuganj Bazar and
Tandakpur village

KM 66.70

Jindabad mazar very
close
to
road
bothsides encroached

26.2 KM
66+40 to
KM 67.50

Village Oyal on both
sides of the road
starts at KM 66+40
and ends at KM 67.50.
There is insufficient
advance warning of
village and not enough
speed management

Some relationalisation of these villages
(built-up areas) in Item 26.1 is required to
avoid the introduction of too many speed
humps in a relatively short distance.

−

Provide Rumble Strips or Speed
breakers with pavement markings on it
(refer IRC-35:1997,
Para 13.4,
Figure-36, Page-54) at each end of
the village (KM 66+40 and KM 67.50)

−

Provide Village name sign boards on
both sides of the road. These should
be placed at the location of speed
breakers at both ends of the village to
provide a Gateway effect to the
village.

−

Warning sign for “Speed Breaker
Ahead” located min. 50-60 m in
advance of the breaker (refer IRC67:2001, Para – 14.33, Page-8).

−

Provide Speed limit sign 50-100 m in
advance of speed breaker sign.

Low
Risk

27
KM 66.5566.65

Sharp curve. Missing
edgeline and chevron
marking

−

Provide edgeline and chevron marking

Medium
Risk

28
KM 66+75

Culvert parapet walls
at KM 66+75 are close
to carriageway edge
within formation width

−

Culvert should be widened to outside
the clear zone with 4:1 or more or
more batter,

Medium
Risk

Span Consultants Pvt. Ltd.

Reasons/
Comments

Medium
Risk

24
KM 65+90

61.8-

Accept
Yes/No

Or
−

Provide
edgelines
with
Raised
Reflective
Pavement
Markers
(RRPMs) should be provided.

−

Consider provision of guard fence.
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Item
No./Km
29
KM67+80

30 Culvert
(68/2)

31
KM
68+0
68+40
(LHS)

Audit Findings

Recommendations

Hidden Y-intersection.
Sign for intersection
ahead is too close to
the intersection

Culvert (68/2) parapet
walls are close to
carriageway
edge
within formation width

Provide :
−

Warning sign for Side Road Right
(refer C24 of Motor) Vehicle Act-Page
1028 and IRC-67:2001)

−

Warning signs should be provided at
120 m in advance of the intersection
(refer IRC-67:2001, para 14.4.1, Page
-14 and Para 14.8, Page-15).

−

On roads without Kerbs, extreme edge
of Traffic Signs adjacent to highway
should be 2 to 3m from the edge of
carriageway (refer IRC-67:2001 para
3.2 page-2).

−

Culvert should be widened to outside
the clear zone with 4:1 or more or
more batter;

Ranking
Risk

Accept
Yes/No

Reasons/
Comments

Medium
Risk

Medium
Risk

Or
−

Provide
edgelines
with
Raised
Reflective
Pavement
Markers
(RRPMs) should be provided.

−

Consider provision of guard fence.

−

Trees should be removed

−

All objective (like Trees) within 1.5m
beyond the formation width should be
painted (refer IRC-35:1997, Para 13.2,
13.3 & 13.4, Page-53)

Trees in Clear Zone
–
to

Trees
close
carriageway

to

32

Bridge at S-Curve

KM 68.90
-69.30

Bridge exists at SCurve.
Also,
new
bridge constructed by
the side of old one.
Warning sign for curve
is missing

Immediate safety improvements Provide:
−

Warning sign for Reverse Bend on
both side approaches (refer C6 for
right reverse bend and C7 for left
reverse bend of Motor Vehicle ActPage 1024 and IRC – 67:2001

−

Provide edgeline with RRPMs along
the curve and the bridge.

−

Warning sign “Narrow Bridge Ahead”
in advance of the bridge on both the
approaches
(refer
IRC-67:2001,
Para14.4.1, Page-14 and Para 14.8,
Page-15).

−

Proper tapered 1 in 20 edge line road
markings on bothside approaches to
the bridge as per IRC-35:1997, Figure25 Page-41.

Medium
Risk

Medium
Risk

−

Proper edge line road markings with
RRPMs.
After newly constructed bridge is open to
traffic, review the site again Could be
provided with:

Span Consultants Pvt. Ltd.
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Item
No./Km

Audit Findings

Ranking
Risk

Recommendations
−

Warning sign for Reverse Bend on
both side approaches (refer C6 for
right reverse bend of Motor Vehicle
Act-Page 1024 and IRC-67:2001)

−

Proper edge line road markings.

−

Guard fence along the
approaches and the curve.

T-intersection. Missing
warning
sign
and
markings

−

Warning signs at all the approaches to
intersection.

−

Provide Give Way or Stop sign on
cross road

34
KM70.870.85

Village
Markhapur
along the road

Some rationalization of these villages
(built-up areas) in Item 34 is required to
avoid the introduction of too many speed
humps in a relatively short distance.

Low
Risk

KM 72.0572.15

Village
Dasurathpur
along the road

35 Culvert
(71/1)

Culvert (71/1) parapet
walls are close to
carriageway
edge.
Distance
between
parapet of culvert is
6.4m. Restricted width
for traffic.
Also, centreline is not
in
center
of
carriageway.

Culvert should be widened to outside the
clear zone with 4:1 or more better, Or
Guard fence and edgelines with RRPMs
should be provided for the culvert

Medium
Risk

Support
posts
of
gantry are close to
carriageway edge.

−

33
KM 69.35

36
KM71.0

Culver
(71/7)

37
KM72+50

38
KM73+20

39
KM73.35

Culvert (71/7) parapet
walls are close to
carriageway
edge
within formation width

Reasons/
Comments

bridge
Medium
Risk

Center line should be marked in center of
carriageway
Relocate the support posts outside
clear zone.

Low
Risk

Or
−

Shield the support posts of gantry

−

Provide edgelines with RRPMs.

− Consider provision of guard fence.
Or
−

Culvert should be widened to outside
the clear zone with 4:1 or more batter.

Two culverts parapet
walls are close to
carriageway
edge
within
formulation
width. Culverts are
close to Railway Level
Crossing.

−

Culverts should be widened to outside
the clear zone with 4:1 or more batter
and parapet to be lowered.

−

Consider the provision of guard fence
for both culverts from railway level
crossing.

Railway
Level
Crossing.
Poor
delineation and speed
hump not painted.
Hidden T-intersection.
Poor delineation

−

Edgelines with RRPMs should be
provided.

−

Speed hump should be painted for
proper visibility.

−

Provide warning signs at all the three
legs of intersection.

−

Provide pavements
improved delineation

Span Consultants Pvt. Ltd.

Accept
Yes/No

Medium
Risk

Medium
Risk

Or

markings
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Item
No./Km
40
KM73+90
to
KM76 +50

Audit Findings

Village Hargaon on
both sides of the road
starts at KM 73+80
and ends at Km76+40.
There is insufficient
advance warning of
village and not enough
speed management.

−

Provide Rumble Strips or Speed
breakers with pavement markings on it
(refer IRC-35:1997, para 13.4, Figure 36, Page-54) at each end of the village
(KM73+80 and KM 76+40).

−

Provide intermediate Rumble Strips or
speed breakers at every 500 m within
the village.

−

Provide Village name sign boards on
bothsides of the road. These should
be placed at the location of speed
breakers at both ends of the village to
provide a Gateway effect to the
village.

−

Warning sign for “Speed Breaker
Ahead” located min. 50-60m in
advance of the breaker (refer IRC67:2001, para -14.33, page-8).

−

Provide Speed limit sign 50-100m in
advance of speed breaker sign.

−

Construction material should not be
stacked along the road. Also, mixing of
cement mortar on the carriageway
should be restricted for safety of
workers and traffic on the road.

−

Relocate the support posts outside
clear zone.

Paved shoulders and
edge lines are not
provided

Construction material
(sand and bricks)
found stacked on the
road and shoulders.
Also, mixing of cement
mortar
on
the
carriageway.
Support
posts
of
gantry are close to
carriageway edge.

Ranking
Risk

Recommendations

Shield the support posts of gantry.

41

Minor Intersection

Remove
encroachment
intersection

41.1
KM 76+60

A T-intersection with
village road. There are
no road marking, Give
Way or Stop sign.

For SH-21, provide :

from

Reasons/
Comments

Low
Risk

Medium
Risk

Or
−

Accept
Yes/No

the

−

Warning sign for Side Road (refer C24
for Right and C25 for left of Motor
Vehicle Act- Page 1028 and IRC67:2001.

−

Warning signs should be provided at
120m in advance of the intersection
(refer IRC-67:2001, Para 14.4.1,
Page-14 and Para 14.8, Page-15).

−

For other road markings, refer IRC35:1997 specifications.

Medium
Risk

For Village Road, provide :

Span Consultants Pvt. Ltd.

−

Warning sign for Major Road Ahead
(refer C29A of Motor Vehicle Act-Page
1030).

−

Warning signs should be provided at
120m in advance of the intersection
(refer IRC-67:2001, para 14.4.1, Page14 and Para 14.8, Page-15)

−

Stop sign (refer M1 of Motor Vehicle
September 2006
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Item
No./Km

Audit Findings

Ranking
Risk

Recommendations

Accept
Yes/No

Reasons/
Comments

Act- Page 1013 and IRC -67:2001
specifications).
−

Stop sign should be 1.5-3.0m in
advance of Stop line (refer IRC
67:2001, Para – 13.2.1.5, Page-9).

−

Stop line and other road markings
(refer IRC-35:1997, Para-9.3, Figure10, Page-21)

41

Minor Intersection

Remove
encroachment
intersection

41.1

A T-intersection with
village road. There are
no road markings,
Give Way or Stop
sign.

For SH-21, provide:

from

the

−

Warning sign for Side Road (refer C24
for Right and C25 for left of Motor
Vehicle Act- Page 1028 and IRC67:2001).

−

Warning signs should be provided at
120m in advance of the intersection
(refer IRC-67:2001, Para 14.4.1, page14 and Para 14.8, Page-15).

Medium
Risk

−

For other road markings, refer IRC35:1997 specifications.
For Village Road, provide:

41.2
KM 77+50
and
KM
77.70

A T-intersection with
village road. There are
no road markings,
Give Way sign or Stop
sign except Concrete
village name direction
sign.

Span Consultants Pvt. Ltd.

−

Warning sign for Major Road Ahead
(refer C29A of Motor Vehicle ActPage1030).

−

Warning signs should be provided at
120m in advance of the intersection
(refer IRC-67:2001, para 14.4.1, Page14 and Para 14.8, Page-15).

−

Stop sign (refer M1 of Motor Vehicle
Act-Page 1013 and IRC-67:2001
specifications).

−

Stop sign should be 1.5-3.0 m in
advance of Stop line (refer IRC
67:2001, Para -13.2.1.5, Page-9).

−

Stop line and other road markings
(refer IRC-35:1997, Para-9.3, Figure10, Page-21).

For SH-21, provide :
−

Warning sign for Side Road (refer C24
for Right and C25 for left of Motor
Vehicle Act- Page 1028 and IRC67:2001).

−

Warning sign should be provided at
120m in advance of the intersection
(refer IRC-67:2001, Para 14.4.1,
Page-14 and Para 14.8, Page-15).

−

For other road markings, refer IRC35:1997 specifications.

−

Replace village name sign with proper
sign.
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Item
No./Km

Audit Findings

Ranking
Risk

Recommendations

Accept
Yes/No

Reasons/
Comments

For Village Road, provide:

42 Culvert
(78/3)

43
KM78+60

−

Warning sign for Major Road Ahead
(refer C29A of Motor Vehicle ActPage 1030).

−

Warning signs should be provided at
120m in advance of the intersection
(refer IRC-67:2001, Para 14.4.1,
Page-14 and Para 14.8, Page-15).

−

Stop sign (refer M1 of Motor Vehicle
Act-Page 1013 and IRC-67:2001
specifications).

−

Stop sign should be 1.5-3.0 m in
advance of Stop line (refer IRC67:2001, Para-13.2.1.5, Page-9).

−

Stop line and other road markings
(refer IRC-35:1997, Para- 9.3, Figure 10, Page-21).

Culvert (78/3) parapet
walls are close to
carriageway
edge
within formation width.

−

Provide centreline and edgelines with
RRPMs.

Single lane bridge (4.0
m between parapet
walls).
Poor
delineation. Location
of stop line is not
correct.

− Bridge should be widened,
Or
Provide:

Other bridge exists by
the side of this Village
Semribhan

Medium
Risk

Or
−

Culvert should be widened to outside
the clear zone with 4:1 or more batter.
High
Risk

−

Edgelines 1:20 taper as per IRC35:1997, Figure-25, Page-41.

−

Stop line to be shifted at the start of
taper edge line.

−

Proper delineation with RRPMs or
guard posts.

− Guard fence across the bridge
Other bridge should be for pedestrian’s
movement.

44
KM79.2079.30
45
KM79+40

Centerline
is
not
marked across the
culvert at KM79+40

Centerline
painted.

be

Low
Risk

46
KM79+40

Replacement
School
Sign
required

of
is

School, sign at KM79+40 should be
replace for proper visibility.

Low
Risk

47
KM 80.0

T-intersection
village
road
Parseramal

with
to

T-intersection
village
road
Shekhpur

with
to

48
KM80.02

49

Minor Intersection

Span Consultants Pvt. Ltd.

at the culvert

should

−

Warning signs at all the approaches to
intersection.

−

Provide Give Way or Stop sign on
cross road

−

Warning signs at all the approaches to
intersection.

−

Provide Give Way or Stop sign on
cross road.

Remove
encroachment
intersection
September 2006
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Item
No./Km
49.1
KM80.02

Audit Findings

T-intersection
village
road
Shekhpur

with
to

Recommendations
−

Warning signs at all the approaches to
intersection.

−

Provide Give Way or Stop sign on
cross road.

Ranking
Risk

Hidden T-intersection
with
village
road.
There are no road
markings, Give Way
or Stop sign.

Refer item no. 49.1

Medium
Risk

49.3
KM82.85

Hidden T-intersection
with
village
road.
There are no road
makings, Give Way or
Stop sign.

Culvert should be widened to outside
clear zone with 4:1 or more batter

Medium
Risk

50 Culvert
(83/2)

Culvert (83/1) parapet
walls are close to
carriageway edge

Culvert should be widened to outside
clear zone with 4:1 or more batter

Medium
Risk

51 Culvert
(83/2)

Culvert (83/2) parapet
walls are close to
carriageway edge

Culvert should be widened to outside the
clear zone with 4:1 or more batter

Medium
Risk

52
KM 83.10

A T-intersection with
village road. There are
no road markings,
Give Way or Stop sign

Refer item no. 49.

Medium
Risk

53
KM84.20

Hidden T-intersection
with
village
road.
There are no road
markings, Give Way
or Stop sign

Refer item no. 49

Medium
Risk

54

Concrete
structure
(Gumati) and concrete
sign
close
to
carriageway.

Concrete structure (Gumati) and concrete
sign close to carriageway should be
removed and proper sign should be
provided outside the clear zone.

Medium
Risk

55
KM 85+10

Culvert KM 85+10.
Parapet walls are very
close to carriageway
edge.

Remove culvert parapet walls if it is not
functional

Medium
Risk

56
KM85+95
Km 86.20

Hume pipes stacked
on shoulder close to
carriageway

Hume pipes and other construction
material should not be stacked on
shoulder close to carriageway

Medium
Risk

57
KM
85+95 to
KM 86.20

Village
Jharekhapur
on both side of the
road.
There
is
insufficient
advance
warning of village and
not enough speed
management.

−

Provide Ramble Strips or Speed
breakers with pavement markings on it
(refer IRC-35:1997, Para 13.4, Figure
-36 Page-54) at each end of the
village.

−

Provide Village name sign boards on
bothsides of the road. These should
be placed at the location of speed
breakers at both ends of the village to
provide a Gateway effect to the
village.

Span Consultants Pvt. Ltd.
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Reasons/
Comments

Medium
Risk

49.2 KM
81+40
KM81.80

Paved shoulders and
edge lines through the
village
are
not
provided.

Accept
Yes/No

Low
Risk
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Item
No./Km

Audit Findings

Recommendations
−

Warning sign for “Speed Breaker
ahead” located min. 50-60m in
advance of the breaker (refer IRC67:2001, Para-14.33, Page-8).

−

Provide Speed limit sign 50-100 m in
advance of speed breaker sign.

Ranking
Risk

58
KM 86+10

Culvert parapet walls
at KM86+10 are close
to carriageway edge
within formation width.

Culvert should be widened to outside the
clear zone with 4:1 or more batter.
Parapet walls should be lowered to 200
mm max. height.

Medium
Risk

59
KM 86+20

Bridge parapet at KM
86+20 are close to
carriageway
within
formation width.

Immediate safety improvements,
Provide:

Medium
Risk

−

Accept
Yes/No

Reasons/
Comments

Guard fence at the bridge

− Provide edgelines with RRPMs
Complete solution, Provide :
−

Widen the bridge to full formation
width

−

Provide guard fence at the bridge

60
KM 86.80

A T-intersection with
village road. There are
no road markings,
Give Way or Stop
sign.

Refer item no. 49.

Medium
Risk

61
KM87+60

A T-intersection with
village road. There are
no road markings,
Give Way or Stop
sign.
Concrete
structure
(Gumati)
exists within formation
width.

Refer item no. 49..

Medium
Risk

62
Culverts
(89/1 and
89/2)

Two culverts (89/1
and 89/2) parapet
walls are close to
carriageway edge.

Culverts should be widened to outside the
clear zone with 4:1 or more batter.
Parapet walls should be lowered.

Medium
Risk

63
KM88+90

Brick Kiln on side road
at KM 88+90. No sign
at the intersection of
side road and SH-21.

For SH-21, provide :

Medium
Risk

Concrete structure (Gumati) close to
carriageway should be removed.

−

Warning sign for Side Road (refer C24
for Right and C25 for left of Motor
Vehicle Act-Page 1028 and IRC67:2001).

−

Warning signs should be provided at
120m in advance of the intersection
(refer IRC-67:2001, Para 14.4.1, page14 and page para 14.8, Page-15).

−

For other road markings, refer IRC35:1997 specifications.

For Side Road, provide:
−

Span Consultants Pvt. Ltd.

Warning sign for Major Road Ahead
(refer C29A of motor vehicle Act-page
1030)
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Item
No./Km

Audit Findings

Ranking
Risk

Recommendations
−

Warning sign should be provided at
120m in advance of the intersection
(refer IRC-67:2001, Para 14.4.1,
Page-14 and Para 14.8, Page-15).

−

Stop sign (refer M1 of Motor Vehicle
Act-Page 1013 and IRC-67:2001
specifications).

−

Stop sign should be 1.5-3.0 m in
advance of Stop line (refer IRC67:2001, Para -13.2.1.5, Page-9).

−

Stop line and other road markings
(refer IRC-35:1997, Para-9.3, Figure 10. Page-21).

−

Provide edgelines with RRPMs.

−

Provide guard fence 100m each side
of the culvert.

64 Culvert
(90/1)

Culvert (90/1) parapet
walls are too close to
carriageway
Inadequate formation
width, high fill & no
safety fence.

65
KM 89.15

A T-intersection with
village road. There are
no road markings,
Give Way or Stop
sign.

Refer item no. 49

Medium
Risk

66
KM
89.30

A T-intersection with
village road. There are
no road markings,
Give Way or Stop
sign.

Refer item no. 49

Medium
Risk

67
KM
89+4-89.5

Village Baragaon

Some rationalisation of
these village
along this road is required to avoid the
introduction of too many speed humps in
a relatively short distance.

Low
Risk

68 Culvert
(90/2)

Culvert (90/2) parapet
walls are too close to
carriageway
within
formation
width.
Inadequate width, high
embankment
and
steep end slopes of
fill. No safety fence.
Concrete seats for
passengers close to
carriageway edge.

−

Provide edgelines with RRPMs.

−

Provide guard fence 100 m each side
of the culvert.

High
Risk

Bridge at KM 90+05.
Inadequate formation
width No guard fence.
Poor delineation.

−

69
KM90+05

70
KM90.60

A T-intersection with
village
road
to
Bhurjiha. There are no
road markings. Give
Way or Stop sign.

Span Consultants Pvt. Ltd.

Concrete seats should be
further from carriageway edge.

Reasons/
Comments

High
Risk

relocated

Provide edgelines with RRPMs

− Consider provision of guard fence.
Or
−

Accept
Yes/No

Low
Risk

Medium
Risk

Culvert should be widened to outside
the clear zone with 4;1 or more batter

Refer item no. 49.
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Item
No./Km

Audit Findings

Recommendations

Ranking
Risk

Bridge
(92/1)
on
curve, parapet walls
are
close
to
carriageway
edge.
Dangerous
parapet
walls.
Inadequate
width,
high
embankment.
No
safety fence. Concrete
structure
(Gumati)
exists
close
to
carriageway.

−

Provide sign for curve ahead (refer
Motor Vehicle Act, Page 1022: C2 for
right hand curve and C3 for left hand
curve).

−

Provide guard fence 100m each side
of the culvert.

−

Provide edgelines with RRPMs.

−

Concrete structure should be removed

72
KM 91.45

A T-intersection with
village road Farakpur.
There are no road
markings, Give Way
or Stop sign.

Refer item no. 49.

Medium
Risk

73
KM 91+85

A T-intersection with
village road Rikhona.
There are no road
markings, Give Way
or Stop sign.

Refer item no. 49.

Medium
Risk

74
KM92.40

A T-intersection with
village road ShahMaholi. There are no
road markings, Give
Way or Stop sign.

Refer item no. 49.

Medium
Risk

75
KM 92.4092.60

Village Shah-Mohali

Some rationalization of these villages
along this road is required to avoid the
introduction of too many speed humps in
a relatively short distance.

Low
Risk

76
KM92+95

Broken
concrete
direction sign on LHS
close to carriageway.

Broken concrete direction sign close to
carriageway should be removed.

Low
Risk

77
KM 93-94

Concrete
structure
(Gumati) exists close
(2.5m from edge of
carriageway on LHS)
to carriageway.

Remove the Gumati,
Or
Provide guard fence

Medium
Risk

78
KM93.06

Staggered
Tintersection
with
village roads. Roads
oriented to Hariharpur
and Narsodi village.
There are no road
markings, Give Way
or Stop sign except
three
number
Concrete village name
direction signs.

Refer item no. 49

Medium
Risk

71 Bridge
(92/1)
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Item
No./Km
79 Bridge
(94/1)

Audit Findings

Bridge (94/1) has
6.4m clear distance
between
parapets.
High fill, No guard
fence
and
poor
delineation.

Recommendations
− Widen the bridge.
Or
−

Provide special sign i.e. standard sign
for Narrow bridge on big plate of
yellow background on both sides of
road and both the approaches.

−

Provide bridge width marker sign

−

Provide centreline

−

Provide edgelines with RRPMs

−

Consider the provision of guard fence

Ranking
Risk

Concrete block sign
close to carriageway
edge at KM93+90

−

Concrete block sign close to
carriageway edge should be shifted of
the formation

Medium
Risk

81 Culvert
(95/1)

Culvert (95/1) Parapet
wall on LHS is close to
carriageway edge.

−

Remove culvert parapet wall if it is not
functional.

Medium
Risk

82
KM94.20

A T-intersection with
village road Nasirapur.
There are no road
markings, Give Way
or Stop sign.

Refer item no. 49.

83
KM
94.7094.90

Village Nankari.

Some rationalization of these villages
along this road is required to avoid the
introduction of too many speed humps in
a relatively short distance.

Low
Risk

84
KM 94+95

Concrete block sign
close to carriageway
edge at KM 94+95

Concrete block sign close to carriageway
edge should be shifted of the formation.

Medium
Risk

85

Narrow Bridges

85.1
Bridge
(96/1)

Narrow Bridge (96/1)
on the channel. Clear
width
between
parapets is 5.2 m.
Poor
delineation.
Missing
sign
for
narrow bridge. Also,
village road along the
channel to RHS.

−

Provide Narrow bridge sign (refer C12
of Motor Vehicle Act-Page 1024 and
IRC-67:2001 specifications).

−

Provide bridge width marker sign.

−

Provide edgelines with RRPMs.

−

Provide signs and road markings for
SH-21 and village road according to
Item No. 49.

Unexpectedly narrow
(single lane) bridge.
Poor
delineation.
Missing
sign
for
narrow bridge.

−

Widen the bridge.
Or

−

Provide Narrow bridge sign (refer C12
of Motor Vehicle Act-Page 1024 and
IRC-67:2001 specifications).

−

Provide bridge width marker sign.

−

Provide edgelines with RRPMs.
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Item
No./Km

Audit Findings

Ranking
Risk

Recommendations

Refer Item No. 49

86
km 96+0

T-intersection
with
village road. Road
oriented to Gaura
Arjunpur village. There
are no road markings,
give way or stop sign
except three number
concrete village name
direction signs.

87
km 96.2096.30

Village Tedwa-Chilola

−

Some rationalisation of villages along
this road is required to avoid the
introduction of too many speed humps
in a relatively short distance.

Low
Risk

88
km 97+0
to 97+10

Culvert parapets close
to carriageway within
formation width. Steel
posts on RHS close to
carriageway edge.

−

Culvert should be widened to outside
the clear zone.

Medium
Risk

−

Remove the steel posts close to
carriageway edge.

89
km 96+80

Steel posts from km
96+80
to
the
intersection
are
running close to the
carriageway
edge
within formation width.

Steel posts should be removed and
placed outside the clear zone.

90
km 97+80

Statue
at
the
intersection in centre
of
road.
Poor
delineation.

Line marked around the statue.

Medium
Risk

91
km 98+10

Culvert parapet wall
are
close
to
carriageway edge.

Culvert should be widened to outside the
clear zone with 4:1 or more better.
Parapet walls should be lowered to 200
mm max. height.

Medium
Risk

92
km 98+0

Culvert from km 98 to
km 98+60

Provide edgelines with RRPMs along the
curve.

Low
Risk

93
km 98+40

Concrete pedestal of
transformer is close to
carriageway edge.

Concrete pedestal close to carriageway
edge should be relocated.

High
Risk

94
km 98+60

Curve from km 98+0
to
km
98+60.
Edgelines
and
guidelines are not
provided.

Provide guide posts and edgelines along
the curve.

Medium
Risk

95
km 99+20

Poor delineation of
speed hump before
level railway crossing
and warning sign is
missing.

Speed hump should be painted for good
visibility and warning sign should be
provided before level railway crossing.

Medium
Risk

96
km 99.90

Sharp curve. Warning
sign
and
chevron
marking missing.

Provide warning
marking missing.

Medium
Risk
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Item
No./Km
97
Km
100

Audit Findings

Ranking
Risk

Recommendations

Accept
Yes/No

Reasons/
Comments

Two Railway Level Crossings
99-

Level crossing at km
99+20:

−

Remove steel rails parallel to the road
edge on both sides.

−

Steel rails parallel
to road on both
sides.

−

Provide
barrier
lines
on
approaches of level crossing.

−

−

Missing barrier line

−

Missing
lines.

Provide missing edge lines where
concrete paved hard shoulder is
provided.

at

−

Replace old sign with proper sing for
level railway crossing.

−

Old sign form level
crossing is not
clear.

−

Replace the single barrier line with
double barrier line.

−

−

Single barrier line

Missing edge
provided.

−

Missing edge lines
after
level
crossing.

−

Concrete sing for
should be replaced.

−

Concrete sing for
speed breaker.

Level Crossing
km 99+500;
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VicRoads Policy Catalogue

Policy Status:
Approved

Road Safety Audit
Statement of Policy
Major Projects, Regions and relevant Departments shall carry out Road
Safety Audits throughout the planning, design and construction stages of new
road projects in accordance with the process detailed in the AUSTROADS
Road Safety Audit guide (2002). Road safety audit is a process intended to
assist in achieving a safer road network through the application of sound road
safety practice.
Detailed Requirements and Performance Standards
a.

Purpose of Audits
Road safety audits are undertaken to identify safety issues in a new road
design so that those who are responsible for delivering the particular'
outcome (conceptual design; functional plans; detailed plans;
constructed works) can take these findings into .account and make the
necessary amendments.

b.

Project Selection
As a minimum, road safety audits shall be carried out on the following
basis:
Major Projects
All projects with an estimated construction cost exceeding $3m shall be
audited at all stages from planning through to pre-opening.
Other Projects
For projects costing less than $3m, road safety audits shall be carried
out at detailed design stage for all projects in the range $0.15m - $3.0m.
Audit stages from planning through to pre-opening should also be carried
out and be spread across a range of projects based on an assessment
of risks associated with the project characteristics (i.e. a particular job
would not necessarily be audited at every stage).

c.

Stages of Audit
Road safety audits covered by this policy shall be carried out in
accordance with the AUSTROADS Road Safety Audit guide (2002). The
guide refers to six stages of audit:

•
•
•
•
•
•

feasibility
preliminary design
detailed design
road works traffic management
pre-opening

reviews of existing roads. (This stage of road safety audit is
purposefully termed road safety review in the AUSTROADS guide
(2002). It is covered in a separate Policy and is not covered in this
Policy)
Feasibility
For major projects the number and timing of road safety audits will vary,
depending on the nature and complexity of the job.
The initial audit shall be carried out at the earliest possible time to enable
the audit findings to be considered sufficiently early $,0 that any
desirable changes/options can be incorporated at minimum cost and
generate minimum community concern.
The last audit of the feasibility stage of a road project shall be carried out
prior to the' planning scheme amendment being finalised and prior to
formal approval being sought. .
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For projects costing less than $3m it is likely that more than one audit
may be required for the larger and more complex works. However, the
requirements outlined above under project selection shall apply.
Preliminary Design
This stage provides for the development of traffic engineering layouts
and the establishment of the horizontal and vertical alignment. For major
projects road safety audits should be carried out as early as possible
prior to the preliminary design being finalised, and, at the completion of
this stage to ensure departures from the agreed desired solution have
not been made.
When audits are carried out of other projects a similar approach should
be adopted as for major projects where the works are more complex.
Detailed Design
Similar- to the planning and functional design stages, road safety audits
shall be carried out for major projects both during the development of the
detail design and at its completion prior to the signing of the drawings.
For other projects in the range $0.15m - $3.0m, audits are required for
all' projects. The number of audits at this stage for other projects less
than $0.15m would depend on the complexity of the works and an
assessment of risks associated with the project type.
Roadwork Traffic Management (during construction)
For major projects, road safety audits of the proposed staging and road
works signing plans shall be carried out before any on ground works
commence, and when any major change in the roadwork traffic
management is to happen.
Such audits shall assess the provision of sidetracks, the road geometry
of the temporary arrangement, the use of temporary signing and line
marking, the use of temporary safety barriers and the proposals for traffic
management. These audits shall consider the effect of such staging on
the safe operation and amenity of the adjacent road network.
When major changes are made to the staging arrangements a further
road safety audit shall be carried out to ensure that safety standards
have not been diminished.
For other projects road safety audits shall be used as required by
Section 166 - Traffic Management, of the Standard Specifications and as
assessed necessary by site conditions.
Pre-opening
On major projects towards completion of construction and prior to
opening to traffic a road safety audit shall be carried out to confirm that
the completed works will operate safely for all road users.
For other projects, pre-opening road safety audits should be
undertaken on selected projects based on an assessment of risk
associated with the project type and the condition of the project- justprior to opening. For projects that have not had a detailed design audit a
pre-opening audit is required.
Road Safety Audit Requirements - Summary
For projects costing more than $3.0m RSA's are required at all stages (5
No.), projects less than $3m and more than $0.15m – all projects shall
be the subject of a RSA at the detailed design stage. All projects to be
referred to PRC to be the subject of an RSA immediately prior to referral.
Project Cost (TEC)
RSA Stage

> $ 3.0m

> $ 0.15 m
< $ 3.0 m

< $ 0.15 m

Feasibility / Concept

All

#

#

Preliminary Design

All

#

#

Detailed Design

All

All (1)

# (2)

Roadwork Traffic Schemes

All

#

#

Pre-opening

All

#

#
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:

# As designated by Regional or Project Management based on risk assessment.
(1)

Exceptions to this requirement are allowed where minimum design is involved, such as shoulder sealing, or
the project involves minimum change in traffic conditions. For practical purposes the value of other projects
should be less land acquisition and service relocation costs.

(2)

A pre-opening road safety audit is required if the project has not had a detailed design audit.

d.

Road Safety Audit Team
Whilst there is no specific number of people that should comprise the
audit team it is likely there would be a minimum of two, each of whom is
registered on the VicRoads approved database of road safety auditors,
It is essential that the team is highly knowledgeable and skilled in all
facets of the work being audited and is independent of the project.
One person may be able to undertake a satisfactory audit of a small
project, generally on a road with low volumes and speeds, depending on
the stage being audited.

e.

Road Safety Audit Report
The output from a road safety audit is the preparation of a formal report
by the audit team.
This report shall list the safety issues identified, together with a brief
explanation of each. Reference to current standards and road safety
principles and practices shall also be given where applicable.

f.

Responsible to the Road Safety Audit Report
Design stage audits carried out by Consultants
The Senior Road Safety Auditor (the team leader of the audit team) is
required to submit the road safety audit report to the Planning/Design
Consultant.
The Consultant shall submit a written response to the Superintendent,
setting out the proposed course of action to address the
deficiencies/concerns identified. A copy of the safety audit report shall be
submitted with the Consultant response, In consultation' with the
Consultant the Superintendent shall resolve all actions to be taken
before the project proceeds.
The Superintendent shall initiate changes to VicRoads standards and
processes where these have shown to be deficient and shall report
actions to the Business Area Manager,
Design and Construction Contracts-"
The independent safety audit consultant required under the contract
shall submit the formal audit report to the Contractor.
The Contractor shall submit a written response to the Superintendent
setting out the proposed course of action to address the
deficiencies/concerns identified. A copy of the safety audit report shall be
submitted with the' Contractor's response. In consultation with the
Contractor, the Superintendent shall resolve the actions to be taken
before the project proceeds.
The Superintendent shall initiate changes to VicRoads standards and
processes where these have shown to be deficient and report actions to
the Business Area Manager.
Construction Contracts
.As the Contractor in this case has not been responsible for the detail
design of the works. VicRoads shall arrange for the required safety
audits.
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The independent audit team shall submit the formal road safety audit
report to the Superintendent/Project Engineer who shall ensure that a
written response is made to the Business Area Manager. This response
shall provide solutions to the deficiencies/issues raised, or where it is
considered that changes are not required or are not practical, the
reasons for such rejection shall be fully explained before the project
proceeds.
The Superintendent shall initiate changes to VicRoads standards and
processes where these have shown to be deficient and report actions to
the Business Area Manager.
Key Responsibilities
a.

Genera/ Manager Road Safety
The GMRS shall:

b.

•

develop the policy and standards for road safety audit and arrange
for detailed guidelines to be prepared;

•

obtain corporate approval to the .road safety audit policy and
standards;

•
•

develop and market road safety audit training programs;

•

audit and evaluate the outcomes of road safety audit and
recommend changes when required.

ensure organisational compliance with the corporate road safety
audit requirements; and
m.

Director Regional Support / Director Major Projects
The D-RS and D-MP shall ensure that standard specifications are
developed for the application of road safety audits and that they are
applied in accordance with the corporate requirements and standards.
The D-RS and D-MP shall ensure that records associated with Road
Safety Audits are available. These records shall
include:
i) Projects audited and stage of audit
ii) Audit recommendations.
iii) Record of closure of audit recommendations.

c.

Business Area Managers
BAM's shall ensure that individual contracts and projects include the
necessary provision for road safety audits and that they are implemented
in accordance with the corporate requirements.

d.

Superintendents/Project Engineers
Those officers who are directly responsible for the management of the
works shall administer the conduct of road safety audits in accordance
with the specification and detailed requirements.
Related Technical Guidelines, Standard Specifications and Codes
of Practice
Road Safety Audit guide ~ January 2002 (AUSTROADS)

Submitted by Phill Jordan on 05/09/2003
Approved by Eric Howard on 26/11/2003
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ROAD SAFETY ACTION PLAN

11.1 INTRODUCTION
The State Road Safety Policy, which has been approved by the State Road I Safety Council, is
set out in Volume I, Chapter 4:(For reference the Policy is included as Annexure N, at end of this
Volume). It is expected that the Road Safety Policy will remain in place for many years, during
which time various Action Plans will be prepared by a range of organizations to address a range
road safety issues.
The preparation of the Action Plan involved two stages. The first stage was to identify a limited
number of actions that could be commenced almost immediately and will quickly show
improvements in road safety. The proposed actions are set out in the next section. The second
stage was to detailed these actions into a time-bound Action Plan

11.2 PROPOSED ACTIONS
(i)

Re-invigorate the State Road Safety Council (SRSC)
It is envisaged that the re-invigorated SRSC would be a statutory autonomous apex body.
The Chief Minister would be the chairman and his Minister of Transport would serve as
Vice-Chairman. In this way the importance that the State places on Road Safety would be
made clear to all; this alone would increase the awareness amongst politicians,
professionals and the public at large concerning road safety matters.

(ii)

Improve Co-ordination between the Institutions involved in Road Safety and build
Institutional Capacity
One of main benefits of setting up the SRSC and its SRSB is that they will address
directly the problem of poor or non-existent co-ordination between concerned agencies.
For one of the main departments concerned with road safety - the PWD an Institutional
Development Strategy (IDS) has been drawn up. IOS should be developed for the Police
with respect to Traffic and Road Safety matters and the Transport Department.
The Institutional Development Strategy for the PWD should be implemented as a matter
of urgency.

(iii)

Establish Arrangements for Funding Improvements in Road Safety
Improving road safety does not come cheaply, nevertheless it is universally accepted that
improving road safety is a worthwhile investment.
From the financial analyses carried out to date it is clear that Road Safety warrants a
separate budget heading. The allocation of the budget to individual departments and
agencies would be the responsibility of the SRSC assisted by its SRSB. It would be the
SRSB who would monitor the expenditure and ensure that value for money was being
achieved.
Additional sources of funding such as insurance companies should be sought.
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Increase the Resources to the Police to Enhance their Enforcement Efforts
Enforcement of the traffic rules has to be continuous and the rules have to be enforced
state-wide. To do this in a meaningful way the police require more trained manpower and
more equipment including special vehicles such as interceptors.

(v)

Increase the Resources Available to the Regional Transport Offices for Testing
Vehicles
The efficient and proper testing of vehicles requires specialized equipment. The RTOs
should be provided with such equipment, together with the additional trained personnel
needed to operate the equipment. Delhi has recently installed such equipment.
Once vehicle testing is carried out using standardized equipment it is possible that some
testing could be carried out by private sector companies regulated by RTOs. Such testing
could be made self-financing by charging vehicle owners for the test.

(vi)

All highway design, maintenance and construction to be based on current Indian
Roads Congress (IRC) Standards
It will be the Public Works Department (PWD) which will be at the forefront of
implementing this Action. At the moment the Upgrading and the Major Maintenance
Proposals included in the U.P. State Roads Project are currently being brought up to the
current IRC Standards.
To achieve wider application of current IRC Standards copies of the standards should be
made available in all PWD Offices.

(vii)

Develop a State-wide Policy for Setting Speed Limits
Vehicle speeds are increasing due to road improvements and from the increasing number
of modern vehicles on State Roads. Speed Kills is a well known road safety statement.
On many improved roads it is all too easy for vehicle drivers to exceed the safe speed for
a particular stretch of road and drivers who have been driving on a National Highway
often find it hard to adjust their speed to that appropriate for state roads when they exit
from the National Highway.
On a rural road it is accepted by all that although the road geometry and road surface
may be the same throughout the length of the road the safe speed is very much less than
the safe speed on open roads.
There would be different speed limits for open roads, rural roads through villages, hilly
roads, residential roads, narrow roads, wide roads, single and dual carriageways, city
centres, suburban roads etc. It is most important that the setting of speed limits should be
on a consistent basis throughout the State.
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A committee of senior professionals should be charged with the task of drawing up
guidelines for setting speed limits. The Guidelines would take account, inter alia, of the
road alignment, the adjacent land-use, the accident records and the current vehicle
speeds. Ideally the committee should be selected by the SRSB who will report the
findings of the committee to the SRSC for confirmation of the Guidelines/Policy.
(viii)

Develop a Programme for Implementing Traffic Signs and Road Pavement
Markings on State Roads
On schemes developed using current IRC Standards, traffic signs and pavement
markings will be included as a matter of course.
The next step will be to develop guidelines for use in urban and rural areas:
•
•
•

Identifying junctions where traffic signs and pavement markings indicating priority
should be implemented.
Identifying roads where centre-lining should be carried out and also where edgelining should be added.
Identifying where speed breakers should be located to force drivers to reduce their
speed and where additional speed breakers should be placed to encourage traffic
to travel at reduced speed.

The SRSB should be responsible for identifying the professionals, drawn in the main from
the PWD, the Police and the urban planning agencies to be assigned this work. In
addition the SRSB would be responsible for the co-ordination of this work and for
ensuring that current best practices are included.
Having developed these guidelines referred a state-wide programme should be drawn up
to implement the system of traffic signs and pavement markings. Individual
implementation programmes should be prepared for districts and major urban areas.
Local communities should be involved with implementation. This could have result in
lower levels of damage and theft. If possible at least some of the traffic signs should be
manufactured locally, and the installation of the signs and the painting of pavement
markings should be carried out by local people. Involving local communities in this way
would increase road safety awareness.
The SRSB would be responsible for the implementation programmes and would be
expected to report on a regular basis to the SRSC.
(ix)

Amend the U.P. Vehicle Rules to make Seat Belt wearing by vehicle drivers and
their front seat passengers compulsory
To achieve a high percentage of compliance with the new law there will need to be a
major publicity campaign emphasizing the benefits of seat belt wearing for a short period
before the law is changed and continuing after the law is changed. In the months
following the change in law it is essential that law is strictly enforced in both the urban and
rural areas. It is also important that a good example is set by all government officials.
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Amend the U.P. Vehicle Rules
The following amendments are proposed:
•
•
•
•

To make it compulsory for helmets to be worn by two-wheeler drivers and their
pillion passengers.
To restrict the number of persons on a two-wheeler to two.
To prohibit children under seven years of age riding on a two wheeler. .
To make it compulsory that anyone driving a vehicle must have at least a learner’s
licence.

The most important of the amendments relates to helmet wearing, which, provided that it
is fully enforced will reduce fatalities and grievous injuries to two-wheeler riders whether
they are drivers or passengers.
(xi)

Implement a Computerized Accident Reporting and Analysis System
The first step is to have all accidents recorded on the Indian Road Accident Report Form
(IRARF). A bi-lingual version (Hindi and English) of the form has been created and police
officers from a number of districts have been given one full day's training in filling in the
form. In addition, a number of the police officers who provide training to police in the
reporting of accidents also attended the training.
To address the requirement for the precise location of accidents on digital maps of the
main urban areas and the rural districts it is proposed that the base for the main urban
areas should be satellite images and in the rural areas the Survey of India 1:50,000
Topographical Survey Sheets should be the basis.

(xii)

Improve Driver Training and Testing
It is important that driver testing should be a transparent process. Also it benefits no one
for persons to be handed driving licences without demonstrating that they are persons
who are fit to drive safely. Use computers to test drivers can be both transparent and
efficient.
The first step would to acquire or develop simple computer software that would test the
drivers by asking a series of multiple choice questions of which some would relate to
hazard awareness. By way of example two typical questions from the UK Test are given
below:
For the training and testing of truck and bus drivers tests could be devised with questions
pertinent to their vehicles. In addition the use of vehicle simulators for training (and
testing) truck drivers would improve the quality of their driving - particularly important
bearing in mind that they are judged by the police reporting accidents to be the cause of
some 40% of fatalities in road accidents. The Automobile Association in Delhi have a
simulator which is use to train truck drivers.
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The material prepared for testing drivers would assist with the teaching of road safety in
colleges and indeed would be useful in raising awareness of road safety in professionals
and the public at large.
(xiii)

Improve Emergency Medical Services for Road Accidents
All persons involved in road accidents should have the benefit of effective trauma care
and -health management. The essential functions of such a service include:
•
•
•

provision of rescue operation including pre-medical care and first aid at the site of
an accident
transport of the victim from the accident to an appropriate hospital
and the subsequent provision of more definitive treatment.

Training in basic first aid should be provided to police, fire and other emergency service
personnel such as those on ambulances.
Regional and district trauma plans should be prepared. The preparation of the plans must
take into account that many accidents occur at night
All publicly owned or operated vehicles should carry first-aid kits.
Traffic Aid Post Schemes should continue to be developed and improved.
The provision of emergency medical services involves a number of agencies and
achieving the required co-ordination between these agencies should lie with the SRSB.
(xiv)

Develop an U.P. Highway Safety Code
In 1996 The Indian Roads Congress published the Highway Safety Code. This document
provides sound advice to all road users and in this way it fulfils a similar role t6 UK's
Highway Code. The UK Highway Code is the basis on which the now compulsory Theory
Test is based. There are 893 Official Questions from which a selection are posed to
persons seeking a driving licence.
It is proposed that an U.P. Highway Safety Code should be developed based on the IRC
Highway Safety Code. It is further proposed that in the first instance short booklets are
produced for each type of road user. When this has been done it would be a relatively
simple task. to compile a single comprehensive document All documents would be in
Hindi. The early production of a booklet for children would greatly facilitate the teaching
road safety in schools.
These documents would form the basis for driver training and testing and raising
awareness of road safety amongst all road users.
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Develop a Programme of Road Safety Awareness Publicity Campaigns
The programme should be designed to coincide with changes of law and the introduction
of the system of traffic signs and pavement markings.
The campaigns should use the most appropriate media for getting their message across
and would include television and newspaper advertisements and roadside hoardings.
Wherever possible sponsorship for the campaigns should be obtained.
Notice boards in RTO and Police Stations should be set up and include the current
month's accidents in the locality and in the state. Similar notice boards should also be set
up in locations such as schools, colleges, hospitals, major workplaces, and bus and
railway stations.
Many of the campaigns should be targeted at individual districts and be relevant to road
safety issues in those districts.

11.3 ROAD SAFETY ACTION PLAN - MICRO LEVEL
The specific actions to be taken by various departments during the next 3 year period, together
within the specific time frame and financial requirements and source of funding are given in the
Chart 11.1
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U. P. State Road Safety Action Plan - Chart 11.1
Action Plan
Responsible of State Road
Safety Council
Constitution of State Road
Safety Board. Appointment
of Board Members

Responsibility
Department /
Agency

Time Frame (From date of acceptance of the RS Report) Months
1

2

3

4

5

6

7

8

9

Source of
funding

10 11 12 13 14 15 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 31 32 33 34 35 36

Transport

-

Transport

Govt. Fund

Constitution of District Road
Transport /
Safety Councils (Headed by
SRSB
Div. Crs / Dms)

Govt. Fund

Constitution of State Road
Safety Fund including
appointment of Committee
Members

Budget allocation Tr. Police Sport fine
Police & RTO,
compounding fee,
cess on fuel, vehicle
sales etc.

Transport /
Home

Issue of amendments to UP Transport /
MV Rules
Home

-

Improving accident
reporting system

SRSC / SRSB

-

Printing of accident (IRAR)
forms & distribution to all
police stations

Home (Police)

Govt. Fund

Purchase of computer
software

Home (Police) &
PWD (WB)

WB / Road Safety
Fund (RSF) /
Union Govt.

Preparation of Road Maps
(District Wise) & Coding

PWD (WB)

WB / RSF / Union
Govt.

Training of Police Personnel Police Training
to fill up the IRAF and
College, Sitapur
keying data into computer
& Moradabad

RSF / Govt.

Training in software usage
(PWD Engineers & Police
Personnel)

PWD (WB) and
Tr. Directorate

RSF / Govt.

Establishment of Road
Safety Audit wing in PWD

PWD

-

Making RSA compulsory in
the future planning,
designing of all roads,
especially to look into the
safety requirements of
vulnerable road users.

PWD

WB / RSF /
MoSRT&H

Span Consultants Pvt. Ltd.

September 2006

11-7

Consultancy Services-Institutional Support and Technical Assistance to the Road Safety Sector in the State of
Uttar Pradesh

Action Plan

Responsibility
Department /
Agency

Final Report & Action Plan

Time Frame (From date of acceptance of the RS Report) Months
1

2

3

4

5

6

7

8

9

Source of
funding

10 11 12 13 14 15 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 31 32 33 34 35 36

Constitution of a committee
to review the design
standards & highway
maintenance guidelines

PWD

-

Black Spot Identification
Programme

PWD (WB)

Taken up as
separate
consultancy work

Training of PWD Engineers
under QIP @ NITHE, New
Delhi / Abroad

Engineer-inChief, PWD

WB / RSF / Govt.

Raising awareness among
key-decision

SRSC / SRSB
and DRSC

Govt. of UP/ RSF/
SRSC/SRSB

Road safety awareness
SRSC / SRSB
campain to cover all citizens and DRSC

Govt. UP / RSF /
WB assistance /
MoSRT&H

Special road safety
awareness campain for
pedestrian / cyclist / two
wheelers users

Govt. UP / RSF /
WB assistance /
MoSRT&H

SRSC / SRSB
and DRSC

Planning & designing and
implementation RS
SRSC / SRSB
programme for traffic
Traffic
personnel, school teachers,
Directorate
tour planner & NGO’s
(monghtly programme)
Purchase of vehicle testing
equipments

Govt. UP / RSF /
NGO / MoSRT&H
/ WB

Transport

WB / MoSRT&H /
UP Govt.

Transport /
SRTA

Govt. UP

Training of personnel
Amendment to UP, MV
Rules incorporating
stringent standards for
registration & use of
agricultural tractor & trailer.
Setting up of 5 driver
training institutes (DTI) at
KAVAL towns

RSF / MoSRT &
H/WB / Govt. of
UP

Purchase of computers &
softwares to test the driving Transport
skills / knowledge of Tr.
Rules.
Training of MVI’s for
computer software usage
Accident clinic programme
for drivers involving in fatal
accidents at DTI

RSF / WB /
MoSRT&H

SRSC / SRSB
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Action Plan

Responsibility
Department /
Agency

Time Frame (From date of acceptance of the RS Report) Months
1

2

3

4

5

6

7

8

9

10 11 12 13 14 15 16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 31 32 33 34 35 36

Source of
funding

Inclusion of road safety
subject in school / college
education

Basic,
Madhyamik,
Higher Education
Deptt. / SRSB

Govt. UP

Planning & Implementation
of highway patrol traffic aid
post @ 50 km interval on
NH & SH.

SRSB / Home /
PWD

MoSRT&H / WB /
NGOs

Organise first aid training
programme for police, fire,
ambulance staff (monthly
programme)

SRSB / Home /
Fire Service /
DGPH

RSF / MoSRT&H /
WB / NGOs

Govt. UP / Pvt.
To develop Trauma centres
Partners / SRSC/
in KAVAL towns
SGMPH

Pvt. Fund / Govt.
UP (MPH) /
MoSRT&H

Establishment of free legal
service for accident victims

Pvt. / Govt. /
Partnership /
NGO’s

Pvt. / Govt.
Partnership /
NGOs

Entrust research studies on:
1. Drining & Driving
2. Seat belt wearing
3. Helmet wearing
4. Safety & Pdestrian &
cyclist in KAVAL towns

SRSC / SRSB /
IIT, Kanpur /
NGOs /
Research,
Educational
Institutions

RSF / MoSRT&H /
WB

Abbreviation

Full Form

Abbreviation

Form

PWD

Public Works Department

NGO

Non Government Organisation

SRSC

State Road Safety Council

KAVAL

Kanpur, Allahabad, Varanasi, Agra, Lucknow

SRSB

State Road Safety Board

UP

Uttar Pradesh

RTO

Regional Transport Officer

E-in-C

Engineer in Chief

WB

World Bank

MV

Motor Vehicle

RSF

Road Safety Fund

RS

Road Safety

MoSRT&H

Ministry of Shipping Road Transport & Highways

DM

District Magistrate

SRTA

State Road Transport Authority

IRAR

Indian Road Accident Report

DGMPH

Director General of Medical Public Health

DTI

Driver Training Institute

MPH

Medical Public Health

IIT

Indian Institute of Technology
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RAISING AWARENESS ABOUT ROAD SAFETY ISSUES

Policy Statement
The Government will make increased efforts to promote awareness about the seriousness
of the road safety problem, its social and economic implications and the necessity to curb
the rising menace of road accident. This will facilitate various stakeholders to play their
rightful role in promoting road safety.
Strategies
1.1.

Raising awareness among key decision-makers and stakeholders to facilitate them for
planning and promoting road safety.

1.2.

Raising awareness about the gravity of road safety issues among all citizens of the state
to enable them to treat it as an important state problem.

1.3.

To enlighten the various road user groups with respect to their roles and responsibility.

2.

PROVIDING ENABLING LEGAL, INSTITUTIONAL AND FINANCIAL ENVIRONMENT
FOR ROAD SAFETY

Policy Statement
The government will clarify the institutional responsibilities for the various stake holders
in road safety and take appropriate measures to ensure that the required legal,
institutional and financial environment for road safety is put in place. The reforms in these
areas would take into account an active and extensive participation of the community at
large and of private and business sector as well as of NGOs.
Strategies
2.1.

To create enabling legal framework for road safety at all levels.

2.2.

To create enabling institutional framework for managing road safety.

2.3.

To create enabling financial framework for road safety.
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ROAD SAFETY INFORMATION DATABASE

Policy Statement
The Government will establish a state-wide road safety information system. In doing this
the government will seek increased help and assistance for the Union Government as
provided for in the National Road Safety Policy.
Strategies
3.1.

Improve the reporting of important details at the scene of the accident shortly after the
occurrence of the accident.

3.2

Improve the storage and accessibility of all data relevant to an accident such as vehicles
person involved, and road environment.

3.3.

Contribute to the development of the comprehensive road safety information database
included in the National Road Safety Policy.

4.

SAFER ROAD INFRASTRUCTURE

Policy Statement
The Government will undertake additional steps to promote road safety measures at local
as well as at state level. Safety conscious planning and design of roads and road network
will be encouraged whilst undertaking new as well as up gradation and rehabilitation road
schemes through application of road safety audits. Continuing application of ITS to
achieve a safe and efficient transport system will be encouraged.
Strategies
4.1.

Review the design standards, codes, guidelines, etc. access and development control
procedures currently in use in the state and ensure best practices in road safety are
incorporated and also develop highway maintenance guidelines to ensure that there is no
deterioration of road safety during the 'life' of the road.

4.2.

To facilitate quality improvement of practicing highway engineers on various road safety
aspects through training and dissemination of appropriate road safety knowledge.

4.3.

Adopt accident reduction strategies for existing roads through black spot improvement
programmes.

4.4.

Require all proposed new and rehabilitation road schemes to be checked from a safety
perspective for all types of road users during the planning and design stages through
Road Safety Audit.
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SAFER VEHICLES

Policy Statement
The Government will take steps to increase the effectiveness of the control of operation
and maintenance standards and the means by which it can be assured in order to
minimize adverse safety and environmental effects of vehicle operation on road users and
infrastructure.
Strategies
5.1.

To promote the statutory periodic inspection as an essential check on the roadworthiness
of all vehicles.

5.2.

To minimize adverse contribution of vehicle conditions on roads and road users.

5.3.

Adopt more stringent standards for the registration and use of agricultural vehicles and
trailers.

6.

SAFER DRIVERS

Policy Statement
The Government will continue to encourage the provision of infrastructure and tools for
setting up proper driver training. Testing and evaluation systems will be acquired to
provide uniformity in driver training and licensing procedures.
Strategies
6.1.

To facilitate the development of systems that ensure only safe and competent new drivers
are permitted to use the roads.

6.2.

To improve manpower both quantitatively and qualitatively, to test and evaluate the
driving ability of all license applicants.

6.3.

To qualitatively improve the safety performance of the existing identified driver groups
contributing to road safety problems.
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SAFETY FOR VULNERABLE ROAD USERS

Policy Statement
The design and construction of all road facilities will take into account the needs of
vulnerable and physically disadvantaged in an adequate and equitable manner. The
government will seek to identify the current "best practices" in this area and disseminate
widely to town planner, architects and highway and traffic engineer.
Strategies
7.1.

Recognize vulnerable road users (VRU) as equally important elements as the motorized
vehicle in the planning, designing, construction and operation of roads and to provide for
their special needs.

7.2.

To encourage NGOs to work with vulnerable road users to increase their awareness of
the dangers from vehicle traffic.

8.

ROAD TRAFFIC SAFETY EDUCATION AND TRAINING

Policy Statement
Road safety knowledge and awareness will be created amongst the population through
education, training, and publicity campaigns. Road safety education will focus on school
children and college going students, while road safety campaigns will be used to
propagate good road safety practice among the community. The government will
encourage all professionals undertaking road design, road construction, road network
management, traffic management and law enforcement to obtain adequate knowledge of
road safety issues.
Strategies
8.1.

Development of formal and informal road safety education systems and learning aids for
children of various age groups.

8.2.

Planning and implementing community based road safety programmes to engage local
people as well as NGOs in areas of road traffic safety that most affect their daily lives.
This would cover urban, sub-urban and rural areas.

8.3.

Planning, designing and implementing training programmes for various specific
professional groups having responsibility of road safety management such as traffic
personnel, highway engineers, school teachers, town planners, NGOs etc.
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TRAFFIC ENFORCEMENT

Policy Statement
The government will seek to improve the quality of their traffic enforcement agencies and
respond positively to the Union Government initiative to establish Highway patrol forces
on National and State Highways.
Strategies
9.1.

To undertake appropriate steps to ensure the traffic police are adequately manned,
trained and equipped to carry out their function ensuring safe road use and orderly traffic
flow.

9.2.

To undertake appropriate steps to ensure the transport department officers are
adequately manned, trained and equipped to carry out their function ensuring vehicles
are safe including being overloaded.

10.

EMERGENCY MEDICAL SERVICES FOR ROAD ACCIDENTS

Policy Statement
The government will continue to strive to achieve its target that all persons involved in a
road accident benefits from speedy and effective trauma care and health management.
The essential functions of such a service would include the provision of rescue operation
including pre-medical care and first aid at the site of the accident, the transport of the
victim to an appropriate hospital and the subsequent provision of definitive treatment.
Strategies
10.1.

To improve communications between the police and emergency services as a means to
reduce response times and to assist in the planning and implementation of highway patrol
and traffic aid post scheme.

10.2.

To train police, fire and other emergency personnel such as those from ambulances and
paramedics in basic first aid for accident victims.

10.3.

To develop local and regional trauma plans based on the study of post accident
assistance and consequences for road traffic accident causalities.

10.4.

To provide appropriate information to assist accidents victims to gain their rightful
compensation for their injuries.
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HRD AND RESEARCH FOR ROAD SAFETY

Policy Statement
The Government will whenever possible support the Union Government efforts to improve
road research activities and seek to ensure that any problem areas in the state receive
appropriate attention in the research activities. Efforts will be made to ensure that
research establishments in Uttar Pradesh are given fair share of increasing research
activities.
Strategies
11.1.

To set up a system for identifying areas worthy for research.

11.2.

To develop a system for the wide spread dissemination of the results of research among
road safety professional in the State.

Span Consultants Pvt. Ltd.

September 2006

7

E-RSV Inside PDF last

3/23/2001

4:40 PM

Page 1

Road Safety Vision
Making Canada’s Roads the Safest in the World

2 0 01
2000 Update

E-RSV Inside PDF last

3/23/2001

4:41 PM

Page 2

Canada’s Road Safety Vision is a national undertaking
aimed at making Canada’s roads the safest in the world.
Officially launched in 1996, Vision 2001 is supported by
all levels of government as well as by instrumental public
and private sector stakeholders. The plan makes use of
a broad range of initiatives that focus on road users,
roadways and motor vehicles.

Road safety Vision 2001 initiatives aim to:
• raise public awareness of road safety issues
• improve communication, cooperation and collaboration
among road safety agencies
• toughen enforcement measures
• improve national road safety data quality and collection
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Canada’s Challenge
Motor vehicles help Canadians overcome fundamental features of
their country: vast geography and harsh climate. With 900,000 kilometres of roadways, more than 18 million registered vehicles and
almost 21 million licensed drivers, Canadians are among the most
mobile people on earth. However, there is a heavy price being paid
for that mobility. Last year, traffic collisions in Canada claimed the
lives of nearly 3,000 road users and injured another 222,000, many
of them seriously. Individually, the toll is devastating; collectively,
the cost to Canada’s health care system is at least $10 billion per
year (about 1% of GDP).

The Canadian Approach to Road
Safety: Shared Responsibilities
In Canada, responsibility for road safety is shared among the federal,
provincial/territorial and municipal levels of government. The federal
government is responsible for new motor vehicle safety standards
(the Motor Vehicle Safety Act ), as well as interprovincial commercial
vehicle safety fitness ( the Motor Vehicle Transport Act ). Provinces,
territories and municipalities are responsible for highway development and maintenance, commercial vehicle operations, driver and
vehicle licensing and the development and implementation of local
safety initiatives. Key non-governmental agencies also play an
important role in the development and delivery of safety programs.
This multi-tiered approach to road safety has been extremely effective. Collectively, Canadian road safety stakeholders have made great

strides toward reducing the carnage. Since the early
1970s, the number of vehicles on Canada’s roads has
almost doubled, yet the number of traffic fatalities has
been cut in half. This remarkable accomplishment is
due to a combination of factors, including interventions that focused on getting motorists to buckle up
and to refrain from driving after drinking, tougher
vehicle safety standards, and improvements in road
infrastructure and emergency medical services.

Safer Road Travel
Since the Vision’s
Inception
Travel on Canadian roads is safer today than
in 1996, when Road Safety Vision 2001 was officially launched. The number of road users killed
and seriously injured decreased by 4% and
13%, despite steady increases in the number of drivers and vehicles.

Increased mobility
has led to staggering
casualty figures and
enormous health
care costs.
Since the early
1970s, the number
of vehicles on Canada’s
roads has almost
doubled, yet the number
of traffic fatalities has
been cut in half.
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• Operation Impact — an annual event led
by the Canadian Association of Chiefs of
Police, involving front-line officers from
2,000 police service locations across
the country who conduct a one-day
blitz to inform motorists of the benefits of proper seat belt and child
restraint use and of the dangers
of drinking and driving;

100

1973

Raising Awareness

K i l l e d ,

Recent improvements in traffic safety have
been achieved with the help of a number of
initiatives undertaken in support of the four
strategic priorities of Vision 2001:

U s e r s

Initiatives Supporting
Road Safety Vision
2001

VERVIEW

Progress has been steady : Fatalities have decreased,
while motor vehicle registrations have increased

R o a d

Road safety initiatives of the past
30 years have contributed to steadily
declining fatalities
and serious injuries.

Canada’s level of road safety, as measured by “deaths
per registered motor vehicle”, improved by 10%. Seat
belt use by Canadians, which already ranked among
the highest in the world, increased slightly from
almost 89% to 90%, and the percentage of fatally
injured drivers who had been drinking decreased by
13% over the 1990-1995 baseline period.
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• the adoption of graduated driver licensing systems in many
provinces and territories, thereby enabling novice drivers to
acquire driving skills gradually in low-risk driving situations;
• campaigns promoting the proper use of child restraints, school bus
safety, designated community safety zones and winter driving skills.
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Communication, Collaboration, Cooperation
• the creation or enhancement of nationally representative task
forces, committees and project groups to address emerging or
ongoing road safety issues and to develop and implement initiatives aimed at making road travel safer;
• the partnering of several police and government agencies to
develop a pilot project whose mandate is to provide a model for
police agencies to better match the use of police resources to target
high-risk road user behaviours;
• increased cooperation among all truck and bus stakeholders to
strengthen the safety standards that comprise the National Safety
Code and improve the safety performance of commercial vehicle
transportation.

Enhanced Enforcement
• enhanced government initiatives, police enforcement and fines, and harsher penalties for repeat
offenders to deter driving after drinking.

Initiatives introduced to support
the strategic priorities of Road Safety
Vision 2001 have
contributed to safer
road travel.

Data Improvements
• the availability of more comprehensive and
better quality national traffic collision data, and
for the first time, exposure (vehicle kilometrage) data to enable road safety researchers
to more readily identify problem areas and
develop more timely solutions;
• the emerging development of a national
computer- and communications-based
system called the System for Technological Applications in Road Safety
(STARS), which automates traffic
collision and related administrative functions.
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International Comparison
The statistic most often used to compare road safety records
around the world is the number of road users killed for every
10,000 registered motor vehicles. During 1999, Canada ranked
9th among developed countries, with a fatality rate that was virtually unchanged from 1998.
This comparative statistic was chosen because it is readily
available in most countries; however, it poses a number
of problems. A single indicator is often deceptive, as
characteristics of individual countries can be overlooked. Diverse factors such as country size, population density, economic conditions, road infrastructure, public transport usage, culture, travel patterns
and climate all have a profound impact on road casualty statistics.
Most road safety researchers prefer a different statistic: the
number of road users killed compared to vehicle distance
travelled. This statistic is now available in Canada thanks to the
efforts of stakeholders supporting the strategic priorities of Road
Safety Vision 2001.
Using this indicator, Canada’s international road safety ranking stood
at 8th during 1999. Only Australia retained the same road safety ranking
on a “deaths per vehicle kilometre” and “deaths per registered motor
vehicle” basis. It is evident that some of the world’s other “safest countries” are ranked quite differently depending on the rating measure.

Ambitious Targets
and Initiatives in Other
Countries

Demographic factors
and the measure
used to compare
countries’ road safety
performance are often
major determinants
of a country’s international ranking.

Canada is not alone in its efforts to improve its level
of road safety. Most countries with top-ranked road
safety records have established ambitious long-term
targets and have adopted tough interventions to
achieve those targets.
Great Britain has established goals
for 2010 that call for a 40% decrease in the number of people
killed or seriously injured and a
50% reduction in the number
of children killed or seriously
injured; improved anti-drinkdriving and drug-use initiatives;
upgraded road infrastructure;
raised standards for driver training;
enhanced programs for child, motorcyclist and vulnerable road user safety;
and undertaken campaigns to reduce
speeding.
Sweden has established a 2007 target of 50% fewer fatalities and serious injuries in support of its
Vision Zero goal, which calls
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for no one to be killed or seriously injured within the
transportation system; introduced programs to promote
helmets for cyclists and to reduce speeding and drinking
and driving; introduced traffic calming measures, compulsory use of winter tires, and centre guard rails; and
removed roadside hazards on selected rural roads.

In 1999, Canada’s
level of road safety,
as measured by
“deaths per billion
vehicle kilometres”,
ranked 8th among
OECD member
countries.
Most countries with
top-ranked road safety
records have adopted
ambitious long-term
targets to make road
travel even safer.

Finland has a goal to reduce traffic fatalities to no
more than 250 by 2005 and to match the percentage
decline in serious injuries that occurred during the
1990s; has introduced initiatives to reduce driving
after drinking; to identify and eliminate black-spot
areas on both urban and rural roads; to remove
roadside obstacles and reduce speed limits on
rural roads; to build pedestrian and cyclist
routes in densely populated areas; and to
reduce head-on and run-off-road collisions.

c

Fatalities Per 10,000 Motor Vehicles Registered
Norway
Great Britain
Sweden
Switzerland
Japan
Netherlands
Australia
Germany
Canada
Italy
Finland
United States

1.20
1.21
1.26
1.30
1.33
1.43
1.43
1.54
1.62
1.67
1.79
1.98

Versus Fatalities Per Billion Vehicle Kilometres Travelled
Great Britain
Sweden
Finland
Netherlands
Norway
United States
Australia
Canada
Switzerland
Germany
Japan
Italy

7.33
8.34
9.37
9.39
9.55
9.65
9.9
10.52
10.78
12.16
13.56
Kilometrage data are not available for Italy.

Fatalities Per 10,000 Motor Vehicles Registered
Fatalities Per Billion Vehicle Kilometres Travelled
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The Netherlands has established targets of 750 or fewer fatalities
and 14,000 or fewer hospitalized victims by 2010; has adopted a
multifaceted program called Sustainable Road Safety which includes
improving traffic law enforcement and road infrastructure, introducing initiatives to reduce drinking and driving, speeding and other dangerous behaviours and enhancing cyclist and heavy vehicle safety.
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Norway has established a target of 200 or fewer traffic fatalities
by 2012; is developing new guidelines for reduced speed limits
(70 km/h) on roads designated as dangerous; has banned the use of
cell phones while driving; lowered the legal BAC limit to 20 mg%;
introduced improvements to roads and infrastructure and developed
educational programs to improve road user behaviour.

tiatives aimed at increasing the use of seat belts and helmets; has improved road infrastructure and introduced
traffic calming measures; has increased public education
campaigns and toughened enforcement initiatives, particularly relating to alcohol use; and is introducing legislation to reduce the legal BAC level to 50 mg%.

The United States has a goal to reduce fatalities and injuries by
20% by 2008 and to reduce fatalities involving commercial vehicles
by 50% by 2010; has adopted initiatives to curb drinking and driving,
to increase seat belt use, to build safety into transportation infrastructure, to improve emergency medical services, to increase
public information and education initiatives directed at high-risk
drivers, to target enforcement efforts at red light running, speeding,
unsafe lane changing and ignoring rail-highway grade crossing
gates; and to introduce technological advancements to augment
vehicle handling and stability.

Germany is focusing (until 2010) on initiatives
to decrease the number of crashes involving vulnerable road users, young drivers and heavy
goods vehicles as well as collisions that occur on
rural roads.

Australia has established a goal to reduce the number of road
fatalities per 100,000 population by 40% by 2010; is adopting
strategic initiatives to improve road user behaviour, vehicle compatibility, occupant protection, and trauma, medical and rehabilitation
services; is introducing initiatives to enhance road safety policies,
to use technology to reduce human error and to encourage alternatives to motor vehicle use.
Switzerland’s goal for 2010 is 350 or fewer fatalities (Vision Zero
objective is no fatalities or serious injuries); has strongly promoted ini-

Japan has established a target of at least
1,500 fewer fatalities in 2010 and a 20% reduction in the number of collisions involving commercial vehicles; has prohibited the use of
mobile phones while driving; has improved
road infrastructure, emergency rescue and
medical treatment services; has increased
public education programs; developed
safety measures based on intelligent
transportation systems; and modified its national traffic collision report
form to reflect mobile phone and
car navigation system use.
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Road Safety — Still a Critical
Problem in Canada
While considerable improvements in road safety have been made,
the casualty figures are a grim reminder of the task before us:
Among the 2,969 road users that were killed and 17,500 that were
seriously injured in traffic collisions during 1999:
• alcohol was a factor in more than 1,200 fatalities and more than
3,600 serious injuries;
• almost 900 deaths and more than 2,900 serious injuries were
attributed to motorists who weren’t wearing seat belts;
• approximately 800 road users died and almost 7,500 were seriously injured in collisions at intersections;
• excessive speed contributed to crashes that caused 500 deaths
and 2,000 serious injuries; and
• approximately 1,500 motorists were killed and almost 7,400 seriously injured in crashes on rural roads.

It must be noted that crashes often result from a
combination of factors. For example, non-use of seat
belts and excessive speed are often cited as contributing factors in alcohol-related fatalities. As a
result of this double counting, the sum of the abovementioned figures exceeds the actual number of
national fatalities and serious injuries.

Road Safety Vision
2010: Canada’s
Successor Plan
In October 2000, the Council of Ministers responsible for Transportation and Highway Safety
adopted an ambitious extension to the Road
Safety Vision initiative. Road Safety Vision
2010 will retain the goal and the strategic
priorities of the inaugural program but will
also feature a national target for fatality
and serious injury reductions as well as
an increased number of sub-targets. It
is hoped these targets will foster increased stakeholder commitment and
new initiatives to help reduce fatalities and meet target objectives.

Notwithstanding
the considerable
improvements that
have occurred during
the past 30 years,
the same high-risk
road user behaviour —
drinking and driving,
non-use of seat belts
and excessive speed —
continues to plague
Canadian roads.
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• minimum seat belt wearing rates of 95% and
proper use of child restraints by all motor vehicle occupants. This enhanced target will now
apply to all motor vehicle occupants rather than
to passenger vehicle occupants alone (the
original target of the National Occupant
Restraint Program 2001 initiative).
• a 40% decrease in the number of
unbelted fatally or seriously injured
occupants. While annual seat belt use
surveys suggest that nine of ten
Canadians wear seat belts on a regular basis, almost 40% of occupants
killed and 20% of those seriously
injured had not buckled up.

5,000
Current fatalities: 2,969

1973

The sub-targets focus on areas where the largest
numbers of serious casualties occur and where
the greatest potential for reductions exists. They
include:

6,000
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Sub-Targets

Peak fatalities: 6,706

R o a d

The national target calls for a 30% decrease in the average number of road users killed and seriously injured
during the 2008-2010 period (compared to 1996-2001).

1971

While 90% of
Canadians regularly
buckle up, almost
40% of those killed
and 20% of those
seriously injured did
not wear seat belts.

Current traffic fatality totals are less than half their peak...
Road Safety Vision 2010 seeks to accelerate this trend
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The National Target
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• a 40% decrease in the percentage of road users fatally or
seriously injured in crashes involving alcohol. Driving after drinking
is no longer socially acceptable. Increased enforcement, stiffer
penalties and focused awareness campaigns have had some
success in deterring hard-core drinking drivers.

Victim Type

Drivers Killed
Drivers Seriously Injured
Passengers Killed
Passengers Seriously Injured
Children Killed (0-4 yrs.)
Children Seriously Injured

% Unbelted
1994-1998
Average

%
Unbelted
1999

38.7
17.1
40.4
24.6
23.0
15.2

37.0
16.9
41.5
24.0
6.7
16.5
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(

% of Dead Drivers Who Were Drinking/Impaired

)

Despite an increase in the number and severity
of drink-driving interventions, progress has been slow
60

45.4
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48.1
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43.4

41.6
39.1

39.1

40

30

• a 20% decrease in the number of young drivers/riders
(those aged 16-19 years) killed or seriously injured in
crashes. Despite the introduction of graduated licensing
schemes in many jurisdictions, young drivers are still
over-represented in the statistics for serious crashes.
Although they account for less than 5% of the licensed
driver population, they represent almost 9% of drivers
killed and more than 11% of those seriously injured.

Approximately
70% of fatally
injured impaired
drivers had BACs that
were more than twice
the legal limit.

20
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1994

1995
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1997
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• a 20% reduction in the percentage of road users killed or seriously injured in speed- and intersection-related crashes. Approximately
one in four road user fatalities occurs in an intersection-related
crash. Practices such as excessive speed and running red lights are
often cited as contributing factors.
• a 20% decrease in the percentage of drivers who commit three
high-risk driving infractions (two if they are alcohol-related) within a
two-year time frame. In an effort to curtail this behaviour, road
safety stakeholders in all jurisdictions are introducing measures to
identify drivers who drink and drive regularly, do not wear seat
belts, speed, run red lights and commit other dangerous driving
infractions. It is hoped that these high-risk driver profiles will facilitate the development and introduction of successful interventions.

Rescue officer assisting collision victim.

b

Beyond 2001
12

E-RSV Inside PDF last

3/23/2001

4:41 PM

Page 15

Road Safety Vision 2001 •

b

EYOND 2001

injured every year in crashes involving commercial carriers. Most of
these victims were in passenger vehicles, not in the commercial
vehicles. Initiatives that focus on educating motorists on safe vehicle
operation near commercial carriers are being considered.
• a 30% decrease in the number of vulnerable road users (pedestrians, motorcyclists and cyclists) killed or seriously injured. Although
vulnerable road users annually account for more than 600 fatalities
and 3,500 seriously injured road users, national initiatives aimed at
making travel safer for these road users do not currently exist.

b

• a 20% decrease in the number of road users
killed or seriously injured in crashes involving
commercial vehicles. The National Safety Code
standards form the basis for commercial bus
and truck safety in Canada. These standards,
which address issues such as cargo
securement, hours of service for drivers
and carrier safety ratings, have served to
offset the substantial increase in commercial truck activity over the past five
years, so that fatalities and serious
injuries involving these vehicles have
remained relatively constant. Still,
approximately 600 road users die
and almost 1,800 are seriously
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• a 40% decrease in the number of road users fatally or
seriously injured on rural roadways. Almost half of all
fatalities and approximately 40% of all serious injuries
occur on rural roadways with posted speed limits of 8090 km/h. Increased education and awareness of rural
road safety issues, improvements in road and vehicle
design, enhancements to emergency medical services
as well as targeted enforcement will all figure prominently in reducing casualties on rural roadways.
In addition to the introduction of the new quantitative
targets, the successor plan also recommends the
adoption of graduated licensing schemes, innovative community policing protocols, and public education campaigns to promote safe cycling. The
plan also calls for improvements in the capture
and linkage of data on crashes and exposure.
While the targets focus primarily on road users,
improving Canada’s overall level of road safety will also require improvements to vehicles
and to road networks. Efforts by vehicle
and road safety experts will have a strong
impact on the degree of success
achieved by Road Safety Vision 2010.

Many services are called upon during rescue efforts.
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The targets
supporting Road
Safety Vision 2010
are both ambitious
and attainable.

b

Current efforts by Transport Canada to improve motor
vehicle safety regulations focus on frontal-crash and
lateral-impact protection, commercial trailer rear underride safety, new child seat attachment requirements
and bus occupant protection.
Technological advancements that improve the safety
of motor vehicle operation and help motorists avoid
collisions are also beginning to enter the marketplace. Intelligent Transportation Systems (ITS) that
make use of on-board computers can activate
brakes, steering and throttle without driver input.
Advanced systems such as adaptive cruise control and night vision are currently offered on
some new models. The next generation of systems will include adaptive lane-departure
warning and control and obstacle avoidance
devices. All these developments have the
potential to reduce the number of motor
vehicle crashes in the future.

b

EYOND 2001

Within the framework of the Transportation Association of Canada,
national guidelines are currently being developed for road safety
audits, a management process that ensures that all safety issues are
addressed during the design phase. Guidelines are also being
developed for continuous rumble strips — grooved patterns
stamped into the edge of the asphalt — which alert drivers that they
are about to leave the roadway. Guidelines on road resurfacing,
rehabilitation, restoration and reconstruction (3R/4R) are also being
developed to enhance the safety of existing roads. Future efforts to
make roads safer will exploit advanced technologies such as
Geographic Information Systems (GIS) to incorporate more precise
crash site information into the design process.

Recent revisions to the Geometric Design
Guide for Canadian Roads, which incorporates explicit safety considerations
into road design, will make roads
safer to travel on.
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The Decade Ahead
Canadian road safety stakeholders face a significant challenge in
meeting these targets, though recent trends offer encouragement.
Fatalities fell by 29% between 1987-1989 and 1997-1999.
The establishment of targets has proven effective in many countries,
most notably Australia and Great Britain. These countries, which
have recently established new goals, have seen the benefits that often
flow from targets: enhanced collaboration, broader public acceptance,
increased political commitment, more effective programs and, ultimately, substantially reduced fatalities and serious injuries.
Initiatives carried out in support of the four strategic priorities of
Road Safety Vision 2001 not only resulted in reductions in the
number of fatalities and injuries, but also served to heighten
awareness of key road safety issues among stakeholders as well
as the general public. Making Canada’s roads the safest in the
world is an ambitious but well justified goal, given the enormous
societal costs that road crashes impose on Canadians. The targets
supporting Road Safety Vision 2010, although equally ambitious,
can be achieved through the enhancement of successful existing
programs and the development and implementation of new measures which focus on the areas of greatest concern.
A new time frame has been established for the Vision. The targets
have been set. Now is the time for all road safety stakeholders to
renew our efforts to make Canada’s roads the safest in the world.
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To find out more about national road safety programs and
initiatives, call Transport Canada toll free at 1-800-333-0371 or
(613) 998-8616 if you are calling from the Ottawa area, or e-mail comments
or questions to roadsafetywebmail@tc.gc.ca. You can also visit the Transport Canada
Web site at www.tc.gc.ca/roadsafety

To contact provincial or territorial government CCMTA
representatives, please call:
Alberta

Nova Scotia

Driver Safety, Research & Traffic Safety Initiatives • Alberta Infrastructure
Phone: (403) 427-8901

Road Safety Programs • Service Nova Scotia and Municipal Relations
Phone: (902) 424-3323

British Columbia

Nunavut

Traffic Safety Programs • Insurance Corporation of British Columbia
Phone: (250) 387-1049

Ontario

Community Government & Transportation • Phone: (867) 360-4614
Ontario Road User Safety Branch • Ministry of Transportation • Phone: (416) 235-4050

Manitoba
Driver & Vehicle Licensing • Department of Transportation and Government Services
Phone: (204) 945-8194

Prince Edward Island

New Brunswick

Québec

Motor Vehicle Branch • Department of Public Safety • Phone: (506) 453-2407

Vice-présidence à la sécurité routière • Société de l'assurance automobile du Québec
Phone: (418) 528-3600

Highway Safety Programs • Department of Government Services & Land
Phone: (709) 729-2502

Saskatchewan
Traffic Safety Program Evaluation • SGI • Phone: (306) 775-6182

Yukon
Northwest Territories
Road Licensing and Safety • Department of Transportation • Phone: (867) 873-7406

Research & Regulatory Projects • Department of Community & Transportation
Services • Phone: (867) 667-5756
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EXECUTIVE SUMMARY
• The national target calls for a 30% decrease in the average number
of road users killed and seriously injured during the 2008-2010
period over comparable 1996-2001 figures.
• The sub-targets include:
• minimum seat belt wearing rates of 95% and proper use of child
restraints by all motor vehicle occupants; (National Occupant
Restraint Program 2010);
• a 40% decrease in the number of unbelted fatally or seriously
injured occupants (National Occupant Restraint Program 2010);
• a 40% decrease in the percent of road users fatally or seriously
injured in crashes involving a drinking driver (Strategy to
Reduce Impaired Driving 2010);
• a 20% reduction in the number of road users killed or
seriously injured in speed and intersection related crashes;
• a 20% decrease in the percent of drivers who commit three
high-risk driving infractions (two if they are alcohol-related)
within a two-year time frame;
• a 20% decrease in the number of young drivers/riders
(those aged 16-19 years) killed or seriously injured in crashes;
• a 20% decrease in the number of road users killed or seriously
injured in crashes involving commercial carriers;
• a 30% decrease in the number of vulnerable road users (pedestrians, motorcyclists and cyclists) killed or seriously injured, and;
• a 40% decrease in the number of road users fatally or seriously
injured on rural roadways.
• In addition to the adoption of quantitative targets, the successor
plan also recommends the adoption of graduated licensing
schemes in all jurisdictions; the use of innovative community
policing protocols; public education campaigns to promote safe
cycling; and enhancements to crash and exposure data capture,
transfer and linkage.
• Achievement of these targets would reduce Canada’s road fatality
total to fewer than 2,100 by 2010.

• Canada’s inaugural national road safety vision — “to have the
safest roads in the world,” and plan, Road Safety Vision 2001,
were adopted by the Council of Ministers of Transportation
and Highway Safety in 1996.
• Initiatives undertaken in support of the Vision (1996-2001)
have helped progress the plan’s strategic objectives: heighten
awareness of road safety issues among the general public,
foster cooperation and collaboration among road safety agencies,
provide more focused enforcement and improve data quality
and collection practices.
• Canada’s level of road safety during 1998, as measured by road
users killed per registered motor vehicle, improved by almost
9% since the Vision was adopted in 1996. During the same threeyear period, the actual number of road users killed and seriously
injured decreased by 5% and 8%, respectively, over comparable
1996 figures.
• Although Canada’s fatality rate per 10,000 motor vehicles registered decreased from 1.79 in 1996 to 1.63 during 1998, its international ranking among Organization for Economic Co-operation
and Development (OECD) member countries decreased to 9th from
8th during 1996 and 1997 because some other countries achieved
even more impressive gains during the same period.
• In October 2000, the Council of Ministers for Transportation and
Highway Safety approved a longer term successor plan, called
Road Safety Vision 2010, to carry forward the work of Canada’s
inaugural national road safety plan.
• Road Safety Vision 2010 will retain the Vision and its strategic objectives, and also include an overall national target and sub-targets (to
be monitored annually and revised in 2006, if necessary).
• The targets approved as part of Road Safety Vision 2010 are
intended to provide road safety stakeholders with broad-based
benchmark data of key road safety indicators, against which
intervention efforts can be measured.
i

Vision 2001, aim to raise public awareness of road safety issues,
improve communication, cooperation and collaboration among
road safety agencies, toughen enforcement measures and improve
national road safety data collection and quality.

1 Background
In the late 1980s, road safety targets were a fairly unique phenomenon found in only a few developed countries. Today, most
advanced countries have either a road safety vision or targets or
a combination of both in place to help make road travel safer. The
well documented success, both quantitatively and qualitatively,
of target setting initiatives in countries such as Great Britain
has made the practice of adopting targets almost a necessity
among countries that are seriously committed to improving their
level of road safety. Summaries of the visions and road safety
targets adopted in Organization for Economic Co-operation and
Development (OECD) member countries are found in Annexes A
and B in the Appendices.

3.1

The Vision — An Evolutionary Process

Canada’s foray into road safety goal setting occurred because
road safety experts felt that although considerable improvement
had occurred during the previous thirty years, travel on Canadian
roads could still be made much safer. Consequently, a broad range
of initiatives that focused on road users, road networks and vehicles
were enhanced or initiated following the adoption of the Vision in
order to make travel on Canadian roads safer.
Some of the more notable milestones that were adopted in
Canada due to the efforts of the Canadian road safety community
during the three decades prior to the introduction of the Vision
were drinking driving laws, key Canadian motor vehicle safety
standards (e.g. front occupant crash protection, daytime running
lights) mandatory seat belt use laws, the National Occupant
Restraint Program (NORP) and the Strategy to Reduce Impaired
Driving (STRID). These road user and vehicle initiatives combined
with jurisdictional road infrastructure improvements and less
obvious factors such as improvements in the field of health care
contributed largely to a more than halving of the peak number of
fatalities during the period despite a more than doubling of vehicles on the road.

2 Objectives
Canada adopted its inaugural Road Safety Vision in 1996. The
objectives of this paper are to report upon the improvements in
the level of road safety that have occurred in Canada to date as a
result of programs and initiatives implemented in support of the
Vision and to propose the adoption of a successor plan that is
augmented by specific targets. It is hoped that the inclusion of
targets with the successor plan will garner broad buy-in from
road safety stakeholders and the general public alike as well as
provide Canada’s road safety community with the impetus to
achieve its vision of having the world’s safest roads.

3 Canada’s Vision

However, despite these improvements, it was felt that Canada’s
level of road safety was stagnating during the early 1990s. The
national seat belt usage rate remained almost unchanged at about
90% while alcohol use among fatally injured drivers and pedestrians remaining fairly constant at close to 40%.

Canada’s Vision is to make our roads the safest in the world. The
Vision was adopted by the Canadian Council of Motor Transport
Administrators (CCMTA) and officially endorsed by all ministers
of Transportation and Highway Safety in 1996. The Vision is a
national effort that is supported by all levels of government as
well as key public and private sector stakeholders. The strategic
objectives of the current five-year plan, known as Road Safety

It was felt that the shared nature of federal-provincial/territorial
responsibilities for road safety in Canada would benefit from a
more uniform and focused approach to the planning of a national
1

road safety program. The adoption of Road Safety Vision 2001 is
still the Canadian road safety community’s most comprehensive
national effort to date at making Canadian roads safer.

3.2

Jurisdictional- or community-specific initiatives that were undertaken to make road use safer and which at the same time are consistent with the guiding principles of the Vision include programs
governing graduated licensing, school bus safety, designated
community safety zones, winter driving, holiday congestion and
cyclist and pedestrian safety.

Initiatives Adopted in Support of
Road Safety Vision 2001

Federal government research findings and voluntary technological improvements made by industry to enhance existing motor
vehicle safety standards (e.g. less aggressive air bags to provide
improved protection for smaller or out of position occupants) or
comply with proposed new regulations (e.g. industry improving
the side door strength of passenger vehicles in anticipation of a
side impact regulation) have made road travel safer for motor
vehicle occupants. Promotional initiatives, such as Car Time 1-23-4, have also supported the Canadian road safety community’s
goal of having the world’s safest roads.

Initiatives undertaken by Canada’s road safety stakeholders have
made Canadian roads safer.
The two most stellar programs that are currently in place to
support the Vision are the National Occupant Restraint Program
2001 and the Strategy to Reduce Impaired Driving 2001. Both
programs have extensive buy-in from all provinces and territories. These initiatives existed prior to the adoption of the Vision
and both added “2001” to their program names to reflect their
support of the Vision. The objectives of NORP 2001 remained
unchanged from its predecessor, NORP, — 95% seat belt usage
rate and proper use of child restraints by all light duty vehicle
occupants. The goal of STRID 2001 was expanded to include a
20% decrease over average 1990-1995 totals in the percent of
road users killed or seriously injured in crashes where alcohol
was involved. Until very recently, these two initiatives were the
only two national programs with clearly defined targets.

3.3

Canada’s Performance

The number of road users killed and seriously injured in traffic
crashes during 1998 were lower by 5% and 8%, respectively, than
1996 levels when the Vision was adopted. And Canada’s “level of
road safety,” as measured by “deaths per registered vehicle”
decreased by almost 9% during the same period.

Other important initiatives that have been undertaken since the
adoption of the Vision in 1996 include the creation or enhancement of nationally representative task forces, committees and/or
project groups on such diverse subjects as high-risk drivers, commercial vehicle safety, data management, new road safety research,
integrating road safety considerations into road design and operations, and speed and intersection safety.

3.4

Canada’s International Ranking

Canada’s road fatality rate in 1998 improved to 1.63 per 10,000 motor
vehicles registered from 1.79 in 1996, when the Vision was adopted.
Despite two successive years of fatality rate improvements, Canada’s
international road safety ranking decreased slightly.
In 1998, Canada ranked 9th, down from 8th in 1996 and 1997 among
the 29 member countries of the Organization for Economic CoOperation and Development (OECD). In 1998, the Netherlands and
Germany, whose road safety rank was identical to Canada’s in 1997,
achieved the most impressive gains over the previous year. The

National public safety agencies such as the Canadian Association
of Chiefs of Police have relied heavily on the guiding principles
of the Vision to develop road safety messages that help raise
awareness of topical issues not only among its own membership
but also among the general public.
2

safety improvements realized in Germany during 1998, where
the focus of road safety initiatives was on rural roads and
moped/motorcycle riders, enabled it to displace Canada as the
country with the 8th best road safety record. Countries whose fatality rate in 1998 ranked ahead of Canada’s (1.63) were Sweden
(1.18), Great Britain (1.25), Switzerland (1.37), Japan (1.40), Norway
(1.42), Australia (1.46), the Netherlands (1.48) and Germany (1.57).

Table 1
Distribution of Traffic Fatalities By Road User Class (%)
Selected OECD Member Countries — 1998
COUNTRY

SWEDEN
GREAT BRITAIN
SWITZERLAND
JAPAN
NORWAY
AUSTRALIA
NETHERLANDS
GERMANY
CANADA
FINLAND
ITALY
AUSTRIA
UNITED STATES

3.5 Trends Among the Top Ranked Countries
Providing a simple explanation of why Canada’s “level of road
safety” improved by almost 9% during the past two years and
still lost ground to other countries can be viewed either as a
simple or next-to-impossible task. The simple explanation is that
the slight increases in seat belt and proper child restraint use and
a modest decrease in the percent of drivers fatally injured who
were legally impaired did not sufficiently outweigh the safety
improvements made in other countries during the past two
years. The less obvious explanation is that there are intangible
factors at play that impact different countries in very different
ways. Examples of these intangible factors that affect Canadians
include country size, low population density, lack of public transportation alternatives and climate. These factors have effectively
forced Canadians to rely heavily on motor vehicles as their primary
means of transportation. Both explanations probably contributed
to Canada’s diminished ranking to varying degrees.

MOTORCYCLE/ MOTOR VEHICLE
PEDESTRIANS CYCLISTS MOPED RIDERS OCCUPANTS

13.0
26.5
20.4
28.3
14.2
18.1
10.3
13.9
14.1
15.5
13.4
17.1
12.8

10.9
4.6
7.9
12.6
7.1
2.5
18.2
8.2
2.7
13.5
5.8
5.9
1.9

9.8
14.6
15.4
18.3
13.1
10.3
15.5
13.0
5.8
6.3
18.9
12.5
5.6

66.3
54.3
56.3
40.7
65.6
69.1
56.0
64.9
77.4
64.8
62.0
64.5
79.7

Source: International Road Traffic and Accident Data Base (IRTAD)

Table 2 provides a snapshot of fatality rates and corresponding
road safety rankings for the top ranked countries in 1998 and
where they were positioned in terms of “safest roads” at five-year
intervals during the preceding 24 years. Clearly, there are some
surprising and consistent patterns — the US being top ranked in
1975 and decreasing steadily during the intervening years, the
steady improvements in Great Britain and Switzerland since
1990, and Sweden remaining at or very near the top during the
entire period. The figures in this table also show that Canada’s
ranking has been gradually slipping from 6th in 1975 to its current 9th place ranking. This table also shows that in addition to
the steady trend as described above for Sweden, some country’s
rankings were quite volatile. Five of the eight countries that

Table 1, which illustrates the percentages that each road user
class comprised of total fatalities among the 13 “safest” nations
during 1998, clearly reflects Canadians’ (and Americans’) greater
reliance on passenger vehicles for transportation than other top
ranked countries. However, this table also shows that the same
factors mentioned above contributed largely to considerably different distributions of vulnerable and non-vulnerable (non-motor
vehicle occupant) fatalities in other countries.
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3.6 Trying

Table 2

to Explain Canada’s
International Ranking

Road Safety Ranking (Based on Fatality Rates Per 10,000 Motor Vehicles Registered)
Selected OECD Member Countries — 1975-1998
COUNTRY

SWEDEN
GREAT BRITAIN
SWITZERLAND
JAPAN
NORWAY
AUSTRALIA
NETHERLANDS
GERMANY
CANADA
FINLAND
ITALY
AUSTRIA
UNITED STATES

FATALITY RATE PER 10K MVRs
1975 1980 1985 1990 1995 1998

3.76
3.80
5.85
4.28
3.61*
5.82
6.32
7.21
5.31
7.19
6.02
11.59
3.23

2.49
3.31
4.47
2.73
2.39
4.32
4.26
4.88
4.00
4.01
4.71
7.18
3.16

2.17
2.49
2.73
2.38
2.16
3.23
2.80
2.88
2.95
3.15
3.11
4.78
2.65

1.79
2.14
2.45
2.36
1.51
2.31
2.33
2.64
2.34
2.90
2.27
4.19
2.42

1.31
1.43
1.68
1.76
1.32
1.84
2.02
1.99
1.96
1.99
1.95
2.75
2.12

1.18
1.25
1.37
1.40
1.42
1.46
1.48
1.57
1.63
1.73
1.79
2.00
2.02

1975

ROAD SAFETY RANKING
1980 1985 1990 1995

3
4
8
5
2
7
10
12
6
11
9
13
1

2
5
10
3
1
9
8
12
6
7
11
13
4

* Estimate. Source: International Road Traffic and Accident Data Base (IRTAD)

ranked ahead of Canada during 1998 also ranked behind Canada
at some point during the 1985-1998 period. For countries such
as Switzerland, Australia and Germany, it appears to be a case
of gradually improving road safety records. For Japan and the
Netherlands, it appears to be more a case of road safety records
that were traditionally quite good, that slipped somewhat and
then returned to their previous rankings following the implementation of some rigorous road safety interventions. An important
point to be made here is that genuine and lasting improvements
can and have been realized. Table 2 shows that varying levels of
improvement occurred, at least in terms of lower fatality rates, at
each five-year interval among all countries during the entire period
examined.

2
4
6
3
1
12
7
8
9
11
10
13
5

2
3
10
8
1
5
6
12
7
11
4
13
9

1
3
4
5
2
6
11
10
8
10
7
13
12

1998

1
2
3
4
5
6
7
8
9
10
11
12
13

3.6.1 Targets/

Programs/Initiatives:
Some Examples

Most countries which introduced
quantifiable targets have benefited
greatly, as their fatality rates have
improved at a faster pace than
those countries who did not have
them in place. Prime examples
include Sweden, Great Britain, the
Netherlands and Australia who are
establishing their second or third
generation targets in support of
their objectives. As previously
stated, Annexes A and B in the
Appendices provide an overview
of vision statements and targets as well as a summary of initiatives or road safety plans adopted in OECD member countries.
As evidenced in Table 1, Sweden’s international road safety position
has always been at the forefront, ranking either first or second
throughout the period examined. Despite its front-running position,
Sweden, in 1989, decided that tough measures were necessary
to stem the 20% fatality increase that occurred between 1982 and
1989. During the 1990 and 1994 period, the Swedes lowered
their legal Blood Alcohol Concentration (BAC) limit to 20 mg%,
increased the number of breath tests administered, introduced
photo radar and doubled the price of gasoline. The net effect was
a 35% decrease in fatalities during the period. Buoyed by the
success of these initiatives, the Swedes in 1997 introduced their
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Vision Zero strategy and corresponding targets (see Annexes A
and B) to help them reach their ambitious objective.

1992 national strategy. Some of the main initiatives introduced
were tougher regulations and enforcement measures, better roads,
safer vehicles and an improved social consciousness among its
road users. The objective of Australia’s current road safety plan is to
reduce the number of road fatalities per 100,000 population by 40%
by 2010 (compared with 1999).

Great Britain first introduced targets in 1987 to accelerate casualty
reductions and to heighten awareness of road safety initiatives.
The target reductions for fatalities and serious injuries established
during the 1987 campaign, which focused on drinking-driving
initiatives, increased seat belt use, changing public attitudes and
road infrastructure improvements, were achieved before the
target date of 2000. Great Britain’s current road safety targets for
2010 focus on enhancing existing programs that were initiated for
the inaugural target setting exercise, such as driver impairment
(drinking-driving, drugs and fatigue), enforcement, vehicles
and infrastructure as well as public education campaigns. The
focus of new initiatives will be on improved standards for driver
training and testing, motorcycle safety, child road safety, vulnerable
road users and campaigns aimed at reducing the incidence
of speeding.

The four countries briefly mentioned have adopted what they
perceive to be tough but achievable targets that have garnered
broad political and societal “buy-in” and as a result have achieved
considerably improved safety levels for road users.

3.6.2

Victim Mix

Among all countries found in Table 1, only the United States has
a victim mix similar to Canada’s. Approximately 80% of fatally
injured road users in Canada and the US were motor vehicle
occupants and a further 5-6% were victims of motorcycle/moped
crashes. At the other end of the spectrum, only 41% of Japan’s
fatally injured road users were vehicle occupants. Table 1 also
shows that more than one in four fatally injured road users in
Japan and Great Britain were pedestrians, almost one in five
were moped/motorcycle riders in Italy and Japan and almost one
in five was a cyclist in the Netherlands. Clearly, these varied victim mixes have a considerable impact on the type and magnitude
of road safety initiatives introduced in these countries. In spite
of trailing only the United States in terms of its distribution of
occupant fatalities to total fatalities, Canada ranked 5th among
the 13 countries examined in terms of vehicles registered per
population, with several countries following closely behind. So,
the increased exposure to motor vehicle use one might have
expected to have contributed to the higher proportions of occupant
fatalities in Canada does not appear to exist. It should however be
mentioned that a considerably more reliable measure of exposure to vehicle use would have been vehicle kilometrage data, if
it were available in all countries examined.

Previous road safety targets established by the Netherlands
achieved limited success. In 1996, several Dutch ministries jointly
adopted a multi-faceted strategy called sustainable road safety.
While the initiative will encompass a variety of activities including
ambitious long term casualty reductions and programs focusing
on drinking and driving and non-use of seat belts and speeding,
the main thrust of the strategy is to establish partnerships at the
national, regional and local levels to re-engineer the road network
over a period of time, with a greater emphasis on safety. To date,
the initiative has proven quite successful, as the Dutch fatality rate
has decreased by 15% since the program’s inception.
The steady improvements in Australia’s fatality rate during the past
decade enabled it to surpass both Canada and the Netherlands in
its international ranking. Australia is similar to Canada in that
responsibility for its road safety programs is shared between the
federal and jurisdictional governments. Australia’s improved safety
rating has resulted from the initiatives adopted as part of their
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Chart 1
Occupant Fatality Rates Per 10,000 Motor Vehicles Registered
Selected OECD Member Countries — 1998

(Excluding Motorcycles)
1.67

Occupants Killed per 10,000 MVRs

1.6
1.4

1.43

Source: International Road Traffic and Accident Data Base (IRTAD)

1.52

1.21

1.2
1

0.87

0.8

0.64

0.88

0.91

1.04

1.06

1.17

1.13

0.71

0.6
0.4
0.2

Japan

Great Sweden Netherlands Switzerland Australia Norway Germany Finland Italy Canada Austria United
Britain
States

road safety initiatives — have
enhanced motor vehicle occupant
safety in Canada, recently completed
research has shown that close to
40% of fatally injured occupants
were unbelted and almost the same
proportion had consumed alcohol
or were legally impaired at the time
of crash involvement. Influencing
this group of hard core high-risk
road users has proven extremely
difficult. The results of the recent
rural seat belt use survey in southern Alberta which indicated that
only 69% of light duty vehicle occupants were belted and the fact that
approximately 80% of drivers are

Table 3

Chart 1 demonstrates that the eight countries whose “overall
levels of road safety” currently are ranked ahead of Canada’s all
have dramatically lower occupant fatality rates than Canada.
Collectively, their average occupant fatality rate per 10,000 motor
vehicles registered was 1.13 during 1998. As evidenced below,
Canada’s occupant fatality rate during 1998, at 1.43 was considerably higher.

Seat Belt Use Among Drivers (%) According to Roadway Type
Selected OECD Member Countries — 1998
COUNTRY

GERMANY
JAPAN
SWEDEN*
NORWAY*
CANADA
GREAT BRITAIN*
FINLAND
SWITZERLAND
NETHERLANDS
AUSTRIA*
UNITED STATES

Canadian drivers exhibit considerably different seat belt usage patterns than drivers in other countries. Table 3 shows that, in Canada,
driver seat belt use was considerably higher on urban roads than on
rural roads. However, it must be mentioned the rural seat belt use
figure was derived from only one province (Alberta) while the urban
figure was derived from a nationally representative survey. All other
countries that collected driver seat belt use information for more
than one road type showed that usage rates were consistently
higher on rural roads and/or motorways than on urban roads.
Although the initiatives undertaken under the auspices of NORP
2001 and STRID 2001 — Canada’s two most noteworthy national

URBAN

ROADWAY TYPE
RURAL

MOTORWAY

90
87
85
80
92
88
84
63
67
69
69

94
N/A
87
93
69(1)
N/A
93
75
80
75
N/A

97
94
97
96
N/A
N/A
N/A
86
80
80
N/A

* Denotes 1997 data. Source: International Road Traffic and Accident Data Base (IRTAD)
(1)
Data only available for 1999 from Alberta.

6

Table 4
Percent of Dead Drivers Who Were Legally Impaired
Selected OECD Member Countries — 1997/1998
COUNTRY

% LEGALLY
IMPAIRED

JAPAN

5

NETHERLANDS
GERMANY

8
11

SWEDEN
GREAT BRITAIN
FINLAND
UNITED STATES
CANADA

16
20
24
28
32

NOTES
Illegal BAC limit is >=50mg%.; law in place since 1970; dead driver figure is estimated based
on DWI surveys which show 1% alcohol use among nighttime weekend drivers.
Illegal BAC limit is >=50mg%.
Illegal BAC limit is >=50mg%.; dead driver figure is downward biased due to under-recording
of BAC tests for single vehicle crash victims.
Illegal BAC limit is >=20mg%.
Illegal BAC limit is >=80mg%.
Illegal BAC limit is >=50mg%.
Illegal BAC limit is 80mg%. in 15 states & 100 mg% in 33 states.
Illegal BAC limit is >=80mg%.

Source: Peter Wilding; European Commission : The Comparability of Alcohol Injury Road Accident Statistics Between Member States and Their Interpretation in the CARE Database.

killed in areas designated as rural may in part help explain the large
proportion of unbelted dead drivers as well as the overall distribution of occupant fatalities to total fatalities in Canada.

decreased on a per registered vehicle basis and the number of
road users killed and seriously injured has also declined. In addition,
the Canadian public has demonstrated an increased awareness
of and interest in road safety issues since the program began. It
is concluded that the vision and targets have been useful, and
should continue. The introduction of additional quantifiable subtargets which focus on the most highly visible road safety issues
facing Canadian road safety stakeholders should help make road
travel in Canada safer.

4 Making Roads Safer for Canadians:

Enhancing the Vision with Targets
The general consensus among road safety professionals in many
countries is that tough but achievable quantifiable targets are
extremely useful devices that help elicit a broad “buy-in” from
both politicians and the general population for the initiatives
being adopted. Idealistic goal statements or visions, which are
sometimes regarded with cynicism, serve as flash points for
actions to help raise awareness of road safety issues and in the
establishment of quantifiable targets to achieve goals.

4.1 Time Frame for the Next Generation

Vision/Targets
The time frame for the inaugural vision was five years — from
1996 until 2001. However, 2002 is rapidly approaching and the
wheels must be set in motion for the smooth transition of a successor plan. The establishment of a nine-year successor plan for

Since the inception of the Road Safety Vision 2001 program,
progress has occurred. Canada’s fatality rate has steadily
7

4.2.1 Enhancing Existing Targets/Measures

the period 2002-2010, called Road Safety Vision 2010, should be
undertaken to build upon the success of the existing program as
well as to allow new programs to be effectively established and
to support the introduction of targets in areas not previously
addressed on a national scale. A nine-year time frame would provide the Canadian road safety community with an overriding
theme for a sufficiently lengthy period to permit the development
and implementation of new or enhanced strategies to help it
achieve its goal. The targets should be closely monitored, reported
upon, and adjusted if necessary at the midpoint of the successor
plan, in 2006. At the present time, most of the OECD member
countries whose road safety record is deemed to be better than
Canada’s have targets with lengthy time frames (approximately
ten years or longer) in place for the achievement of their visions
and/or targets.

Canada’s two most significant national road safety initiatives —
NORP 2001 and STRID 2001 — are already tied to quantifiable targets.
PROGRAM

TARGET

National Occupant
Restraint Program
2001

To achieve a 95% seat belt wearing rate and
proper child occupant restraint use among
occupants of light duty vehicles by 2001.
ACHIEVEMENT
90.1% of light duty vehicle occupants were belted
during 1999. The most recent figures on proper
use of child restraints (1997) for children less than
five years of age indicate that 67.7% were properly
restrained.

4.2 Target/Priority Setting
The adoption of the Road Safety Vision 2001 initiative with the goal
of having the safest roads in the world was the Canadian road safety
community’s first foray onto the international road safety stage. The
establishment of an overall national target for reductions in fatalities
and serious injuries within the time frame of the successor plan is the
next logical step.

PROGRAM

TARGET

Strategy to Reduce
Impaired Driving
2001

To reduce the percent of road users killed and seriously injured in crashes involving drinking drivers
by 20% over the 1990-1995 average baseline period.
ACHIEVEMENT
A 10.3% decrease has occurred in the percent of
motor vehicle fatalities involving drinking drivers,
from 39% in 1995 to 35% in 1997.

The recommended national target is that the average number of road
users killed and seriously injured during the 2008-2010 period be 30%
lower than comparable figures for the 1996-2001 period.

4.2.1.1 NORP 2001
Current Status: The current target calls for a 95% seat belt usage
rate as well as proper child occupant restraint use among all light
duty vehicle occupants by 2001. The current belt use rate among
occupants surveyed in communities with 5,000 or more inhabitants is 90%. A 1997 national child restraint use survey found that
68% of children aged five years or younger were restrained in child
restraint systems or seat belts. However, since that time, local
safety organizations have conducted non-random clinical observations in various regions of the country to observe child
restraint use patterns and to educate parents of the proper fitment

The sub-targets discussed in section 4 of this report in support of the
national target recommend decreases in fatalities and serious injuries
ranging from 20% to 40%. However, it must be mentioned that considerable overlap exists for all target reductions proposed and consequently the casualty reductions made within each target group will
not be mutually exclusive. As a result, the recommended national target is somewhat lower than some of those discussed in the following
section of this report.
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of child restraint systems. The more comprehensive observations
derived from these clinics, which took place at off-road locations
such as shopping malls, have shown that considerably lower percentages of children are properly restrained than reported in the
national survey. A seat belt use survey conducted recently (1999) in
rural southern Alberta showed that only 69% of occupants were
belted. Concern has been expressed that similar disparities in belt
wearing rates also exist in rural areas of other provinces. A recent
study showed that 40% of all fatally injured occupants and 21% of
those seriously injured were unbelted. The study also showed that
approximately 80% of drivers killed and 63% of those seriously
injured sustained their injuries in crashes that occurred in rural areas.

involving alcohol by 20% by 2001, over average 1990-1995 figures.
STRID 2001 has a very broad “buy-in” in all Canadian jurisdictions.
Several program initiatives were introduced or enhanced, since
the Vision was adopted in 1996, that support the three core elements of STRID 2001 — enforcement and awareness, legislative
initiatives and communications.
By 1998, all jurisdictions participated in focused enforcement and
awareness campaigns targeting drinking and driving. For example,
all jurisdictions participated in combined alcohol-related enforcement and awareness campaigns during the 1997 and 1998 Christmas
seasons. By 1998, six jurisdictions had implemented a system of
minimum licence suspensions for drivers convicted of drinking
and driving. In some jurisdictions, the duration of these suspension
increases incrementally upon subsequent convictions. During
1998, all Canadian jurisdictions initiated specific promotional
activities to increase awareness of STRID 2001.

Future Potential Measures: The NORP 2001 Task Force is currently
developing a promotional campaign primarily targeting young
male non-wearers of seat belts on rural roadways. The objective
of NORP 2001 — to get 95% of light duty vehicle occupants to wear
seat belts and to properly restrain their children — should be restated
as follows: to get a minimum of 95% of all motor vehicle occupants
to wear seat belts and properly restrain their children. However,
annual national surveys in future should on occasion focus solely
on rural designated sites to provide a more comprehensive indication of seat belt use. If seat belt wearing rates in other provinces
and territories are as disproportionately different between urban
and rural areas, enforcement strategies should be realigned.

Currently, all jurisdictions carry out initiatives aimed at educating
the police, crown prosecutors and the judiciary about the severity
of the impaired driving problem. Eight jurisdictions currently have
some form of mandatory assessment and treatment program in
place for drinking drivers. Several jurisdictions also have vehicle
seizure or impoundment programs in place and two have alcohol
ignition interlock programs. In addition, several jurisdictions have
administrative licence suspension programs in place for drivers
who are charged with, but not yet convicted of, impaired driving.

In addition to developing a new promotional strategy for young
males on rural roads, the NORP 2001 Task Force should also consider adopting a target of a 40% decrease in number of unbelted
fatally and seriously injured occupants over the average 1996-2001
figures, as part of its Vision 2010 agenda, given the substantial
number of these victims that still do not wear seat belts.

4.2.1.2

In 1999, the House of Commons Standing Committee on Justice and
Human Rights held public hearings across Canada and issued a
report outlining several recommendations aimed at further deterring
drivers from drinking and driving. Many of the principal recommendations of the report were subsequently passed into law. These
included increasing penalties and sentencing options in the Canadian
Criminal Code and raising the maximum penalty for impaired driving
causing death to life imprisonment.

STRID 2001

Current Status: The current objective of STRID 2001 is to reduce
the percent of road users killed or seriously injured in crashes
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Since the Vision’s inception in 1996, progress has occurred as a
result of the adoption or enhancement of the above-mentioned programs. During 1997, there was a 10.3% decrease in the number of
fatalities resulting from crashes involving alcohol when compared
with the 1995 figure. Target reductions for serious injuries have not
yet been identified.

operate within the framework of the Canadian Council of Motor
Transport Administrators (CCMTA) — NORP 2001, STRID 2001,
High Risk Drivers and the Task Force on Speed and Intersection
Safety Management (SISM) — are actively pursuing initiatives
aimed at curtailing high-risk driving behaviour.

4.2.2.1 High-Risk Drivers

Future Potential Measures: Recently, the Task Force on Speed and
Intersection Safety Management (SISM) proposed the establishment of five-year targets of a 5%-10% reduction in speed-related
crashes and a 5%-10% decrease in intersection-related crashes
(crashes that occur at any controlled intersections, both urban and
rural, electronic or signed). The High Risk Driver Task Force proposed the establishment of both short- and long-term targets to
reduce the incidence of high-risk driving behaviour. The short term
goal is that all jurisdictions be able to identify their high-risk driver
population by the end of 2001. The long term target, which has a
time frame of 10 years, calls for a 20% decrease in the percentage
of drivers who commit three “high-risk driving” infractions (two if
they are both alcohol-related) within a two-year time frame.

Current Status: High-risk drivers include those who drink and then
drive, who speed excessively, run red lights and who do not wear
their seat belts. This group of drivers accounts for a very considerable proportion of fatally and seriously injured drivers. A recent
Transport Canada study showed that almost 40% of dead drivers
and 18% of those seriously injured were unbelted. Preliminary
results of coroners’ Blood Alcohol Concentration (BAC) tests for
1998 show that 32% of fatally injured drivers were legally
impaired (over 80 mg%), more than two-thirds of which had BACs
in excess of 150 mg%. Furthermore, excess speed or speed inappropriate for driving conditions were cited as contributing factors
for approximately 25% of all single vehicle fatal crashes. These
types of high-risk driving behaviour are not mutually exclusive but
rather involve a considerable amount of overlap. The Task Force
on High Risk Drivers is currently developing an operational definition of a high-risk driver to facilitate the identification of these individuals at the jurisdictional level. Four national task forces that

The four above-mentioned task forces are each striving to promote programs that will positively influence high-risk road users.
And yet, only two of these task forces — NORP 2001 and STRID
2001 — operate within the framework of Road Safety Vision 2001.
The Task Force on High Risk Drivers and the newly formed Task
Force on Speed and Intersection Safety Management (SISM)
should operate within the framework of Road Safety Vision 2010,
and realign the time frames of their targets to be congruent with
those established within the framework of the renewed Vision.
The broader the achievement of target objectives within the
renewed national road safety plan, the greater the likelihood of a
broad “buy-in” among the general public. The Task Force on
Speed and Intersection Safety Management may also wish to consider coordinating their activities with the National Committee on
Uniform Traffic Control — a traffic engineering committee that
operates within the framework of the Transport Association of
Canada. This committee is responsible for the guidelines con-

Future Potential Measures: The target adopted in 1995 (a 20% reduction in alcohol-related fatalities and serious injuries) should be enhanced
because the proposed successor plan has a nine-year time frame.
The 2010 target should call for a 40% decrease in serious casualties
when compared with the 1996-2001 baseline period. The measure
would continue to be challenging but hopefully achievable.

4.2.2

Establishing New National Targets
for Road Safety Vision 2010
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tained within the Manual of Uniform Traffic Control Devices,
which covers areas such as traffic signs, traffic signals, pavement
markings and the establishment of speed limits. In order to better
target high-risk drivers, the Task Force on Speed and Intersection
Safety Management may wish to enhance their programs by
establishing targets that call for similar percentage decreases in
fatalities and serious injuries due to crashes involving speeding
and running red lights/stop signs as the targets established for
crash reductions. As stated previously, because of the extended
time frame of the proposed new safety plan, these task forces may
wish to consider doubling the objectives of their targets to 20%
reductions in fatalities and serious injuries, in order to be consistent
with the proposed objectives for other targets established as part of
the longer term successor plan.
A complication regarding the establishment of targets by these
four task forces is that there is a considerable amount of overlap,
and gains made within each group will by no means be mutually
exclusive. Regardless, if each of these task forces achieves its targeted reductions for fatally and seriously injured road users over
established baseline totals, there will no doubt be considerable
improvement in Canada’s level of road safety.

4.2.2.2 Young Drivers
Current Status: Young drivers, defined as drivers aged 16 to 19 years
of age, comprise slightly more than 10% of fatally injured drivers
and almost 13% of those seriously injured, but only 5% of all
licensed drivers. A recent study on unbelted drivers showed that
almost 46% of young drivers who were fatally injured in crashes
and almost 22% of those who were seriously injured were not
wearing seat belts at the time of collision. Furthermore, more
than 18% of fatally injured young drivers and approximately 8% of
those who suffered serious injuries were both unbelted and had
been drinking or were impaired (minimum estimates derived from
Traffic Accident Information Data File).
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The graduated licensing system, a program that enables novice
drivers to acquire driving skills gradually in low-risk driving situations, is the most prominent young drivers program in place in
Canada. Currently, not only young drivers, but novice passenger
vehicle drivers and motorcycle riders in six provinces encompassing 80% of Canada’s population must participate in a twotiered licensing schedule, with inherent driving restrictions and
one or more “driving tests,” depending on the jurisdiction, before
full driving privileges are granted. Preliminary evaluation studies
conducted in some provinces with graduated licensing schemes
have shown the program to be very effective. Collision rates
among novice drivers fell between 19 and 31%. These rates included
a 24% decrease for crashes involving fatalities or injuries in one
province; in another, fatalities and injuries among beginner drivers
decreased by 28 and 10%, respectively. Undoubtedly, the reduced
exposure novice drivers encountered to high-risk driving situations
due to inherent driving restrictions built into graduated licensing
schemes contributed, at least in part, to the decreased casualty
figures.
Future Potential Measures: The documented successes of graduated licensing systems is a matter of public record. Some of the
provinces who have not yet adopted a system of graduated
licensing, have similar but less comprehensive programs in
place. At least one province is considering revising its Highway
Traffic Act as it relates to novice drivers so that it has a form of
graduated licensing and another is holding consultation sessions
to consider adopting the program. Road Safety Vision 2010 should
make the establishment of graduated licensing schemes in all
provinces and territories a national priority.
The success of graduated licensing schemes notwithstanding, as
already stated, young drivers continue to account for more than
10% of all drivers fatally injured and almost 13% of those seriously
injured. There is still room for improvement, in particular among
18- and 19- year-old victims, who continue to represent approximately two-thirds of these young fatally injured drivers. Making

allowances for improvements already realized in jurisdictions with
graduated licensing programs, it is suggested that a more modest
target of a 20% decrease over the baseline period (1996-2001) in
the number of young drivers killed or seriously injured would still
be an ambitious but achievable target.

4.2.2.3

Vulnerable Road Users

Current Status: Vulnerable road users, which include pedestrians,
cyclists and motorcycle/moped riders have consistently accounted
for approximately 20% of road users killed and seriously injured
annually.
Among pedestrian casualties, two problem areas stand out.
Among fatally injured pedestrians, older victims — those aged
65 or older — consistently represented approximately 30% of all
fatally injured pedestrians (1993-1997 average). This group of
road users accounted for an average of 12% of Canada’s population during this five-year period. Among those seriously injured,
the problem is most prevalent among young victims — those
aged 15 years or younger — who during the 1993-1997 period,
accounted for more than 28% of all seriously injured pedestrians.
Young pedestrians accounted for approximately 18% of the country’s population during the 1993-1997 period. Apart from age considerations, more than 38% of fatally injured pedestrians who
were struck and killed and tested for alcohol consumption during
the 1993-1997 period had BACs that exceeded 80 mg%.
The major problem area among cyclist casualties is with young
riders — those 15 years of age or younger. During the 1993-1997
period, this age group accounted for slightly more than 39% of
cyclists killed and almost 45% of those seriously injured.
Both motorcyclist fatalities and motorcycle registrations followed
steady downward trends during the 1993-1997 period. However,
the actual fatality rate per registered motorcycle declined by
approximately 40% during this period, from 6.40 in 1993 to 3.76
during 1997. In spite of the overall improvements in the number of
12

motorcyclist casualties and casualty rates, there is still cause for
concern among this group of road users. Young motorcycle riders
(those aged 19 years or younger) accounted for slightly more than
19% of total motorcyclist fatalities and slightly more than 22% of
those seriously injured in crashes. These figures are approximately
twice as high as the comparable age distribution of young motor
vehicle drivers killed and seriously injured in crashes. Alcohol
impairment was also a prominent characteristic among dead motorcyclists. During the 1993-1997 period, an average of almost 34% of
motorcycle operators who were killed in crashes and tested for
alcohol consumption were legally impaired. On a positive note, the
percentage of fatally injured motorcyclists who were legally impaired
decreased steadily during this five-year period, from 42.4% during
1993 to 26.5% during 1997.
Future Potential Measures: At present, national initiatives or programs promoting vulnerable road user safety do not exist. The
creation of public awareness campaigns targeting both young (15
years and under) and older (65 years or over) pedestrians as well
as awareness among motorists of these groups would probably
benefit these vulnerable sub-groups. Public education campaigns
promoting cyclist helmet wearing and safe cycling practices
would not only improve safety among cyclists when involved in
crashes but also raise awareness of this group of road users
among the motoring public. Promotional campaigns aimed at
deterring drinking and riding among motorcyclists as well as at
raising motorists’ awareness of this less conspicuous form of motorized transportation, particularly at intersections, would probably
help improve motorcyclist safety.
Quantitative targets of 30% decreases in the number of fatally or
seriously injured motorcyclists and pedestrians for 2010, over
1996-2001 average totals, should be established. Increased
enforcement, interventions and national awareness campaigns
should help reduce the high incidence of alcohol impairment
among these fatally injured victims. The fairly large numbers of
young cyclist casualties in relation to all cyclists killed and serious-

ly injured suggests that these casualties resulted from kids acting
like kids. The adoption of a public awareness and education campaign in support of safe cycling practices should be established. A
target of a 30% reduction over 1996-2001 average fatality and serious injury totals among this group of victims is suggested.

4.2.2.4

Commercial Vehicle Safety

Current Status: Road-user fatalities and serious injuries resulting
from crashes involving commercial carriers in Canada during the
past five years have remained relatively constant at approximately
18% and 8%, respectively. Over the same time period, however,
domestic truck activity, based on tonne-kilometres of goods transported, has increased by almost 50%. However, during 1997, the
most recent year for which there is data, both fatalities and serious
injuries increased, to 22% and 10%, respectively. Commercial vehicle drivers involved in multi-vehicle collisions are considerably less
likely to have committed driving infractions than the other involved
drivers. Commercial vehicle operators who were killed in crashes
were also much less likely to have been drinking or to have been
impaired than any other vehicle operator.
The National Safety Code (NSC), which consists of fifteen operational standards is the national template for provincial and territorial governments to regulate truck and bus safety. It is anticipated
that recent and proposed changes to several of the National
Safety Code standards will continue to strengthen the safety
performance of commercial vehicle transportation. Important
amendments to NSC standards under active development include
those governing load securement and hours of service.
Amendments to the Motor Vehicle Transport Act, 1987 were
recently introduced in Parliament (Bill C-28). The revised Act will
base the new safety regime for extra-provincial carriers upon
National Safety Code Standard # 14 (Safety Rating). This standard
will enable provincial governments to issue Safety Fitness
Certificates to commercial carriers with safe operating records.
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Future Potential Measures: The annual Canadian Vehicle Use Survey
became operational in 1999, and will, in the future, provide annual
estimates of the amount of road travel by various vehicle types
across Canada. This report will furnish excellent baseline indicators
for commercial carriers to establish targets relating to casualties per
kilometre of travel. The information collected during the three years
prior to the adoption of a successor plan to Road Safety Vision 2001
should be used to provide baseline information for the establishment of target reductions based on travel data.
The large disparity in charges laid under provincial highway traffic
acts against drivers of other vehicles (47% average during the past
five years) involved in collisions with commercial vehicles as
opposed to drivers of commercial vehicles (20%) suggests that other
drivers lack awareness of how to safely operate their vehicles around
large trucks. Promotional information such as the video entitled “The
No Zone,” which was produced and marketed at trade shows by the
American Trucking Association, and provides operators of passenger
vehicles with safe driving tips when they encounter commercial vehicles should be more extensively promoted.
The improved level of safety that is likely to result from the
recently adopted and pending amendments to the National
Safety Code — specifically those relating to the assignment of
safety ratings to all bus and truck carriers operating in Canada
and those pertaining to facility audits — the examination of
motor carriers’ safety practices and record keeping — should
make achievable a 20% decrease, over average 1996-2001 totals,
in the number of road users killed or seriously injured in crashes
involving commercial vehicles an achievable goal. Canada’s target
should also be compared with target reductions for crashes
involving commercial vehicles established in the United States
by the US Department of Transportation. The United States goal
is to reduce the number of truck-related fatalities in the US by at
least 50% by 2010. The US DOT was allocated an additional
$70 million to help finance a number of programs established to
help accomplish their goal.

4.2.2.5

Rural Road Safety

Current Status: A recently published report by the Organization
for Economic Co-operation and Development (OECD) identified
rural road safety as a major problem area among member countries and indicated that an increasing proportion of total traffic
fatalities was occurring on rural roads. The authors of the report
noted that recent decreases in traffic casualties throughout OECD
member countries were occurring more rapidly in urban areas
than in rural ones. The report identified three principal collision
configuration types as contributing to approximately 80% of all
fatalities occurring on rural roads. These were: single vehicle
crashes, particularly “run off the road” occurrences, which
accounted for approximately 35% of fatal rural road crashes;
head-on collisions (almost 25% of fatal collisions on rural roads);
and collisions at intersections (approximately 20% of fatal crashes
on rural roads). The authors of the report also cited as a problem
the general lack of explicit safety policies or targets designed for
rural roads in most OECD member countries.

is developing key messages which focus on the major issues
affecting rural road safety for use by front-line officers for its
annual Operation Impact initiative.
Transport Canada is currently developing a national framework for
rural road safety. Following a determination of the magnitude of
the problem and an assessment of the programs already in place
in the jurisdictions, reasonably inexpensive short- and mediumterm initiatives incorporating safe road and roadside design elements
along with enforcement initiatives aimed at modifying unsafe
rural road user behaviour, will be identified to address specific
problem areas.
Target reductions of 40% decreases in the number of fatality or
seriously injured road users on rural roads, over average 1996-2001
figures, should be established for the renewed Vision during the
2002-2010 period. If progress is also realized in all of the other safetyrelated areas which affect the rural road setting and for which
targets have been established, these targets should be achieved.

Factors Influencing the Vision

In Canada, almost 58% of all motor vehicle occupants killed and
44% of those seriously injured suffered their injuries in crashes
on rural roads. Rural roads include all undivided roadways with a
posted speed limit of 80 km/h or 90 km/h. Non-use of seat belts,
alcohol use, and speed, particularly among victims of single vehicle crashes, have been identified as safety-related issues in a
large percentage of these occurrences. Other noteworthy issues
that have been cited as potentially affecting rural road safety
include the difficulty and expense police agencies encounter in
enforcing traffic laws on low volume rural roads, as well as the
increased response time required by emergency vehicles to
attend to serious crashes in rural areas.

5

Future Potential Measures: The NORP 2001 Task Force is currently
developing promotional initiatives aimed at young male nonwearers of seat belts on rural roads. The Canadian Association of
Chiefs of Police (CACP)-sponsored Operation Impact Committee

Current Status: Producing relevant, timely and standardized
national traffic collision data has been a long standing objective of
researchers and analysts across Canada. The information gleaned
from Transport Canada’s national Traffic Accident Data File
(TRAID) has proven useful for research and analyses purposes, for
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The renewed Vision, with its inherent targets, will require more
than the commitment of road safety stakeholders and the general
public if its objective of having the world’s safest roads is to be
realized. Better crash and exposure data, technological advancements that make motor vehicles safer, more efficient use of police
enforcement resources and improvements in road design and
operations will each have to play a positive role in the achievement of this objective.

5.1

Improved Crash and Exposure Data

the development of new motor vehicle safety standards and in the
development of safety programs. Retroactive data quality enhancements were made to TRAID in recent years, thereby improving
its usefulness. However, in an effort to improve the timeliness of
the data and to transfer responsibility for data quality issues to the
jurisdictions as well as to incorporate new data elements, Transport
Canada in partnership with the provinces and territories developed
a template for a second generation data file. Called the National
Collision Data Base (NCDB), the database is now operational and
contains useful data elements not contained in TRAID (e.g. use
of daytime running lights, more comprehensive descriptions of
vehicle types involved in crashes and vehicle identification numbers (VINs)). However, timeliness of data availability continues to
be an issue due to unforeseen operational difficulties in some
jurisdictions.
The National Data Task Force was formed in 1997 to further
develop and implement a framework for a Canadian Road Safety
Information Management System, facilitate linkages among road
safety-related data-bases as well as make road safety data more
complete and comprehensive. The principle accomplishments
of the task force to date include the establishment of a protocol for
linking databases of interest to road safety professionals, particularly
exposure and medical data; a review of collision report forms; the
development of a feasibility study for a National Vehicle Classification
System; the development of a methodology for a rural road seat
belt use survey; and the development of a risk analysis and evaluation system model which allows for the estimation of different
types of road travel risk.
In 1999, the first annual Canadian Vehicle Use Survey was carried
out by Statistics Canada on behalf of Transport Canada. The survey
was conducted primarily to obtain annual estimates of the
amount of road travel across Canada. The survey includes data
on the annual number of kilometres driven by all major vehicle
types; age and sex of drivers; number of passengers carried; time
of day and season; road types travelled; and volume and type of
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goods transported by commercial vehicles. The information
obtained from the inaugural survey became available for analysis
purposes in the Fall of 2000.
In partnership with selected provincial governments, public insurance companies and police agencies, Transport Canada is currently
conducting a feasibility study of a computer- and communicationsbased system called the “System for Technological Applications in
Road Safety” (STARS). This multifaceted technological platform,
which was developed primarily as a tool for police forces in Québec,
has many potential uses including the automated on-site collection
of all traffic collision data; access to licence, registration and insurance
files; ticketing and on-site collection of fines using bank credit cards;
and scheduling court appearances.
Protocols are currently being established in all Canadian jurisdictions
for uniform collection and transfer procedures for motor carrier data,
which will be used for the assignment of safety fitness ratings.
An infrastructure database, called the Canadian Highway Information
System (CHIS), which will use a Geographic Information System (GIS)
platform to provide road infrastructure-related data, is currently
being developed by Transport Canada and its jurisdictional partners. CHIS will contain road data such as lane and shoulder
widths, surface type and conditions, traffic volumes and traffic
collision sites (according to crash severity levels) for national and
primary roadways.
Future Potential Measures: The traffic collision data contained in
the National Collision Data Base (NCDB) enables Transport Canada
to monitor national road safety trends. The enhanced information
contained in NCDB, in particular the Vehicle Identification Number
(VIN), which is currently provided by five jurisdictions, enables
Transport Canada to utilize this detailed vehicle characteristic information to more comprehensively analyze crash involvement rates
and effectiveness of various types of vehicle safety systems, and
if deemed necessary, to facilitate the development of new or enhancement of existing motor vehicle safety regulations.

Linking trauma data with crash and related exposure data will
facilitate the development of trauma-based regulatory initiatives
and enable a more accurate estimation of traffic collision costs to
be made. The risk analysis and evaluation system model will, in
time, enable the assessment of the relative likelihood of a collision occurring, as well as the likely impact of targeted countermeasures against the identified risk to be made.
Information generated from the Canadian Vehicle Use Survey will
provide road safety experts with risk management indicators, to
help develop and implement more informed safety initiatives,
programs and policies. This information will also enable more
accurate interprovincial and international road safety comparisons to be made. Vehicle travel data collected during the 19992001 period should be used as baseline data to develop fatality
and serious injury target reductions, on a per kilometre basis, for
both general (roadway type), crash configurations (single versus
multi-vehicle) and specific (vehicle types) indicators.
Current protocols to collect census national traffic collision data
have proven successful at generating quality, if not timely, data.
The STARS feasibility study is intended to provide a national
focus for the development of uniform automated data collection
performance standards. Should the provincial and police agency
partners involved in the study decide that the adoption of STARS
or a variation of the technology would be beneficial and feasible,
it would provide police agencies in those jurisdictions with a tool
that quickly identifies high-risk road users, improves the efficiency, quality and timeliness of traffic collision data collection procedures and facilitates data interchange for the development of
regional, jurisdictional and national road safety programs.
Should the feasibility study demonstrate that STARS is useful
and compatible in all jurisdictions involved in the study, serious
consideration should be given to the adoption of this technology in all Canadian jurisdictions.
Data collected and analyzed for the purpose of assigning motor
carrier safety performance ratings should ensure that all com16

mercial carriers will operate according to industry- and regulatoraccepted conventions for safety performance criteria.
Linking road infrastructure and exposure information from the
Canadian Highway Information System (CHIS) database with
crash data from TRAID or NCDB will enable federal and provincialterritorial governments to perform black spot analyses on these
major roadways as well as incorporate safer road design features
and investments on a more cost-efficient basis.
Vehicle registration data should continue to be used to benchmark Canada’s road safety progress internationally. In addition,
vehicle travel data should also be used to make international
road safety comparisons for the Road Safety Vision 2010 initiative,
even though approximately half of the OECD member countries
cannot provide comparative data.
Serious consideration should be given to the creation and adoption
of a standard national traffic collision report form within the time
frame of the successor plan. The adoption of a standard report form
would in all likelihood result in more complete reporting of information as well improved data quality, consistency and usefulness.

5.2

Safer Motor Vehicles

Current Status: The Motor Vehicle Safety Regulations (MVSR) stipulate the safety performance of a wide range of characteristics for
vehicles commonly used on Canadian roads. There are currently
over 60 regulations covering equipment such as tires, brakes and
seat belts. These regulations are constantly being refined and
improved, as is evidenced by the approximately 35 regulatory
amendments currently underway.
The principal regulation-related activities currently being conducted
or sponsored by Transport Canada focus on frontal crash and lateral
impact protection, commercial trailer rear underride protection, new
child seat attachment requirements, school bus protection and
improved alternative fuel safety requirements. In addition, the
Department is working closely with its US counterpart, the

National Highway Traffic Safety Administration (NHTSA) to develop
additional regulations such as door retention, improved rear
impact fuel safety integrity and new tire testing requirements.
The Department is currently revising its regulated crash testing
requirements for frontal impact protection to include not only testing with properly positioned average adult male dummies, but
also children and small statured females, in both in- and out-ofposition seating configurations. It is expected that the updated regulations combined with significant improvements in sensing and air
bag technologies will provide improved protection to children and
small females who are involved in frontal collisions. It is anticipated
that these new requirements will be in place by 2004.
The Department has also recently entered into a formal agreement
with vehicle manufacturers to improve occupant protection during
lateral impact collisions. The improvements will result from redesigned vehicle doors and the installation of side door air bags that are
appropriate not only for adults but also out-of-position children.
As part of Transport Canada’s efforts to further protect occupants
involved in lateral impact collisions, the Department is also
developing a new regulation which will use an entire family of
more human-like dummies and new testing barriers to better
replicate larger Sports Utility Vehicle (SUV) and light truck collisions. It is expected that this new regulation will be in place prior
to 2010 and that manufacturers will voluntarily comply with the
new requirements prior to their effectiveness date. Current estimates indicate that up to 31% of fatally injured road users and
25% all those seriously injured were involved in lateral impact
collisions. These motor vehicle enhancements combined with
public education and awareness campaigns alerting motorists of
the high number of serious occupant casualties that occur each
year as a result of lateral impact collisions, should have a longer
term positive effect in reducing the number of motor vehicle
occupants killed or seriously injured in these types of crashes.
The exemplary safety record of school bus transportation notwithstanding, Transport Canada is currently researching the effective17

ness of passive restraint systems for pre-school aged and small
statured children. The Department is also planning to work with
NHTSA to develop a school bus seat which will be capable of providing both active (three-point seat belts) and passive (energy
absorbing seats) protection.
Analyses of fatal collisions involving passenger vehicles striking
the rear of commercial vehicles is currently taking place in support of a rear impact underride guard regulation. The regulation
is intended to ensure that rear impact protection devices installed
on new Canadian-registered trailers are effective in minimizing
injuries and fatalities. It is anticipated that a proposed federal regulation for rear impact protection will be published in 2001 and will
be in place before the end of 2003.
Transport Canada is currently developing new child restraint vehicle anchoring system requirements. The new system will require
that a solid anchoring point be available at the base of the seat.
This system will provide significantly improved protection to children in child seats who become involved in traffic collisions.
The Department is currently upgrading regulations governing fuel
system integrity so that federal and provincial requirements will be
harmonized. The Department, in conjunction with NHTSA, is also
developing future testing requirements for gasoline, diesel and liquid
fuelled vehicles which will require that vehicles be capable of withstanding an 80 km/hr impact from the rear with minimal fuel leakage.
The current regulation mandates a collision speed of 50 km/hr.
The world motor vehicle regulatory bodies recently agreed to
develop global regulations. This agreement, referred to as the
Global Agreement, was completed under the auspices of the
United Nations. Regulations developed under this agreement will
be referred to as Global Technical Regulations (GTRs). Canada
hopes to make use of this process to incorporate enhanced safety
requirements of regulations found in other countries, for example,
European vehicle lighting requirements, to strengthen comparable Canadian vehicle safety standards.

Future Potential Measures: Intelligent Transportation Systems (ITS)
that are beginning to enter the marketplace are expected to significantly reduce collisions and casualties. Such systems are capable
of identifying risky traffic situations and in turn warning drivers. In
many instances, these computer devices can activate such vehicle
functions as the brakes, steering and throttle without driver input.
They do this by sensing abnormal motion of the vehicle, improper
inputs of the driver, sensing the proximity of other vehicles, unprotected road users, unsafe road surfaces or atmospheric conditions.
This information can be assimilated from either on-board equipment or from sensors installed at the roadside.
ITS are expected to become increasingly cost-effective, safetycapable and available over the coming decade. Advanced safety
vehicle systems such as adaptive cruise control (ACC), night
vision, backup obstacle detection are already being offered on
some new vehicle models. Other ITS safety control systems such
as adaptive lane departure warning, control, “stop and go” low
speed cruise control and obstacle avoidance will soon be available. These technologies promise to significantly reduce the
number of motor vehicle crashes in the future.
The safety benefits of these systems notwithstanding, the
Department is conducting research to ensure that these new technologies do not adversely affect inexperienced or older (60+ years)
drivers’ ability to safely operate vehicles. This research is driven
by concerns that such factors as increasing driver distraction,
workload or propensity for error, particularly among the growing
older driving population, may contribute to increased collision
involvement.

5.3

Enhanced Enforcement Initiatives

Current Status: For the past several years, police services across
the country, under the leadership of the Canadian Association of
Chiefs of Police (CACP), have supported the NORP 2001 and STRID
2001 initiatives in their efforts to reduce the incidence of high-risk
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driving behaviour. Proactive national strategies and public education initiatives have helped raise awareness of road safety issues
among the general public. The foremost example of a CACP-led
national undertaking is Operation Impact. Operation Impact's first
mandate is to provide front-line police officers with detailed briefing
packages that increase their awareness of high-risk driving behaviours. In turn these front-line police officers, from approximately
2,000 police service locations nation-wide, use this risk management information to educate the general public to the dangers of
such high-risk driving behaviours as non-use of seat belts and
driving after drinking. Operation Impact's key messages are: “the
greatest threat to public safety is the impaired driver,” and “the
most effective way to save your life is to buckle up.”
The Traffic Safety Best Practices Data Base, housed on Transport
Canada's road safety web page (www.tc.gc.ca/roadsafety) contains a broad range of traffic safety strategies that, for the most
part, were jointly developed by police officers and their communities. The database supports community-based service delivery of
police services by providing easy access to proven multi-disciplinary
strategies that can be adapted to address national, provincial and local
priorities.
Traditionally, Canada's police services have focused a considerable
portion of their enforcement activities on detecting speeding
motorists. Recognizing a need to introduce problem solving strategies, and to more representatively allocate resources based on
collision causing behaviours, the CACP partnered with the RCMP,
Transport Canada and provincial agencies, on a pilot project in
Southern Alberta which is examining the delivery of quality traffic
policing services within a community-based environment. In the
early phases of the project, baseline examinations showed that
70% of enforcement activity was speeding-based, while excessive
speed was a contributing factor in less than 20% of fatal collisions.
Other high-risk driving behaviours such as impaired driving and
non-use of seat belts received significantly less enforcement attention. The pilot project is intended to provide a model that can match

police response and resource deployment to attack those high-risk
behaviours that lead to death and injury.
Future Potential Measures: Police services should be provided
with a concise annual report that summarizes the most relevant
road safety issues and outlines the usefulness and frequency of
occurrence of the most important data elements found in jurisdictional crash data files. The objective of a report of this nature is to
ensure that the enforcement community is equipped with current
risk management information and to demonstrate the importance
of quality data for road safety research and strategy development.
Transport Canada and the Canadian Association of Chiefs of
Police should strengthen their relationship to ensure that risk
management information is delivered to police executives and
front-line officers in the most appropriate means for the particular
group. In addition, Operation Impact's national communications
network (front-line police locations across the country) should
regularly make use of the local media (newspapers, radio and
television) to disseminate information among Canadians that
raises awareness of emerging or topical road safety issues as well
as of the goal and targets of the Vision initiative.
Government agencies responsible for the administration and possible future revision of drinking-driving laws in Canada must find
ways to streamline the drinking-driving charge process and close
legal loopholes that discourage front-line police officers from laying
DWI charges because of concerns over the low likelihood of
obtaining a conviction and the unmanageable time requirements
for processing these charges.
The protocols established as part of the Traffic Services Pilot
Project, which is currently taking place in Alberta, should be
encouraged, widely disseminated and considered for adoption in
communities throughout Canada.
If target reductions are to be achieved for the various initiatives
proposed, then either a realignment of resources with a greater
emphasis on traffic services must be implemented or the ministries
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responsible for police services must increase the size of the traffic
services component of their enforcement agencies.

5.4

Road Infrastructure Initiatives

Current Status: Although all aspects of road design, construction,
maintenance and operation are administered by the provinces and
territories, national guidelines are also developed by the Chief
Engineers Council, a nationally representative committee that
operates within the framework of the Transportation Association of
Canada (TAC). A number of manuals and guidelines that focus on
roadway design and traffic operations were recently published by
TAC, specifically the Manual of Uniform Traffic Control Devices, the
Geometric Design Guide for Canadian Roads, and Neighbourhood
Traffic Calming. The Geometric Design Guide for Canadian Roads
has been updated to include sections on the explicit evaluation of
safety for the majority of the design elements, as well as for the
general philosophy of the document. A new TAC committee, called
the Road Safety Sub-Committee, that deals with the integration of
road safety considerations into road design and traffic operations
was also recently formed.
Under the Canadian Strategic Highway Research Program (C-SHRP),
research has been conducted on long-term pavement performance. Research results have been transferred to practicing communities to support better investment and intervention strategies
for maintenance and rehabilitation of highways.
Future Potential Measures: The current focus of the abovementioned Road Safety Sub-Committee is to raise awareness of
road safety issues for the TAC membership, to promote safety
conscious, knowledge-based road and street engineering and
operations, and to identify and prioritize road safety issues. This
committee is currently developing national guidelines for road
safety audits, continuous road-shoulder rumble strips, and formulating infrastructure-related input for the national rural road
safety strategy. Road safety audits, an explicit review of the design

function, will facilitate the integration of safety features in new
road designs. Rumble strips, which have been shown to reduce
single vehicle run-off collisions by 20%, with benefit-cost ratios of
30:1 and higher, have already proven to be an economical infrastructure safety measure that has been successfully implemented in other countries.

and shoulder widening — which resulted in decreases of related
crash types.

The Geometric Design Committee of TAC is also funding the
development of national guidelines for restoration, rehabilitation,
resurfacing and reconstruction of existing roads to provide safe,
cost-effective design improvements to roads which would be too
expensive to rebuild to “new” design guidelines as specified in the
Geometric Design Guide for Canadian Roads.

6

Another source of infrastructure improvements may be the federal
government, as it is investigating various safety evaluation methods,
such as black spot analysis, as criteria for identifying roadway
improvement programs funded through federal-provincial agreements. Part of this activity is the development of the Canadian
Highway Information System by Transport Canada, discussed
previously in Section 5.1. Improved crash and exposure data will
provide the necessary roadway and collision data to carry out
these evaluations.
Recent research has shown that about 30% of all collisions involve
infrastructure factors. While many of these collisions are directly
attributable to specific roadway factors, it must also be recognized
that inadequate design or operational problems can also contribute
to driver error. Future efforts must ensure that infrastructure measures are compatible with driver behaviour and expectations.
The problems cited in both urban (intersection- and speed-related)
and rural road crashes (single vehicle, head-on and intersectionrelated) can be diminished through infrastructure improvements.
Examples of road design improvements that have been very successful in decreasing crashes and casualties in other countries
include flattening horizontal curves — where increases in radius
of curvature led to decreases in related crash types — and lane
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Targets relating to infrastructure safety have previously been
identified within the rural road safety, speed and intersection
safety, and vulnerable road user initiatives.

Discussion

Can we reach our targets and goals and thereby progress toward
our ambitious vision? If we look back at traffic fatality data in
Canada during the previous ten years — from 1989 until 1998 —
few would have predicted that despite ever increasing traffic, the
number of road users killed would be more than 30% lower in
1998 than during 1989. If we assume that annual fatality decreases will occur at a similar rate for the duration of the successor
plan, fewer than 2,100 road users would die annually in crashes
on Canadian roads by 2010 — a very impressive feat indeed.
At present, Canada’s road safety record is ranked 9th among
OECD member countries. Most countries that rank among the
safest in the world have adopted tough road safety initiatives that
have filtered throughout their societies. The Canadian road safety
community faces a major challenge. Achieving the goal of having
the world’s safest roads will not be an easy task. However, a broad
“buy-in” for the successor plan and its inherent targets by politicians, road safety stakeholders and the general public can go a
long way toward improving road safety above its current level in
Canada. The proposed targets are broad-based and have a sufficiently long time frame for strategies to be developed and adopted
so that impressive reductions in the number of road users killed
and seriously injured can be realized.
A complete list of the proposed targets, their current status and
expected benefits if target objectives are achieved is summarized
in Annex C of the Appendices. Of course, it must be reiterated
that a great deal of overlap exists for all target reductions proposed for the successor plan and consequently the casualty

reductions made within each target group will not be mutually
exclusive. Still, if substantial casualty reductions occur among
several of the target groups identified, Canada’s level of road
safety will no doubt improve considerably.
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Recommendations

•

Canada’s road safety community has retained the vision
of having the world’s safest roads by adopting a successor
plan to the current Vision, Road Safety Vision 2001, for a
further nine year time frame and renamed it Road Safety
Vision 2010.

• a 20% decrease in the number of road users killed or
seriously injured in crashes involving commercial carriers;
• a 30% decrease in the number of vulnerable road users
(pedestrians, motorcyclists and cyclists) killed or seriously
injured; and
• a 40% decrease in the number of road users fatally or
seriously injured on rural roadways.

•

Road Safety Vision 2010 includes an overall national target
as well as an increased number of tough but achievable
sub-targets that should generate both interest and real
commitment by Canada’s major road safety stakeholders
and the general public to help achieve its goal.

•

The national target calls for a 30% decrease in the average
number of road users killed or seriously injured during the
2008-2010 period over comparable 1996-2001 figures.
The following sub-targets, which will be benchmarked against
comparable 1996-2001 baseline data, were adopted:

•

• a 20% decrease in the number of young drivers/riders
(those aged 16-19 years) killed or seriously injured in crashes;

• minimum seat belt wearing rates of 95% and proper use of
child restraints by all motor vehicle occupants;
• a 40% decrease in the number of unbelted fatally or
seriously injured occupants;
• a 40% decrease in the percent of road users fatally or
seriously injured in crashes involving a drinking driver;
• a 20% reduction in the number of road users fatally or seriously injured due to speed- or intersection-related crashes;
• a 20% decrease in the percent of drivers who commit three
high-risk driving infractions (two if they are alcohol-related)
within a two year time frame;
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•

The national priorities identified in this report — graduated
licensing schemes, innovative community policing protocols,
public education initiatives promoting cyclist helmet wearing
and safe cycling practices and enhancements to crash and
exposure data capture, transfer and linkage — should be
adopted in all jurisdictions within the time frame of Road
Safety Vision 2010.

•

The progress of the targets adopted in support of the
renewed Vision will be monitored and reported upon
at the mid-point of the successor plan, in 2006, and the
targets revised, if necessary.

•

Where possible, vehicle travel data from the Canadian
Vehicle Use Survey, which became available in the Fall
of 2000, should be used to make rate-based measurements
for all targets and sub-targets adopted.

•

Vehicle travel data should also be used to make interprovincial/territorial comparisons of progress achieved for
the targets established. For example, if sub-targets were
introduced, kilometrage data could be used to compare
casualty rates according to jurisdictional roadway types,
vehicle types driven, and driver age categories.

•

Vehicle registration and vehicle travel data should both be
used to make comparisons of Canadian road safety levels
with those in other OECD member countries.

•

The adoption of all targets outlined in this report by all jurisdictions is recommended. However if this is not feasible, a viable
alternative in some jurisdictions may be the adoption or maintenance of targets where the largest opportunities for improvements to jurisdiction-specific problems could be realized.
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•

Transport Canada should develop a methodology to set targets
for crash frequency and injury reductions through new and
improved Canadian Motor Vehicle Safety Standards (CMVSS),
and if feasible, to set such targets for 2010.

•

Transport Canada should continue to provide a national leadership role and monitoring function among public and key private
sector road safety stakeholders and the general public in support
of the initiatives and targets adopted to achieve the Vision.
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ANNEX

a

R OA D SA F E T Y V IS IO N S TAT E M E N TS

OF

OECD MEMBER COUNTRIES

COUNTRY

VISION

ROAD SAFETY PROGRAM OBJECTIVES

Australia

Safe road use for the whole
community.

No level of road trauma should be accepted as inevitable. The priority given to road
safety should reflect the high value that the community as a whole places on the
preservation of human life, and the prevention of serious injuries. All safety measures
that can be justified in terms of overall community benefits should be implemented.

Austria

To have a road safety level that is comparable to the levels found in the top third
countries in the European Union.

To reduce fatalities and injuries through the implementation of targeted programs
and initiatives.

Belgium

None specified.

To improve collision data quality and collection practices and increase data sharing.

Canada

To have the safest roads in the world.

To raise public awareness of road safety issues; to improve communication,
cooperation and collaboration among road safety agencies; to toughen enforcement
measures; and to improve national road safety data collection and quality.

Czech Republic

None specified.

To reduce traffic fatalities, serious injuries and injury producing collisions
through educational, engineering, legislative and enforcement initiatives.

Denmark

One accident is too many.

To reduce traffic fatalities, serious injuries and injury producing collisions.

Finland

None specified.

To have continuous improvements in road safety, whereby Finland’s safety level
will approach that of Sweden and Norway.

France

None specified.

To introduce broad-based road safety programs that focus primarily on human
behaviour and will result in traffic fatality and injury reductions.

Germany

None specified.

The federal government advocates citizenship responsibility for road safety.
If these measures fail, enforcement initiatives are introduced.

Great Britain

None specified.

To reduce casualties and to raise the profile of road safety; to establish integrated
safety policies across different modes of transportation.

Greece

None specified.

To establish broad-based road safety programs that focus on both non-vulnerable
and vulnerable road users in order to reduce fatalities and injuries.

Hungary

None specified.

To reduce the number of fatalities and serious injuries.

Iceland

None specified.

To reduce the number of fatalities and serious injuries; to improve safety among
vulnerable and young road users.

Italy

None specified.

To reduce the number of fatalities and serious injuries; to introduce broad-based
national road safety promotional campaigns; to improve data collection, quality
and sharing.
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COUNTRY

VISION

ROAD SAFETY PROGRAM OBJECTIVES

Ireland

None specified.

To reduce the number of fatalities and serious injuries; establishing common and
coordinated priorities and increased cooperation amongst road safety agencies
and ministries.

Japan

None specified.

To reduce traffic fatalities to zero; to make national and regional governments,
motorists and private stakeholders responsible for road safety.

Luxembourg

None specified.

To reduce the number of fatalities and serious injuries; to raise awareness of road
safety initiatives through public education campaigns and research initiatives.

Mexico

None specified.

To reduce the number of fatalities and serious injuries; promote bus and truck safety.

Netherlands

Sustainable road safety.

Adapt road safety networks to the limitations of road user capabilities; require vehicles to be equipped with devices that make driving easier; inform and educate road
users.

New Zeland

To create a safety culture in New
Zealand that delivers land transport
safety outcomes that achieve world
best practice.

To set and ensure compliance with safety standards at reasonable cost that are
based on best practice; to improve partnership efficiencies; to optimize the level
and mix of safety funding; to catalyze innovation in road safety activities, research
and management; and to demonstrate leadership in all aspects of road safety.

Norway

Vision Zero.

To establish road safety programs whereby, in the long term, no one is killed
or seriously injured in a traffic collision.

Poland

None specified.

To reduce the number of fatalities and serious injuries; to improve data quality
and collection practices.

Spain

None specified.

To reduce the number of fatalities and serious injuries; to bolster road safety
development by improving human-, mechanical- and infrastructure-related factors.

Sweden

Vision Zero.

To establish road safety programs whereby, in the long term, no one is killed
or seriously injured in a traffic collision.

Switzerland

Vision Zero.

To establish road safety programs whereby, in the long term, no one is killed
or seriously injured in a traffic collision.

Turkey

None specified.

To reduce the number of fatalities and serious injuries by strongly promoting
defensive driving and awareness practices.

United States

None specified.

To reduce the number, rate, and severity of motor vehicle crashes; to enable
states and communities to solve their unique traffic safety problems; to identify
new approaches in the behavioural, vehicular, and program delivery areas
in order to reduce the number of fatalities and serious injuries.
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COUNTRY

TARGET(S)

PROGRAMS/INITIATIVES PROPOSED/IMPLEMENTED

Australia

To reduce the number of
road fatalities per 100,000
population by 40% from
9.3 in 1999 to no more than
5.6 in 2010.

Use new technology (ITS) to reduce human error: ensure seat belt use; maintain safe following
distances between vehicles; prevent speed limits from being exceeded; monitor driver alertness;
automatically notify emergency services of serious crash locations; improve vehicle compatibility
and occupant protection: vehicle safety standards and design improvements; improve the safety
of roads (black spot programs): use crash cost estimation for economic evaluation of road
improvement options; conduct road safety audits; improve traffic engineering measures to create
safer urban environments for pedestrians and cyclists; and reduce roadside hazards; improve the
equity of road users: in particular for young and old road users as well as vulnerable and rural
road users; apply international best practice in road safety benchmarking; evidence based
improvement to road safety programs and policy: comprehensive research for a more thorough
understanding of causal factors and consequences of road crashes and the effects of existing and
potential countermeasures; improve driver training and licensing practices: improved training and
testing procedures for novice drivers; continue and enhance existing road safety measures:
particular attention will be given to speed management; alcohol and drug abuse; use of restraints
and helmets.

Austria

To reduce the annual
number of traffic fatalities
by 40% and injuries by 20%
by 2005 over 1998 figures.

Speed enforcement: demerit system introduced; speed limit for novice drivers; 80 km/h speed limit
on rural roads; seat belts: public education campaigns; increased penalties for non-wearers; compulsory use for truckers; improved driver education and re-education; alcohol and drugs: lower the
legal BAC limit to .05 mg%; zero BAC limit for young drivers; no drugs; standardized penalties for
drunk drivers across Austria; periodical medical check-ups for all drivers; road safety measures for
elderly road users; conspicuity: daytime running lights; increased safety among vulnerable road
users; revision of right-of-way rules for cycle paths; more pedestrian zones and cyclist paths.

Belgium

None specified.

Measures in place to improve road safety include: licence suspension for excess and inappropriate
speed and excess alcohol; photo radar; speed limiters on heavy goods vehicles; pedestrian and
cyclists safety programs; reform of collision reporting system being considered to address data
quality, consistency and sharing issues and to facilitate evaluation exercises.

Canada

Two measurable targets are
intrinsic to Canada's goal of
having the safest roads in
the world. They include: the
National Occupant Restraint
Program 2001 (NORP 2001),
which has as it’s objective
95% seat belt use and
proper child restraint use
among all light duty vehicle
occupants by 2001;

NORP 2001: national seat belt use survey monitors Canada’s progress toward it’s goal; national
(CACP’s Operation Impact and Car Time 1-2-3-4 video) and jurisdictional campaigns promoting proper and increased seat belt and child restraint use; NORP 2001 Task Force developing a promotional
campaign primarily targeting young male non-wearers on rural roads; consideration being given
to conducting periodic rural seat belt use surveys; STRID 2001: minimum licence suspensions for
drivers convicted of DWI; administrative licence suspensions for drivers charged with DWI; education initiatives to educate police, crown prosecutors and the judiciary about the severity of the
impaired driving problem; mandatory assessment and treatment programs; vehicle impoundment
and ignition interlock programs; increased penalties and sentencing options in the Canadian
Criminal Code and raised maximum penalty for impaired driving causing death to life imprisonment; high-risk drivers: initiatives aimed at identifying jurisdictional high-risk driving population
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Canada (continued) and the Strategy to Reduce
Impaired Driving 2001
(STRID 2001), which has the
goal of reducing the percent
of road users killed or seriously injured in crashes
involving drinking drivers
by 2001 by 20% over the
1990-1995 baseline level.
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PROGRAMS/INITIATIVES PROPOSED/IMPLEMENTED

TO

HELP ACHIEVE TARGETS

introduced, and targets to reduce HRD recidivism established; speed and intersection safety: task
force established and targets set to address problem; novice drivers: 80% of population now governed by laws for novice drivers; enforcement: template for community policing protocol being
established; police integrating public education strategies (Operation Impact) with enforcement initiatives; commercial vehicle safety: recent revisions to the National Safety Code (safety rating) continue
to make commercial vehicle transportation safer; motor vehicle enhancements: principle focus is
with frontal crash protection research, side impact protection research, rear underride guard protection on commercial trailers and anti-lock brake systems for light duty vehicles; enhanced system of
anchoring child restraint systems in vehicles; and safety-oriented systems incorporating degrees of
“intelligence” through sensing elements, computation and control or warning systems on new vehicles; a national framework for rural road safety is being developed; infrastructure initiatives: development of national guidelines for road safety audits and rumble strips; crash and exposure data:
improved national crash data file; data linkage protocols established; automated on-site collection of
traffic collision and related data being tested; first annual national vehicle use (kilometres travelled)
survey; jurisdiction/community initiatives: graduated licensing; school bus safety; designated
community safety zones; winter driving; holiday congestion and cyclist and pedestrian safety.

Czech Republic

To reduce the number of
fatalities per million inhabitants to less than 70 by 2010.

Vehicles: harmonize with European Union (EU) regulations; introduce daytime running lights;
mandatory use of child restraints; drivers: introduce penalty points system; driver re-education;
EU standardized speed limits; roads: introduce road safety audits; integrate road safety into design
of new roads; introduce traffic calming measures in built-up areas and public transportation alternatives; improving vulnerable road user safety; education: broad-based public education campaigns focusing on road safety in general and specific programs focusing on excess speed and
young male drivers in particular; enforcement: introduce photo radar; reduce speed limits
on motorways, in built-up areas and in urban centres to EU recommended levels.

Denmark

A 40% decrease in the number of road users killed or
seriously injured by 2012
over 2000 totals.

Automatic speed controls; red light cameras; improved police data collection practices (electronic).

Finland

To reduce traffic fatalities to
250 by 2005 and have serious injury reductions that
parallel the decreases that
occurred in Finland during
the 1990s.

Curbing the growth in traffic: land use planning; improving the standard of and promoting the use of
public transportation services; increase taxes for vehicle ownership; improved road safety in built-up
areas: improved, increased pedestrian/cyclist paths and underpasses; speed limits based on volumes
of pedestrian and cyclist traffic; increased surveillance in areas with high pedestrian traffic; improve
interaction among road users: continuous traffic education; increase bicycle helmet, reflectors, seat
belt use; mandatory training for moped riders; increase minimum age for motorcycle licensing;
improve driver education; introduce high-risk driver interventions; introduce elderly driver programs;
reduce drinking/driving: public education campaigns; treatment for recidivists; ignition interlocks;
increased police enforcement; reduce run-off-road and head-on crashes: improve wintertime road
maintenance; varying speed limits depending on road conditions.
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France

None specified.

Road safety initiatives have focused primarily on human behaviour: demerit points for failure to
wear seat belts; introduced stringent law related to speed exceeding 40 km over the posted limit;
and intense media campaigns focusing on belt use and drinking and driving; research initiatives
focusing on rural road safety.

Germany

None specified.

The current focus of road safety interventions is on initiatives that aim to decrease the number
of crashes involving vulnerable road users, young drivers and heavy goods vehicles as well as
collisions that occur on rural roads, particularly those involving road side hazards.

Great Britain

A 40% reduction in the number of
people killed or seriously injured in
traffic collisions; a 50% reduction in
the number of children killed or
seriously injured; and a 10% reduction in the slight casualty rate,
expressed as the number of people slightly injured per 100 million
vehicle kilometres travelled by
2010 when compared with 19941998 average figures.

Enhance existing programs that were initiated for the inaugural target setting exercise in 1987:
driver impairment (drinking-driving, drugs and fatigue), enforcement, vehicles and infrastructure
as well as public education campaigns; new initiatives: improved standards for driver training
and testing; motorcycle safety; child road safety; vulnerable road users; infrastructure initiatives;
increased enforcement; and campaigns aimed at reducing the incidence of speeding.

Hungary

A 25-30% decrease in the number of road users killed or seriously injured by 2000 compared
with 1992 figures.

Introduced: 50 km/h speed limit in built-up areas; DRL on main roads outside built-up areas;
mandatory use of rear seat belts on rural roads; public education campaigns; increased police
enforcement; revisions to Highway Code; improved technical equipment for police; traffic education programs in elementary schools; mandatory speed limiters for commercial vehicles transporting hazardous materials; improvements to roads infrastructure; mandatory helmet wearing
for moped riders; use of cell phones prohibited while driving; introduction of standardized
signing for cyclists and pedestrians.

Ireland

To reduce the number of fatalities
and serious injuries on Irish
roads by a minimum of 20% by
2002 below 1997 levels; to
reduce the incidence of speeding
by 50% from 1997 levels; to
increase seat belt wearing rates
to 85%; to reduce the number of
fatal crashes occurring during
“dark” lighting conditions by 25%.

New measures: the use of automatic speed detection systems, including fixed speed cameras;
evidential breath testing for drink driving; extend on-the-spot fines for non-use of seat belts and
other offences; develop a penalty point system that specifically targets recidivism of high-risk
driving behaviour; enhanced measures: public education programs for school children; expanded
road safety research; upgrade IT systems relevant to road traffic enforcement; introduce computerized driver licensing records; vehicle safety inspections introduced; and improvements to road
infrastructure.
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Italy

None specified.

Reforms being considered to traffic collision data collection system to improve data quality and
data sharing.

Japan

To reduce total fatalities by 1,500
by 2010 below 2000 figure; to
reduce the number of collisions
involving commercial vehicles
by 20%, with an implied fatality
reduction of 170.

Improve roads infrastructure and safety facilities; public education programs; improve safety
features of vehicles; effective traffic regulation and control; improve emergency rescue and
medical treatment services; conduct road safety research, in particular for their aging population;
develop safety measures based on intelligent transportation systems (ITS).

Netherlands

(a) 750 or fewer fatalities and
14,000 or fewer hospitalized victims by 2010; (b) a 25% decrease
in total casualties in 2000 when
compared with the 1985 total;
supplementary targets: a
decrease to 100 in 2000 of
alcohol-related fatalities; 90%
passenger car seat belt use by
2000; speeding to account for no
more than 10% of citations.

Initial road safety programs aimed at reducing drinking-driving, speeding, hazardous citations;
improving cyclist and heavy vehicle safety; concerns over not achieving goals resulted in adoption
of supplementary road safety plan advocating sustainable road safety: the main focus of sustainable road safety in short term was to improve traffic law enforcement; to improve roads
infrastructure; to increase effectiveness of programs, decentralization of traffic safety policies
was agreed to in 1994 by principal agencies involved.

New Zealand

To reduce traffic deaths to 420 by
2001.

Lowering highway speed limits to 90 km/h; raising minimum driving age to 17; achieving a 98%
front seat belt wearing rate; achieving optimistic results from compulsory breath testing and speed
camera programs; reducing motorcycle fatalities to 8% of road toll.

Norway

To have 200 or fewer traffic fatalities by 2012.

Current measures include: improvements to roads and road environment; increased police
surveillance; improved driver education and information; programs aimed at improving road
user behaviour; increased sanctions; use of mobile phones while driving prohibited; increased
road safety research.

Poland

None specified.

Introduced new traffic collision data collection system which emphasized data quality improvements.

Spain

None specified.

Increase public education campaigns; monitor and control of selected offences; improve road
infrastructure; undertake studies on crashes and preventative measures; improved vehicle inspection
programs; improved traffic control devices and road user assistance; adoption of international
standards and development of national regulations; legal BAC limit decreased to .05 and to
.03 for professional and novice drivers, respectively.
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Sweden

Year 2007: 50% reduction in fatalities and serious injuries over 1996
totals; ultimate long term goal,
as part of Vision Zero initiative, is
that no one be killed or seriously
injured within the road transportation system.

Introduce programs aimed at reducing drinking and driving, speeding and other driving offences;
no exemptions for non-use of seat belts; create safer road environment in urban and rural areas;
improved emergency medical response; safer vehicle designs; and crash and medical data linking.

Switzerland

Government: long term target
of 350 or fewer fatalities; and
a maximum of 5 fatalities/100,000
inhabitants; bfu (Swiss National
Safety Council): (a) intermediate
target (2010) of 350 or fewer fatalities; and (b) long term (2020) target that no one die or be seriously
injured in traffic collisions (Vision
Zero).

Decrease legal BAC level to .05 mg%; increased traffic education initiatives focusing on seat
belt use and air bags; introduced graduated licensing scheme; new legislation pertaining to
prescriptions and non-prescription drugs; promote the use of public transportation; pedestrian
safety initiatives; increased use of roundabouts in urban areas; improve roads infrastructure
and technology of roads; and increase enforcement.

Turkey

None specified.

Road safety promotional initiatives focusing on defensive driving measures: seat belt use
and proper use of child restraints; pedestrian awareness; nighttime driving; proper vehicle
maintenance; random roadside (vehicle registration and DWI checks).

United States

Reduce total fatalities and
injuries by 20% below 2000
levels by 2008; reduce
fatalities involving commercial
vehicles by 50% by 2010.

Introduced: crash avoidance and driver vehicle performance initiatives and advanced technologies
to augment vehicle handling and stability; alcohol- and drug-impaired driving initiatives; public
information and education initiatives aimed at high-risk drivers; programs targeting red light
running, speeding, unsafe lane changes, and ignoring rail-highway grade crossing gates; expand
efforts to define and measure HRD problem, develop and test countermeasures; initiatives focusing
on teenagers; expand biomechanics research particularly for children and the elderly; enhance
research of advanced occupant restraint systems; new car assessment programs which evaluate
front and side impact protection performance; research on aging road users, including education,
licensing practices, and crash protection.

TO

Note: OECD member countries for which road safety targets or road safety initiatives supporting improvements in road safety were not available were excluded from this table.
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OBJECTIVES ARE ACHIEVED

30% decrease in the average number
of road users killed and seriously injured
during the 2008-2010 period over
comparable 1996-2001 figures.

killed (1996-1999 data): 3,014;
seriously injured (1996-1998 data): 19,206.

* 904 fewer road users killed
and 5,762 fewer seriously injured.

Minimum 95% seat belt and proper child
restraint use.

1996-1999 data: 89.1% of light duty vehicle
occupants were restrained.

115 fewer occupants killed in 2010 if seat belt use
gradually increases to 95%.

40% decrease in the number of unbelted
fatally and seriously injured occupants.

1996-1997 data: killed: 906
seriously injured: 2,921

362 fewer occupants killed and 1,168 fewer seriously injured.

40% decrease in the percent of road
users fatally or seriously injured in
crashes involving alcohol.

1997 data (STRID report)
killed: estimated 1,071 road users killed in crashes
involving alcohol; seriously injured: 3,613.

428 fewer road users killed and 1,445 fewer seriously injured.

20% reduction in the number of fatalities and serious injuries resulting from
speed and intersection-related crashes.

1996-1997 data: intersection related:
killed: 801 seriously injured: 7,497
speed related: killed: 525 seriously injured: 2,046

Intersection related: 160 fewer road users killed
and 1,499 fewer seriously injured; speed related:
105 fewer road users killed and 409 fewer
seriously injured.

20% decrease in the percent of drivers
who commit three high-risk driving
infractions (two if they were alcoholrelated) within a two year time frame.

Provinces/territories must first identify high risk
driver population.

Estimated reductions will be based on information
provided by jurisdictions.

* Due to the considerable overlap among targets, the casualty reductions specified if the 30% overall national target achieved (904 fewer road users killed and 5,762 fewer seriously injured) are considerably
lower than the aggregate reductions specified for each individual target (2,110 fewer road users killed and 9,200 fewer seriously injured).
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20% decrease in the number of young
drivers/riders (aged 16-19 years) killed
or seriously injured in crashes.

1996-1997 data for all jurisdictions:
motorcyclists/moped riders: killed: 14; seriously
injured: 116; motor vehicle operators: killed: 143;
seriously injured: 1,018.

3 fewer motorcycle/moped operators killed and
23 fewer seriously injured; 29 fewer motor vehicle
drivers killed and 204 fewer seriously injured.

20% decrease in the number of road
users killed or seriously injured in
crashes involving commercial carriers.

1996-1997 data: killed: 610; seriously injured: 1,795.

122 fewer road users killed and 359 fewer
seriously injured.

30% decrease in the number of vulnerable
road users (pedestrians, motorcyclists and
cyclists) killed or seriously injured.

1996-1997 data: pedestrians: killed: 434
seriously injured: 2,133 motorcyclists/ moped
riders: killed: 123 seriously injured: 1,025
cyclists: killed: 64 seriously injured: 630

Casualty reductions by 2010: pedestrians: killed
130; seriously injured: 640 motorcyclists/moped
riders: killed: 37 seriously injured: 308; cyclists:
killed: 19; seriously injured: 189.

40% decrease in the number of road
users fatally or seriously injured on rural
roadways.

1996-1997 data: Rural roadways include roads with
posted speed limits of 80-90 km/h; Killed: 1,499;
seriously injured: 7,391.

Casualty reductions in 2010: killed: 600; seriously
injured: 2,956.
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Road Safety Vision
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Making Canada’s Roads the Safest in the World

Road Safety Vision 2010 is Canada’s national road safety plan. It is the successor to our first national road safety initiative,
Road Safety Vision 2001, which was officially launched in 1996. The goal of Road Safety Vision 2010 is to make Canada’s
roads the safest in the world. Its strategic objectives are to:
• Raise public awareness of road safety issues.
• Improve communication, cooperation and collaboration among road safety agencies.
• Enhance enforcement measures.
• Improve national road safety data quality and collection.
All levels of government, as well as several instrumental public and private sector partners, support the renewed plan. Road
Safety Vision 2010 emphasizes the importance of partnerships and the use of a wide variety of initiatives that focus on
road users, roadways and motor vehicles.
The adoption of Road Safety Vision 2010 by the Canadian Council of Motor Transport Administrators (CCMTA) and the
official endorsement of its stated targets by all ministers of transportation and highway safety in the fall of 2000 provided
Canada’s road safety stakeholders with targets against which to develop new strategies and measure intervention efforts.
Previous Road Safety Vision annual reports have introduced the program, described Canada’s action plan, reviewed successful
road safety initiatives implemented in Canada and internationally, and outlined the benchmark data for the quantitative
targets. This report describes the progress that has occurred in the areas specifically targeted for improvement under
Road Safety Vision 2010.
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Road Transportation:
The High Price of Mobility
Canadians are among the most mobile people in the world — 74 of every
100 citizens aged 16 years or older own a motor vehicle. It’s estimated
that each of Canada’s 31.6 million people travelled an average of 16,000
kilometres on Canada’s roadways during 2004. Unfortunately, this level
of mobility comes with a price. During 2004, the most recent year for
which traffic collision data are available, 2,725 road users were killed and
over 212,000 were injured. More than 18,000 of these injury victims
suffered serious injuries that kept them in hospital for at least 24 hours.
When examined within the framework of all transportation casualties,
road transportation fatalities and injuries are unacceptably high. However,
considerable progress is being made. The last year the death toll due
to traffic collisions was as low as the 2004 figure was 1952, a time when
Canada’s population stood at 14.5 million and people were considerably

Canada’s roadways are becoming progressively safer despite
steady growth in population, vehicles and drivers numbers
INDEX (1985 = 100)
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2,725 people were
killed and over
212,000 were injured
on Canada’s roads in
2004. But progress is
being made.

Notwithstanding these dramatic improvements, deaths
and injuries resulting from traffic collisions continue to
be the biggest transportation safety problem in Canada.
Traffic collisions remain one of the leading contributors
to years of lost life among Canadians, due in large
part to deaths among young people. Collectively,
motor vehicle crash victims accounted for more than
94% of those killed and 99% of those seriously
injured in transportation-related occurrences. The
annual economic cost to society of injury- producing and property damage traffic collisions
is estimated at between $11 and $27 billion,
depending on the calculation method used.
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less mobile. There were 3.2 million vehicles and 3.6 million
licensed drivers on our roads in 1952. Today, there are
19.1 million vehicles and 21.7 million drivers. So, despite the
ever- increasing numbers of drivers and vehicles — as well
as pedestrians, motorcyclists and cyclists — sharing our
roadways, casualty figures have been gradually decreasing.
In fact, during the past 20 years, deaths and serious injuries
have been halved on a per unit of population basis.

Many of the world’s safest nations
often respond faster than Canada
does to key road safety challenges.
Their road safety initiatives are the
responsibility of just one level of

Overview
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Canada’s large
size and multiple
levels of government
have led to a multitiered approach to
road safety.

government, while in Canada this responsibility is shared
between the federal and provincial/territorial levels of
government.
The federal government, through Transport Canada, provides national leadership with national traffic collision data
collection and analysis, research, program development
and evaluation, and knowledge transfer. Transport Canada
also develops motor vehicle safety regulations, under the
authority of the Motor Vehicle Safety Act, and interprovincial truck and bus regulations under the authority
of the Motor Vehicle Transport Act. The federal government, through the Department of Justice, is also
responsible for the Criminal Code of Canada, under
which impaired and dangerous drivers are charged
and prosecuted.
The provincial and territorial governments administer driver and vehicle licensing; the collection
of collision and exposure data (such as the number of motor vehicles registered); research
activities; the development, implementation
and evaluation of safety programs; road
design, construction and maintenance; as
well as the enforcement of motor carrier
regulations.
At the same time, municipalities are
becoming increasingly involved in road
safety through road maintenance,
traffic engineering and injury prevention efforts.

Overview
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In addition to collaborative efforts among these various levels of government, a number of important non-governmental partners, such as police
services, play significant roles in the successful delivery of road safety
initiatives, both regionally and nationally.
All of these stakeholders are working together to overcome the problems
presented by Canada’s size and its interlocking multiple levels of government. The result is a multi -tiered approach to road safety.
Source: Ontario Provincial Police

The Vision of Canada’s Road
Safety Stakeholders: To Have
the Safest Roads in the World
Like many of the world’s developed nations, Canada experienced
rapid economic growth for a sustained period following World War II,
with motor vehicle registrations increasing at an average of 6% annually
until the mid -1970s. To put this growth rate into perspective, the number
of registrations has increased at an average of 1.7% annually from the
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mid -1970s to today. Not surprisingly, traffic fatalities also increased
steadily during the post -war period of rapidly expanding mobility, finally
peaking in 1973 at 6,706.
What stopped the upward trend in fatalities? The introduction of drinking
driving laws in 1969, key Canada Motor Vehicle Safety Standards in the
early 1970s, mandatory seat belt usage laws in selected provinces in the
mid -1970s, improvements to road infrastructure and the national road
network, and public education campaigns that aimed to decrease the
incidence of alcohol involvement in crashes and emphasize the benefits
of occupant restraint use — all helped stem the increases in annual
traffic deaths.
The growth and evolution of governmental and non - governmental road
safety organizations in all Canadian jurisdictions also played a role. These
organizations introduced public education, safety program and enforcement measures aimed at modifying road user behaviour, which resulted
in steady decreases in deaths and injuries due to traffic collisions.

To accelerate the rate of progress, the CCMTA adopted
its first national road safety plan in 1996, called Road
Safety Vision 2001. The Council of Ministers Responsible
for Transportation and Highway Safety endorsed the plan
that same year. The goal of Road Safety Vision 2001
was for Canada to have the safest roads in the world.
The four strategic objectives — raising awareness of road
safety issues; improving communication, cooperation and
collaboration among road safety agencies; enhancing
enforcement measures; and improving national road
safety data collection and quality — were selected to
provide guidance in the development of national road
safety strategies.

Road safety
experts felt that the
best way to reduce
traffic deaths and
injuries was to target
high-risk road users.
The result was the
adoption of Canada’s
first national road safety
plan in 1996.

In addition to creating an ambitious vision and
identifying four strategic objectives, the initiative

At the same time, road safety experts realized there was still a problem.
Their intervention efforts were not as effective at reducing deaths and
injuries among “high risk” road users as they were among the majority
of motorists.
As a result, road safety stakeholders in Canada collaborated to develop
their first two national programs to improve road safety. The National
Occupant Restraint Program (NORP), which was introduced in 1989,
targeted the increased use of seat belts and proper child restraints,
and the Strategy to Reduce Impaired Driving (STRID), introduced in
1990, aimed to reduce the incidence of drinking and driving. These
national programs targeted the two most critical road safety issues in
Canada. However, the pace of improvement remained slow.

Overview
4
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The current
nine-year plan has
an ambitious national
target and broadly
based sub-targets.

verview

also incorporated the main elements of NORP and STRID
and extended their mandates to 2001, which was the expiration date of this inaugural national road safety plan.

were strengthened with the introduction of an ambitious national target,
as well as several broad - based sub - targets that focus on a number of
problem areas that previously had not been addressed on a national scale.

During the six- year time frame of Road Safety Vision
2001, numerous initiatives were implemented to support
the four strategic objectives, with the nature and scope of
these programs varying by jurisdiction. The overall outcome was positive. Between 1996 and 2001, fatalities
decreased by 10% while serious injuries declined by
16%. National seat belt use in urban areas increased
slightly, to 90%, and the percentage of fatally injured
drivers who had been drinking decreased from 42%
to 36%.

The national target calls for a 30% decrease in the average number of road
users killed or seriously injured during the 2008 - 2010 period compared
with 1996 - 2001 average figures.

Road Safety
Vision 2010:
The Successor Plan

Overview

The success of Road Safety Vision 2001, as
measured in terms of fatality and serious injury
reductions as well as an improved road safety
ranking internationally, prompted the CCMTA
to create a national road safety successor
plan. Road Safety Vision 2010 has a nine year time frame, from 2002 until 2010.
The vision remains unchanged: to have
the safest roads in the world. The
renewed plan also retains the four
strategic objectives and includes
enhanced targets for STRID and
NORP. These program elements

The sub-targets call for:
• A 95% rate of seat belt wearing and proper use of appropriate child
restraints by all motor vehicle occupants.
• A 40% decrease in the number of fatally or seriously injured unbelted
occupants.
• A 40% decrease in the percentage of road users fatally or seriously
injured in crashes involving drinking drivers.
• A 20% decrease in the number of road users killed or seriously injured
in speed - or intersection - related crashes.
• A 40% decrease in the number of road users fatally or seriously injured
on rural roadways (defined as two - lane roads where the speed limit
is 80 - 90 km/h).
• A 20% decrease in the number of road users killed or seriously injured
in crashes involving commercial vehicles.
• A 20% decrease in the number of young drivers/riders (those aged
16 -19 years) killed or seriously injured in crashes.
• A 30% decrease in the number of fatally or seriously injured vulnerable
road users (pedestrians, motorcyclists and cyclists).
In addition, one of the original sub-targets sought a 20% decrease in
the number of road users fatally or seriously injured in crashes involving
high-risk drivers. This sub-target was revised in 2005 and will be discussed
in greater detail later in this report.

5
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Clearly, the areas targeted for special attention under Road Safety Vision
2010 represent the largest challenges faced by road safety advocates
in Canada. The following chart shows the frequency (in percentages)
that each of the sub-targeted areas was cited as a contributing factor
in fatalities during the 1996-2001 period.

PERCENT OF TOTAL FATALITIES

Road Safety Vision 2010 Targets — The Major Traffic Safety
Issues: Percent of Total Traffic Fatalities (1996-2001 Average)
48
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In 2002, a framework of accountability was established
for the renewed vision. Task forces, under the auspices
of the CCMTA, assumed ownership of the various sub targets and are developing and implementing initiatives to
achieve them. These task forces comprise representatives
from the federal and provincial governments, the police
community and non - governmental stakeholders with a
strong interest in traffic safety. The task forces include
the National Occupant Restraint Program 2010 Task
Force (NORP 2010), the Strategy to Reduce Impaired
Driving 2010 Task Force (STRID 2010), the Speed and
Intersection Safety Management Task Force (SISM),
the High-Risk Driver Task Force (HRD), the Vulnerable
Road User Task Force (VRU) and the Rural Road Safety
Task Force (RRS). CCMTA’s Standing Committee
on Compliance and Regulatory Affairs (CRA) has
assumed responsibility for acheiving the objectives
of the commercial vehicle sub-target. The CCMTA
provides annual reports on initiatives undertaken
by these working groups, as well as progress
toward the targets, to the Council of Ministers
and Deputy Ministers Responsible for
Transportation and Highway Safety.

24

10
0
Speed

Drinking
Drivers

Rural Roads

RSV 2010 Sub -Target Area
Note: Most fatalities involve more than one contributing factor, and consequently there is considerable overlap among the
sub-targets. As a result, the sub-targets totals exceed 100%.
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Death Rate per Billion Vehicle Kilometres Travelled,
Top Ranked OECD Countries, 2004

International Comparisons
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Several of
the leading OECD
countries have targets
that are even more
ambitious than
Canada’s.

5
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Of the member nations of the Organization for Economic
Cooperation and Development (OECD) that have the best
records for road safety, all but one (Germany) have ambitious national road safety targets in place. These targets
are aimed at reducing fatalities, and in some instances
serious injuries, by 20% to 50% over time frames
ranging from 9 to 18 years.
Several of the leading OECD member countries have
targets that are even more ambitious than Canada’s,
with national targets that seek to achieve fatality
decreases of 40% to 50%.
Consequently, it is not surprising that although Canada
continues to make gradual progress towards its
30% national target for fatality and serious injury
reductions by the end of the decade, it continues
to lose ground to other top -ranked OECD member countries.
The road safety comparisons in the accompanying chart are based on deaths per billion
kilometres travelled. But not all countries
collect kilometrage data on a regular basis.
Another measure that is often used to
compare the level of road safety among
countries is traffic collision deaths per
unit of population, and this indicator is
available for all countries. Whichever
measure is used, Canada ranked
10th in 2004 of the 30 member
nations in the OECD.

Canada
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While no simple answer exists, the next section
will highlight some of their key activities.

Canada

The Netherlands has increased enforcement
for speeding through the introduction of speed
cameras; reduced speed limits on selected
urban freeways from 100 km/h to 80 km/h,
on 50% of the urban network from 50 km/h
to 30 km/h, and on many rural access roads
from 80 km/h to 60 km/h; introduced
new regulations (20 mg% legal blood
alcohol concentration limit for novice
drivers) and increased enforcement
targeting drunk pedestrians and drivers impaired by alcohol or drugs;
introduced major infrastructure

-40.0
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-33.9
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This chart confirms that Canada has made considerable
progress during the past decade, but it also leads to an
obvious question. What have the countries that have
shown considerably greater progress than Canada
during the same period been doing to achieve this
improvement?

Changes in the Death Rate Per 100,000 Population
Top Ranked OECD Member Countries, 2004 versus 1996
Norway

The next chart demonstrates the improvements that occurred between 1996 and 2004 among the leading OECD
member countries using deaths per 100,000 population
as the measure. Perhaps the most noteworthy aspect
about this chart is that the improvement in the road
safety record was more pronounced for Canada than
for a number of the perennial road safety leaders. The
base year for this chart, 1996, was the year Canada’s
first national road safety plan was introduced.

DEATH RATE INDEX (1996=100)

Although Canada
is making gradual
progress, we’re losing
ground compared with
other top-ranked
countries.

anada and yhe World

-35.1

improvement programs (e.g. 30 km/h zones, road safety audits); introduced mandatory annual vehicle inspections for vehicles older than three
years; and introduced multi - year public education and enforcement
programs on seat belt use, drinking driving and helmet use among
operators of mofas (low-powered motorized cycles).
Germany has increased the use of speed cameras and introduced
stiffer sanctions for speed - related offences by bus and truck operators;
expanded 30 km/h zones in built-up areas; introduced road safety audits
into the design of road networks; conducted research aimed at making
rural road travel safer, especially to reduce the risk associated with
passing; constructed numerous bypasses to reduce through-town traffic;
expanded the motorway network to reduce travel on two - lane roads;
increased sanctions for using cell phones while driving; and introduced
public education campaigns that aim to increase the social responsibility
of all road users toward their fellow road users.
Denmark has toughened speed-related sanctions pertaining to loss of a
driver’s licence (e.g. vehicle operators driving at 60% or more than the

9
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posted speed limit automatically lose their driver’s licences); introduced
mandatory driver education and rehabilitation programs for all drivers
convicted of drinking and driving offences; constructed many new roundabouts to calm the flow of traffic; introduced traffic safety education
programs for preschool - age as well as school - age children; conducted
numerous traffic safety campaigns (e.g. focusing on use of seat belts);
initiated mandatory biennial inspection programs for all vehicles older
than four years; expanded black spot analyses, including on local roads, to
identify high-risk road segments; and introduced a penalty demerit point
system that targets non - users of seat belts in particular.

instead of at 110 km/h); used red light as well as non-fixed
speed cameras to curb speeding and greatly increased
speed enforcement; introduced a default speed limit of
50 km/h in built-up areas; extended the use of lower speed
zones (below 60 km/h) to areas of high pedestrian activity;
increased funding for black spot analysis programs;
introduced demerit points for use of non - hands - free
mobile phones in some jurisdictions; used random breath
testing for alcohol detection; introduced random breath
testing for drugs such as cannabis; and intensified
enforcement and public education programs aimed
at deterring drinking driving.
Switzerland has reduced the legal blood alcohol
concentration limit to 50 mg% from 80 mg%;
enabled police to conduct random breath testing
for alcohol impairment; introduced graduated
licensing for novice drivers; and required commercial vehicles in excess of 3.5 tons to be
equipped with speed limiters.

Australia has reduced the speed tolerance at which sanctions are
enforced (e.g. issuing tickets at 105 km/h on roads with a 100 km/h limit

10

Great Britain has continued the development
of the national THINK road safety campaigns;
extended the pilot child pedestrian training
program; increased the implementation of
20 mph speed zones, in particular outside
schools; expanded the automatic safety
camera enforcement program; and
combined enforcement with intense
public education campaigns to
change cultural attitudes toward
drinking and driving.

Canada
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Sweden has extended the use of automatic speed cameras;
commissioned a study to examine the feasibility of requiring
all new vehicles to be equipped with alcohol ignition interlock
systems by 2012; earmarked billions of dollars during the
next decade to construct centreline guardrails, safer intersections and road shoulders on two - lane country roads
to reduce the incidence of head - on and single - vehicle
crashes; introduced public education campaigns to highlight the increased risks associated with cell phone use
while driving; enhanced road safety education in schools;
and mandated the use of helmets for all cyclists under
15 years of age.
Finland has reduced wintertime speed limits on selected rural roads; introduced a regulation regarding
the use of alcohol ignition interlocks; introduced
legislation requiring physicians to inform police of
unfit drivers; expanded automatic enforcement
efforts related to speed infractions; and enhanced
road safety public education programs, particularly for the young and the elderly.

Canada

The United States has developed a comprehensive action plan aimed at reducing
the incidence of speeding; developed and
supported best practices and technology
that have shown to be most effective
in saving lives; focused road infrastructure improvements on preventing
vehicles from running off the road
(e.g. enhanced visibility, rumble
strips, shoulders, clear zones and

anada and yhe World

barriers), intersections (e.g. better engineering and enforcement, roundabouts) and pedestrians (e.g. community-based interventions and road

Table 1
ROAD SAFETY TARGETS • TOP RANKED OECD COUNTRIES
COUNTRY

NATIONAL TARGETS

The Netherlands

580 deaths and 12,250 hospitalized victims by 2020
compared with average comparable figures during
the 2000-2002 period (48% fewer fatalities and 35% fewer
hospitalized victims).

Denmark

40% reductions in the number of road users killed and
seriously injured by 2012 compared with 1998 totals.

Australia

A 40% decrease in the number of road user
fatalities per 100,000 population by 2010 compared
with the 1999 rate.

Switzerland

50% decreases in the numbers of road users killed
and seriously injured by 2010 compared with
comparable 2000 figures.

Canada

A 30% decrease in the average number of road users
killed or seriously injured during 2008-2010 compared
with average figures during 1996-2001.

Great Britain

A 40% reduction in the number of people killed
and seriously injured in traffic collisions by 2010,
and a 50% reduction for children (16 years or younger)
compared with the 1994-1998 average.

Sweden

A 50% decrease in the number of road users killed in
2007 compared with 1996.

Finland

250 or fewer traffic fatalities by 2010
(43% fewer fatalities than the death toll during the base year of 1997).

United States

A decrease from 1.7 to 1.0 (41% reduction) in the number
of road users killed per 100 million vehicle miles
travelled in 2008 compared with the 1996 fatality rate.

Norway

30% reduction in fatalities and serious injuries by 2015
compared with 2004 casualty totals.

Note: Germany does not have a quantitative national road safety target.
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Source: Ontario Provincial Police

engineering solutions); expanded public education programs
related to drinking and driving as well as child restraint use
and seat belt use; and expanded police enforcement in
combination with public education that targets drinking
drivers and non - users of seat belts.
Norway has begun an initiative to double the number of
speed cameras on its roads; reduced the speed limit
from 80 km/h to 70 km/h on selected sections of its rural
roads; increased police enforcement and introduced
stiffer fines for selected traffic violations; introduced a
new driver training/licensing system; and launched a
program that introduced centreline barriers on existing
two - and three - lane undivided roads.
Despite the progress, it is clear that all of these
leading OECD member countries must continue to
make considerable efforts in order to achieve the
goals of their ambitious national road safety plans.

Canada
12
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Are We on Target for 2010?

Almost one third
of the national target
had been achieved
by 2004.

Progress with Canada’s national road safety target and sub - targets is
measured against average fatalities and serious injuries that occurred
during the 1996 -2001 baseline period. At present, three years of traffic
collision data (2002 - 2004) are available for comparative purposes. The
following chart shows the progress made in 2004 compared with the
1996 - 2001 period.
As noted earlier, the targets of Road Safety Vision 2010 range from 20%
to 40%, depending on the area targeted. The figures in this chart have
been standardized, so that the improvement — or in some cases, the lack
of progress — is expressed as a percentage of the change called for by
the target. So, for example, the 27% progress that was achieved by
2004 in the overall number of traffic crash fatalities indicates that almost

Road Safety Vision 2010: Progress Toward 2010 National
Target and Sub-Targets, 2004 versus 1996-2001 (%)
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one third of the 30% overall national target had been
achieved by the end of 2004.
The chart shows that there has been progress with
most of the problem areas for which targets exist.
However, the level of improvement has varied
considerably.
The next section of this report examines the
national target and each of the sub -targets
separately. It also highlights some of the
more noteworthy initiatives undertaken by
Canadian jurisdictions during 2005 to help
achieve the specified targets.

The National Target
Initiatives undertaken by governmental and non-governmental organizations during the first three years
of Canada’s national road safety

Ta r g e t s
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Canadian road
safety advocates
must redouble their
efforts in order to
achieve the fatality
and serious injury
targets of Road Safety
Vision 2010.

action plan have resulted in meaningful progress. During
the 2002 - 2004 period, there were 5.4% fewer deaths
resulting from traffic collisions than during the 1996 -2001
baseline period. In 2004 alone, there were 8.1% fewer
fatalities than during the baseline period. However, progress in the number of road users seriously injured in
crashes (injuries that require hospitalization for at least
24 hours) was more modest, with a 5.1% improvement
during 2004 and a 3.3% reduction during the 2002 2004 period.

argets and Action Plan

Fatality and Serious Injury Targets
of Road Safety Vision 2010
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1996-2001 Average
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The Sub-Targets
Occupant Restraint Use: Road Safety Vision 2010 has
two sub-targets that focus on increasing restraint use.

Ta r g e t s

The National Occupant Restraint Program 2010 target
aims to achieve 95% seat belt use by all occupants,
as well as 95% proper use of child restraints that
are appropriate for the child’s height and weight.
Transport Canada, in partnership with CCMTA,
conducts annual national surveys of seat belt
use among occupants of light - duty vehicles.
These surveys, which alternate annually between urban and rural locations, provide detailed results for the entire country according to key demographic descriptors such
as age category, gender and type of
vehicle occupied. The most recent rural
(2004) and urban (2005) seat belt use
surveys showed that seat belt use
was 86.9% in rural locations and
91.1% in urban locations. When

the results of these two surveys were weighted and combined, they
indicated that 90.5% of all occupants surveyed during 2004 - 2005
were buckled up. Although the latest surveys have shown encouraging
results, some problem areas are still evident. Noticeable disparities in
the level of seat belt use were still evident according to gender (4.1%
lower for males), age group (5.0% lower for drivers aged 25 or younger
compared with other driver age groups), vehicle type (7.1% lower for
drivers of pick up trucks than for drivers of other light-duty vehicles) and
seating position (5.9% lower for rear seat occupants than for front seat
occupants).
Transport Canada is currently conducting a national survey of child
occupant restraint usage rates in partnership with the Auto21 Network
of Centres of Excellence.
Increasing occupant restraint use to 95% and beyond should contribute
to substantial reductions in fatalities and serious injuries during the tenure
of Road Safety Vision 2010. A 1997 Transport Canada study determined
that for every percentage point increase in seat belt use over the baseline
year (in this case, 68% in 1989), an average of 23 fewer occupants died

15
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each year and 515 fewer were injured.1 The accompanying table shows
the estimated number of additional lives saved and serious injuries
avoided if restraint use gradually increases from the current baseline
level to the NORP 2010 objective of 95% by 2010.

Table 2
ESTIMATES OF OCCUPANT LIVES SAVED AND SERIOUS INJURIES
AVOIDED BY ACHIEVING NORP 2010 TARGET
Average Seat Belt
Usage Rate
1996-2001

Estimated Additional Lives
Saved by 2010 with 95%
Seat Belt Use

Estimated Additional Serious
Injuries Avoided by 2010
with 95% Seat Belt Use

89.4%

715

1,377*

*Assumes that the level of injuries avoided was the same for seriously injured occupants as for all injured occupants.
** The estimated 715 lives saved and 1,377 serious injuries avoided are cumulative totals that would be achieved during
the 2002-2010 period if 95% restraint use is achieved.

The second occupant restraint sub-target seeks to achieve 40% reductions in the number of unbelted fatally and seriously injured occupants.
While the latest national survey results show that 90.5% of motorists
observed in urban and rural areas buckle up, the most recent national
collision data (2004) reveal that more than 39% of all fatally injured
occupants and almost 18% of those seriously injured were not wearing
seat belts at the time of the collision. Non - use of restraints was more
prevalent among certain age groups. Almost half (48%) of fatally
injured occupants aged 20-44 years and 20% of those in the same age
category who were seriously injured were unrestrained prior to the
crash. Fatalities and serious injuries resulting from non-use of seat belts
occur throughout Canada’s road networks. However, the most recent
crash data showed that 51% of unbelted occupant fatalities occurred on
rural, undivided roads with posted speed limits of 80-90 km/h, while
almost 76% of unbelted seriously injured occupants sustained their
1

The study estimated occupant fatalities and injuries avoided due to increased seat belt use among light-duty vehicle occupants during the 1990-1995 period. D.E. Stewart et al., Estimation Methodologies for Assessing Effectiveness of Seat Belt
Restraint Systems and the National Occupant Restraint Program, Transport Canada, TP13110E, 1997.
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injuries in urban areas with posted speed limits of 70 km/h
or less.
Overall, during 2004 the numbers of unbelted occupants
who were killed or seriously injured in crashes were
down by 10% and 15.5%, respectively, from 1996-2001
baseline totals.
The NORP 2010 Task Force is responsible for monitoring
progress and recommending strategies related to the
occupant restraint use sub -targets. In collaboration
with jurisdictional stakeholders, this task force uses
the results of the annual national surveys, and in some
instances regional surveys, to develop strategies to
increase seat belt wearing rates and proper use of
child restraints to 95% or higher. NORP 2010
strategies focus on legislation, enforcement and
awareness campaigns, and public education and
marketing initiatives.

90.5% of us
buckle up.
Young males in pickup
trucks are the least
likely to buckle up.

Some of the noteworthy activities that were
adopted in selected jurisdictions during 2005
to support the core elements of the NORP
2010 target included:
• conducting seat belt use surveys in regions with the lowest provincial wearing
rates to identify and target specific
problem areas and groups;
• conducting a survey and introducing
a pilot project aimed at increasing
proper use of child seats for
young children;

Ta r g e t s
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Alcohol is a
contributing factor
in about 30% of all
road fatalities.
Drug use is an
increasing concern.

• extensively using rollover simulators to show the consequences of being unbelted;
• offering the child car seat training course to staff of large
retail stores that market child seats;
• focusing public education campaigns (e.g. Why Die
Before You’ve Lived?) on 16-21 year olds;
• disseminating an occupant restraint toolkit to Aboriginal
communities and organizations interested in increasing
child seat and seat belt use;
• passing an act to enhance the safety of children and
youth (e.g. requiring the use of booster seats for children 18-36 kg, under 145 cm tall or under 8 years of
age, including fines and demerit points for non-use);
• removing exemptions and increasing fines and
demerit points for non-use of seat belts;
• introducing a program offering violators the option
of taking an education program in lieu of paying
the fine; and
• collaborating with enforcement agencies to
increase seat belt use in rural areas.
Additional information on jurisdictional activities supporting the NORP 2010 sub-target
is available on CCMTA’s web site at
www.ccmta.ca.

Ta r g e t s

Driving While Impaired: The Strategy
to Reduce Impaired Driving 2010 subtarget calls for a 40% decrease in the
percentage of road users fatally or
seriously injured in crashes involving drinking drivers.

argets and Action Plan

According to coroners’ data for 2004 compiled by the Traffic Injury
Research Foundation, alcohol was a contributing factor in about 30%

of all road fatalities. Among fatally injured drivers who were tested for
alcohol, almost 35% had been drinking. Alcohol was also cited as a
contributing factor for an estimated 17% of drivers involved in serious
injury crashes during the same year. Even though these national figures
are unacceptably high, alcohol use before involvement in a collision was
dramatically higher for specific segments of the road user population.
Among fatally injured drivers between the ages of 20 and 45, alcohol
involvement ranged from 41% to 46%, depending on the specific age
group. Among fatally injured pedestrians, alcohol use was cited as a
factor for more than 60% of 16-45 year old victims.
In spite of the high incidence of alcohol use among some age groups
of victims, overall there were 8.2% fewer road users killed in crashes
involving alcohol and 11.6% fewer drivers involved in serious injury crashes during 2004 than during the 1996-2001 baseline period.
Driver impairment is not restricted to alcohol use. The use of drugs (both
legal and illicit) other than alcohol among fatally injured drivers is an
increasing concern. Annual testing for drug use, conducted by coroners
during the 2000-2003 period for the Traffic Injury Research Foundation
on behalf of Transport Canada and CCMTA, revealed that drugs (illicit,
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prescription or over the counter) were present in an average of 25% of
drivers fatally injured in jurisdictions where high rates of testing occurred
(more than 70% of dead drivers were tested).

Percent of Fatally Injured Drivers Who Were Drinking
Prior to Crash Involvement By Vehicle Type Driven, 2004
60
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Source: Traffic Injury Research Foundation. These figures represent percentages among drivers who were tested for the presence
of alcohol.

The STRID 2010 Task Force, which is responsible for recommending
strategies and monitoring progress related to alcohol impairment, has
identified six key elements for the development of initiatives: education
and awareness, enforcement, policy and legislation, health promotion,
linkages among agencies, and research. STRID 2010 is also addressing
impairment from drugs other than alcohol, fatigue, and distraction from
activities such as cell phone use.
Activities that were undertaken in various Canadian jurisdictions during
2005 to support the program elements of the STRID 2010 initiative
included:
• public education and awareness initiatives promoting transportation
alternatives to drivers who have consumed alcohol;
• drinking driving campaigns targeting youth or young males that raise
awareness of the consequences of drinking and driving;

18

• implementation of injury prevention initiatives such as
Prevent Alcohol and Risk-Related Trauma in Youth, which
targets teenagers and focuses on injuries resulting from
drinking driving and non-use of seat belts;
• road safety intervention programs for businesses;
• campaigns to raise awareness among young drivers of
the effects of marijuana on driving;
• driving services such as Operation Red Nose and Zero
Tolerance that encourage the public to plan a safe ride
home;
• focused enforcement programs targeting drinking
driving during holiday periods;
• provincial coordination of drug recognition experts
programs;
• year-round road checks targeting drinking driving
without advance warning in the media;
• introduction of mandatory assessment/rehabilitation and alcohol ignition interlock programs;
• introduction of tougher sanctions commencing
with the first drinking driving conviction;
• review of new motor vehicle licensing measures that reduce the incidence of drinking
driving recidivism; and
• research aimed at identifying which justice system outcomes produce the best
effects on traffic collisions and impaired driving recidivism;
• the development of a strategy
(short-term licence suspensions)
to address lower BAC drinking
drivers.

Ta r g e t s
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By 2004, 11 Canadian jurisdictions had administrative licence
suspension programs in place to curb drinking and driving,
while 10 provinces and territories had assessment/rehabilitation programs for drivers convicted of drinking and
driving. In addition, nine provinces and territories used
vehicle impoundment as a deterrent to drinking drivers,
while eight jurisdictions had alcohol ignition interlock
programs in place to help prevent recidivism among
convicted drinking drivers.
Collectively, these activities as well as numerous others
have contributed to lower alcohol involvement levels in
fatal and serious injury crashes.
Comprehensive information regarding the magnitude of the drinking driving problem and activities
being undertaken to support the STRID 2010 sub target can be found on the CCMTA website at:
www.ccmta.ca.
Rural Road Safety: The Road Safety Vision
2010 target for rural roadways is a 40%
decrease in the number of road users fatally or
seriously injured compared with the baseline
period.

Ta r g e t s

Almost half (47%) of all road users that
are killed in collisions and one third of
those seriously injured are victims of
crashes on undivided rural roadways
where the posted speed limits are
80 - 90 km/h. Many of these victims were engaging in high -risk

road use behaviour. The most recent collision data (2004) show that
more than half of drivers who were fatally injured and almost 23% of those
that were seriously injured in single-vehicle crashes on rural roads were
unrestrained at the time of the collision. Excessive or inappropriate speed
and the presence of alcohol and/or drugs are also frequently cited factors
in rural road collisions.
Although progress has occurred on rural roads — there were 10.6%
fewer deaths and 8.2% fewer serious injuries in 2004 than during the
1996-2001 period — considerably more effort must be undertaken to
achieve the 40% target for serious casualty reductions by 2010.

Drivers Killed/Seriously Injured in Single-Vehicle Crashes
on Rural Roads, 2004
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PERCENT KILLED/SERIOUSLY
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The police are
involved in public
education and
enforcement initiatives
in rural areas right
across the country.
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The CCMTA’s Rural Road Safety Task Force recently completed a report
on collision trends and recommended strategies to reduce the large
number of fatalities and serious injuries on rural roadways. The task
force is currently developing a survey whose principal objective is to
identify and report on successful regional initiatives that could be
implemented on a national scale.
Police services across Canada, particularly those that provide contract
services to rural communities (the Royal Canadian Mounted Police, the
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• rollover simulator and air bag demonstrations at rural
fairs and other events;
• improved signage; and
• construction of a roundabout at the junction of two rural
provincial highways.
Intersection- and Speed-Related Collisions: The Road
Safety Vision 2010 sub -target calls for 20% decreases
in the number of road users killed or seriously injured
in speed or intersection crashes.

Ontario Provincial Police and the Sureté du Québec), are actively involved
in public education and enforcement initiatives in rural areas aimed at
increasing the use of seat belts and proper child restraints, discouraging
drinking and driving, and reducing speeding and red light running. Each
spring and fall these police services join municipal and city police services
across Canada to promote safer road travel as part of Canada Road Safety
Week in May and Operation Impact in October.
Some of the important activities undertaken to improve rural road safety
in 2005 included:
• research into the use of designated drivers in rural areas, and research
into how to use community resources to strengthen drinking and
driving countermeasures;
• development of a strategy to manage human-wildlife conflicts (e.g.
moose and deer);
• child restraint and seat belt use campaigns in rural communities;
• Aboriginal occupant restraint use campaigns aimed at increasing usage
on and off reserve;
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In 2004, the numbers
of Canadians killed in
crashes at intersections
and those killed in
crashes involving
drinking drivers on
public road were
almost the same.

In 2004, the numbers of Canadians killed in crashes
at intersections and those killed in crashes involving
drinking drivers on public roads were almost the same.
However, it must be mentioned that many of the
intersection crashes involved alcohol. Collision data
also show that intersections were particularly
dangerous locations for elderly people. Road users
65 years of age or older accounted for 29% of all
deaths at intersections and for 35% of deaths
at intersections located in urban areas. One
in six victims killed in an intersection crash
during 2004 was a pedestrian.
Excessive speed or inappropriate speed
for the driving conditions was cited as a
contributing factor for more than 20% of
all traffic fatalities during the same year.
Among drivers killed in single -vehicle
crashes, speed was cited for 30% of
16 -24 year old victims and more
than 27% of victims aged 16-44
years.
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Speed management is a contentious issue both for police
services and for the motoring public. Drivers have long
perceived speed enforcement as a cash cow that fills
the government’s coffers. However, comprehensive
efforts to reduce speeding — through public education,
increased enforcement, tougher sanctions and zero tolerance — in countries such as Australia and the
Netherlands have contributed to impressive reductions
in fatalities and serious injuries during the past decade..
The Speed and Intersection Safety Management
(SISM) Task Force is responsible for developing initiatives to achieve this sub-target. SISM recommends four core strategies — education and awareness, research, road infrastructure standards and
enforcement — that jurisdictions can implement to
reduce intersection- and speed -related fatalities
and serious injuries.
Initiatives undertaken in various jurisdictions
during 2005 to support the core strategies of
SISM included:
• legislation aimed at reducing speeds in
construction zones or when passing emergency vehicles or tow trucks, and toughening sanctions for violators;
• multimedia education and awareness
campaigns and parallel enforcement
activity that focused on new speed
legislation;

Traffic conflicts at intersections on Canada’s undivided
roadways often result in tragedy
PERCENT OF KILLED/SERIOUSLY
INJURED, 2004

In Australia
and the Netherlands,
comprehensive efforts
to reduce speeding
have contributed to
impressive reductions
in fatalities and
serious injuries.
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• research on priorities for a social marketing campaign that identified
speeding, in particular among 20 -25 year old males, as the focus for the
campaign;
• tougher sanctions (fines, demerit points and licence suspensions)
for speeding violations;
• variable speed limit systems and message signs to reduce speed limits
based on specific criteria (poor roads, weather or traffic conditions);
• use of electronic speed reader display boards to raise awareness of
speeds in lower speed limit zones such as areas around schools;
• police enforcement campaigns that targeted aggressive driving and
unsafe speeds relative to road conditions;
• expansion of red light camera programs to enhance intersection safety;
• installation of roundabouts and speed bumps to slow traffic;
• dissemination of multimedia information (CDs) that provided novice
drivers with tips for dealing with situations at intersections; and
• installation of rumble strips at high -risk intersections.

Ta r g e t s
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Despite all these initiatives, little progress has occurred to date for the
target pertaining to speed. Fatalities where speed was cited as a contributing factor decreased by only 3.8% during 2004 compared with
the baseline period, while serious injuries actually increased by 22.3%.
Slight progress was evident in the number of road users killed in crashes
at intersections (down by 2.7%), while there was a considerable decrease
in the number of victims seriously injured in intersection collisions (down
by 11.5%).
Commercial Vehicle Safety: Commercial vehicles remain the dominant
mode for transporting goods both within Canada and between Canada
and the United States. Tractor trailers travel an average of six times more
distance annually than the average passenger vehicle. During 2004,
commercial vehicle activity, as measured by annual vehicle kilometres
travelled, increased by 6.7% over the 1996 -2001 baseline period.

Road Users Killed/Seriously Injured in Crashes Involving
Commercial Vehicles by Road Class, 2004
PERCENT OF
KILLED/SERIOUSLY INJURED
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limits of 80-90 km/h. However, almost one in five victims
were killed in collisions on urban streets with posted speed
limits of 60 km/h or less. Rural roads and urban streets
were equally dangerous for road users who suffered serious injuries in commercial vehicle crashes.

Increasing
commercial vehicle
traffic is taking
its toll.

Road Safety Vision 2010 calls for a 20% decrease in the
number of road users killed or seriously injured in crashes involving commercial vehicles.
Initiatives carried out in selected jurisdictions under
the auspices of CCMTA’s Compliance and Regulatory
Affairs Standing Committee to help meet the objective
of this target included:
• combining a carrier’s on - road compliance record
for convictions, inspections and collision history
into a single number safety rating that represents
a carrier’s risk;
• developing interpretation documents and training materials for the redrafting of the provincial/territorial Hours of Service Regulations,
which takes effect in January 2007;
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The increased presence of large commercial vehicles on our roadways
does take its toll. During 2004, crashes involving large vehicles (with
gross vehicle weight ratings of 4,536 kg or more) accounted for 21% of
total traffic fatalities and 10% of all seriously injured road users. More
than half of these fatalities occurred on rural roads with posted speed
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• participating in and funding research aimed at the development of a North American fatigue management program
for the motor carrier industry;
• implementing the new international cargo securement
standard and training inspectors to the new protocols;
• adopting the new national standard for daily vehicle
inspections;
• developing training courses for commercial drivers
as well as commercial vehicle enforcement personnel;
• carrying out focused commercial vehicle enforcement
campaigns that targeted seat belt usage, mechanical
inspections and hours of service;
• increasing the number of patrol vehicles to carry
out additional motor vehicle inspections;
• carrying out random blitzes focusing on truck safety;
• providing free air brake inspections to truckers;
and
• promoting initiatives such as Share the Road
and Avoid My Blind Spots to educate the
motoring public and commercial vehicle drivers about the importance of sharing the
road safely and the dangers of blind zones
around large commercial vehicles.
To date, these efforts have helped to stabilize the number of road users killed
annually in crashes involving commercial
vehicles. However, no progress has
been made toward achieving the 20%
target for decreases in fatalities and
serious injuries. In 2004, fatalities

Ta r g e t s

remained virtually unchanged (0.4% lower than the baseline period)
and serious injuries actually increased 6.0% over the baseline period.
Young Drivers: Young drivers or riders, aged 16 -19, are consistently
overrepresented in victim statistics. They comprise approximately 5%
of the licensed driver/rider population but 10% of fatally injured drivers
and about 13% of those that are seriously injured. When comparisons
are made on the basis of kilometres travelled, they are seven times
more likely to be killed in a crash than the general driving population.
Despite numerous restrictions, including a zero blood alcohol concentration threshold inherent to graduated licensing programs throughout
the country, more than one third of young drivers fatally injured in
crashes were impaired. Driving too fast for the conditions or excessive
speed was cited in almost half of the cases where driving infractions
were noted in crashes involving fatally injured young drivers.
The Road Safety Vision 2010 sub-target for this age group is to achieve a
20% reduction in the number of crash-related deaths and serious injuries.

Young drivers aged 16-19 years have much higher
fatality rates than the general driving population
DRIVERS KILLED PER BILLION VKM

Young drivers are
seven times more
likely than the general
driving population to
die in a crash (based
on distances travelled).
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Examples of initiatives implemented during 2005 to reduce fatalities and
serious injuries among young drivers included:
• implementation of graduated licensing programs in two jurisdictions,
bringing to 11 the number of Canadian jurisdictions that require young
or novice drivers to adhere to a number of restrictions before they receive
full driving privileges;
• development of new brochures that identify the conditions and restrictions
for the learner and probationary stages of the graduated licensing program;
• review of the latest research and best practices throughout the world;
• implementation of tougher restrictions in jurisdictions where graduated
licensing programs already exist;
• development of lengthy public awareness campaigns targeting youth
that focused on the dangers and consequences to young drivers and
others of driving at unsafe speeds, drinking and driving, and non-use
of seat belts;
• awareness-raising events at high schools that focused on the perils of
drinking and driving at graduation parties; and
• research on risk taking and driving skills among new drivers.

Intersections are particularly dangerous road locations
for vulnerable road users
Percent of VRUs
Killed/Seriously Injured, 2004
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Vulnerable Road Users: Collectively, vulnerable road
users (pedestrians, motorcyclists and cyclists) account
for about 20% of annual traffic fatalities and serious
injuries. This group includes several high - risk subgroups. Among fatally injured pedestrians, older people
(65 years or older) are overrepresented. Among seriously injured pedestrians, young people (15 years or
younger) are similarly overrepresented. Among
pedestrians who were tested for the presence of
alcohol, however, 40% had consumed alcohol and
most of these had blood alcohol concentrations
(BACs) higher than 80 mg%. The number of
motorcyclists killed in crashes was almost 32%
higher in 2004 than during the 1996-2001 baseline period. The large percentages of vulnerable road user serious casualties that result
from traffic conflicts at intersections are a
clear indication that both motorists and vulnerable road users need to be extremely
vigilant at these busy locations.
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As of 2004, initiatives undertaken by stakeholders to improve
young driver/rider safety have been fairly successful. Both
traffic-related deaths (down by 13.6%) and serious injuries
(down by 11.9%) among this age group of drivers have decreased substantially over comparable 1996-2001 figures.

Motorcyclists

Pedestrians
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High-risk drivers
make up about
3.5% of the driving
population but account
for 12% of fatalities
and 8% of serious
injuries.

The CCMTA’s Vulnerable Road User Task Force was formed
in 2005 to develop strategies that could be adopted jurisdictionally or nationally to help achieve the Road Safety
Vision 2010 objective of 30% decreases in the number of
fatally or seriously injured vulnerable road users.
Research, education and awareness, enforcement and
road infrastructure initiatives were carried out in selected
jurisdictions during 2005 to make roads and streets
safer for vulnerable road users. These included:
• new legislation that imposes tougher fines on motorists
who do not slow down when passing emergency
vehicles that are stopped with their lights flashing
or when driving in construction zones when workers
are present;
• multimedia information and awareness campaigns
introducing the legislative changes;
• driver licence suspensions for repeat offenders
who speed in school zones and at pedestrian
crossings;
• tougher licensing requirements for operators
of motor scooters and motor-assisted bicycles;
• motorcycle safety courses offered in
communities outside of cities;
• campaigns promoting bicycle helmet
use, cycling rules, safety tips and safer
routes to travel on for cyclists;
• pedestrian and driver awareness
campaigns reminding each road

argets and Action Plan

user of their respective responsibilities;
• presentations on pedestrian safety targeting both senior citizens and
young children;
• focused education and enforcement campaigns whereby citations were
issued to motorists, cyclists and pedestrians who were not observing
the rules of the road;
• installation of audible indicators on traffic signals at selected urban
locations;
• audits of city intersections to identify existing and potential safety
issues, particularly with regard to pedestrians and cyclists; and
• design of guidelines and standards that municipalities may incorporate
into their plans for building road infrastructure.
These initiatives have contributed to moderate reductions in fatalities
and serious injuries among pedestrians and cyclists during 2004 compared
with baseline figures. However, the large increase in deaths and serious
injuries among motorcyclists has resulted in overall slight increases in
both fatalities (up 1.0%) and serious injuries (up 2.6%) among vulnerable
road users during 2004 compared with the 1996-2001 period.
High-Risk Drivers: Motorists who exhibit the most dangerous behaviours,
often in combination, are deemed high-risk drivers. They include those
who drink and drive, do not wear seat belts, drive at unsafe speeds or
run red lights or stop signs. Research has shown that while 3% to 4%
of the driving population exhibits high - risk behaviours, these drivers
account for approximately 12% of fatalities and 8% of serious injuries.
The Road Safety Vision 2010 sub - target for high - risk drivers originally
called for a 20% reduction in the number of road users fatally or seriously
injured in crashes involving this group. The CCMTA’s High - Risk Driving
(HRD) Task Force recently developed a uniform definition of high - risk

Ta r g e t s
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drivers, so that all jurisdictions could more easily identify these individuals
in their databases. They were defined as drivers that had been involved
in three or more distinct events (a traffic violation, a first impaired driving
Criminal Code conviction, or a collision) within a two - year period; or a
driver convicted of a first offence for refusal to provide a breath sample
or having two or more Criminal Code convictions within a 5-year period
(including driving while prohibited or disqualified). However, most jurisdictions were unable to identify high - risk drivers under their existing
information systems. Consequently, the new sub -target pertaining to
this target group is that all jurisdictions’ driver/collision information
systems be capable of identifying high-risk drivers by 2010.

A number of jurisdictions are currently carrying out research,
public education and marketing, legislative, and enforcement
and awareness initiatives in an attempt to decrease highrisk behaviour. Research activities include monitoring the
effectiveness of programs targeting aggressive driving
in other jurisdictions, and providing grants to community
groups for local initiatives addressing aggressive or unsafe
driving.
Public education and marketing campaigns have focused
on educating motorists about the danger of speeding in
winter driving conditions and on educating drivers
under 25 years of age about the consequences of
aggressive and unsafe driving practices.
Legislation introduced in selected jurisdictions
provides tougher sanctions (increased jail time)
for not paying fines for driving without insurance;
more severe sentences (fines, jail time, licence
suspension) for charges arising from a crash
where someone was killed; increased fines
and/or suspensions for excessive speeding;
and more stringent passenger restrictions
during late - night hours for drivers in graduated licensing programs.

Source: Ontario Provincial Police

Jurisdictions are now attempting to use this definition to assess the size
of their high-risk driving population, as well as the rate of that group’s
involvement in collisions. Once these populations have been identified,
the task force plans to develop targeted interventions, including an
interjurisdictional records exchange to identify high-risk drivers.

Enforcement and awareness efforts have
included targeting non-users of seat
belts, speeders and drinking drivers
as part of the Selective Traffic
Enforcement Program (STEP);
running awareness programs

Ta r g e t s
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Research,
legislation and
industry initiatives
are advancing the
cause of road safety.

geared to young drivers and riders to alert them to the
dangers and penalties associated with street racing and
speeding; and launching an annual enforcement campaign
that specifically targets street racing.

And That’s Not All...
In addition to the strategies that are being collaboratively
developed and implemented under the auspices of the
CCMTA, road safety stakeholders are participating in
other important activities to advance the cause of road
safety in Canada.
Transport Canada is continually working to introduce
new regulations to make vehicles safer. The department
is developing frontal-impact occupant protection and
side - impact protection regulations, both of which
will benefit a large number of vehicle occupants
involved in serious collisions. It is also conducting
research on driver distraction, examining methodologies to assess the safety of navigation systems as well as in -vehicle use of cell phones
and infotainment systems. Research is being
carried out on the effectiveness of intelligent
speed adaptation, gearshift seat belt interlocks, electronic stability control systems,
and passive sensors for alcohol that
would stimulate a request for breath
tests. Transport Canada is also funding
research that aims to identify rural
intersection problems, as well as
low-cost and easy to implement
countermeasures.

Ta r g e t s
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The motor vehicle manufacturing industry is improving vehicle crash
avoidance capabilities and occupant protection through the voluntary
enhancement of existing technologies and the introduction of innovative
new technologies. Notable advancements include side door and curtain
airbag systems, electronic stability control devices, restraint systems
with load-limiting seat belts, automatic collision notification systems,
airbag systems with occupant size discrimination controls, and adaptive
cruise control systems.

Source: Ontario Provincial Police

The Transportation Association of Canada is currently developing a
synthesis of information regarding the design, operation and safety of
roundabouts in North America. This synthesis will act as a manual for
road authorities and for the future development of a Canadian roundabout guide.
A number of jurisdictions have established road safety advisory committees, councils or action plans to help provincial agencies deliver
coordinated intervention efforts in support of the Road Safety Vision
2010 sub-targets. Community-driven public education and enforcement
initiatives by police — such as Operation Impact, held during the
Thanksgiving weekend in October each year, and Canada Road Safety
Week, held before the Victoria Day weekend in May — are proving
successful at raising awareness of road safety issues among the
enforcement community and the public alike.
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Looking Ahead to 2010
Canada’s road safety stakeholders have a nine-year national road safety
plan in place to help achieve a 30% decrease in the average number
of road users killed or seriously injured during the 2008-2010 period
compared with 1996-2001 average figures. While this goal may seem
ambitious, it is worth noting that most of the world’s safest nations have
even more ambitious road safety targets.

For Road Safety Vision 2010 to succeed, more must be
done to support its four strategic objectives. In addition,
renewed efforts must be made and strategies must be
developed and implemented on a national scale to address
targeted areas such as vulnerable road users, victims of
speed- or intersection-related crashes, unbelted motorists,
drinking drivers and victims of rural road crashes.

The most recent national crash data available (for 2002-2004) indicate
that progress has been made. However, the accompanying chart, which
projects the number of fatalities to 2010 based on current numbers,
clearly indicates that greater effort must be made in order to meet the
target for fatality reductions.

It is imperative that existing partnerships be strengthened. It may become necessary for politicians to make
bold decisions — for example, legislating powerful
measures to address dangerous behaviours - in order
to demonstrate to citizens that they mean business.

A mid-term review of Canada’s national road safety plan is currently
underway to assess progress so far, highlight areas where greater efforts
are needed, and identify the expertise and resources required to enable
Canada to achieve the targets. A final report is expected to be made
available in the fall of 2007.

Having the safest roads in the world is Canada’s
long-term goal. Canadians can achieve the quantitative targets of Road Safety Vision 2010 if all
partners involved in this initiative renew their
efforts, if our government agencies responsible
for safe road travel strongly endorse the targets
and are committed to achieving them, and —
most important of all — if all of us adhere to
the rules of the road.

Canadian Traffic Fatality Projections to 2010
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To contact CCMTA representatives, call:
Alberta

Nunavut

Office of Traffic Safety • Alberta Infrastructure and Transportation
Phone: 780-427-8901

Economic Development and Transportation • Phone: 867-360-4615

British Columbia
Traffic Safety Programs • Insurance Corporation of British Columbia
Phone: 866-661-6651

Ontario
Safety Policy and Education Branch • Ministry of Transportation
Phone: 416-235-4050

Prince Edward Island

Manitoba

Highway Safety Division • Department of Transportation
and Public Works • Phone: 902-368-5219

Driver and Vehicle Licensing • Manitoba Public Insurance
Phone: 204-985-0999

Québec

New Brunswick
Motor Vehicle Branch • Department of Public Safety
Phone: 506-453-2410

Société de l'assurance automobile du Québec
Phone: 418-528-3600

Saskatchewan
Traffic Safety Program Evaluation • Saskatchewan Government
Insurance • Phone: 306-775-6182

Newfoundland and Labrador
Traffic Safety Programs • Department of Government Services
Phone: 709-729-2519

Northwest Territories
Road Licensing and Safety • Department of Transportation
Phone: 867-873-7406

Nova Scotia
Road Safety Programs • Service Nova Scotia and Municipal Relations
Phone: 902-424-3323

Yukon
Department of Highways and Public Works
Phone: 867-667-8835

Transport Canada
Road Safety Programs • Road Safety and Motor Vehicle Regulation
Directorate • Phone: 613-998-1991

Canadian Council
of Motor Transport Administrators
2323 St. Laurent Blvd. Ottawa, ON • Phone: 613-736-1003

The CCMTA (www.ccmta.ca) is a non-profit organization comprising representatives of the provincial, territorial and federal
governments of Canada. Through a collective consultative process, it makes decisions on administration and operational matters
dealing with licensing, registration and control of motor vehicle transportation and highway safety.
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