Despite being an important sustainable development issue, road traffic safety is not allocated
sufficient funds and institutional arrangements remain inadequate in less developed countries.
Recognizing the need to support Member States in urgently addressing road safety challenges,
the United Nations Secretary-General’s Special Envoy for Road Safety is collaborating with the
United Nations Economic Commission for Africa and the Economic Commission for Europe
to initiate road safety performance reviews, for requesting governments. The reviews assist
African countries in strengthening their national road safety management capacities and
improving their national road safety records.
How exactly does a Road Safety Performance Review work? It assesses the road safety
status of a particular country, helps the Government identify the most critical safety
aspects and recommends actions to be taken. Then, when the priority needs have been
identified, capacity-building seminars and workshops are organized for national road safety
stakeholders. The project thus lays down the core issues that require the urgent attention of
political leaders and other stakeholders. It also assists the stakeholders in setting important
targets for national road safety strategies and action plans as well as determining specific
measures to reach these targets.
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As a consequence of road traffic crashes, an estimated 1.35 million people die and more than
50 million people are injured each year on the world’s roads. Most road traffic fatalities and
injuries occur in low- and middle-income countries, and there has been no reduction in the
number of road traffic fatalities in any low-income country since 2013, according to the World
Health Organization. Ethiopia is no exception: according to government statistics, road traffic
deaths more than doubled in the 12-year period between 2007 and 2018.

Information Service
United Nations Economic Commission for Europe

Printed at United Nations, Geneva – 2016258 (E) – December 2020 – 50 – ECE/INF/2020/6

UNITED NATIONS

Palais des Nations
CH - 1211 Geneva 10, Switzerland
Telephone: +41(0)22 917 12 34
E-mail:
unece_info@un.org
Website:
http://www.unece.org

UNITED NATIONS ECONOMIC COMMISSION FOR AFRICA
UNITED NATIONS ECONOMIC COMMISSION FOR EUROPE

Road Safety Performance Review
Ethiopia

UNITED NATIONS ECONOMIC COMMISSION FOR AFRICA
UNITED NATIONS ECONOMIC COMMISSION FOR EUROPE

Road Safety Performance Review
Ethiopia

December 2020

Geneva, 2020

UN_report_Ethiopia_Inside.indd 1

07.12.20 10:23

Notes
This work is available open access by complying with the Creative Commons license created for inter-governmental
organizations, available at http://creativecommons.org/licenses/by/3.0/igo/
Publishers must remove the UN emblem from their edition and create a new cover design. Translations must bear the
following disclaimer: “The present work is an unofficial translation for which the publisher accepts full responsibility.”
Publishers should email the file of their edition to permissions@un.org.
The designations employed and the presentation of material on any map in this work do not imply the expression of
any opinion whatsoever on the part of the United Nations concerning the legal status of any country, territory, city or
area or of its authorities, or concerning the delimitation of its frontiers or boundaries.
The findings, interpretations, and conclusions expressed herein are those of the author(s) and do not necessarily reflect
the views of the United Nations or its officials or Member States.
Photocopies and reproductions of excerpts are allowed with proper credits.
This publication is issued in English only.
United Nations publication issued by the United Nations Economic Commission for Europe.

Photo credits
Cover
P. iii
P. 8
P. 11
P. 19
P. 21
P. 26
P. 28
P. 30
P. 34
P. 38
P. 40
P. 44
P. 49
P. 51

Shutterstock
Fédération Internationale de l’Automobile (FIA)
Alex Keshavjee
Alex Keshavjee
Shutterstock
Alex Keshavjee
Shutterstock
Shutterstock
Alex Keshavjee
Ethiopian Tribune
M. Crozet / ILO
Save the Nation
Simien Mountains Mobile Medical Service
Tebita
Shutterstock
ECE/INF/2020/6

eISBN 978-92-1-005548-2
The symbols of the previously issued publications of Road Safety Performance Review of countries were composed of
ECE/TRANS/277; ECE/TRANS/278; ECE/TRANS/NONE/2018/2; ECE/TRANS/NONE/2018/6.
Copyright © United Nations, 2020
All rights reserved worldwide
United Nations publication issued by the Economic Commission for Europe (ECE)

UN_report_Ethiopia_Inside.indd 2

07.12.20 10:23

Foreword
The recent global health situation
revealed the relevance of road
safety initiatives in crisis settings
and the need to adapt our efforts.
During COVID-19, mobility remains
an essential service. Governments
must still provide their citizens
with affordable and safe transport
including those with disabilities,
frontline health care and other essential workers. Even as
many people stay at home, cutting off mobility is not an
option, particularly not in the developing world – where
many people live on a “hands-to-mouth” basis. Transport
will have to play a major role in economic recovery from the
pandemic; public transport, for example, offers a low cost
and safe mobility option for most of the urban population
and particularly for the most deprived. As governments
focus their attention on addressing COVID-19 in their
countries, it is of utmost importance that other priorities,
like road safety, are not scaled back.
The spread of the virus and the corresponding implications
overlapped with an important event on the global stage:
the third Ministerial Conference on Road Safety, held in
Stockholm, Sweden in February 2020. The conference
marked the ending of the first Decade of Action for Road
Safety (2011-2020) as well as recognized the shortcomings
to achieve a 50 per cent reduction in road traffic fatalities
and injuries in that timeframe. Charting a way forward
for 2030, the Stockholm Declaration called to establish
a “Second UN Decade of Action for Road Safety” and to
extend the Sustainable Development Goals (SDG) target
3.6 deadline to 2030. It called for an increase in global and
national funding to the issue, encouraged accession to and
better implementation of the UN Road Safety Conventions,
highlighted the importance of improved data collection and
expressed the urgent need to progress towards green and
active modes of safe mobility. These calls for action were
subsequently reflected in arguably one of the strongest
United Nations General Assembly resolutions on Improving
Global Road Safety (A/RES/74/299), adopted in August 2020.
Sustainable and vibrant transport systems can lead to
long-term economic growth. If designed well, transport
facilitates access to opportunities, education, medical
services, and goods, and improves overall quality of life.

Sustainable transport contributes to achieving many of
our SDGs and human rights objectives. However, if all the
relevant considerations are not taken into account, new
roads and transport infrastructure yield the opposite result.
This makes the crisis on the world’s roads one of the most
pressing development challenges of our time. Despite the
lessons learned and resources accumulated through the
first Decade of Action for Road Safety, we have achieved
no decreases in the number of global annual road traffic
deaths. The global facts are menacing: 1.4 million people
are killed every year from road crashes and millions
more are injured. The majority of the road traffic deaths
occur in Africa. Therefore, as we begin the new Decade,
accelerated and strategic action by stakeholders and
governments is essential.
The core solutions to address road safety at the country level
fall under the safe systems approach, which also considers
improved management, safer roads, vehicles and road users,
as well as better post-crash response; and include applying
the UN Road Safety Conventions.
As the UN Secretary-General’s Special Envoy for Road Safety,
I am committed to supporting road safety performance
reviews in Africa. The project assists developing countries
in strengthening their management systems capacities and
improving their national records.
The Government of Ethiopia requested support for carrying
out a road safety performance review. It was conducted in
partnership with the United Nations Economic Commission
for Africa and the United Nations Economic Commission
for Europe. I am optimistic that this report will provide the
Government and its partners with a detailed assessment of
the road safety and management capacity situation in the
country, and recommendations to be taken for stronger
action in the next Decade.

Jean Todt
United Nations Secretary-General’s Special Envoy for
Road Safety

iii

UN_report_Ethiopia_Inside.indd 3

07.12.20 10:23

List of team members
Priti Gautam
Robert Lisinge
Getu Segni Tulu
Yonas Bekele
Teferi Abegaz
Tilahun Gelete

United Nations
United Nations
National Lead Consultant
National Consultant
National Consultant
National Road Safety Council

Project Manager
ECA Focal Point
Chapter 1, 2, 3, 8
Chapter 4, 7, 8
Chapter 5, 6, 8
National Focal Point

ECE Information Unit
Palais des Nations
CH-1211 Geneva 10
Switzerland
Tel: +41 (0) 22-917 -4444
Fax: +41 (0) 22 -917-0505
Email: unece_info@un.org
Website: http://www.unece.org

iv

UN_report_Ethiopia_Inside.indd 4

07.12.20 10:23

Contents
Foreword .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . iii
List of team members .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . iv
List of abbreviations .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . viii
Executive summary .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . ix
Chapter 1 | Introduction .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 1
1.1 Introduction .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  1
1.2 Country background: Ethiopia .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  1
1.3 Road transport sector development in Ethiopia  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  1
1.4 Scope and objective of the study .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 1
1.5 Study approach  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  3
1.6 The main road safety actors in Ethiopia .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  3
1.7 Organization of the report .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  3
Chapter 2 | Road safety management  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 4
2.1 Introduction .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  4
2.2 Trends in road traffic crashes in Ethiopia  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  4
2.3 Road traffic crash databases in Ethiopia  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 7
2.4 Institutional arrangements concerning road safety  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 9
2.5 Road safety funding .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 10
2.6 Legal frameworks .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 10
2.7 Road safety performance during the United Nations Decade of Action for Road Safety (20112020) and its National Road Safety Strategy and Plan .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 11
2.8 Conclusions and recommendations .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 12
Chapter 3 | Safe infrastructure  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .13
3.1 Introduction .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 13
3.2 Reviews of road network in Ethiopia .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 13
3.3 Guides for design, construction, maintenance and traffic control devices .  .  .  .  .  .  .  .  .  .  . 14
3.4 Road safety assessment of road network performance  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 16
3.5 Road safety audit and inspection .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 17
3.6 Education and awareness creation for users, training for auditors and inspectors  .  .  .  .  .  . 20
3.7 Land-use planning  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 20
3.8 The use of technologies .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 21
3.9 Conclusions and recommendations .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 22

v

UN_report_Ethiopia_Inside.indd 5

07.12.20 10:23

Chapter 4 | Safe vehicles  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 23
4.1 Introduction and background  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 23
4.2 Vehicle standards and imports .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 23
4.3 Global Framework Plan of Action related to Safer Vehicles .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 25
Chapter 5 | Safe road users .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 36
5.1. Introduction to safer road users .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 36
5.2. Road user behaviour  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 36
5.3 Review of driver training .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 37
5.4 Review of driver testing  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 39
5.5. Review of medical certificate  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 40
5.6. Enforcement of traffic rules and regulations .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 40
5.7. Enforcements of regulation on major road safety risk factors in Ethiopia .  .  .  .  .  .  .  .  .  .  . 41
Chapter 6 | Post-crash response  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 44
6.1 Introduction .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 44
6.2 Review of emergency care in Ethiopia  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 44
Chapter 7 | Cross-cutting issue: safer rural transport  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 50
7.1 Introduction: Background .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 50
7.2 Present status of rural roads in Ethiopia  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 50
7.3 Safety issues .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 52
7.4 Conclusions and recommendations .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 52
Chapter 8 | Actions .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .54
Summary of recommendations from the Ethiopian Road Safety Performance Review  .  .  .  .  .  . 54
References  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .67
Annexes .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .69
Annex 1: United Nations road safety conventions .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 69
Annex 2: List of contributors .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 70

vi

UN_report_Ethiopia_Inside.indd 6

07.12.20 10:23

List of tables
Table 1:

Number of vehicles in the regions (up to June, 2019) Registered vehicles
(Federal Transport Authority, 2019) .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 3

Table 2:

Road traffic Injury victim distribution among the Regional States in Ethiopia (2016–2018)  .  . 5

Table 3:

Road injury severity by road users in 2018 (Federal Police Commission, 2019)  .  .  .  .  .  .  .  .  . 6

Table 4:

Percentage of fatal crashes by vehicle type .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 6

Table 5:

Road traffic crashes by road environment (urban or rural) .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 7

Table 6:

Road distribution based on the pavement types in Kilometers
(Ethiopian Roads Authority, 2018) .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  13

Table 7:

Star ratings–Addis Ababa roads networks from late 2015–2019 (iRAP, 2018; iRAP, 2016) .  .  16

Table 8:

Key challenges identified in Ethiopia under Pillar 3  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 33

Table 9:

Summary findings from the WHO emergency care system assessment of Ethiopia  .  .  .  .  .  . 46

List of figures
Figure 1:

Map of the Horn of Africa  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 

2

Figure 2:

Number of road traffic fatalities in Ethiopia (2007–2018) .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 

4

Figure 3:

Addis Ababa road network star rating using iRAP methodology  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  17

Figure 4:

Performance of safe vehicle by activities  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  25

Figure 5:

Rural Road Safety Challenges .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  .  . 53

vii

UN_report_Ethiopia_Inside.indd 7

07.12.20 10:23

List of abbreviations
AACRA
AAFEPCA
AaBET
AF
ARS
BAC
BiGRS
BN
ERA
ESA
EU
FTA
GM
GDP
GoE
GTP
HA
IRAP
ITS
LEET
LVR
MoLSA
MoE
MoH
MoT
NMT
NRSC
OECD
OR
ORS
PSV
RF
RSDP
RRAs
RSI
RTB
RTI
SO
SNNPR
TG
TRANSIP
UN
UNECA
UNECE
URRAP
WEF
WHO
WRO

Addis Ababa City Roads Authority
Addis Ababa Fire and Emergency Prevention and Control Authority
Addis Ababa Burn Emergency and Trauma
Afar
Amhara Regional States
Blood Alcohol Concentration
Bloomberg Initiative for Global Road Safety
Beneshangul
Ethiopian Roads Authority
Ethiopian Standards Agency
European Union
Federal Transport Authority
Gambela
Gross Domestic Product
Government of Ethiopia
Growth and Transformation Plan
Harari
International Road Assessment Programme
Intelligent Transport Systems
Legislation, Enforcement, Education and Technology
Low-Volume Roads
Ministry of Labour and Social Affairs
Ministry of Education
Ministry of Health
Ministry of Transport
Non-Motorized Transport
National Road Safety Council
Organization for Economic Co-operation and Development
Oromia
Oromia Regional State
Public Service Vehicle
Road Fund
Road Sectorial Development Programme
Regional Roads Authorities
Road Safety Inspection
Road Transport Board
Road Traffic Injury
Somali
Southern Nations, Nationalities, and People’s Region
Tigray
Transport Systems Improvement Project
United Nations
United Nations Economic Commission for Africa
United Nations Economic Commission for Europe
Universal Rural Road Access Program
World Economic Forum
World Health Organization
Woreda Road Offices

viii

UN_report_Ethiopia_Inside.indd 8

07.12.20 10:23

Executive summary
As a consequence of road traffic crashes, an estimated
1.35 million people die and more than 50 million people
are injured each year on the world’s roads. Most road
traffic deaths and injuries occur in low- and middle-income
countries, and there has been no reduction in the number
of road traffic fatalities in any low-income country since
2013, according to the WHO.
Despite being an important sustainable development issue,
road traffic safety is not allocated sufficient funds and
institutional arrangements remain inadequate in less developed countries. Recognizing the need to support Member
States in urgently addressing road safety challenges, two
departments of the United Nations initiated a project on
road safety performance reviews to assist African countries
in strengthening their national road safety management
capacities and improving their national road safety records.
The current review was carried out by the United Nations
Economic Commission for Europe and the United Nations
Economic Commission for Africa, and supported by the
Secretary-General’s Special Envoy for Road Safety.
What exactly does a Road Safety Performance Review do?
It assesses the road safety status of a particular country,
helps the Government identify the most critical safety
aspects and recommends actions to be taken. Then, when
the priority needs have been identified, capacity-building
seminars and workshops are organized for national road
safety stakeholders. The project thus lays down the core
issues that require the urgent attention of political leaders
and other stakeholders. It also assists the stakeholders in
setting important road safety targets and in implementing
specific measures to reach these targets.
The review of Ethiopia sheds light on the magnitude of
the country’s road safety problems, which constitute a
major burden on the social, economic and health sectors.
It shows that Ethiopia has not achieved the goal of the
United Nations Decade of Action for Road Safety (20112020) – to reduce road fatalities and injuries by 50 per cent
by 2020 (WHO, 2015). On the contrary, road traffic deaths
and serious injuries increased every year during the same
period. And it seems that these trends are likely to have
continued in 2020, the final year of the Decade. According
to official statistics for Ethiopia, road traffic deaths more
than doubled in the 12-year period between 2007 and 2018,

rising from 2,161 to 4,597. The size of the vehicle fleet in
2018 was 1,071,345. This implies that nearly 43 people were
killed per 10,000 vehicles in the country in 2018. Viewed
from another perspective, Ethiopia loses 13 people per
day in road traffic crashes. Actual fatality figures may in
fact be much larger than those reported by the Ethiopian
Federal Police Commission as a result of underreporting
and misclassification of road traffic fatalities. The World
Health Organization (WHO) report indicated that the
estimate of road fatalities was 27,326 in 2016, a more than
six-fold increase over what the country reported.
Despite the alarming increase in the number of road crashes,
the Government has not paid the same attention to road
safety as to other sectors¬. This could be explained by the
low level of awareness and weak political leadership as well
as the challenge of securing sustainable funding.
Official road traffic crash statistics show that passengers
are the most vulnerable road users in Ethiopia, accounting
for 52 per cent of road deaths in 2018. In urban areas, most
road crash victims are not motor vehicle occupants, but
pedestrians. Seventy-nine per cent of fatal crashes occurred
on paved roads and only 19 per cent on gravel and earth
roads, whereas paved roads make up only 13.87 per cent of
the road network. Buses and commercial vehicles (trucks)
were involved in a disproportionately high number of road
traffic deaths (i.e. 2,356 fatal crashes), representing nearly
65 per cent fatal crashes in the country in 2018.
The road crash data management system is very poor.
Data collection is paper based, which is characterized
by widespread underreporting and misclassification of
crashes. Crash injury classification is not harmonized with
the international injury classification system. Mostly, the
classification of serious and minor injuries depends on the
crash investigator’s knowledge (usually police officer reporting) of road crashes. Currently, funds have been allocated
for the Transport Systems Improvement Project, which is
financed by the World Bank and expected to modernize
the road crash data management system by replacing
the old manual system by new innovative technologies.
Grail Consulting and Project Management Service private
limited company from India is developing the database and
the project will be expected to be commissioned by the
second half of 2021.
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In terms of regulatory framework, the existing road traffic
regulations 395/2017 and 208/2011 on main risk factors for
road traffic crashes are not comprehensive. For instance, an
international expert from Bloomberg Initiative for Global
Road Safety has globally identified gaps in addressing key risk
factors. In Ethiopia, there are many inconsistencies and gaps
in application and enforcement among the Regional States
and the administrative cities. This can be explained by the
limited capacity of the lead agency in planning, organizing,
directing, monitoring and evaluating road safety on a regular
basis. The National Road Safety Council (NRSC) is under the
Ministry of Transport as a unit, and not autonomous. Road
safety funding is limited, and the maximum budget allotted
per year is 25 million at national level by the Ethiopian Roads
Fund Office (≈USD 762, 693 according to the prevailing
rate on 11 February 2020, with USD 1= 32.7786 birr). The
relationship between the NRSC and the road safety units or
councils of Ethiopia’s nine Regional and two administrative
States is not strong. Ethiopia is also not a contracting party
to any of the United Nations Road Safety Conventions or
the African Road Safety Charter.
From an infrastructure perspective, the concept of road
safety is not systematically incorporated in all stages of the
development and administration of road projects. Owing
to their limited training, designers, builders and road asset
managers have little knowledge of road safety. Currently,
most roads in the country are two-way, two-lane roads
with many substandard sections. This includes insufficient
or non-existent street lighting, which is a major problem
for pedestrian safety. The absence of traffic signage and
road markings is also a serious concern.
The country has a good opportunity to integrate road
safety with road condition surveys and maintenance works.
Domestic legislation or standards for road infrastructure,
including signs and markings, should be reviewed and
assured compatibility to ensure the safety of road users.
Ethiopia is not a vehicle-producing country. There are no
restrictions on the age of vehicles that can be imported into
the country and used cars constitute over 85 per cent of the
vehicle population. The country does not follow international
standards and practices on new and imported vehicles.
This review suggests that the Government should improve
legislation and implementation of laws and regulations on

vehicle standards and inspection aligned with the United
Nations Regulations for agreements for vehicle type-approval
(1958), periodic technical inspection (1997) and UN Global
Technical Regulations on vehicle construction (1998).
Some progress has been made in providing road safety
education, with awareness-raising campaigns initiated
in 2017, but more needs to be done to improve national
coverage of the ongoing initiatives. Road safety education is
introduced to children at an early age in elementary schools,
and it is recommended that road safety be incorporated
in the curriculum of high schools to embed the basic road
safety knowledge in the minds of young people.
The driver licensing system and training programme need to
be improved or overhauled. For instance, this review revealed
several gaps in the design of training materials to prepare
drivers for better hazard perception and understanding of
the road environment.
The enforcement bodies are under-resourced in all aspects
(finance, professional staff and technology) and this requires
improvements to ensure maximum compliance with regulations. In addition, the capacity of traffic police officers should
be prioritized. They should be provided with appropriate
and ongoing training.
According to a recent WHO analysis, the post-crash system
is very weak and needs to be strengthened. Considering the
high crash rate in the country, Ethiopia requires a strong
and expanded pre- and post- hospital health care system.
The analysis calls for the establishment of a national trauma
system and a coordinated and expanded rehabilitation
system.
In conclusion, the Government should prioritize efforts to
address capacity deficiencies of the institutions involved
in road safety in the country, including greater sustainable financing for road safety. It should also prioritize
strengthening of road traffic legislation and other related
regulations, such as the driving licensing directives. More
research and the establishment of a crash data management system is critical to introducing evidence-based
interventions in the country. Therefore, the Government
should make completing the World Bank project a priority.
Detailed recommendations are provided in chapter 8 of
this report.

x
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Chapter 1 | Introduction
1.1 Introduction
The United Nations Road Safety Performance Review for
Ethiopia is prepared with the support of United Nations
Secretary-General’s Special Envoy for Road Safety, the
United Nations Economic Commission for Africa (UNECA)
and the United Nations Economic Commission for Europe
(UNECE). The study assesses the road safety performance
of the country with respect to the United Nations Decade
of Action for Road Safety, the African Road Safety Action
Plan for the period 2011–2020 and the Global Framework
Plan of Action for Road Safety. Ethiopia has undertaken
many interventions based on its available resources and
institutional capacities; however, the trend of crashes shows
an increase by about 9 per cent on average from 2010 to
2018 (Federal Police Commission, 2019).
The main purpose of this study is to give guidance to
the Federal Government of Ethiopia and other partners
that are working on road safety in the country. It helps
to underpin the national institutional capacity for road
safety management and provides an opportunity to identify critical road safety issues based on priority areas
identified to curb current road crash fatalities and injuries
in the country. Also, the study encourages the country
to implement various measures, including in the areas
of engineering, enforcement, education, standards and
legislation. The team investigates the following six pillars:
(a) road safety management; (b) safe roads and mobility;
(c) safer vehicles; (d) road users’ behaviour; (e) post-crash
response and (f) rural transport.

1.2 Country background: Ethiopia
Ethiopia is a landlocked country located on the Horn of
Africa, in the east of the continent. The country covers
an area of 1,126,829 km² and shares borders with Djibouti,
Eritrea, Kenya, Somalia, South Sudan, Sudan and Somalia. It
is the second most populous country in Africa after Nigeria,
and has an estimated population of 113.3 million (United
Nations, 2019), out of which 20 per cent live in cities. It is
one of the fastest growing economies, with an average
9.9 per cent of GDP growth rate each year until 2016 in the
region (The World Bank, 2019). However, it also remains
one of the poorest countries in the world with USD 790

annual per capital income. The country’s foreign trade much
depends on the neighboring country’s seaports, particularly
on the Port of Djibouti (see Figure 1).

1.3 Road transport sector development in
Ethiopia
Roads are the most important transport infrastructure
in providing access to rural and urban areas in Ethiopia.
The Government has placed increased emphasis on the
improvement of the quality and size of the country’s road
infrastructure. To address constraints in the road sector,
mainly low road coverage and poor condition of the road
network, the Government formulated the Road Sector
Development Programme (RSDP) in 1997 which has so far
been implemented over a period of twenty-three years and
in four successive phases (Ethiopian Roads Authority, 2015).
The aim of RSDP is to increase road transport infrastructure
and reliability and strengthen of the institutional efficiency in
road sector management. The road network increased from
26,550 km to 126,773 km starting from 1997 through 2018
(Ethiopian Roads Authority , 2018). As a result, road density
per 1,000 sq. km increased significantly, from 24.1 km in 1997
to 115.2 in 2018. Also, substantial improvement has been
registered in the condition of the country’s road network,
the proportion of road network in good condition increasing
from 22 per cent in 1997 to 72 per cent in 2017 (Ethiopian
Roads Authority , 2018).
Vehicle population in the country and kilometres travelled
have increased substantially. In 2007, the vehicle population
was 244,257 (WHO, 2009) and grew to 1,071,345 in 2018, a
338.6 per cent increase (Federal Transport Authority , 2019).

1.4 Scope and objective of the study
The scope of the study is to review the road safety performance of Ethiopia using the African Road Safety Action Plan
(examining the extent to which it has been implemented)
and the United Nations Global Framework Plan of Action
for Road Safety as the basis of analysis.
The key objective of this review is to understand the
current performance of road safety in Ethiopia, with a

1
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view to identifying priority areas of intervention to curb
the national road safety burden. The assessment of the
road safety performance in Ethiopia covers the five pillars
of the Decade of Action for Road Safety and the Global
Framework Plan of Action for Road Safety. Accordingly,

each of the pillars has been investigated based on the
performance indicators in the action plan. The additional
road safety pillar, the state of rural transport, which deals
with crosscutting issues, was considered in the context of
the African Road Safety Action Plan (2011-2020).

Figure 1: Map of the Horn of Africa
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Chapter 1 | Introduction
Table 1: Number of vehicles in the regions (up to June, 2019) Registered vehicles
(Federal Transport Authority , 2019)
Addis
Ababa

Amhara

AF

BN

596 084

94 001

6 598

8 842

Dire
Dawa
21 938

SO

TG

GM

HA

SNNP

OR

Total

15 160

52 751

5 558

8 000

91 105

171 308

1 071 345

NB: AF= Afar, BN= Benishangul, SO= Somali, TG= Tigray, GM= Gambela, SNNP= Southern Nations, Nationalities People,
HA= Harari, OR= Oromia

1.5 Study approach
The study started by gathering and reviewing the existing
literature on road safety in the country as well as global
road safety publications. Interviews and discussions were
conducted with road traffic safety stakeholders, which
included: high-level policymakers, road asset management
administrators, emergency medical service, enforcers,
Ministry of Health, transport authorities, and transport
associations. The study was carried out under close supervision of the project implementation team composed of
UNECA, UNECE, and the secretariat of the United Nations
Secretary-General’s Special Envoy for Road Safety, the
Ministry of Transport and national consultants.

1.6 The main road safety actors in Ethiopia
The National Road Safety Council (NRSC) of Ethiopia is
overseen by several ministries and private stakeholders.
The Council is led by the Ministry of Transport, the Ministry
of Finance, the Ministry of Education, the Ministry of
Health, the Federal Police Commission, the Ethiopian
Roads Authority, the Federal Transport Authority, and

private and public transport associations. The Ministry
of Transport is the lead ministry for road safety in the
country. The Minister supervises the day-to-day activities
of the Council. In Regional States and city administrations,
road safety councils are led by their respective Bureaux.
In particular, the Transport Bureau is responsible for road
safety activities each region.

1.7 Organization of the report
The report is organized as follows. Chapter 2 introduces
road safety management in Ethiopia. Chapter 3 describes
the main issues of safer roads and mobility. Chapter 4
explores quality of vehicle fleet, while road users’ behaviour
and driving training scheme are discussed in Chapter 5.
Many aspects of the driver training system are reviewed
and incorporated in this chapter. Chapter 6 reviews the
practices of pre-hospital and post-hospital care, third party
liability insurance scheme and rehabilitation centres. Then,
the crosscutting issue of safer rural transport is addressed.
The final chapter summarizes the findings of this study,
draws conclusions and lays on the table the way forward
with corresponding actions.

3
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Chapter 2 | Road safety management
2.1 Introduction

figures, was 27,3261 which shows a striking difference from
national estimates, and should be addressed.

This chapter explores the issues related to road safety
management, which includes rising road traffic crash trends,
road traffic crash databases, institutional arrangement of
road safety at national and regional levels, road safety
funding, and the gaps in road traffic legislation.

2.2 Trends in road traffic crashes in Ethiopia
Recently, there has been a yearly increase in the number
of fatalities and serious injuries from road traffic crashes.
The trends show that road traffic crashes have become a
burden of economic, social and health proportions for the
country. The Ethiopian Federal Police Commission’s report
revealed that 2,161 road traffic deaths were registered
nationwide in 2007 and this figure more than doubled
in 2018, increasing to 4,597 (Federal Police Commission,
2019; Federal Police Commission , 2011). Annual trends
of road traffic fatalities recorded by the Federal Police
Commission for the twelve-year period between 2007
and 2018 are shown in Figure 2, indicating an increase in
successive years during this period. Moreover, the road
fatality estimate made by WHO for Ethiopia, using 2016

Road traffic crashes distribution in the country
The level of road crashes is increasing over time with the
growth in the number of vehicles, the population, the road
network and the vehicle kilometres driven. The impact of
crashes that occurred in the country between 2016 and 2018
is as follows: 14,194 fatalities, 22,647 serious injuries and 21,159
minor injuries (Federal Police Commission, 2019). The trends
imply that more Ethiopian lives are lost due to road traffic
injuries than to other causes. Citizens die on the roads at an
average of 4,732 persons per year; or every day, approximately
13 Ethiopians do not return home due to being victims of
road traffic crashes. Road traffic injuries in Ethiopia, mostly
affect passengers, and pedestrians. In other words, one
person is killed on the roads every two hours. It is likely that
actual fatality figures in the country are larger than those
reported by the Ethiopian Federal Police Commission due to
factors such as underreporting and misclassification of road
traffic fatalities. An integrated crash database is needed to
overcome underreporting road traffic crashes.
1

The Global status report on road safety 2018, WHO,
2018.

Figure 2: Number of road traffic fatalities in Ethiopia (2007–2018)
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Chapter 2 | Road safety management
Table 2: Road traffic Injury victim distribution among the Regional States in Ethiopia (2016–2018)
2018
Addis Ababa
Tigray

Deaths

2017

Serious
Injuries

Slight
Injuries

2016

Serious
Injuries

Deaths

Slight
Injuries

Deaths

Serious
Injuries

Slight
Injuries

386

854

381

374

858

584

371

664

356

56

73

20

72

49

31

131

164

79

Amhara

1 104

1 032

1 252

1 152

1 181

1 924

1 035

1 190

1 990

Oromia

1 478

1 448

1 386

1 882

1 710

1 586

1 541

1 459

1 485

Somalia

132

127

134

204

533

447

157

408

396

91

136

266

36

126

215

33

224

395

Southern
Nations

712

1152

725

720

1121

922

634

990

937

Gambela

19

43

81

18

20

48

16

38

101

Hareri

55

203

188

34

224

507

53

123

284

528

2 210

1 274

585

1 804

1 232

477

2 085

1 232

36

129

242

41

128

279

31

141

180

4 597

7 407

5 949

5 118

7 754

7 775

4 479

7 486

7 435

Afar

Benishangul

Addis Ababa
Dire Dawa
Total

Source: Federal Police Commission of Ethiopia, 2019

The distribution of road traffic crashes in the country is
uneven, with road fatalities and injuries concentrated on
roads in the central part of the country (see Table 2). For
instance, four out of 12 Regional States, namely the Oromia
Regional State (ORS), Amhara Regional State (ARS), South
Nations Nationality People (SNNP) and the Addis Ababa
City Administration accounted for almost 85 per cent of
the fatalities in the country. Serious injuries have a similar
spatial variation among the Regional States, even though
the credibility of existing data is compromised by concerns
of underreporting and misclassification across the regions.
Crash data for three years (2016–2018) shows that consolidated efforts are required in these regions, particularly ORS
and ARS. Then, SNNP and Addis Ababa City Administration
could be considered to curb the current high level of road
death in the country.2
Passenger crashes
Car occupants are the most vulnerable road users in the
country and accounted for nearly 52 per cent (see Table 3)
of road deaths in 2018 (Federal Police Commission, 2019).
In particular, passenger deaths constitute the largest share
of road traffic deaths on interstate highways. In particular,
most citizens use unsafe public transport and trucks in the
2

Road traffic crash data, Ethiopian Police Commission,
2018.

countryside for primary and secondary trips in their daily
lives. Many fatalities and serious injuries are recorded as
crashes on interstate highways, often involving public
transport vehicles (e.g. buses in Table 4) (Federal Police
Commission, 2019). In terms of road user age, the age group
between 18 and 50, which is the active working force in
the country is overrepresented in passenger deaths and
accounted for nearly 60 per cent of passenger deaths in
2018 (Federal Police Commission, 2019).
Pedestrian crashes
In 2018, pedestrians constituted as the second vulnerable
road user group in the country, accounting for up to 33
per cent of fatalities (see Table 3). In particular, pedestrian
deaths constituted the largest share of road traffic deaths in
towns and cities compared with deaths of other categories
of road users. For instance, pedestrian fatalities rose from
80 to 90 per cent of road traffic fatalities in Addis Ababa
between year 2015 and year 2016 (Addis Ababa Transport
Bureau , 2018).
Buses and commercial vehicles related crashes
Nowadays, many road traffic crashes involve public transport
vehicles (minibuses and buses) and commercial trucks.
In 2018, road traffic crash statistics showed that those
types of vehicles (both buses and trucks) were involved
in a disproportionately high number of road traffic deaths

5
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Table 3: Road injury severity by road users in 2018 (Federal Police Commission, 2019)
Victims

Age

Fatalities

Under 18

Driver

Slight injuries

%

3.5

30

3.8

10

2.0

18-30

452

63.5

378

48.1

174

34.6

31-50

171

24.0

254

32.3

165

32.8

Above 51

64

9.0

124

15.8

154

30.6

712

100 (15.5)

786

100 (10.6)

503

100 (8.5)

Under 7

84

5.6

70

2.6

26

1.6

7-13

124

8.2

155

5.7

83

5.0

14-17

139

9.2

229

8.4

134

8.1

18-30

438

28.9

1 191

43.6

751

45.2

31-50

469

31.0

742

27.1

439

26.4

Above 51

259

17.1

347

12.7

227

13.7

1 513

100 (32.9)

2 734

100 (36.9)

1 660

100 (27.9)

36

1.5

177

4.6

92

2.4

7-13

106

4.5

113

2.9

324

8.6

14-17

227

9.6

340

8.7

454

12.0

18-30

877

37.0

1 621

41.7

1 454

38.4

31-50

656

27.7

1 050

27.0

1 010

26.7

Above 51

470

19.8

586

15.1

452

11.9

2 372

100 (51.6)

3 887

100 (52.5)

3 786

100 (63.6)

4 597

(100.0)

7 407

(100.0)

5 949

(100.0)

Total
Under 7

Passenger

%

25

Total

Pedestrian

Serious
injuries

%

Total
Grand Total

(i.e. 2,356 fatal crashes), representing nearly 63 per cent of
fatal crashes in the country and this proportion had been
almost the same in 2016 and 2017. The fatalities related
to these vehicle types may be attributed to the fact that
a higher proportion of the population relies on public
transport due to the limited number of automobile owners
in the country.3 Overall, available statistics suggest that
focusing on identifying and controlling the risk factors for
bus and truck injuries may be an effective way to prevent
injury and death on Ethiopia’s roads.

Federal and municipal asphalt roads
Analysis of data on road traffic crashes reveals that about
79 per cent of fatal crashes occurred on paved roads and
only 19 per cent on gravel and earth roads, whereas paved
roads make up only 13.87 per cent of the road network,
while 13 per cent are gravel and 73.13 per cent earth. High
and medium traffic volume roads have been designed and
constructed as a paved road surface.4 This finding is in
line with the previous study in the country (Tulu, 2013).
This is because those roads are paved and most crashes

3

4

As of June 2019, the registered automobile vehicles were
219,699 in the country (Federal Transport Authority, 2019).

Geometric Design Guideline (Manual), Ethiopian Roads
Authority, 2013.

Table 4: Percentage of fatal crashes by vehicle type
Description

Cycle &
Motorcycle

Passenger
cars

Buses

Trucks

Special
Equipment

Unknown

Total

Fatal Crashes

266

854

1 324

1 032

150

112

3 738

%

7.12

22.85

35.42

27.61

4.01

3.00

100.00
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Table 5: Road traffic crashes by road environment (urban or rural)
Road types

Fatal crashes

Serious injury
crashes

Slight injury
crashes

Property
damage

Total

%

Road connect
regions

950

679

302

1 052

2 983

7.30

Road connect
Zones

780

472

283

777

2 312

5.66

Rural roads

769

474

279

726

2 248

5.50

Urban roads

1 239

2 699

1 723

27 667

33 328

81.54

Total

3 738

4 324

2 587

30 222

40 871

100.00

clustered in Oromia, Amhara and SNNP Regional States in
the country (Federal Police Commission, 2019). In particular,
roads that radiate from Addis Ababa have high traffic levels
and operating speed (e.g. Speed limit 80 km/h and above),
which are factors that are perceived to contribute to the
observed high crash counts and injury severity.5
Urban area crashes
Most road crash victims in urban areas are not motor
vehicle occupants, but pedestrians. About 33.5 per cent of
fatal crashes in the country in 2018 occurred in an urban
road environment and mostly involved pedestrians. For
instance, in Addis Ababa about 88 per cent of road traffic
fatalities are pedestrians.

information on the number of crashes and casualties.
Moreover, there are questions related to the uniformity,
relevance and reliability of available data. An effort is being
made, however, to computerize the management of road
crash data in Addis Ababa.
The current problems of the national road traffic crash
database are numerous and multidimensional and include
the following:
•

The actual size of the road crash problem in the
country is much greater than it appears in the official
figures. Scholars and international institutions suspect
a significant problem of underreporting. As a result,
they would like to base their work or research on the
prediction of the crash count model for road fatalities. For instance, the WHO estimates of road traffic
fatalities are 23,837 in 2013 and 27,326 in 2016 (WHO,
2018; WHO, 2015); however, the police registered road
traffic fatalities were 3,362 in 2013 and 4,479 in 2016
(Federal Police Commission, 2019). The justification for
the big differences between the police reported and
WHO estimates of road fatalities in Ethiopia are due
to the underreporting, misclassification of crashes, and
low quality of vital registration statistics in the country
(Tulu G. S., 2015). This problem may partly arise due
to the lack of institutional capacity at all levels of the
Federal and Regional Police Commission. The police
are currently under-resourced in terms of manpower,
finance and technology. While the country reported
figures could be under reporting the issue, the WHO
estimate is perceived to be an exaggeration by national
stakeholders and thus should be further addressed
between the WHO and the government.7

7

Discussion held with stakeholders, 2020.

The main problems in an urban road environment are
the absence of adequate pedestrian facilities, excessive
speeding, drink driving, inadequate or non-existence of
street lighting at night, poor land use planning, as well as
the lack of an adequate legal regulatory framework and
enforcement of existing laws and regulation (WHO, 2013;
World Health Organization, 2009). This has resulted in a
rise in the number of road traffic crashes in urban areas.6

2.3 Road traffic crash databases in Ethiopia
The road traffic crash database
The road traffic crash database in Ethiopia is not computerized and data are collected and handled manually
in most police stations in the country. In the country as a
whole, the existing crash database system provides little
5
6

Federal Road Transport Authority, 2019.
Annual Traffic and Road Safety Report 2019, Ethiopian Police Commission, 2019.
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•

The 30 days definition for road traffic fatalities is not
adopted in the country and the relevant agencies
are not implementing this definition properly. As a
result, it is believed that there is a serious problem of
misclassification of crash severity in the country.

•

The crash spots are not geo-referenced, and the sites
are often described by nearby land use or structures.
Thus, it is difficult to investigate and make reactive
engineering measures on those sites or road sections.

•

The crashes reported to hospitals are not reported to the
police, which results in underreporting of crashes. There
is no link between crashes reported to hospitals and
those reported to the police. There is no coordination
of data between institutions.

•

The crash data record form is not standardized and
some of the attributes about the event are often
described in narrative form.

•

Traffic violation offenses are not recorded in most traffic
police stations and at headquarter as well. This implies
that data-led road policing has not been practiced
throughout the country.

It is clear from the above description that the existing
crash databases in the country are poor and inadequate.
Substantial work is required to improve the existing system
and data capturing mechanisms.

The way forward for the road crash database
Road traffic crash data of sufficient high quality cannot
be acquired and processed unless more resources are
allocated, more personnel trained, and suitable software
packages adopted towards that goal. The Ministry of
Transport (MoT) should take a number of actions regarding
crash data to curb the country’s current unacceptable
road traffic fatalities. Currently, the Ministry and has hired
Grail Consulting and Project Management Service private
limited Company from India by TRANSIP fund allocated
by World Bank. The consulting firm has been conducting
a study on the development of crash database, driving and
vehicle registration system infrastructure. According to a
2019 preliminary study conducted by Export-Import Bank
of Korea, the infrastructure may cost the country about
USD 30 million. The Minister has already directed the
consultant to prioritize the organization of said infrastructure
to make it affordable.
Some of the points to be considered in establishing the
road traffic crash database are the following:8
•

A separate data unit should be formed at the Ethiopian
Federal Police Commission to provide, enter, analyze
and interpret crash data in the country. Emphasis should
be placed on the quality of crash data and steps should
be taken, in that regard, to minimize underreporting
and misclassification of crashes.

8

Interview with the stakeholders, 2019.
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•

The unit should ensure that the features of the data
management system meet the users’ requirements.

•

The definition of road traffic facilities as deaths occurring within 30 days of a crash is not consistently applied
in Ethiopia. This underscores the need for the Traffic
Police to the effectively apply this definition. Moreover,
there is a need for the country to adopt and apply the
definitions of serious and slight injuries provided by
the World Health Organization (WHO).

•

•

A reliable crash database is a key tool in this process
of identifying and analyzing crash locations to make
corrective measures. As mentioned previously, crash
database suffers from underreporting and inaccuracy
of Coding or estimating Injury Severity due to the lack
of competent professionals. Thus, there is a need to
build the capacity of those engaged in the crash data
collection, crash investigation and reconstruction as
well as traffic offence data collection. Traffic offence
data should be collected and this needs to be part of
the national road safety database as it would enable
data-led road policing throughout the country.
The road traffic crash database and data sharing system
must be supported with the technology. The use of
crash database system and standardized mobile app
which support GPS facilitates the identification of crash
attributes and locations at a crash scene. Currently, the
Ministry hired a consultant to develop the database
and Smartphone application which enables taking
all necessary data from a crash scene and deliver the
information to a central database system through the
Internet. The Ministry is focusing on expediting the
commissioning of the system in 2019.

2.4 Institutional arrangements concerning
road safety
The National Road Safety Council (NRSC) of Ethiopia
was established under Council of Ministers Regulation
(No. 205/201l) on 30 March 2011. The council reports to the
Ministry of Transport, with the objective of devising road
traffic safety strategy and coordinating implementation
of the strategy. The powers and duties of the NRTSC
are stipulated in the regulation. However, a study carried
out on the institutional arrangements of the NRSC of
Ethiopia in 2018 has identified many gaps and limitations
regarding the required duties and responsibilities of road

safety in the country (Memon, 2018). The study highlighted
the following areas: lack of competent professionals and
technical experts, unavailability of the required equipment,
improper assignments of resources (human, infrastructure
and budget). The same institutional problems of NRSC
identified in the report done by SSATP Africa Transport
policy program (Small M. , 2014). The following analysis was
made by national stakeholders, listed in Annex 2.
In general, the institutional arrangements are fragmented
at both national and regional levels. At regional level, road
safety is under the Transport Bureau, merged with other
transportation activities or road construction. This shows
that institutional reform for road safety receives relatively
little attention.
Moreover, the connection between NRSC and Regional States’
and municipalities’ road safety coordinating offices are very
weak. The decentralization of authorities to Regional States
and city administrations has created a structural barrier or
disconnection for coordinated road safety interventions. As
a result, there is a lack of unity of command and direction
at all levels. Currently, the NRSC has been organized as a
unit in the Ministry of Transport which is not empowered
to coordinate and mobilize resources independently, given
the limited legal authority to do perform its duties and
responsibilities at country level. Also, there are overlaps in
the duties and responsibilities of the institutions involved in
road safety which need to be addressed.
A high shortage of educated road safety professionals has
a negative impact on road safety management. Moreover,
there is high employee turnover in Regional States as there
are no career development opportunities with the road
safety unit at national and regional levels. Furthermore,
road safety training is not institutionalized at each level of
the road safety unit to strengthen staff skills, competencies
and abilities to perform activities. As a matter of priority,
appropriate training should be provided to personnel of
road safety units at the different levels.
The current status is that the lead agency is not vertically
and horizontally coordinated to carry out the work efficiently.
Vertical coordination is especially important in the Ethiopian
case since each region is practicing with a certain level of
independence. The lead agency may wish to consider the
model applied by the Ministry of health, which has optimal
coordination of the regions.9 Moreover, the success of the
9

Interview with the Ministry of Health (MoH)
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lead agency rests on the support of the highest governance
body to ensure the development of appropriate capacity
and funding. On the other hand, horizontal coordination
with other organizations (e.g. transport bureau etc.) is
essential to delegate some works to regional governments,
which currently does not happen at all. The coordination
meeting between the NRSC and regional offices should
happen 2-3 times a year. All in all, institutional arrangements
for road safety oversight, management, coordination and
implementation should be guided by a systematic process
of assessment. This will help define an optimal institutional
mix that will guarantee economy, efficiency and effectiveness
in delivering road safety intervention.

2.5 Road safety funding
Road safety financing has been identified as one of the areas
which may need improvement. The Road Fund office was
established in 1997 by the road fund establishment proclamation no 66-1997 for financing the development, maintenance
and rehabilitation road network including road safety. A small
portion of the fund (i.e. 0.83 per cent) has been allocated to
road safety management, and some interventions (Ethiopian
Road Fund Office, 2019). For instance, in 2018, the office allocated 25 million Ethiopian birr (≈USD 762,693)10 for the National
Road safety council out of 3 billion birr (≈USD 91,523,130)11
collected by the Office and in 2017, the budget for the Road
Safety Council was 19 million birr (≈USD 579,647)12 only out
of the 2.8 billion birr (≈USD 85,421,58713 collected by the
Road Fund Office. However, a significant amount of funds
goes to the maintenance and rehabilitation of the road
network and even that is not enough to keep the roads
in good condition. According to the Ethiopian Road Fund
Office, it covers about 46 per cent of the road maintenance
and rehabilitation demands of the country (Ethiopian Road
Fund Office, 2019). According to the World Bank’s guideline,
10 per cent of road investment should go for road safety
programme (World Bank, 2014). Other sources of financing
of road safety are multilateral lending institutions and donors.
However, road safety financing remains a serious challenge in
Ethiopia and various financing options have to be explored,
including domestic resource mobilization (financing scheme
with resources from local sources).

10
11
12
13

According to the prevailing rate dated on 11 February 2020,
with USD 1= 32.7786 birr)
Ibid
Ibid
Ibid

Estimating and documenting road traffic trauma cost on a
yearly basis, has also been a challenge, limiting preparation
on road safety financing (Small, 2014). Various studies have
confirmed that investment in road safety has high returns
(Guria, 1999; Hauer, 2011). Establishing a monetary value
for road trauma, and road crashes in general, can be used
in developing a business case for road safety and help
persuade decision makers to prioritize investment in road
safety interventions.

2.6 Legal frameworks
Ethiopia has two main road transport traffic control regulations – 395/2017 and 208/2011, which ascertain the existence
of safe and expedite road traffic movement on roads in the
country.14 Analysis conducted in 2019 from the Bloomberg
Initiative for Global Road Safety has identified the following
gaps of the regulations in addressing globally identified risk
factors (Bloomberg initiative for global road safety, 2019):
1.

Safety Belt: The country has legislation on seat belt
wearing for drivers; however, seatbelt wearing is not
mandatory for passengers in front and back seats of
vehicles. Moreover, enforcement of the legislation has
been weak or non-existent.

2.

Child restraint: There is no child restraint legislation or
specifications, and as a result, there is no enforcement.

3.

Distracted Driving: No legislation restricting the use of
mobile phone while driving and text messaging while
driving is not illegal.

4.

Substance abuse: The current Blood Alcohol Content
(BAC) drink driving limit is 0.8 grams per litre of blood
or 0.4 milligrams per litre of breathing, which is higher
than best practices around the world. For instance,
many European counties use 0.5grams per litre of
blood, which may be considered as a good practice. No
special provision on the legislation for young, novice,
motorcyclists, and commercial drivers, and for drivers
carrying dangerous goods. For instance, the European
Union recommends that the Blood Alcohol Content
(BAC) limit be set at ≤ 0. 2 g/L (i.e. zero) for young and

14

Council of Ministers Regulation to Amend Road Transport
Traffic Control Regulation, Council of Ministers Regulation
No. 208/2011, Federal Negarit Gazetta of the Federal Democratic Republic of Ethiopia, 2011.
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7.

The penalties or fines (financial and /or non-financial)
should be proportional to the severity of the offence.
For example, the punishment for going 5 km over
the speed limits should be less than going 50km over
the speed limit. Similarly, drinking and driving with a
0.9 BAC level should be punished less severely than
driving with a considerably higher level.

Furthermore, the Federal traffic regulations mentioned
above are not implemented evenly in each regional state.
Sometimes, the Regional States put in place directives which
may override the articles stated in the above regulations
and implement a new scheme or penalties. Therefore, the
Ministry of Transport is advised that the current traffic
regulation may need a considerable review by benchmarking
with the United Nations road safety legal instruments and
conventions. Moreover, ratification of United Nations road
safety conventions and the African Union Road Safety
Charter should be the fundamental steps for building
national legal frameworks that prevent death and injuries
from road traffic crashes. Currently, Ethiopia is a contracting
party to the United Nations road safety conventions and
the African Union Road Safety Charter.
novice drivers, as well as commercial drivers and those
carrying dangerous goods (European Transport Safety
Council, 2019). The drinking and driving offence penalty
is about USD 6 which is not high enough to deter drivers
from committing the offence. In addition, Ethiopia
has not implemented penalty point system for driving
offences even though there is a provision in the demerit
points with a total of 14 in traffic (safety) regulation.15
The penalty (level of fines) therefore needs to be revised
based on the BAC level (level of intoxication).16
5.

Speed limits: Although the speed limit law has provisions for adjustments to local contexts, Art 84 (1) of
Regulation No. 208/2011 still remains vague in terms
of the enforceability of the speed limit Regulation of
1969. Moreover, the speed limit law is half a century
old and needs to be updated.

6.

Helmets: Article 50 of 208/2011 requires all motorcycle
drivers and passengers to wear a “suitable motorcycle
helmet”; however, this term is undefined in sub-articles
(1) and (2). The definition for “suitable motorcycle
helmets” should include both helmet standards and use.

15
16

Ibid
International expert recommendations, Bloomberg initiative for global road safety, 2019.

2.7 Road safety performance during the
United Nations Decade of Action for Road
Safety (2011-2020) and its National Road
Safety Strategy and Plan
Available data show a yearly increase in road traffic crashes
in Ethiopia (Figure 2). In 2010, the numbers of fatalities
were 2,541 and the figure rose to 4,597 in 2018, increasing
by 80 per cent. However, the road fatality estimate made
by WHO for Ethiopia was 27,326 in 2016 which is very high
compared with police data. This figure should be viewed
in the context of significantly underreporting of crashes
in the country.
In 2011, the country established a road safety strategy and an
action plan from 2011 to 2020. It is clear that it did not achieve
the objectives of its action plan (2011–2020) as well as those
of the United Nations Sustainable Development Goal seeks
to reduce road traffic fatalities and injuries by 50 per cent by
2020 (National Road Safety Council office of Ethiopia , 2013;
United Nation , 2010; WHO, 2015). Moreover, the country
targeted a reduction in deaths per 10,000 vehicles to be no
less than 27; however, it was 43 in 2018with limited funding
as mentioned previously (Federal Police Commission, 2019;
National Road Safety Council office of Ethiopia , 2013).
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The action plans focused on road traffic enforcement,
education and awareness, engineering, post-crash response,
road safety management, capacity-building, and research
and development areas. Some detailed action plan for each
focus area needed to be executed in the horizon of the
planning period. Even though NRSC is in charge of coordinating the implementation the action plan (2011–2020)
was set the capacity issues of the Council mentioned
previously blocks the implementation of road safety
strategy in the country.
The current trend shows no decline in road traffic fatalities
and injuries. Ethiopia has been trying to implement the
African Union Road Safety Action Plan 2011–2020, which
aligns to the UN Decade of Action, and the African Union
introduced the 6th pillar on cross cutting issues. The following
sections of the report review the road safety performance of
Ethiopia in line with the United Nations Decade of Action
and the African Union road safety action plan of six pillars:
road safety management, safe road and mobility, safe
road use, safe vehicle, post-crash management and rural
transport safety. Also, the United Nations road safety legal
instruments, listed in Annex 1, are considered.

2.8 Conclusions and recommendations
The discussions on the main problems of road safety management were outlined previously. Based on the findings,
the following recommendations are proposed to strengthen
road safety management in Ethiopia. These include:
•

The Government of Ethiopia should be a contracting
party to implement the seven United Nations road
safety conventions and the African Union Road Safety
Charter.

•

Establish an autonomous road safety lead agency at
the national level should be considered, also, the traffic
road safety legislation should be strengthened.

•

The NRSC requires substantial funding to build capacity
and implement road safety action plan.

•

Establish and develop crash database system, including
traffic violation offenses should be given priority. The
linkage between police reported and hospital crash
data should be given due attention.

12
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3.1 Introduction

were implemented over the period 1997–2015 and the fifth
phase, RSDP V, has been implemented since July 2015.

According to the Safe Systems approach, safe road design
and construction of road network have a great effect on
road safety, minimize the risk of traffic crashes, and help
save lives of citizens. Infrastructure should be forgiving to
reduce injury severity, recognizing the prevalence of human
error, and should cater for the transport needs of both
motorized traffic and vulnerable road users. In Ethiopia,
walking is the major mode of road transport in rural and
urban road environments. For instance, walking accounts
for 55-60 per cent of total road transport in Addis Ababa
(Mammo., 2010; Tulu G. S., 2013). This figure could be higher
in the countryside.
The safety of passengers traveled by buses and commercial
vehicles is the major road crash victims in the country.
In addition, the safety of pedestrians, children, cyclists,
motorcyclists and persons with disabilities is of particular
concern in Ethiopia, as around 33 per cent of persons killed
are pedestrians (Federal Police Commission, 2019). Currently,
there is a lack of a data-driven approach in Ethiopia towards
road planning and eradication of high-risk road sections
as crash locations are not geo-referenced. Discussions are
being held about the road network in Ethiopia, safer roads
and mobility-related topics here below.

3.2 Reviews of road network in Ethiopia
The Government of Ethiopia understands the limited road
network coverage and poor condition of the road network,
which have been an impediment to the reduction of poverty
and promoting economic growth in the country. As a result,
the Government launched the Road Sector Development
Programme (RSDP) in 1997, which aims to restore the
road network to acceptable condition and increase road
density in the country. Since then, four phases of RSDP

Implementation of RSDP V is ongoing and will continue
until 2020. Over the last twenty-two years of RSDP, physical
works consisting of rehabilitation and upgrading of trunk
and link roads, construction of new link roads, rural roads
and district roads and maintenance of federal and regional
roads have been carried out by the Ethiopian Roads Authority
(ERA), the Regional Roads Authorities (RRAs) and the Woreda
Road offices (WRO) and the community and municipalities
(Ethiopian Roads Authority , 2018).
The total road network is 126,773 kilometers, of which
31.88 per cent is owned by the Federal Government and
24.28 per cent by the Regional Road Authorities. The rest
is Woreda/URRAP roads i.e. low traffic volume roads. In
terms of pavement type, asphalt road constitutes nearly
14 per cent of the total road network (see Table 6). According
to ERA (2018), 72 per cent of the road network is in good
condition, 21 per cent is in fair condition and the remaining
7 per cents in poor condition17 (Ethiopian Roads Authority,
2018). This implies that 93 per cent of the road networks are
fair and good, which may need strict speed enforcement as
good roads encourage excessive speeding(Ethiopian Roads
Authority , 2018).
Axle load enforcement has been carried out on ten sites and
three mobile weighbridge teams which operate in different
areas of the country. The mobile weighbridge teams cover
the routes missed by the stationary weighbridges. The
Authority has made efforts to use automated machines for
axle load enforcement and has achieved a compliance rate
from 62 per cent in 2002 to 88 per cent in 2018 (Ethiopian
Roads Authority , 2018).
17

Road condition survey assessment done by the Ethiopian
Roads Authority, 2018.

Table 6: Road distribution based on the pavement types in kilometres (Ethiopian Roads Authority, 2018)
Year

Paved

Gravel

Rural

Woreda

2018

15 886
(12.53%)

12 813
(10.11%)

35 985
(28.39%)

56 732
(44.75%)

Municipality Road
Paved

Gravel

1 693
(1.34%)

3 664
(2.89%)

Total
126 773
(100%)

13
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The RSDP reports have covered new road construction, rehabilitation, and maintenance activities. However, road safety
from infrastructure perspectives has not been reflected.
It is critical to mainstream road safety in the activities
of road authorities for it to be a priority in the phases of
infrastructure construction and maintenance.
Road engineering knowledge among road infrastructure
stakeholders is low and they may not place emphasis on
road safety in the planning, design, construction, operation
and maintenance phases of road projects. Even though road
safety departments have been already established, the professional staff need substantial training and capacity-building
to adequately address road safety in their work.18

3.3 Guides for design, construction,
maintenance and traffic control devices
Introduction
Road traffic crashes are complex events to understand.
Crashes are influenced by many factors: human, vehicle
and road environment. The following subsections deal
with safe infrastructure and mobility, including: the issues
related to design guides, departure from design standards,
composition of traffic volume, uniform traffic control devices,
and standards for road maintenance.
Design guides (standards)
There are two design guides available in Ethiopia. The first is
the Addis Ababa City Authority’s design manuals which have
been in practice since 2002. The Geometric design guideline
(manual) recommends wide lane width of 3.5 metres. Wide
lane width has significant effects on driving speed which
encourages drives to navigate with higher speed. Similarly,
studies have revealed that narrow lane width results in
reduced speed (Liu S., 2016; Godley, 2007). Moreover,
the guideline gives more space for vehicular traffic than
non-motorized transport. It does not take into account
cycle and public transport infrastructure compared to
international best practice of Western countries (AASHTO,
2011; Global Designing Cities Initiative: NACTO, 2016).
Nowadays, geometric designs of urban streets have made
big progress in allocating road space for different road users
(Global Designing Cities Initiative: NACTO, 2016). Addis
Ababa has developed a strategy and an action plan for
non-motorized transport (Addis Ababa City Transport Bureau,
18

Interview with the Roads Authorities, 2019.

2018) which may need to be harmonized with the road design
guideline. On the other hand, the city has secured a loan
from the World Bank to prepare new design manuals under
Transport Systems Improvement Project (TRANSIP) funding.
Therefore, City Roads Authority has currently floated a call
for expression of interest for International consulting firms
to revise the existing manuals and incorporate the provision
of cycle and mass transit lane design (e.g. Rapid Bus Transit,
dedicated bus lane).19 Many studies have verified that NMT
and public transport decrease risk exposure to crash risks
(Global Designing Cities Initiative, 2017; Tiwari, 2015).
The Ethiopian Roads Authority manuals are applicable to
federal and regional roads. The Geometric design guideline
is adopted from western countries. However, adjustments
have been made in the design of sections of the road that
traverse towns. For instance, the vehicular roadway has been
often given priority in design, construction and opening
for traffic. Thus, the design guides in Ethiopia are vehicle
oriented, which may compromise the safety of vulnerable
road users. The MoT should give direction on the design
of the urban road environment.
Design standard and specification
The departure from design standard sometimes happen in
road design and construction projects in Ethiopia.20 This
may come about when the road authorities face budget
constraints or some difficulties in the construction process.
The country’s terrain is mostly rugged (uneven surface) and
mountainous, which may need heavy cuts or fills to attain
the minimum provision indicated in the geometric design
guideline (Ethiopian Roads Authority , 2013). In this case,
geometric design manual provisions (design elements) may
not be applied and the design or supervision consultants
hired for the road projects in Ethiopia submit a request
to deviate from the design standards. In some cases, the
consultants may be instructed to depart from the standard
due to a client’s budget constraints. The top management
of the road authorities has pressure from political leaders to
increase the road network coverage. There is a formal form
in the Geometric Design Manual of the Ethiopian Roads
Authority that is applied for departure from the design
standard. The substandard road geometric conditions are
problematic when the road opens for traffic, due to the
high risk of crashes. In addition, the driving tasks are very
complex to navigate on those sections of a road.
19
20

Interview with the Addis Ababa City Roads Authority,
2020.
Interview with the Ethiopian Roads Authority, 2020.
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In contrast, saving budget on the capital investment in the
initial period does not mean the project is economically
feasible and would save lives. This study urges decision
makers to consider the long-term economic and safety
benefit of the road project and many studies verify this in
Sweden (Wennstrom, 2014; Wennström, 2016).
Composition of traffic
As Ethiopia is a landlocked country, trucks have a vital role
in the economy to transport goods from place to place.
As a result, the composition of trucks is significant which
should be considered in designing appropriate facilities. The
provision of climbing lane or passing lanes is recommended
when the composition of trucks is 40 to 50 per cent or over,
according to ERA Geometric manual, 2013 (Ethiopian Roads
Authority , 2013). However, the provision of these lanes is
neglected for various reasons. Sometimes, the capital budget
to finance climbing or passing lanes or roadside features
could be limited or traffic volume and truck composition
are underestimated at the planning and design stage of the
road projects which often lead to not incorporating the
climbing or passing lanes at the design and construction
stages of the road project.21 After some years in operation,
the road will need the lanes due to the development traffic
volume, which cause deterioration of the road’s capacity
as well as its safety performance.
Similarly, high-speed trunk roads can give the road
users a fast, safe way to reach where they need to go.
Nevertheless, there is a high mix of rickshaws, bicycles,
animal-drawn carts and pack animals all of which take the
space provided for high-speed vehicles on those roads.
The differential operating speeds among vehicles on
high-speed roads raises safety concerns (Teferi Abegaz,
2014; Tulu G. S., 2013).
There may therefore be a need for a regulation on the
segregation of vehicles with different operating speeds. For
instance, rickshaws, pack animals and animal drawn carts
could be banned on the big city’s main road network and
high-speed roads. On the other hand, the road authorities
may consider the provision of separate infrastructure in
areas with a high volume of rickshaws, animal-drawn carts
and pack animals. For instance, in Addis Ababa, rickshaws
share the travel way with high-speed motorized vehicles in
some parts of the city, which seriously affects the safety
of road users.
21

Interview and discussion with the Quality Assurance and
Road Safety Directorate, Ethiopian Roads Authority, 2019.

Uniform traffic control devices
Traffic control devices include traffic signs, road marking,
and traffic signals. In Ethiopia, these are not standardized
and harmonized with international practices. A few traffic
signs and road markings are listed in the traffic regulation
proclamation No. 208/2011, but these are not comprehensive
when compared to UN 1968 Convention on Road Signs
and Signals, nor sufficient to apply uniformly throughout
the country. On the other hand, the City of Addis Ababa
has hired the Addis Ababa Institute of Technology of Addis
Ababa University and has entered into an agreement for the
preparation of a manual for traffic signage and road markings
in the city. Such manuals have not been developed at the
national level since they are an international language and
should be harmonized throughout the country. They should
also take into consideration the provisions of the African
Road Safety Charter, the Intergovernmental Agreement on
the Norms and Standards of the Trans-African Highways,
and United Nations Convention on Road Signs and Signals.
Thus, traffic control devices (markings, signs, signals, etc.)
can be standardized and backed by new legislation. The
MoT can take the provisions of the United Nations Vienna
Convention on Road Signs and Signals in preparing comprehensive traffic control devices’ manual for Ethiopia.
Many parties are currently involved in the installation and
maintenance of traffic devices. These parties include parties
Ethiopian Roads Authority, Regional road Authorities,
Regional traffic polices, and regional transport authorities.
To ensure uniformity, the newly Traffic Control Devices
Manual should be prepared, and it indicates the authorities
or agencies responsible for installing, renewing, maintaining,
changing or removing road signs and markings.
The Federal Roads Authority has a serious issue of traffic sign
theft on their roads. Local people could use the aluminum
to produce household equipment or sell it as a scrap.
Standards for road maintenance
The pavement Rehabilitation and Asphalt Overlay Design
Manual (2013) are available for pavement maintenance and
rehabilitation design at Federal levels (Ethiopian Roads
Authority, 2013). However, the geometry, roadside features,
the availability of clear zone or removal of obstruction and
traffic signage are no covered in the documents. The road
environments are very dynamic and can change with time
due to many factors. Within the Ethiopian Roads Authority,
there are directorates which are responsible for the road
condition survey and maintenance works; however, resources
are limited. Discussions with the Road fund office as part
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Road safety inspection of national road network
Road safety inspection of the 2,000km national road network has been underway by Eptisa, a Spanish consulting
company, which was hired by the Ministry of Transport
and financed by the World Bank. The main objectives set
out in the contract are (Eptisa, 2019):

of this review revealed that it can finance less than 50 per
cent of the maintenance work needed for the road network.
Previously, routine and periodic maintenance districts were
replaced by the private and government owned companies
to carry out the preservation of work on existing roads.
However, these companies reluctant to mobilize their equipment and professionals for minor maintenance work due to
the lower unit rate/price. This results in the deterioration
of riding quality of the roads. As a result, the Government
has decided to re-establish the road maintenance of 10
districts under the Ethiopian Roads Authority to carry out
the routine and periodic maintenance of the roads using its
own forces. This is a great opportunity for road safety to be
integrated in the road maintenance work. Every second or
third year, the condition of roads should be assessed from
the point of view of maintenance. The Road Authorities
or MoT should develop a process to integrate road safety
with surveying the condition of the roads. This would be
a cost- and time-effective approach.

Accordingly, the project has three tasks stated below.
•

Task 1: undertaking Road Safety Inspections of sections
(≈ 2,000 km) of the core (paved) trunk network, agreed
between the Client and the Consultant and on the
Addis Adama Expressway, and produce a Draft Road
Safety Assessment Report that:

•

Task 2: piloting a detailed Road Safety Audit and
recommended road safety improvement works of the
two pilot corridors identified in Task 1 and produce:

•

Task 3: providing capacity-building training on the
methodology and outputs of road safety inspections
and audits and carry out on-the-job training in road
safety inspection and audit methods.

3.4 Road safety assessment of road network
performance

The consultant, Eptisa, has submitted the inception report
for the MoT and is carrying out the road inspection on
Sululta –Debre Markos road in 2020, which is a good start
in road safety audit and inspection in the country. The
project has a capacity-building scheme for road safety
audit, inspection and black spot study.

Introduction
Currently, there has been started to conduct road safety
audit and inspection on some road segments in Ethiopia.
This audit and inspection were financed by the World
Bank. Recently, MoT has hired a consultant to carry out
road safety inspections on 2,000 km of roads and on the
Addis-Adama expressway. In addition, the road inspection
in Addis Ababa was conducted by the International Road
Assessment Programme (iRAP) over 530 km of roads. All of
these are discussed in the following subsections.

Star rating of roads in Addis Ababa using iRAP methodology
Starting late 2015, an iRAP assessment was undertaken for
530.74 km of the Addis Ababa city road networks under the
Bloomberg Initiative for Global Road Safety (BIGRS). The

Table 7: Star ratings –Addis Ababa roads networks from late 2015–2019 (iRAP, 2018; iRAP, 2016)
Vehicle occupants

Motorcyclists

Pedestrians

Bicyclists

Star ratings
Length (km)

%

Length (km)

%

Length (km)

%

Length (km)

%

5

8.9

1.7

4

0.8

4.2

0.8

0.3

0.1

4

111.2

21.0

40.4

7.6

43.49

8.2

6

1.1

3

257.98

48.6

221.9

41.8

148.34

27.9

159.31

30.0

2

109.72

20.7

115.14

21.7

184.57

34.8

87.12

16.4

1

41.84

7.9

84.2

15.9

143.38

27.0

82.62

15.6

1.1

0.2

65.1

12.3

6.76

1.3

195.4

36.8

530.74

(100.0)

530.74

(100.0)

530.74

(100.0)

530.75

(100.0)

N/A
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Figure 3: Addis Ababa road network star rating using
iRAP methodology

Road safety audit
Road safety audit are done in four stages of the road project
development cycle i.e. planning stage, preliminary design,
detail design, and pre-opening stage of new roads. This is
the opportunity to increase the road safety awareness of
planners, designers and road authorities from the design
to execution stages.
In Ethiopia, a road safety audit is not mandatory. There are
no practices to audit roads at planning, preliminary, detailed
design and preopening stage of the road projects. As a result,
the country misses the most efficient and effective ways
of ensuring road safety intervention at planning, design
and preopening stage of road development project with
minimum cost (Deng, 2012; Huvarinen, 2016).

assessment provides glare insights into the road safety
performance of the country. As mentioned previously,
pedestrian fatalities are the leading road safety problem
in Addis Ababa, and accounted for 80-90 per cent of total
fatalities in the city (Bloomberg initiative for global road
safety, 2017). According to the iRAP assessment, about 62 per
cent of the road network is below 3 star for pedestrians.
This implies that pedestrians are at risk majority of the time
(see Table 6 and Figure 5 black and red colour).
Based on the analysis, iRAP methodology proposed cost
effective countermeasures to be implemented. The methodology can calculate cost-benefit ratios for 20-year investment
plans for interventions targeting different road users (i.e.
car occupants, motorcyclists, pedestrians and cyclist). The
Addis Ababa City Administration has started to invest in
those interventions, focusing on pedestrian safety. It will be
expected to assess post intervention performance of those
road segments from pedestrian safety perspectives. The
figure 3 shows that Pedestrian star rating before changes
were made. For instance, the investment recommended by
iRAP for 98 km road in Addis Ababa was 2.2 billion Ethiopian
birr in 2016. The City has started to implement some of
the intervention on those roads which have 1- and 2-star
rating roads for the pedestrians.

3.5 Road safety audit and inspection
Introduction
Road safety audit is an important strategy for paying explicit
or detailed attention to road safety during the design of
roads. The road safety audit, inspection practices and other
methods in Ethiopia are discussed in the next subsections.

The MoT and Addis Ababa City are in the process to develop
the road safety audit manuals which will be ready by
2021. Also, MoT should consider adoption of the African
Development Bank (ADB) road safety audit manuals, which
were prepared based on the experiences of Ethiopia, Kenya
and Uganda (African Development Bank, 2014).
Road safety inspection
A road safety inspection (RSI) identify potential hazardous
locations that could lead to injury crashes (World Road
Association , 2007). It is recommended to be carried out
on the existing road within certain intervals (usually every
three years).
In Ethiopia, this inspection is not a legal requirement.
Nevertheless, the Ethiopian Roads Authority hired consultants to conduct RSI and a road network condition survey
in 2016. However, the recommendations of the survey have
yet not been implemented. To fill the gaps in this area, the
legislation for RSI should make inspections mandatory on
existing roads within specified time intervals.
RSI focuses on road functions, clear zone, cross-section,
alignment, drainage condition, sidewalk provision and
improvement, consistency of geometric alignment, intersections, vulnerable road users’ needs, traffic signage, marking,
and lighting, parking, loading and deliveries and roadside
features (African Development Bank, 2014). Some of them
are discussed here below.
•

Roadside safety and clear zones
Appropriate protection of roadsides could significantly
improve the safety performances of roads (AASHTO,
2011). When crashes do occur, the roads can substantially
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contribute to the reduction of severity if the clear spaces
are well designed. In Ethiopia, the roadside activities are
particularly dynamic due to the presence of vendors,
and other fixed objects (e.g. dumped construction
materials, construction of physical structure, growing
plants) (Tulu G. S., 2013).
•

Road functional classification
The functional classification of roads impacts the safety
performance (Ahmed, 2013). If the hierarchical structure
of the road network is not properly implemented, this
will affect the safety of road users. For instance, the
road network of Addis Ababa has not followed the
functional classification of roads, and this could be
one of the causes of congestion and deterioration of
road user safety. All roads found in Addis Ababa are
shared streets with pedestrians including the interstates
highways. The inclusion of the functional attributes of
road design and operation contributes to making the
network safer (Todorova, 2009).

•

Access management and control
Poor access management in the city road environment
contributes to safety and capacity problems that need
to be addressed properly. Access management and
control standards are required to establish uniform
practices throughout the country. Improper access
management increases the crash frequency and causes
unnecessary delays on the roads.

•

Medians
The interstate highways in Ethiopia are mostly two-way
two-lane roads, which have not required the provision
of medians. However, the Addis – Adama and Modjo
– Awassa expressway do have medians, as they are
high-speed roads with a design speed of 120km/h.
The former has a 1-metre median with guardrail. The
safety performance of the guardrail is, however, not
known. Currently, the expressway administrator has
replaced damaged parts by a local product, which may
need to be examined.
However, the guide produced by the American
Association of State Highway and Transportation
Officials recommends a 15- to 30-metre median for
rural expressways. In some cases, a 9-metre median
may be used if there are space constraints (AASHTO,
2011). The Addis – Adama median is therefore very
small and a steep roadside slope in some sections may
give rise to safety issues, especially for single vehicle

crashes. The appropriate agencies are expected to
address these issues immediately and such cases should
not happen in ongoing and future expressway design
and construction.
•

Geometric consistency
There are many substandard designs in existing roads.
Geometric consistency means that the road alignment
should not violate driver expectations. However, there
are roads that suddenly change into a very complex
road environment, both in Addis Ababa and in the
countryside. Mis-phasing of horizontal and vertical
curves, combined curves, and sharp switch back curves
are some of the examples. These can be addressed by
appropriate design and conducting regular RSI in the
network.

•

Intersections
Cautions required in designing intersections in the rural
and urban road environment in Ethiopia. International
practices show that intersections should be compact
and the entry and exit lanes should be balanced. The
pedestrian crossing should follow the natural or the
desire path of pedestrians. Previously, intersections in
Addis Ababa have been very wide, their entry and exit
lanes were unbalanced and pedestrians were required
to cover long crossing distances. The Bloomberg initiative for Global Road Safety has trained professionals
and designers and conducted a demonstration of
intersection transformation in Addis Ababa. Recently,
improvement of at grade intersections in Addis Ababa
have been carried out, but not yet in intersections in
the secondary cities.

•

Sidewalks provision and improvement
The presence of sidewalks improves pedestrian safety
dramatically, and ideally they should be separated
from the roadway. In Ethiopia, despite the necessity
to ensure it, the provision of sidewalks has not been
given attention in cities for many years. However,
most citizens use the walking mode in the country
and for instance, walking mode has 60% share in
Addis Ababa. Recently, the Addis Ababa City Roads
Authority (AACRA) has constructed over 90 kilometers
of improved walkways (see Figure) and as a result, the
compliance rates for the uses of the facilities have
increased. Even though the improvement made on
sidewalks is commendable, further improvement is
needed (e.g. need to assure universal accessibility for
all road users, including disabled citizens).
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•

22

Road markings and signage
Road markings are defined as “lines, patterns, words
or other devices, except signs, set into applied or
attached to the carriageway or kerbs or stop line or
to objects within or adjacent to the carriageway, for
controlling, warning, guiding and informing the users”
(Mathew, 2007).

•

Roadside amenity facilities
Roadside facilities are not common in Ethiopia. There
are some provisions currently under construction on
expressways. These facilities include service and rest
areas for long-distance travelers and aim at reducing
fatigue-related crashes while enhancing the total travel
experience.23

They help drivers to keep the vehicle on the road and
to anticipate the road alignment ahead. In particular,
this is critical in poor visibility conditions (e.g. dark, rain)
when other aspects of the road environment give the
driver fewer cues for lane-keeping and maneuvering
tasks. For instance, most trunk roads (asphalt road
network) in Ethiopia are not yet painted with the road
markings. And road sections in the countryside have no
street lighting, which makes night-time driving difficult
and risky. The absence of road markings complicates
driving at night as drivers may be unable to recognize
the proper path and ascertain the availability of passing
distance.22

•

Speed management
Excessive speeding is a contributing factor to most
crashes. It is a complex issue in road traffic crashes
which involves public attitude, driver behaviour, vehicle
performance, roadway design and characteristics,
posted speed limits and strategies (National Highway
Traffic Safety Administration, 2015).

Interview with stakeholders and observation of the principal investigator in the country, 2019.

Despite excessive speeding being a major factor in
crashes globally (WHO, 2004), there is no speed management plan to address the problem in Ethiopia.
However, the Addis Ababa City Administration has
recently reviewed its speed limits and has implemented
speed enforcement on selected road segments.
23

Interview with the Ethiopian Roads Authority.
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It is recommended that the country should implement
a speed management programme covering high-speed
roads (e.g. asphalt roads), which should be supported
by data-driven approaches and the use of technology.
Speed limits for school areas and shared roads should
be reviewed and revised as appropriate. Thus, the safety
performance of roads should be reviewed or evaluated
in respect of speed limits.
•

•

Blackspot study
Crash databases are not well organized, contributing to
the problem of underreporting. Moreover, the locations
of crashes are not geo-referenced which makes it
difficult to determine which the high crash frequency
spots are. There is also a lack of understanding of what
constitutes a black spot among professionals in the
country. The police officers are not well qualified, and
they may not give due attention to these tasks. On the
other hand, most of the as-built drawings of the roads
are not available in the road authorities which make it
difficult to identify the geometric design elements that
contribute to the high number of crashes. An improved
crash database and the availability of as-built drawings
of roads are critical for these kinds of studies. Therefore,
the Ministry of Transport is advised to enhance the
quality of the crash database and instruct the Roads
Authorities to file as-built design drawings properly in
both soft and hard copies
Construction works area safety
Construction works area health and safety are not
practiced in Ethiopia (Sermolo, 2014). A study revealed
that only few studies have been conducted to investigate
the occupational health of workers in the construction
industry (Hanna Mersha, 2017). Within the Ethiopian
Roads Authority, one department is responsible for
the health and safety of construction works. However,
standards and good practices still need to be taken
into consideration.24 For instance, routine and periodic
maintenance for federal roads have been carried out
by the Ethiopian Roads Authority. When they carry
out the works, traffic management measures are not
taken into consideration. Warning signs such as works
at road works, traffic cones, or flag men who manage
the diverted traffic are not in place when they carry out
road construction works (Sermolo, 2014). The compliance
rates of wearing safety materials are very low. The health
and safety permanent team should be established in

each district or construction site to specifically plan,
monitor and ensure adherence to control measures on
the site to minimize accidents occurrence and waste.

3.6 Education and awareness creation for
users, training for auditors and inspectors
Formal education and awareness creation in the road design,
road safety audit and inspection are frequently required to
capacitate professional engineers and Inspectors. Inspectors
who will engage in road safety inspection should be trained
in the methodology of road safely audit and inspection.
Moreover, universities in Ethiopia do not have road safety
and construction work area safety in their appropriate course
curriculum.25 Capacity building can include the certification
of road safety auditors and inspectors which may need a
formal training organized by a recognized institution in
the country. The audit and inspection of infrastructure
increase the level of awareness of road safety among
planners, designers, professionals and the client. Each level
of road safety audit and inspection underpins the safety
awareness among the citizens and advances the practices
to save lives (Europe, 2018).

3.7 Land-use planning
Even though good land-use planning can decrease exposure
and crash risks, it requires strong commitment from the
Government and wise transport investment on the land,
particularly in urban environments. Land-use planning
may have an important influence on both mobility and
traffic safety. This is because the number of generated
trips, the modal choice, the length of trips and the choice
of route are to a large extent determined by the spatial
organization of land use. Proper land-use planning includes
measures to mitigate road safety problems (Hummel, 2001).
However, land-use planning in major cities in Ethiopia is
poor and does not consider road safety as a criterion in the
development of land in these cities.26 For instance, Addis
Ababa has great potential to improve road safety using
land-use planning measures. The effects on road safety of
the following land-use decisions are critical: distribution of
origins and destinations, density of land use, urban growth
25
26

24

Ibid.

Addis Ababa University, and Addis Ababa Science and
Technology, January, 2020.
Interview with the Road Authorities and Federal Road
Transport Authority.
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patterns, safe network shapes and size of residential areas
and provisions for alternative modes.27
None of these are in place in large cities such as Addis
Ababa (Addis Ababa City Government Plan Revision Project
Office, 2017). Currently, there are many reforms planned
in the land use of the city, and the city administration
should take into account the impact of land development
on road safety and related problems. On the other hand,
secondary and tertiary cities in Ethiopia should learn from
the experiences of Addis Ababa.

3.8 The use of technologies
Technology can play a critical role in reducing road traffic crash frequency and injury severity in the event of a
crash. However, in Ethiopia the use of technologies in
the transport system in general is very limited.28 Whereas,
a study undertaken in the Organisation for Economic
Co-operation and Development (OECD) countries revealed
that the application of technology reduces fatalities and
injuries by 40 per cent across the OECD region, saving
over USD 270 billion per year (Organisation for Economic
Co-operation and Development, 2003).
27
28

Ibid.
Ibid.

For instance, the development of intelligent transport
systems (ITS) can improve the safety and efficiency of road
transport while improving user comfort and convenience.
Recently, the country plans to implement an ITS on Modjo
– Hawassa expressways, thanks to a loan secured from the
World Bank to procure and install ITS on the expressways.
Similarly, the city of Addis Ababa is in the process of developing an ITS centre, which may be functional within the
coming few years.
Apart from this, there are considerable developments in
advanced traveler information systems as well as convenience and entertainment systems in developed countries.
Discussions held with key stakeholders as part of the current
review show that investment in road safety technologies
has not been embraced by decision makers. In addition,
the operation and maintenance of these technologies have
been problematic.
For instance, the use of alcohol testers, speed limiters
and handheld speed radars has been introduced recently
in Ethiopia. However, the equipment may need annual
calibration and maintenance when they break down. In some
regions, the equipment is failing, and no one is available
to deal with the maintenance in the country. As a result,
the traffic police are under resourced in technologies to
run the day-to-day enforcement activities on the main risk
factors. These include excessive speeding, drinking and
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driving, and red-light runners. Moreover, alcohol ignition
interlock, red-light runner camera, point-to-point speed
camera and automated speed detection are still not in
place in Ethiopia.29

required, which may provide an opportunity to develop
or revise maintenance standards for roadside features,
clear zone, and inspection of signs and markings and
or traffic signals.
•

In the case of the blackspot study, the country may
develop a list of interventions with their possible
estimated costs, which should be updated every year.
The lists of proven interventions can be obtained from
affluent countries. However, after interventions, the
performance of countermeasures should be monitored.

•

The preparation of MUTCD for the implementation
across the country should also be given priority. Traffic
signage is one of the components of traffic control
devices. In this regard, there is a need for continuous
assurance of proper installation and maintenance of
traffic signs in the country’s road network. Current
practices in this regard are poor. The Ethiopian Roads
Authority should place emphasis on the installation of
traffic signs on asphalt roads which have high traffic
volume as well as on maintaining road furniture.

•

To mitigate traffic sign theft, the road authority could
try to raise awareness of the local people about the
importance of traffic signs for their safety. In addition,
the authority can devise a means to perforate the
aluminium, so as to render it useless for other purpose.

•

Speed limit legislation is outdated and needs to be
revised, according to the function of the roads.

•

Standards for safety facilities (e.g. rest areas, emergency
lanes, water, telephone, separation fences for vulnerable
traffic) are critical and MOT considers the establishment
of the standards in this regard.

•

Mixed land use development can be encouraged to
reduce the exposure to crash risk of the road users.

3.9 Conclusions and recommendations
This section provides the Ethiopian Government with the
opportunity to assess the current status of safer roads and
mobility in the country and offers recommendations that
should be addressed across a wide range of agencies. The
recommendations are given at a strategic level and some
of them are as follows:
•

Revision of ERA and AACRA manuals should be required
to accommodate all road users (e.g. pedestrians, cycling,
BRT, dedicated bus facilities). The hierarchical classification of roads will be put in place and meet transport
demand for all road users: Separate sidewalks and
bicycle lanes from motorized traffic.

•

Road safety audit and inspections should be made
mandatory by law and (make road safety audit a legal
requirement). The road safety audit and inspections
manuals should be developed.

•

•

29

The MOT should formulate regulations and directives for the certification of road safety auditors and
inspectors.
The MoT should closely follow up and build capacity in
the integration of road safety in road maintenance works
for professionals in road authorities. Road safety will
become an organizational culture in all road authorities
once it is integrated with road maintenance activities.
Moreover, revision of maintenance manuals should be
Ibid.
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4.1 Introduction and background
The growing importance of road safety requires various
stakeholders to consider in detail all the parameters affecting
traffic crashes. Importation regulations and requirements
related to air pollution control (emission) standards, and
safety standards, as well as technical inspections were
found to strongly reduce the number of technical defects
on the national roads.30 Some mechanical systems, such
as steering, brakes, and suspension, critically affect the
safety of the vehicle. These systems are subject to wear
through use and time, changing their status throughout
the lifetime of a vehicle.
Many countries have implemented vehicle inspection
programmes, although timing and content vary significantly. The general trend shows that the components of
inspection programmes are becoming more harmonized
over the years. With an aging transport fleet, legally binding
minimum safety requirements and vehicle inspections can
play an important role in ensuring the roadworthiness of
the vehicles operating in the road network of Ethiopia.
Older cars often present safety challenges, if not properly
certified, regularly inspected, and maintained in accordance
with legislation.
The number of road fatalities in Ethiopia is still much
higher than in other African countries. The fact that
motor vehicle defects contribute to crash occurrence
is undisputed, even though its significance is difficult to
estimate. Making certain minimum safety requirements
compulsory by law for vehicles using the national road
network align with UN vehicle regulations agreements
are all actions and measures that are supportive of the
concept of safer vehicles (e.g. certification scheme/
approval regime for both new vehicles and for imported
second-hand cars; enforcement of production compliance;
implementation of global technical regulations in their
national law; establishes minimum requirements for a
regime of periodic technical inspections of vehicles used
on public roads; competence, training, and certification
of inspectors; powers of supervising bodies as part of
the competent authority; prohibiting certain vehicle
30

United Nations (2010, as amended). Global Technical Regulation (GTR) and CITA (2016).

defects/safety deficiency; campaigning among potential
buyers to buy vehicles with higher safety ratings such as
regional NCAP).31
There has been a steady increase in the number of cars in
Ethiopia over the past fifteen years as a result of increases
in the population32 and more so by the increased economic
growth. In this regard, the technical safety of vehicles
participating in traffic is an important factor for limiting
traffic crashes.
Although there have been recent efforts by the Government
to implement a periodic vehicle inspections programme to
comply with set safety requirements, little is known about
the effectiveness of this programme to enhance road safety
in the country. Methodological barriers impede attempts
to evaluate the overall safety benefits of PTI schemes,
including this review, which did not attempt to evaluate
the roadworthiness fitness scheme as a whole. Instead,
this section of the review took stock of the performance
of activities and evaluates the progress in vehicle safety
achieved during the Decade of Action, according to the
World Forum for Harmonization of Vehicle Regulations
(WP.29), and to develop a more comprehensive road map
for vehicle safety regulations (United Nations type approval/
certifications regime) for Ethiopia, i.e. compliance rate
under this Pillar and fill the gap of technical vehicle inspection practices in the country and propose recommended
actions, suggesting an order of priority to achieve near/
long-term results.

4.2 Vehicle standards and imports
Ethiopia is not a vehicle-producing country. Vehicles are
imported mainly from Europe and the Middle East (Gulf
States), with fewer from Asia and the United States of
America (USA). Most passenger cars, motorcycles, Heavy
Goods Vehicles (HGV) etc. are imported, either as new

31

32

New Car Assessment Programme (NCAP), a car safety performance assessment, and awareness programme.
The mission is to save lives, prevent injuries, and reduce
traffic-related health care and other economic costs associated with motor vehicle use and highway travel.
Vehicle-to-Person ratio (1:100)
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vehicles as completely built unit (CBU), some as semiknocked-down (SKD) and/or completely knocked-down
(CKD) with local assembly33 or as second-hand vehicles.
Currently, Ethiopia poses no restriction on the age of vehicles
that can be imported.34 It is estimated that new vehicles
constitute less than 15 per cent of the vehicle fleet. The
majority of vehicles imported are Japanese brands, particularly Toyota, with a few other companies only assembling
and modifying bodies for buses and trucks. However, both
new and second-hand cars are subject to the rules and regulations relating to vehicle import and registrations, without
giving due consideration to minimum safety requirements
and without United Nations type approval or certification
schemes. The customs tariff for imported vehicles is based
on CIF cost of the vehicle, unlike other goods, which is
based on FoB contractual price.35
Ethiopia’s ageing motor vehicle fleet can be traced in large
part to the ages at which second-hand motor vehicles have
been imported. Over the years, the average age at which
motor vehicles are imported has risen from 15.5 in 2000 to
slightly less than 20 in year 2016. This is an increase of over
25 per cent. There are several possible explanations for this
increase. However, there is no certainty that a vehicle, once
imported, can be registered for road use.
According to Proclamation No. 681/2010 ratified by
the House of Representatives for vehicle identification,
inspection and registration, for purposes of registration, all
vehicles entering Ethiopia must conform to the Imported

33

34

35

Currently Ethiopia produces 8,000 commercial and private
vehicles annually for the local market – something the
Government admits is way below the country’s potential.
So far, the country has no vehicle age limit but, in a bid
to reduce traffic crashes there is ongoing policy discussion
and a draft law to limit the importation of second-hand
cars that are more than 5 years old. However, the age of
a vehicle is no guarantee that the vehicle is safe. Often
manufacturers have several versions of a given model, producing vehicles for foreign so-called “third markets” that
do not comply with minimum safety and environment requirements.
The custom and other applicable taxes (tariff) in relation to vehicles are thus calculated based on Cost-Insurance-Freight (CIF) method, as provided under the applicable customs tariff and respective tax laws (Proc. No.
622/2009). CIF is considered a more expensive option.
This is because the car seller uses a forwarder of his or
her choice who may charge the buyer more in order to increase the profit on the transaction.

Vehicle Standard Inspection Form, i.e. criteria set by the
Transport and Custom Authority focusing the vehicles on
the Ethiopian road network. However, the Form makes
no specific reference to compliance with environmental
or safety requirements of vehicles, focusing rather on
number of axles on the vehicle, width and length of the
vehicle (dimensions), engine capacity/displacement, age
of the vehicle, Vehicle Identification Number (VIN), and
steering-wheel system.
Ethiopia tends to follow other African countries where
United Nations Agreements for Vehicle Regulations and
Global Technical Regulations (GTRs) practices regarding
new and imported vehicles are not taken into consideration.
Since Ethiopia has not acceded to or applied United Nations
vehicle agreements such as the 1997 agreements on uniform
conditions for periodical technical inspections of wheeled
vehicles and the reciprocal recognition of such inspections
in place, vehicles manufactured within and outside the
continent and vehicles imported into Ethiopia in particular
do not need to comply with these standards and regulations
(UNGTR). The result is that these vehicles generally have
lower safety standards and specifications than their European
counterparts as evidenced by the recent NCAP tests report
conducted on a number of African-built passenger cars.36
For instance, whereas legislation provides a long-discussed
minimum statutory standard of safety for cars, it is the
aim of predictive vehicle safety rating systems like NCAP
to encourage manufacturers to exceed these minimum
requirements in a short space of time. New cars for the
South Africa market are built to a 3-star rating opposed to
a 5-star rating in Europe (EuroNCAP).37
Given the developments in vehicle safety, and the fact
that we are nearing the end of the African Decade Plan
of Action for Road Safety, it is important to take stock of
where Ethiopia is, what the state of the practices is in Pillar
3, and determine what priority actions will be important in
the near future to make progress. In line with this approach,
the figure above shows the performance of key indicators
and activities in the implementation of the African Action
Plan pertaining to Pillar 3.
It provides a mixed picture showing that a few activities have
been fully implemented, notably the country ensures that
most vehicles are inspected at regular intervals, which shall
36
37

Global NCAP, #SaferCarsforAfrica
Ibid.
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Figure 4: Performance of safe vehicle by activities

Performance of Pillar 3 by Activities – Ethiopia
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Source: Author calculations based on African Road Safety Action Plan (2019)38

be valid for a period of 1 year from the date of its issuance. 39
However, a large share of the activities related to the implementation of motor vehicle and related equipment safety
standards (33%), strengthen enforcement in accordance with
good practices (28%), encourage the use of fiscal advantage
and other incentives for motor vehicles that provide high
levels of road user protection (11%), and setting-up/implement
regulations on transportation of dangerous goods (39%), are
making very little progress. However, some progress has
already been made towards implementing some priority
standards, as a result of efforts within the country to adopt
minimum standards for crashworthiness. These forms of
interventions are intended to ensure that vehicles incorporate
safety features (e.g. seat belts, crumple zones, advanced
braking systems) as standard, and that both vehicles (active/
passive/environmental/general safety) and safety equipment/
systems (e.g. airbags, door locks, safety-belt features, antilock
brakes, safety glazing, electronic stability control systems,
adaptive headlights, vehicle test procedure, head restraints,
tyres) comply with the United Nations Vehicle Regulations
Agreements (on the highest level).
38

38
39

Note: Significant at a p<.10 level.
In part 4 of the Proclamation, it states in detail about the
Vehicle Annual Inspection.

4.3 Global Framework Plan of Action related
to Safer Vehicles
Legislation, Enforcement, Education, Technology
The Global Framework Plan of Action40 serves as a benchmark for establishing national road safety systems. In this
way, the Framework Plan, set out below, offers more specific
actions for Ethiopia. It also incorporates other actions that
are necessary to attain the 12 road safety global voluntary
performance targets; specifically, in this context target 5,
which is that by 2030, 100 per cent of new (defined as
produced, sold or imported) and used vehicles meet high
safety standards, such as the recommended priority United
Nations Regulations, Global Technical Regulations, or
40

The Plan of Action is inspired by the safe systems approach which envisions a world eventually free from traffic
fatalities (UNECE, 2018). The potential for improved design, technologies and inspection for crashworthiness and
crash avoidance to support the vehicle pillar of the safe
systems approach is considerable. Hence, the rationale of
conducting vehicle inspections is that it can help in reducing the number of road crash cases, as well as, the severity
of injuries. The inspections can also help in reducing vehicle maintenance costs since the defects can be identified
and corrected at an earlier stage (SAC, 2018).
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directives are prepared in line with standards for certification
and licensing of vehicle inspection centres, a standardized
checklist to be used in the vehicle inspection procedure42
and FTA Guideline No. 1/2012/EC.
The legislative framework and policy directives encourage
vehicle safety inspections, strict compliance with and adherence to safety regulations by well trained and motivated
staff, both in the regulatory and supply sides. However,
lead agencies in many African countries lack legal power,
institutional and human capacity and dedicated financial
resource, to which Ethiopia is not an exception. The efforts
being made in Ethiopia are hindered by significant lack of
both capacity and standardization. Equally, activities are
performed in a haphazard and piecemeal fashion, without
any coordination. The disparities between the existing
law and actual implementation and practices is rated to
be high by informants.43

equivalent recognized national performance requirements.41
Moreover, to the advantage of the new Framework Plan,
actions are detailed in four interconnected but separate
areas such as legislation, enforcement, education and
technology (LEET) for the Pillar.
Legislation
Ethiopia has enacted a national law in this regard, according
to Proclamation No. 681/2010 ratified by the House of
Representatives for vehicle identification, inspection and
registration. Article 25 stipulates that any vehicle may not
be operated on any road unless inspected and an annual
inspection sticker is displayed on it. Nonetheless, Article
26 states that certain vehicles may be exempted from
inspection, such as: vehicles engaged in international traffic,
inventory vehicles (LGV/HGV), and special mobile equipment
with a maximum speed of less than 20 km per hour.
The Federal Transport Authority (FTA) mandated to undertake technical inspections for imported vehicles and body
changes as well as annual inspections for vehicles. In addition to the above proclamation, different regulations and
41

The 12 Global voluntary Performance Targets on Road
Safety, WHO (2017)

Enforcement
Enforcement of traffic laws improves compliance and reduces
road traffic fatalities, injuries and related socioeconomic
costs. Enforcement is necessary for road laws to be effective.
However, it is not possible to put a cost on enforcement
because the costs and effectiveness will vary considerably
depending upon what enforcement activity is undertaken.44
Within the institutional and administrative structure of the
road transport sector, the Federal Transport Authority (FTA),
accountable to the Ministry of Transport, is responsible for
regulating road transport services. According to Proclamation
No. 468/2005, it has the power and duties to follow up
on the provision of safe transport services to the public.
Specifically, the proclamation defined the responsibilities of
FTA, supported by transport bureau in the Regional States
but without binding legal relationships because of Ethiopia’s
Federal framework relations and interaction styles:
•

Determination of the operation, and capacity of vehicles using the road and issue approval certificate for
registration

•

Registration and annual technical inspection of motor
vehicles

42

Interview with Pikolo Ali Hussen, Inspection Centres Certification Officer, Federal Transport Authority (FTA), Addis
Ababa, 11 December 2019.
Ibid.
Enforcement of Traffic Laws, WHO (2017). Save Lives: a
road safety technical package

43
44
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•

Standardization of the importation or manufacture
of motor vehicles

•

Certification of the technical competence, licensing,
and grading of garages engaged in the repair and
maintenance of vehicles

•

Licensing of drivers and driving schools and instructors.

It is clear from the list that these responsibilities of FTA focus
on vehicle safety, driver training and licensing. Recently, the
authority has gone through business process reengineering
(BPR) and has reformed its organizational arrangements,
giving major consideration to road safety issues and law
enforcement.45 Its organizational structure includes directorates that are responsible for vehicle inspection and
registration, public transportation and road traffic safety.
This enables the authority to give overall guidance to harmonize and standardize the transport system nationwide in
general and the road safety activities in relation to vehicle
inspection (roadworthiness) in particular.
In addition to the above legislation, the most important
directive/guideline relevant for this review is: the “Annual
Vehicle Security Technical Inspection Ensuring Assurance
Implementation and support guideline: Guideline No. 1/ 2012/
EC. “This guideline extensively dictates what the specific feature
of an Annual Vehicle Technical Inspection implementation should
be”. This amended guideline, more importantly, expansively
states the type of inspection to be conducted, frequency of
tests and the compulsory items to be tested. Basically, there
are four types of test methods, and equipment by which
any performance requirements are to be demonstrated.
As stipulated in the guideline, these are visual inspection,
machine inspection, exhaust gas analyzer inspection, and
headlight tester inspection. However, it does not fully align
with rules of procedure set out in Appendix 1 of the 1997
Vienna Agreement on Periodical Technical Inspections such
as equipment used for measurements shall be periodically
calibrated and verified in accordance with the specifications
provided by the Contracting Party concerned or by the
manufacturer of the equipment.
Overtime, FTA has revised and strengthened the technical
inspection procedure and made all the regions comply with
the amended procedure. The new procedure has enabled
the transport agencies to contract out private entities the
45

Admasu, A. (2019, Dec. 13). Personal interview; and review
of FTA mandates (e.g., manuals, guidelines).

annual technical vehicle inspection and to strengthen and
focus on the controlling functions. The new procedure has
been implemented since 2005. Accordingly, about 90 per
cent of the annual vehicle inspections nationwide have
been outsourced – through Build Own Operate schemes– to
private organizations. Transport agencies either from Federal
or regional transport bureau make unannounced inspections
of private organizations undertaking annual inspections
with detail evaluation of sample inspected vehicles. FTA
also expect to receive monthly detailed reports from these
establishments.
Recently (in November 2019), FTA mandated Regional
Transport Bureaux (RTB) and sub-cities to control the private
inspection bodies. However, the organization of RTBs differs
from one Regional State to another. For instance, some may be
under Trade and Industry Bureaux. They are nevertheless the
main government bodies under each State controlling vehicle
inspection centres, registration and licensing, driver training
and licensing, management of road transport operations,
and generally, the provision of safe transport services to the
public. Consequently, a lack of clear mandates encourages
discrepancies and differences of type and procedures of
inspections across the regions, increasing regulatory risks.46
Field supervisors from FTA and sub-city and regional transport bureau are responsible for ensuring that inspections
are performed properly, inspection equipment is in a good
condition and is calibrated, and information is communicated
between stations, regional bureau and FTA.
Weakness found are as follows:
•

Some regional cities have no formal selection or screening system in place for vehicle inspection stations, and
often the only training is “on the job”.

•

Multiple duties are assigned, which gives rise to conflicts
in setting priorities.

•

Lack of specified procedures for consistent supervision
between stations.

Beyond the general problems with the inspection companies/facilities that were uncovered by this review, FTA
also identified problems related to some private inspectors,
in particular, that they did not perform the necessary
inspections procedures, despite being required to do so.
46

Ibid.
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Some of the major problems identified in this area are
non-uniformity in working procedures, weak enforcement
of laws (directives) across the regions, lack of capacity on
the part of the executives/agencies to conduct facilitative
supervision and training; prevalence of un-ethical and

mal-practices in all fronts (supply, demand and regulatory
sides), improper applications/implementations of directives,
the possibility of getting a pass mark after failing somewhere else, prevalence of forged documents, requirements
that are not aligned with cities’ specific contexts (e.g. the

Box 1: Periodic technical inspections:
current practice
Article 55 (1) of Proclamation No. 681/2010 ensures that
all vehicles and trailers are inspected at regular intervals.
The law/decree states that with some exceptions all
cars must be inspected once a year including taxis,
buses, minibuses, ambulances and trucks transporting
dangerous goods. The law provides the basis for checking
that vehicles are in a roadworthy condition and meet
the same safety standards as when they were first
registered. During the vehicle inspection procedures47,
the vehicle has to go through detailed inspections of
its systems and equipment, which in a direct or indirect
manner influence the safety of the passengers, the driver
and the safety of all other road users, including other
drivers and pedestrians. The fees that may be charged
by the stations are prescribed and based on the load
and seating capacity of the vehicle. Basically, vehicle
roadworthiness inspections fall into two types: periodic
technical inspections and roadside inspections.
The roadworthy inspection includes a visual inspection
of the vehicle, wheel alignment, brake roller testing,
headlight beam testing and CO2 emission testing.
Following payment and vehicle inspection, a roadworthy certificate is issued manually. Carbon copies are
provided to the FTA and vehicle owner whilst a copy
is kept in the roadworthy certificate book. In order to
get a vehicle roadworthy sticker, the vehicle owner
must submit both the roadworthy certificate and the
testing equipment inspection report to the Transport
Authority. Upon issuance of the roadworthy sticker,
the annual roadworthy inspection is recorded on the
back page of the vehicle ownership title certificate
(booklet). Yet, it is observed that for the year and serial
number in Latin characters, the other inscriptions on
the inspection sticker is in Amharic language and which
could not be interpreted by law enforcement officers
47

Inspection criteria provided for in Article 29 of the
Proclamation.

in other neighboring countries in the sub-region with
the exception of Sudan and Eritrea. In the country,
there are currently 65 vehicle inspection stations, both
government-run stations and private stations. Many
of the private stations were established in the late
2005. The cost of the equipment varies highly on the
specifications and the equipment is becoming obsolete
and needs calibration, and inconsistence application of
standards is commonly seen among regional stations.
At the same time, there is an increasing pressure on
the inspection centres due to the growth in the vehicle
fleet and sometime some operate well above their
capacity (48 vehicles per day). In 2018/2019 alone, around
1.2 million vehicles were inspected at these centres.
Overall, the field trip indicated that some of the private
inspection centres are not adequately equipped in terms
of professional staff and facilities (office, waiting rooms,
technology). Many firms lacked all the necessary screening equipment to inspect and maintain vehicles. Even
though, there are some similarities with the 1997 Vienna
Agreement provisions (R.E.6), in a bid to harmonize and
align with national legislation, it is deemed necessary
to install a working group on revising the current PTI
practice as its elements are not fully covered by the
work of FTA and RTB.
Source: FTA and Inspection Centre Visit (2019)
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space allotment for the inspection centre and area needs
to be ‘levelled’ according to ISO 10604) were among the
challenges.
Education
There is no campaign to educate drivers on the benefits of
regular vehicle inspection, maintenance and repair. Effective
public awareness activities require novel approaches to
capture car owners’ attention. Moreover, campaigns must
advance specific ideas, targeted and integrated messaging– presenting all the urgent road safety concerns as
interconnected and interdependent, e.g. they should increase
awareness and knowledge for consumers to make informed
decisions about their vehicles rather than vague notions such
as car safety in general (WHO, 2012). FTA should project
an image of expertise, vision, creativity and persistence in
awareness-raising of the general public.
With respect to emerging vehicle safety features (e.g. air
bags, crash avoidance systems), one should take into account
risk compensation issues. For example, drivers may trade
off improved safety for speedier trips. This is particularly
necessary to educate and train drivers at the initial steps of
moving towards advanced vehicle safety features in Ethiopia.
For instance, many findings from various studies showed
that educational level of drivers was significantly associated
with using seatbelt.48 Thus, public awareness activities must
encourage shifts in existing paradigms in the country. It is
important to select relevant and context-sensitive advocacy
activities, as locals might not be able to relate to examples
of best practices from developed countries (Pardo, 2006).
The FTA provides introductory training to entities provided
to entities involved to ensure that they understand and apply
the proclamation and directives properly. This could help
inspectors acquire the attitudes, knowledge, and hands-on
experience needed to carry out the inspection tasks, while
certification establishes that they have the required knowledge and skills. Besides, continues learning allows key actors
to develop and update knowledge on the job so they can
stay up to date with the auto industry trends. Evidently,
there is a major gap between training needs and training
opportunities. Weaknesses found include the following:
Incomplete alignment with the content of resolution R.E.6
on the administrative and technical provisions required for
48

Assessment of seat belt use and its associated factors
among public transport drivers in North Gondar, Ethiopia:
a cross-sectional study, BioMed Central (2019)

carrying out a technical inspection.
Lack of established policy/directives recognizing the need
for training has led to variations in skill levels of inspection
and uneven interpretation of the procedures between
stations, test centres and regions.
Training often does not include hands-on experience,
particularly for HVG/dangerous goods vehicles.
Training programme format and content are not often
revised based on current experience, challenges and changes
in technology/sector.
In the compliance guidelines, the vehicle safety inspector
must earn a certification of competency (CoC) or licence
in his/her State to carry out periodic technical inspections.
Each Regional State sets its own requirements, but all
generally should have similar qualifications under the Federal
Government. Furthermore, in the FTA directive a vehicle
safety inspector should have a minimum number of years of
experience as an automotive mechanic or have graduated
from a vocational school with a certificate of automotive
mechanic. However, inadequate training and certification
of vehicle inspectors remain a widespread problem, putting
drivers and road users at risk.
As discussed previously, the proposed training should be
relevant to the anticipate roles of the different stakeholders
and should include the governmental departments from
Federal/Regional administrative taking care of new and
in-use vehicle standards, registration of vehicles, management of vehicle workshops, police, customs and transporters.
Regarding the private side, the stakeholders to be considered
are individual vehicle owners, drivers, big fleet managers,
repair workshops, vehicle importers and manufacturers/
assemble units, parts importers and manufacturers, and
inspection services, as relevant.
Technology
As stated in FTA action plan, integration of safety technologies in vehicles and inspection centres are a key component
for Ethiopia’s future road safety programme. According to
the best practices, vehicles should be fitted with optimal
and tailored supportive technologies based on the fleet’s
purpose and goal to maximize vehicle safety. Implementing
technology solutions into road safety programs, including
for Inspection Stations can be a challenging undertaking
in the context of the country; however, the rewards often
outweigh the risks. For instance, the big problem with local
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•

inspection companies is that they are slow to adopt new
technologies because of ‘adoption risk’ associated with
the price of technological services and ease of integration
(e.g. modern headlights need modern test technology),
and/or without a calibrated machine. According to the
information provided by by Brook-tech annual vehicle
inspection center, this played a big part of what created
hesitation and skepticism among entities. However, a
calibrated inspection system produces consistency of
results, accuracy, builds trust, and provides peace of mind
for owners while contributing to a more efficient and safe
driving environment for all road users.
The country scene in motor carrier safety
•

Heavy goods vehicles
According to FTA existing standards, heavy goods
vehicles are those with a total weight above 3,500 kg
(vehicle + load). Heavy goods vehicles are over-involved
in fatal crashes, since their high mass leads to severe
consequences for other road users in crashes. In view
of this and the growth in heavy good vehicle traffic in
the country over the last 15 years, the safety of heavy
goods vehicles continues to be burdensome for many
Ethiopians and fleet companies. Awareness-raising
activities, roadside checks and mandatory regulation
at regional level has been limited to date and, though
technical standards exist on weights, dimensions and
emissions, they tend to be optional and/or compromised. However, discussion is underway to import
trucks and buses into Ethiopia with whole vehicle type
approval system alongside private cars and motorcycles.

Dangerous goods vehicles
The carriage of dangerous goods by road creates risks
for drivers, other road users, and for the general public.
In addition, some substances create environmental risk.
For example, certain dangerous goods vehicles must
have an extra inspection and certificate over and above
the normal heavy goods vehicle roadworthiness test
during body-on-frame construction. Unfortunately,
Ethiopia has not acceded to the Agreement concerning
the International Carriage of Dangerous Goods by
Road (ADR), a 1957 United Nations treaty that governs
transnational transport of hazardous materials. Vehicle
requirements vary according to the nature of the
goods being carried. This international law aims to
increase safety in the transport of dangerous goods
by road and rail.
In the Ethiopian context, Proclamation Number
# 548/2007 on Multimodal Transport of Goods
Proclamation (Part IV) regulates liability of the shipper
in relation to multimodal transport of dangerous goods.
The goods must, inter alia, be appropriately labeled.
There is no indication, however, that the standards as
agreed to by the Tripartite have been implemented in
respect of road transport vehicles that do not undertake
multi-modal transport.
In practice, owners of dangerous goods transport
vehicles such as petrol tankers are required to license
each vehicle before operating on Ethiopian roads.
In order to obtain a certificate for vehicles or their
drivers, the vehicles are checked by licensed companies
together with the equipment required in the case of an
accident. A few companies have the right and technical
capacity to issue certificates for vehicles and training
certificates for drivers in conformity with the Ethiopian
Standard Agency (ESA). The companies are issued with
certificates in accordance with ESA procedures as
well as the training certificate for drivers. However, in
most cases, this leads to in conditions typically where
accountability is weak or non-existent, and inspectors
have too much discretion. This makes the procedure
more or less susceptible to corruption and malpractice.
Sometimes roadside inspections - spot checks are also
carried out regarding dangerous goods. The control is
mostly focused on documentation or first-aid equipment
such as fire extinguishers. An all-inclusive technical
control is not possible due to the lack of the necessary
infrastructure and expertise. Furthermore, there is no
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defined road network identified for the transportation of
dangerous goods. These vehicles may use all roads, even
roads going through major residential and commercial
areas. However, FTA has initiated discussions with the
Regional States, traffic police, and the private sector to
set-up procedures for thorough roadside inspections
using the latest mobile screening equipment. One of the
goals is to prepare technical specifications for hardware
and facility equipment to be supplied and installed for
roadside mobile vehicle checkpoints, including training
for their effective operation and maintenance.
•

motor goods or passenger vehicles may drive and/or
work during a particular period. However, the levels of
enforcement of these regulations were found to vary
and to be low in many Regional States.
PSV and commercial vehicles are subject to periodic
roadworthy testing and unannounced roadside inspections. For instance, vehicles used for public transport
are checked by transport controller as assigned by the
Authority for any changes which may have been made
to their design (e.g. if an unregistered seat has been
added), and vehicles used for the transport of light/heavy
goods have their maximum payload checked along with
their documentation. As mentioned above, these tests
concentrate on the basic safety features of the vehicle
as a result the testing is open to malpractices such as
bribery and fraud. The standard of the testing centres
also varies, as does the quality of the tests. In some
instances, the tests are largely computerized, whereas
in others, they are mainly manual, and paper based.

Public transport/service vehicles (PSV or bus/minibus
passenger)
Ordinarily, an organization operating in Ethiopia that
accepts any sort of payment for providing transport to
passengers through code-3 commercial vehicles49 must
hold either a public service vehicle (PSV) operator’s
certification issued by the relevant public transport
directorate, or a private hire vehicle issued by a local
transport authority. In most cases, drivers of PSVs will
also require a passenger-carrying vehicle entitlement
on their driving license.

Legislative controls on the overloading of passenger-carrying vehicles, combined with improvements in the
design of such vehicles would also seem to have some
potential for crash and casualty reduction in Ethiopia.
This is especially important along intercity roads and
rural areas where a high demand for transport services,
but low supply of vehicles leads to the overloading of
passenger vehicles, which substantially increases the
crash risk on feeder roads. Such overloading not only
significantly accelerates the rate of deterioration of
road pavements but, when coupled with inadequate
funding for road maintenance, it contributes significantly
to poor road conditions and high transport costs.50

The sector is characterized by a large number of small
companies, predominantly with individual self-employed drivers, although there are marked differences
between the different regional cities. Most of the
drivers work full time and a many do not have standard
and regular working hours, and work at night as well
during weekends.
Statistics from the Ministry of Transport and the Federal
Police Commission (2019) show that commercial buses
and trucks have a slightly higher propensity to get into
crashes than private cars, whereas taxis were twice
more likely to get involved in crash than private cars
(for details refer to the table 4, page 19). Different
explanations are found for the high numbers of accidents
involving commercial road transport in Ethiopia. These
drivers undertake longer journeys, and often drive during
the evening when fatigue and drowsiness is more likely
to set in. They drive more often under time-pressure
and are more likely to carry out distracting tasks while
driving, such as making phone calls. Driving hour and
rest time or ‘hours of service’ regulation was introduced
to limit when and for how long drivers of commercial
49

Commercial vehicles have green plates with number “3”
marked on them.

Other safety features
Vehicles sold in 80 per cent of countries around the world
do not meet basic safety standards (WHO, 2015). Specific
United Nations regulations to protect both drivers and
vulnerable road users are not always guaranteed in the
vehicles on the market, particularly in developing countries
like Ethiopia.
50

The indicative cost of overloading in East and Southern Africa has been estimated at more than US$4 billion per annum. This exceeds the amounts being spent on road rehabilitation (SSATP, 2014). Therefore, unless the problem is
tackled head on, it will negate the expected benefits from
the huge amounts of resources that Ethiopia is investing
into improved road infrastructure across the country.
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Safety features and standard equipment
Safety features on vehicles are critical elements which
can provide much-needed protection in the event of a
crash. All vehicles are required to have front and rear
seat belts but wearing of these is compulsory only for
drivers. Seatbelts in minibuses transporting passengers
and children have also recently become compulsory,
although regulations to enforce this have yet to come
into full force in some parts of the country. Moreover,
more than 95 per cent of older taxis are not equipped
with seat belts.
The use of all-round airbags is uncommon. Less than
20 per cent of vehicles have front fitted airbags. Safety
belt laws have been enacted by states since 2011 and vary
in the nature of their provision and in seatbelt utilization.
For instance, few an in-side vehicle observational studies
have shown the proper seat belt usage among public
transport drivers in Addis Ababa, which was very low (less
than 50%).51 Compared with international best practice,
Ethiopia standards are lagging with regard to safety
features in cars and for the protection of pedestrians/
vulnerable road users. Some incidents are caused or
aggravated by defective vehicle safety components
(discussed in more detail in chapter 5). In the case of
motorcycle helmets, there are standards issued recently
by the Addis Ababa City Road Traffic Management
Agency. Since motorcycle usage is growing fast, particularly in rural areas, adherence to the United Nations
World Forum (WP.29)52 requirements on helmets could
greatly contribute to road safety improvement as there
is widespread use of non-standard helmet in the country.

51

52

Seat belt utilization among public transport drivers in
Addis Ababa, Ethiopia: an in-side vehicle observational
study, Addis Ababa University, Tekele (2017)
The World Forum (WP.29) administers the following three
Agreements:
The 1958 Agreement concerning the Adoption of Uniform
Technical Prescriptions for Wheeled Vehicles, Equipment
and Parts which can be fitted and / or be used on Wheeled
Vehicles and the Conditions for Reciprocal Recognition
of Approvals Granted on the Basis of these Prescriptions,
1958.
The 1997 Agreement Concerning the Adoption of Uniform
Conditions for Periodical Technical Inspections (PTI) of
Wheeled Vehicles and the Reciprocal Recognition of Such
Inspections, 1997.
The 1998 Agreement concerning the Establishing of Global
Technical Regulations (gtr) for Wheeled Vehicles, Equipment and Parts which can be fitted and / or be used on
Wheeled Vehicles, 1998.

•

Spare parts and tyres
The Ethiopian Standards Agency has standards under
TC 54 applicable to certain vehicle parts and components, including tyres (also their storage and transport).
However, the importation of these is not strictly controlled nor are resources available to facilitate random
batch testing for compliance parameters according to
international regulatory frameworks (e.g. OEM, WP.
29 type approval, EC vehicle approval ordinance). In
effect this means that many substandard spare parts
such as brake discs, tyres, drive shafts or lights are
available on the market. Because of their lower cost,
these components are readily fitted to vehicles in
the country, irrespective of the increased safety risk
they bring with them. This is a major regulatory and
enforcement concern among the industry stakeholders.
Tens of thousands of Ethiopians are engaged in the
used parts trade, mainly based in Addis Ababa’s Kera
to Gofa outlet areas but also scattered across major
towns around the country. The used parts are generally
imported from Japan and Dubai. Currently, no restriction
applies to the importation of used car parts.

•

Unlicensed car service centres/garages
The automobile repair industry in Ethiopia is growing
at a very rapid pace but the quality is still not very
high. A motor vehicle repair business is required from
ESA (MoTIN) and FTA to operate in the sector. The
premises, fixed and/or mobile, will also need to be
authorized in order to operate from them. However, car
servicing (repair and maintenance) is primarily provided
by unlicensed servicing centres using second-hand parts
and traditional ways. Another challenging factor is the
lack of education and proper upgrading of skills among
the roadside mechanics.
For instance, the number of licensed car servicing
centres is few as is the use of original car parts and
computerized services such as OBD scan systems as
a business tool is minimal. Most car owners prefer
to buy used car parts at unlicensed servicing centres
because of the low prices; however, occasionally this
exposes them to fraudulent maintenance and repair
services, which will have a detrimental impact on the
overall safety of the car.

•

Modifications/conversion of steering
Conversion of a vehicle from right hand to left hand
drive configuration involves modification of the vehicle’s
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Table 8: Key challenges identified in Ethiopia under Pillar 3
Summary of challenges under Pillar 3

Findings from the vehicle categories

Vehicle safety standards/ requirements for vehicle import/
locally assemble, and regime for UN type certification/
approvals need to be established

New, locally manufactured and imported vehicles

Corrupt rent-seeking agents

All/commercial passenger

Harmonization of appropriate vehicle standards and
inspection; specific focus on vehicles from neighboring
countries not meeting local technical requirements

All / Foreign registered vehicles (Djibouti)

Prevalence of non-roadworthy vehicles

All

Corruption and fraud at vehicle testing centres

All

Proliferation of vehicle testing stations and inadequate
regulation of industry

n/a

Limited private sector engagement on how to implement
technologies for inspection, and fleet management for
improved road safety

Industrial, fleet owners, private operators

Basic safety features for public transport vehicles are lacking
(e.g. rollover bars, speed governors, seat belts)

Public transport

Poor compliance and adherence to operator (freight and public
Heavy industrial / tankers / public transport
transport) licensing laws
Unregulated and non-compliance with regard to people
transportation e.g. school transportation using old/open
vehicles

brake and steering systems. This has the potential
to seriously affect the safe operation of the vehicle, especially on the passive safety features of the
vehicle. However, it has become a norm that due to
many restrictions in Ethiopia, people tend to convert their vehicles from right-hand and left-hand drive
in Dubai so as to ease the process of importation. The
legislation No. 681/2010 does not have any provisions
with regard to vehicle modifications (what may and may
not be altered). Complex modifications such as engine
upgrades, gearbox and rear axle changes, vehicle body
modifications and steering and brake replacements are
significant modifications to a vehicle and can seriously
affect the safety of a vehicle if not performed properly.
Coincidently, more crashes and fatalities occur on these
types of cars in recent years in Addis Ababa (ARTMA,
2018 and KII, 2019). Therefore, modified vehicles must
continue to comply with the design rules set by the
National Technical Committee (NTC-ESA) to which
they were originally constructed, except as allowed
for in the vehicle standards rules.

Public transport / passenger vehicles

•

Emissions
Poorly maintained old vehicles not only negatively
affect household financial flows but are also a public
health hazard because of the increased emission of
harmful particles (EPA, 2011).53 This must be a matter
of concern especially in high traffic cities such as Addis
Ababa, Adama, Hawassa, Mekelle and Bahir Dar. In a
country where very little is known about the extent of
air pollution and ambient air quality, caution must be
exercised in the manner in which sources of pollutants
are allowed to increase.
Roadworthiness checks not only ensure that the vehicle
is working properly, they are also important for environmental reasons and for ensuring fair competition in
the transport sector. Initially, when vehicle inspections
were introduced in Ethiopia, their main purpose was
to undertake mechanical safety checks. However, over
time, emissions control has become an increasingly

53

Ethiopia’s vision for a climate resilient green economy, Climate-Resilient Green Economy (2013)
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important component of the inspection process, not
least due to concerns about air pollution.54 A great
deal of consideration was dedicated to improving how
transport services and infrastructure can help Ethiopia
reach its economic, social and environmental goals
over the next decade.

Nations Agreements for Vehicle Regulations, Ethiopia’s
standards and requirements are lagging in regard to establishing a vehicle approval/certification system, minimum
safety requirements of all vehicle types and features that
are intended to increase in-car safety and to protect drivers
and vulnerable road users.

Conclusions and recommendations
Ethiopia faces a rapidly increasing road crash tragedy
disproportionate to the level of motorization and road
network density. It causes unbearable human and economic
losses to the country. Currently, vehicles are the chief means
of transportation, and the fleet grew at about 14 per cent
annually, if growth continues on the same linear basis by 2030
there will be over 2.5 million cars in the country. Moreover,
the number of vehicles scrapped in the last years of their
life is very small, the only scrappage being attributable to
vehicles being written off after serious crashes. Additionally,
compared with international best practice including United

Even though vehicle inspection is mandatory in the Ethiopian
law, it is far from adequate in practice and is not harmonized and aligned with the content of Resolution R.E.6 on
the administrative and technical provisions required for
carrying out the technical inspections of the 1997 Vienna
Agreement. The current procedure for vehicle assessment
has led to problem of malpractice. And while just one
aspect of a greater issue, the fraud, and vice within the
vehicle inspection and regulation system provides a descriptive example of how unorganized administration, lack of
inter-sector/interagency coordination, loose standards, lax
oversight and weak capacity created a problem that results
in thousands of injuries and hundreds of deaths every year.
Hence, improvement of legislation and implementation
(enforcement) of laws and regulations (amendment of PTI
directives according to 1997 Vienna Agreement text) is vital,
which require capacity-building of technical staff/inspectors

54

Road transport account or expected for 70% of BAU emission in 2030. The Government’s vision outlined in the
CRGE Strategy and existing sectoral strategies and plans
(2011).
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according to their skills need to ensure that they understand
and apply the proclamation and directives properly.
In several Regional States, safer vehicles are still regarded
as a luxury, in that every safety device increases the cost of
vehicles. Consequently, the development of social awareness
of vehicle safety will help significantly to reduce crash rates.
For instance, ESA should update its safety requirements
and the national legislation to be in line with the ADR
regulations relating to the transport of hazardous materials
(tools of WP.29). FTA should also establish an independent
verification and supervision technical committee aligned
to United Nations vehicle regulations and agreements to
enforce controls and guarantee an appropriate service
and roadworthiness procedures. And it should encourage
private commercial vehicle operators to ensure adequate
investments in fleet safety management. Moreover, MoT
should fully transpose the UN GTR into national legislation.
In the view of survey participants, it is essential to encourage
the Government to issue legally binding requirements
and enforce more demanding minimum safety vehicle
standards according to the United Nations Road Safety
Conventions especially of WP.29 on the Harmonization
of Vehicle Regulations, and pre-shipment road worthiness
assessment. Moreover, considering the increasing average
age and the deterioration in the fitness status of Ethiopia’s
vehicles, introduction and implementation of a scrappage
scheme may be in order.

While the sector is not a major priority, it does appear to
be receiving increasing Government attention recently. The
ongoing economic reform set out a number of broad policy
objectives with regard to the auto sector. This expanding
market is mainly supplied by imports of vehicles and parts.
On the other hand, this market represents an opportunity
which could play a major role in the industrialization of the
country and beyond. To this end, a National Automotive
Policy should support the adoption of priority vehicle safety
standards for all new assembled vehicles in Ethiopia and
consequently accelerate national capacity of local assembly
of vehicles and manufacturing of intelligent automobile
systems, driver-assist technologies and car components in
accordance with the latest version of the United Nations
WP.29 vehicle type approvals and certifications.
For ongoing discussion at the highest-level and further
analysis in support of an age limit of five years were to be
applied, the suitability of those vehicles and technologies to
the local circumstances needs to be considered. Boosting the
presence of safer vehicles on Ethiopia’s roads will thus require
new tight regulations, amendment of directives according
to the United Nations vehicle regulations agreements and
the further development of existing ones, ensuring their
enforcement and generating greater awareness and interest
on the part of the public in acquiring safer vehicles. The
winning formula will be a combination of regulatory “push”
and demand “pull” factors.
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5.1. Introduction to safer road users
Over 80 per cent of road crashes reported in Africa linked
to human error.55 In relation to safety, the following three
areas: road user behaviour, driver training, and testing and
enforcement of the existing laws and regulations were
reviewed.56

5.2. Road user behaviour
According to the Ethiopian Federal Police report, the
majority of accidents are linked to behavioural problems.57
Lack of well-organized road safety awareness strategies,
compounded by poor coordination efforts, contribute to
the current road safety problem. Road user behaviour may
be changed in various ways, either by short-term measures,
which can be introduced immediately, or by long-term
measures.
In recent years, there have been initiatives on road safety
awareness creation in Ethiopia as a national strategy. The
month of November was chosen as road safety community mobilization and sensitization period; with various
activities being carried out to raise the level of awareness
on road safety issues. There is widespread media coverage, particularly at the final stage of the campaign.58 The
Federal Transport Authority started a 20-minute weekly TV
programme “Guzo” decades ago, which covers a wide range
of transport safety issues and best practices in the country.
Likewise, regional States also show regular TV programmes
using local broadcast media. Such initiatives have generated
some momentum in the efforts to save lives. There is a
remarkable experience of safe road use practice among

55

56

57
58

Debela D. Review on Factors Causes Road Traffic Accident
in Africa, Journal of Architecture and Construction, 2019;
2(3): 41-49.
The legal framework governing this pillar includes, Council of Ministers Regulation No. 395/2017, Driver’s qualification certification license proclamation (Proclamation
No. 1074/2018), Ethiopia’s road transport traffic control
laws (Proclamation No. 208/2011 and Proclamation No.
395/2019).
Ethiopian Federal Police Report, 2018.
Minister of Transport Road Safety Campaign Press Release, 2019.

rural communities in some parts of Amhara Region, which
always travel using the sidewalk on their left.59
But in most cases, despite the federal and regional initiatives, communities still lack positive attitudes on safe road
use practices. This may be due to inappropriate design
and testing of the messages disseminated in the media
campaigns. It is well acknowledged that to have effective
mass media campaign the message should be developed
based on extensive research and should be tested for its
effectiveness. In that regard very limited efforts have been
undertaken so far. However, Addis Ababa City Transport
Authority supported by the Bloomberg Road Safety Initiative
developed and implemented mass media campaigns on key
road safety risk factors (such as drink driving and speeding)
using professional consultants (AATB 2019).
It is obvious that using mainstream media by itself may
not be sufficient to reach rural communities, as most of
them lack television and radio. Hence, there is a need to
consider other traditional approaches best fitted to the
local communities such as religious gatherings, informal
gatherings “edir”, and village health extension programmes.
Furthermore, it may be more appropriate to extend community mobilization programmes throughout the year, to
develop sustained positive attitudes of the society on safe
road use practices.60
Concerning youth road safety programmes in the country,
there is an effort by Road Safety Education Directorate
of FTA and Regional States Transport Bureau to promote
road safety clubs at school. However, not more than 30
per cent of the school’s establish road safety club so far.61
Moreover, some of the existing clubs are currently not
active. In order to strengthen ongoing efforts to raise youth
awareness and interest in road safety, FTA has prepared
and disseminated different types of awareness-creation
materials (print, audio, and video) to schools. However,
there is little attention and commitment given by the school
59
60

61

Interview with Deputy Head, Amhara Regional State
Transport Bureau.
Evidence from Amhara Regional Transport Bureau shows,
pedestrian behaviour has been improved with continuous
efforts on awareness creation and social mobilization.
Interview with Director, Road safety Education Directorate.
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community, particularly school principals and teachers to
sustain the programme.62 On the other hand, a consensus
has been built on integrating road safety education as a
part of the school curriculum. It was prepared two years
ago from pre-school KG to grade 12, but implementation
has not yet started (FTA, 2019). It is well acknowledged that
for high compliance with safety rules, the period of early
childhood is the most critical stage for learning, hence it
should be started at least for lower grade students.
Involvement of civil societies, NGOs and companies in road
safety awareness creation activities is very limited and they
are not working closely together. So far, few organizations
are involved, total Ethiopia, Oil Libya and Save the Nation
Association (SNA) are currently active. Total Ethiopia is
one of the main energy companies involved in road safety
awareness campaigns in collaboration with FTA and partners.
The Djibouti Corridor Road Safety Awareness Scale-up
Campaign Programme is launched in 2014. It is focused
on heavy-truck drivers operating on the Ethio-Djibouti
corridor, which has a high incidence of traffic accidents.
The project is fully supported by FTA. Total Ethiopia also
initiated school road safety awareness training for primary
school students.

road users in Ethiopia, there is no safe pedestrian crossing
facility, pedestrian walkways served as an open market and
lack of dedicated motorcycle and bicycle lane. The road
construction project gives more emphasis to minimize
traffic congestion and reduce journey times. As a result,
pedestrians are the most frequently injured road users in
Ethiopia, particularly in urban setup, for example in Addis
Ababa city, 84% of fatalities were pedestrians.64 Hence, road
safety awareness strategies need to focus on how vulnerable
road users protect themselves from the catastrophic effects
of crash risk.

5.3 Review of driver training
Legal framework of driver training schools
Ethiopia has amended its driver’s qualification certification
law (Proclamation No. 600/2008), which had many limitations, to produce competent and roadworthy drivers. One
of the major limitations of the law was that it ignored/
overlooked the importance of driving experience. In the
former legislation, it was mandatory to have at least oneyear experience to upgrade the next level of the license.

Save the Nation Association (SNA) is a civil society organization, has been working in Addis Ababa. The program
focused on elementary schools, high schools and higher
education, the main activities includes, awareness creation
campaign, media campaign, providing reflector material,
training school road safety clubs. In addition, the organization works towards establishing network/partnership with
community, government and non-government organizations
towards road safety.

The new driver licensing law (Proclamation No. 1074/2018)
addresses the major limitations identified in the previous law
(Proclamation No. 600/2008). As of 2020 implementation
was started, in fact, it is not fully implemented, because of
the delay in Ministerial Council approval on the regulations
and directives. Actually, there are some limitations in the
present law, the minimum educational level for a person to
be eligible to join driver training school (for automobile and
motorcycle) is elementary education (grade 4),65 and at this
lower level of education it may be difficult to successfully
complete the driving test.

Vulnerable road users
Although all types of road users are at risk of being injured
or killed in a road traffic crash, some road-user groups such
as pedestrians and users of motorized and non-motorized
two-wheel vehicles are over-represented among crash
victims. The intensity of traffic mix and the lack of separation
of these vulnerable groups from fast-moving motorized
vehicles partly worsen the situation in Ethiopia.63

The driver training curriculum in Ethiopia has many defects,
particularly on its content.66 Even though, some topic like:
safe driving behaviour, interaction with vulnerable road
users and post-crash response (first aid, fire brigade, and
safe evacuation) are included in the curriculum; however,
instructors give more emphasis on traffic signs and signals
64

Very little attention is given for the safety of vulnerable
62
63

Interview with Director, Road Safety Education Directorate.
Chapter 2. The global impact, world report on road traffic
injury prevention WHO.

65
66

Temesgen Beyene, et al. Road Traffic Accident Related
Fatalities in Addis Ababa City, Addis Ababa, Ethiopia: An
Analysis of Police Report 2013/14. EC Emergency Medicine
and Critical Care 20193.3 (): 128-138.
Proclamation No. 1074/2018.
Training institute for commercial vehicle drivers in Ethiopia. A private public partnership project to support specialized skills development in Ethiopia, UNIDO 2016.
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limitations, which is related to sub-standard drivers’ training
institutions noncompliance with the minimum requirement
sated in the national law.69 FTA reports that 87 per cent of
vehicle accidents in 2012 were due to driver error.70
Most of the training institutions are business-oriented
and do not place emphasis on quality.71 They focus on
how their trainee passes the exam, and not on equipping
the trainees with proper driving skills and attitudes to
help them to drive safely in various traffic conditions. The
theory section is more focused on vehicle mechanics, and
the driver behaviour section is given little attention. This is
partly explained by lack of proper competency (lack basic
knowledge of traffic psychology) of driver instructors, as they
trained (graduated) in auto mechanics or some experienced
drivers without formal professional training are selected
to be instructors,72 although experienced drivers are not
necessarily good teachers.73

and vehicle mechanics.67 In addition, the curriculum is not
periodically reviewed or revised. International experience
shows basic knowledge may not be sufficient to modify
human behaviour, in that regard, topics related with risk
awareness, low risk acceptance, and self-awareness are very
crucial.68 In addition, curriculum need to take into account
new technological advancement that affect the driving tasks.
Furthermore, the absence of a reliable centralized data
system which is connected to all the regions and city
administrations in the country has its own influences on
the quality of current driver licensing system. In such loose
data recording, tracing multiple ownership and detecting
forgery are very difficult. It is commendable that FTA has
started a project to establish a centralized data system. But
progress in this project has been very slow.

The same problem is observed in the practical training,
where the recommendation for every trainee to have a
one-hour daily practical training is not respected. In most
cases, the daily training time per individual is less than
half an hour.74 Driving school owners also involve more
students (beyond the maximum limit) for the sake of
additional income, or instructors by themselves provide
illegitimate service for individuals not actually registered
in that particular school. Perhaps, the lack of sufficient and
appropriate practical training areas also has implications
for the mismanagement of time. A single training area is
shared by many schools at the same time.75
Monitoring and evaluation of driver training schools
Monitoring and evaluation of training institutions is
mandated for Federal and Regional Transport Authorities
(Proclamation No. 600/2008). As clearly indicated in the
69

Institutional capacity of driver training schools
More than 550 driver training schools are found all over the
country, most of which are operated by private companies.
FTA has prepared driver training materials (curriculum and
manuals) which have been distributed to different Regional
States and City Administrations for operation on its behalf.
However, implementation is inconsistent and has many
67

68

The assessment was carried out based on the national
guideline, Federal Transport Authority driver training and
testing manual
Directive 2006/12/EC.

70

71
72
73

74
75

Interview with the Director, Directorate of driver licensing
and testing.
Training institute for commercial vehicle drivers in Ethiopia. A private public partnership project to support specialized skills development in Ethiopia, UNIDO 2016.
Interview with the Director, Directorate of driver licencing
and testing.
Driver School and Driving Instructor Regulation is in place
but not properly implemented.
This assessment was based on Federal Transport Authority, Drivers Qualification Verification Directorate, Directive
No. 01/2007.
Interview with the Director, Directorate of Driver Licensing and Testing.
Interview with the Driver Training School Owners.
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legislation and directives, breaching the minimum required
standards by the training institutions can result in a warning,
suspension or revoking of their (Driver Training Guideline
2014). In practice, few driver licensing schools reach the
minimum standard, as reported in regular inspections.76
But as driver training school owners have links with higher
officials, it is difficult to take appropriate corrective measures.
Corruption, knowledge and skill gaps of members of the
supervisory team also affect the monitoring and evaluation
process.77 Of course, there are a few genuine schools giving
appropriate services, but such schools find it difficult to
compete successfully and continue providing services.78

The use of forged driver licenses, which is common throughout the country, may be due to poor quality material
being used in printing the certificate, thereby increasing
susceptibility to forgery.82 In fact, regions such as Oromia
have made significant efforts to minimize the risk of forgery,
including importing high-quality driver certificates with
bar codes from the United States. Corruption also the
main challenge in the sector and needs urgent attention
as there are drivers who are officially certified without
having taken the formal driver training courses and those
incompetent trainees who failed the test.83
•

5.4 Review of driver testing
The issuance of driving certificates is carried out by Federal,
Regional and City Administrations Transport Authorities.
Current driver testing is ineffective for various reasons: lack
of well-established testing centres (automated centres), lack
of consistency, inadequate examiners skill, corruption, lack
of comprehensiveness of the test content and substandard
quality of driver certificate.79
Standardized driver testing centres are limited in Ethiopia.
In the first Growth and Transformation Plan (GTP I), construction of the traffic complex was prioritized and around
22 traffic complex centres were planned. However, the
country’s achievement in that regard was very poor as only
one centre (Adama traffic complex) has been completed.
This may be due to lack of government commitment and
financial constraints.80 Besides, the content of the test does
not include some basic scenarios which might improve
driving skills (for example, driving when in the dark, driving
loaded vehicles and driving in various weather conditions).
The application of technologies like the use of simulation
can improve the quality of the test. Likewise, corruption,
forgery, and bribery are other critical problems associated
with the issuance of driver licenses.81
76

77
78
79
80
81

Inspection is carried out by experts from Federal and Regional Transport Authority, and conducted at least once in
a year.
Interview with the driver training school owners.
Interview with the Director, Directorate of Regional Driver
Licensing and Testing.
This evaluation is based on the minimum requirements of
the National Standards.
Interview with the Director, Directorate of Driver Licensing and Testing.
Federal Transport Authority Report, 2017/18 fiscal year.

Professional driver licensing
International best practice 84 85clearly indicates that
implementing professional driver licensing programmes
addresses gaps such as those identified in the current
driver licensing approaches in Ethiopia, particularly for
large commercial vehicles.
Connecting the entire continent through road transport
networks is one of the prior African Union (AU) agenda,
and in this regard, there have been initiatives by Transaid
in Eastern and Southern Africa to upgrade the commercial driver licensing practices. Since 2015 Transaid has
given an opportunity for the East African community to
strengthen drive training standards for drivers of large
commercial vehicles (passenger and freight) (Neil R. and
Caroline B. 2016). As a result, a road safety programme
has made significant progress in raising professional
driver-training standards in some countries, such as
Uganda. Ethiopia has yet to revise the driver licensing
approach for professional heavy goods vehicle (HGV)
and bus drivers to meet these standards, despite being
a member state and significant trade partner.

•

Graduated driver licensing
Graduated Driver Licensing aims to gradually increase
the exposure of new drivers to more complex driving
situations and typically consists of learner, provisional
and open phases. Phase one, the learner license, is
designed to allow beginners to obtain practical driving

82
83
84

Interview with Traffic Police Officers.
Interview with the Traffic Police Officer.
Kinnear et al., 2013. Novice drivers: evidence review and
evaluation – pre-driver education and training, graduated driver licensing, and the New Drivers Act. Published
Project Report (PPR673). Crowthorne: Transport Research
Laboratory.
Helman et al., Study on driver training, testing and medical
fitness. European Commission final report, 2016.
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experience in relatively lower risk situations and under
supervision (parental involvement is highly encouraged
at this phase).
The next phase, the provisional license, restricts new
drivers to not getting involved in risky driving situations
such as after taking alcohol, driving at night and driving
with passengers. Parental involvement with Graduated
Driver Licensing is of paramount importance in coaching
beginners to obtain sufficient practice and to comply
with restrictions once the new driver obtains a provisional
license. There is no graduating driver licensing programme
in Ethiopia that improves driving skills and creates an
opportunity to adapt to difficult traffic situations.

5.5. Review of medical certificate
The driver training and licensing guidelines of Ethiopia
clearly indicate the contents of a medical check-up assured
by authorized health-care providers. An applicant is required
to be free from any physical disability or adverse health
condition that limits the proper operation of a motor vehicle.
However, there is little attention given to the appropriate
assessment of medical fitness. In most cases, only a visual
test is undertaken, and the health professionals fill in other
required information (on the rest of the criteria of the
medical check-up) by their own guess.86 In case the credibility
of a medical examination is in question, the licensing body
may require a new examination to be conducted by another
medical institution. However, in the Ethiopian context, there
is no mechanism to cross-check the validity of the certificate either by the training institution or by the transport
authorities.87 International best practices suggest, when
the clients apply for the service first a General Practitioner
refer the client to a specific traffic medicine centre, then
fitness to drive will be assessed using validated off-road
screening tools and finally the expert medical advisory
boards approve the assessment.88
86
87

88

5.6. Enforcement of traffic rules and
regulations
Evidence from high-income countries consistently shows
that properly designed and well-enforced road safety laws
and regulations contribute a lion’s share to their impressive
achievements in terms of the declining trend in the number
and severity of crashes (WHO, 2009). On the other hand,
in Ethiopia, weak police enforcement,89 together with
frequent corruption, play a pivotal role in the failure to
prevent unnecessary loss of life, particularly related to key
road safety risk factors.
Ethiopia has comprehensive road safety legislation, despite
the weakness in its implementation. Absence of political
will, non-comprehensive and non-harmonized laws, limited
financial and human resources, lack of technology, and
corruption are the main contributing factors for the weak
enforcement of traffic laws and regulations.
In Ethiopia, like other low-income countries, certain legislation may actually exist but is rarely implemented. The
weak/partial enforcement of Ethiopia’s road transport traffic
control laws – Proclamation No. 208/2011 and Proclamation
89

Weak enforcement in Ethiopia is due to lack of traffic control devises and other logistic services, gap on technical
capabilities, and motivation

Interview with the Directors, Directorate of Driver Licensing and Testing (Federal and Regional).
Proclamation No. 1074/2018 states medical screening
should be given by authorized health care facility selected
by the Authority or Licensing Body in consultation with
the Ministry of Health or Health Bureau. But in practice,
any health care facility provides the screening service and
nobody assess the quality of the service.
Helman et al., Study on driver training, testing and medical
fitness. European Commission final report, 2016.
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No. 395/2019 – is a good example. These proclamations
clearly indicate the demerit point system approach to
suspend and revoke a driver’s certificate in the presence of
repeated offences. However, due to lack of well-established
electronic data recording systems across the country, it
is not yet implemented. So far, the only penalty scheme
implemented in Ethiopia is the traffic fine and even the
amount of payment90 requested for violation of key road
safety risk factors is very low.
International best experience shows that the use of CCTV
camera plays a paramount role in minimizing traffic violations
and avoids deadly crashes up to 71 per cent (Paul P. and
Sanjay K. 2005). It can also play a pivotal role in avoiding
the unnecessary deployment of traffic police officers. So
far, the situation is quite different in Ethiopia, even most
of the Regional States lack basic and easily affordable
traffic-control devices (speed guns and Breathalyzers).91
Oromia Regional State and Addis Ababa City Administration
utilizes the technology to a limited extent, but maintenance
and calibration issues are critical challenges of sustainability.
There is no local capacity to carry out maintenance and
calibration of traffic-control instruments. Recently, FTA
started to install speed limiters92 in all vehicles, though there
are challenges from different regions in its implementation.

than in preventing risky driving behaviour.93 Congestion
might be easily solved by improving road infrastructure
and application of appropriate technology.

5.7. Enforcements of regulation on major road
safety risk factors in Ethiopia
As suggested by WHO, the five main behaviours that mostly
result in road traffic injuries are speeding, drinking and driving,
non-users of helmet, seatbelt or child restraint. Speeding and
drink driving significantly increase the risk of involvement in
a severe crash, while the non-use of seatbelts, helmets and
child restraints has a significant impact on the severity of the
consequences of a crash. Accordingly, most countries incorporate all/some of these risk factors in their legal framework.
As a member of WHO, Ethiopia has also introduced these risk
factors in the current traffic control regulation; however, there
are serious shortcomings in its implementation.
•

Insufficient and unsustainable financial support is a huge
problem. Even if traffic enforcement would be one of the
main sources of non-tax revenue for the country, there is no
financial support scheme to encourage and sustain it. There
is also limited training and capacity-building programmes
and this has to be urgently addressed, particularly on major
risk factors contributing to severe traffic crashes and how to
handle and calibrate existing traffic-control devices. On the
other hand, the traffic police have exerted more efforts in
facilitating the free flow of traffic (avoid traffic congestion)
90

91

92

The traffic fine in Ethiopia is different across Regional
States and City Administration, for example in Addis Ababa, the minimum is 100 ET. Birr and the maximum is 5,000
ET Birr. Traffic fine for speed violation is 200 ET Birr it
doesn’t deserve for this critical safety risk factor.
Totally at the national level we have not more than 20
Breathalyzer, and nearly 80% of the devises currently either failed or need calibration. We need more than 100
Breathalyzer, because we have 8 Regional States and one
City Administration without a single devise.
The plan is to install for all vehicles, but more priority given
for public transport services and heavy tracks. Currently it
is one of the mandatory requirements to process transport
services (ownership certificate and plate number).

Motorcycle helmet use
Wearing high quality international standard helmets
(UN Regulation No 22) saves many lives, and countries
are recommended to set and enforce helmet laws for
drivers and passengers. Ethiopia has helmet law94 which
requires mandatory helmet use for both the driver
and the passenger, although implementation is weak.
In recent years, the motorcycle taxi is becoming the
common mode of public transportation in rural and
urban communities in Ethiopia. In the Southern Nations
Nationalities and Peoples Regional State (SNNPR), more
than 89% of the rural community use them in a regular
basis (MoT, 2018). Two third of the drivers and nearly 100
per cent of passengers do not use protective helmets,
and traumatic brain injuries contribute to more than
50 per cent of fatalities and serious injuries from road
crashes in the region.95 Evidence of meta-analysis shows
that the national average prevalence of RTI among
trauma cases was 31.5 per cent, whereas in SNNPR it
was almost twice that, at 58.3 per cent (Aklilu E. 2019).

93
94

95

Interview with Director, Road Safety Education Directorate.
When we compare the national helmet law of Ethiopia
with UN regulation No. 22 on helmet, it is very weak.
There is not any helmet standard included in the national
law. Riders use any type of helmet, including construction
safety helmet (cup helmet).
Motorcycle public transport use in SNNPR Ethiopia, MoT
2018.
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Another study also supports this finding, more than
50 per cent of traffic-related deaths in SNNPR were
due to motorcycle accidents (Abera, 2017). In general,
helmet enforcement is weak for both drivers and
passengers throughout the country. A roadside survey
conducted in Addis Ababa indicates that the “proper”
helmet wearing rate declined from 43 per cent in 2015
to 28 per cent in 2019 (Bloomberg 2019). The issue is
seriously neglected and there is no apparent effort to
promote and enforce the use of helmets.
•

96

WHO estimate, the use of appropriate child restraints
(suitable for their size and meeting international standards) would reduce deaths of children by between 50
per cent and 75 per cent (WHO, 2009).
•

Seat belt use
Evidence consistently shows that in the event of a
crash, wearing seatbelts (international high safety
levels such as UN Regulation No. 16) can reduce the
risk of fatal injury to front seat occupants by 45 per
cent and the risk of moderate-to-critical injury by 50
per cent (NHTSA, 2010). This is the most effective and
easiest priority preventive measure for injury reduction
among car occupants.

Drink driving
Impairment by alcohol is a critical road safety problem
as it significantly increases the risk of severe road
crashes. Driving under the influence of alcohol alters
both driving ability and driving behaviour, and the risk
of being involved in a fatal crash or incurring serious
injuries also increases significantly (Movig K. et, al.
2004). The risk of fatal collision could be four or five
times higher among drunken drivers (Desapriya, E et, al.
2006). In Ethiopia the maximum alcohol level regulated
by law is 0.04g/dl for breath alcohol and 0.08g/dl for
blood alcohol and it is applied for all age groups. There
is no separate alcohol limit restriction for young and
professional drivers, though young people are at a
greater risk of alcohol-related road crashes.

Ethiopia has enacted a mandatory seatbelt wearing law
for drivers; however, wearing of seatbelts is not compulsory for either front or back seat passengers. Even
though it is mandatory for driver, enforcement is weak
and inconsistent across regions and city administrations,
and in some cases, non-existent. In this regard, Addis
Ababa has a better achievement compared to other
parts of the country. Roadside observation shows that
more than 98 per cent of drivers wore their seatbelts;
however, utilization among passengers was below 10
per cent (Bloomberg, 2019). Inside-vehicle observation
conducted in Addis Ababa among public transport
drivers shows that only 47 per cent of drivers properly
fasten their seatbelt and the prevalence of old vehicles
without functional seatbelts was one of the main
reasons for low wearing practices.96

Drink-driving enforcement is implemented in Addis
Ababa and to a limited extent in the Oromia Regional
State. In the rest of the regions and city administration,
there is no enforcement for drink driving, due to a lack
of breathalysers and logistic and financial support. As a
result, Addis Ababa has achieved more in curbing drink
driving than other areas of the country, because of the
Bloomberg Road Safety Initiative implemented since
2015. An assessment conducted in Addis Ababa indicates
a significant reduction in drink driving, from 9.7 per cent
in 2015 to 1 per cent in 2019 (Bloomberg, 2019). This
impressive achievement might be due to a consistent
media campaign complemented by enforcement using a
roadside random check. However, it is difficult to sustain
the operation due to the failure of alcohol-detecting
devices (breathalysers) and calibration issues.

As suggested by WHO, the proper child seat (to the
standards of UN Regulation No 44 or 129) is the best
solution to reduce child mortality due to road traffic
accidents. However, in Ethiopia child restraints utilization is low, with a roadside survey conducted in Addis
Ababa city showing only 2 per cent (Bloomberg, 2019).
Lack of child restraint legislation and specification are
major constraints to enforcement. According to the

•

Speeding
Speed has been identified as a key risk factor in road
traffic injury severity.97 Excessive and inappropriate speed
influences both crash risk and the severity of its consequences. The higher the speed the greater the stopping
distance required, and hence the increased risk of a road
traffic crash. Effective speed management measures such
as establishing and enforcing speed limit laws, roadway

Semegnew Takele et al., Seat belt utilization among public
transport drivers in the city of Addis Ababa, Ethiopia: an
in-side vehicle observational study.

97

Speed limit in Ethiopia; Urban area 30 Km/hr., for collector
road, 50 Km/hr. for arterial road and 70 Km for ring road;
rural highway 100 km/hr. and expressway 120 km/hr.
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design modification (e.g. speed bumps, rumble strips
and narrowing of the road network) and application
of vehicle technology have been suggested as the best
solution. Countries that have properly implemented these
prevention measures have significantly reduced speed-related crash consequences. Rwanda has achieved a better
reduction of road traffic injuries than many of its neighbors
because of the high level of political commitment given
to strict speed enforcement (Watkins K. 2009)
Even though speed is a core problem of road safety
in Ethiopia, enforcement of existing speed legislation
across different regions and city administrations is
limited and inconsistent. According to a report by the
Ethiopian Federal Police (EFP), most fatal accidents on
interstate highways were due to over speeding.98 Speed
limits are not respected by many drivers. For example,
in Addis Ababa more than 40 per cent of drivers exceed
the posted speed limit (Bloomberg 2019). As a solution,

speed enforcement has been initiated there using speed
gun and traffic calming measures (speed bumps and
rumble strips) in selected high-risk networks since 2017.
As a result, fatal and severe injuries have been reduced
to a greater extent on such road networks.99
Way forward
As it has been highlighted in this analysis, there are several
challenges that affect road user behaviour in the country.
Therefore, it has to be strengthened the current awareness
creation strategies and implement road safety education in
primary school. The Driver training and testing regulation
should be fully implemented and properly monitored,
promote automated driver tasting platform and fight
against forgery and corruption. There is need to strengthen
enforcement through financial support, technical assistance,
capacity-building and supplies provision including traffic
control devises.
99

98

Ethiopian Federal Police Commission report, 2018.

Addis Ababa city Traffic Management Agency (TMA) report,
2019.
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6.1 Introduction
In the event of injury crashes, effective emergency care
(pre-hospital and hospital trauma care) services play an
essential role in limiting the consequences in terms of death
and disability. Although the principle of emergency care
is similar across countries, the complexity of service, the
capacity of care providers and the coordination system vary
from one country to other and sometimes among regions
within a country. Low-income countries generally have
poor emergency care services and as a result high rates of
mortality and disability. The estimated prevalence of road
traffic injury (RTI) among trauma patients in sub-Sahara
Africa is 32 per cent (Vissoci JRN, 2017). A similar trend has
been reported in Ethiopia where RTI accounts for more
than 31.5 per cent (Aklilu E. 2019).
Pre-hospital care is one of the most critical lifesaving
services given at the scene and during patient transportation. According to WHO, most trauma-related
deaths occur in the pre-hospital setting. Evidence shows
pre-hospital care alone contributes a 25 per cent reduction in trauma-related mortality (Henry JA and Reingold
AL 2012). Delayed arrival of patients “after the golden
hour” or development of complications by patients are
daily experiences in Ethiopia. The outcome of patients

at facility-based treatment is highly dependent on the
quality of pre-hospital care. In Addis Ababa only 20.3
per cent of patients arrive at hospitals by ambulance
services (Menbeu Sultan, 2019). In most of the cases
untrained lay people rescue and assist the victims at the
scene and the victims are then transported by any public
transport vehicle, instead of an equipped medical vehicle,
which can make the situation disastrous.

6.2 Review of emergency care in Ethiopia
Pre-hospital care
Generally, pre-hospital care services in Ethiopia have not
been treated as a priority and are characterized by inadequate coordination. There is no national formal pre-hospital
care system and policy, nor has any national lead government
agency been designated to manage and coordinate pre-hospital care services. Besides, there is limited involvement
of governmental and non-governmental organizations in
the pre-hospital services outside the capital. These services
are highly centralized in Addis Ababa.100
100 Note: It is difficult to present using percentage, but only
the Ethiopian Red Cross Society provide the pre-hospital
service outside the capital Addis Ababa.
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Some of the organizations currently involved in pre-hospital
service include the Ethiopian Red Cross Society; Addis Ababa
Fire and Emergency Prevention and Control Authority
(AAFEPCA); and a few private companies.
There is no systematic pre-hospital care data collection for
emergencies and crash victims. In any case, data obtained
from police or any bystanders are not integrated into the
health data collection systems (HMIS).
The ambulance services do not meet the national ambulance
management guidelines, which set out the minimum standards of equipment and care to be provided. And around
80 per cent of ambulances lack basic equipment and have
no more than any ordinary taxi.
However, some private companies have state-of-the-art
ambulance services. For instance, Tebita Ambulance, a
privately owned company established in 2008, is a good
example. Its main aim is to provide pre-hospital and Interfacility referral services. Currently, the organization manages
15 ambulances, five of which are equipped with advanced
life-support devices while the others provide basic services.
The company has one centralized dispatch centre equipped
with GPS controlled navigation system. More than 95 per
cent of the transport service provided by Tebita Ambulance
is related to inter-facility referrals. Scene care and transportation from the accident location to a medical facility are
rare, because of the limited community awareness about
the service and lack of information on the emergency call
centre (8035).
Among governmental organizations, Addis Ababa Fire and
Emergency Prevention and Control Authority provides free
pre-hospital care both from the primary scene to a health
facility or for inter-facility transfers. They have one central
dispatch centre for fire and pre-hospital services and eight
ambulance stations. The Ethiopian Red Cross Society
contribution is also significant, as their service covers the
entire country. In recent years, Ethiopian Red Cross has
introduced more than 60 well-furnished ambulances with
basic equipment and distributed in different regions.
Review of pre-hospital professional training
Formal training or certification for pre-hospital care providers
is limited. Recently, St. Paul Millennium Medical College
initiated paramedic training at the postgraduate MSc
level, but the number of graduates is not more than 50
per year. Likewise, lower level paramedic training (level II,
III and IV) has been started by private ambulance service

companies (such as Tebita Ambulance) to meet their own
professional demand. On the other hand, community-based
first-aid training101 has been initiated by the Ethiopian Red
Cross Society, Tebita Ambulance and Addis Ababa Burn,
Emergency and Trauma (AaBET) hospital in a fragmented
way.102 Most importantly, all the above services, except the
Red Cross Society, are highly concentrated in Addis Ababa.
Overall, a serious capacity problem has been observed in
the different regions of the country.
Hospital trauma care
Facility-based trauma care in Ethiopia is still in its infancy.
Currently, the country has only three trauma centres:
AaBET hospital, Tikur Ambassa Specialized hospital (TASH),
and All African Leprosy and Tuberculosis Rehabilitation
and Training (ALERT) Hospital. Since all three are located
in Addis Ababa, patients need to travel long distances,
thereby creating an additional burden both for them and
for their families.
However, the Ministry of Health is now placing greater
emphasis on expanding emergency care centres/trauma
care facilities in different referral teaching hospitals in major
cities. For example, in Addis Ababa Tirunesh Beijing Hospital
and Minilik-II hospital are considered as an additional trauma
centre. Besides, in terms of improving quality emergency
services, since 2008 (after the Ethiopian Millennium) emergency rooms are being staffed by emergency specialist
doctors and nurses (Aklilu 2014). Also, the contribution of
Tikur Ambassa Specialized Hospital and St. Paul Millennium
Medical College are highly recognized. However, there are
not enough graduates available to expand the services
as proposed by the MoH Emergency and Critical Care
Directorate. Insufficient financial resources, computing
priorities and weak coordination efforts also make such
expansion difficult.103
One of the prominent trauma centres in Ethiopia is AaBET
hospital, operated under St. Paul Millennium Medical
College. Founded in Addis Ababa in 2015, it has a capacity
of 200 beds and provides services for 80 in-patients and
110-150 out-patients on a daily basis. More than 50 per cent
of its patients are road traffic accident victims.

101 National data on the total number of trained first aid provider not available.
102 Five days intensive theoretical and practical training based
on national first aid training guideline.
103 Interview with the Director, Emergency and Critical Care
Directorate, MoH.
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Table 9: Summary findings from the WHO emergency care system assessment of Ethiopia
Identified priority areas

Findings
Emergency focal points have been assigned in all regional health bureau
Memorandum of Understanding (MoU) has been signed between MoH and RedCross, AMREF, Interburns and is underway with other stakeholders
No emergency coordinating team established in different regions other than
Addis Ababa
Third party insurance for RTI victims included in Emergency Medicine and Critical
Care strategies, but has gaps in implementation

System organization, governance
and financing

Efforts are ongoing to develop trauma system and pre-hospital care system, but
need commitment from other sectors
No implementation of WHO trauma registry, it is underway
No focal body assigned from WHO country office for emergency service
Inadequate financing for EMS
No separate budget at facility level
No adequate standard data collection format for the pre-hospital care
Emergency care indicators already available, but need to be revised

Emergency care data
Data is collected from facilities, but has quality issues (timeliness, incompleteness,
etc.)
Emergency care elements are integrated with HMIS and KPIs
Standard pre-hospital chart is distributed, but utilization rate is very poor
The new WHO trauma registry is underway
Emergency and critical care audits are included as part of the Ethiopian Hospital
Services Transformation Guidelines (EHSTG), but need refinement in some areas
Quality improvement

Emergency and critical care quality improvement project are underway in several
facilities
Critical path process indicators available in emergency and critical care strategies,
but need revision
Management guideline yet to be completed
Community and user feedback are part of EMCC strategies and reporting system
with ED satisfaction
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There is no Universal Access Number (UAN). The mandate is outside the health
sectors
Efforts are being made for coordination and dispatch
Pre-hospital model of system development efforts is underway
Mandatory medical certification is part of emergency medical training, but has
gaps on medical oversight and monitoring and evaluation
Regulating standards needs further enforcement

Scene care and transportation

Ambulance management guideline is in place, but there is a gap in
implementation
No centralized dispatch system and efforts are underway
There is community first aid response training, but needs improvement in terms
of coverage and access
No bystander protection law
Master’s programme for paramedics has been initiated to link clinical leadership
in pre-hospital service
Training of level-III and level-IV emergency medical technicians started but needs
improvement
There are national policies for pre-hospital care providers, but gaps in ambulance
equipment’s
Triage training included in both basic and advanced training at different levels,
but has gaps in implementation
There is a gap to assign non-rotating staffs in emergency unit
Dedicated emergency care training included as part of pre-service education for
physicians and continuous in-service education for other professionals
Challenges with procurement, availability and maintenance of resuscitation
equipment
Under improvement with the whole supply chain management

Facility-based care

Some of comprehensive national emergency protocols yet to be finalized and
ratified
There is regular supportive supervision of facilities to check compliance with the
existing clinical protocols
Efforts are there in ancillary social service in emergency unit, but not fully
practiced
No established national accreditation scheme for hospitals. Efforts are underway
Challenges with patients boarding in emergency units especially in urban facilities
Compliance with discharge standards has challenges without put, process flow,
rehabilitation, social service including the referral system
Monitoring of ICU equipment is not properly implemented
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AaBET hospital provides emergency and critical care
service, plastic and reconstructive surgery, neurosurgery,
orthopedic service and physiotherapy. The hospital faces
some challenges which limit its lifesaving efforts. The
hospital stay is very long, up to two months, which
influences its capacity to serve new emergency patients.
A facility-based rehabilitation centre is suggested as a
solution to shorten the length of stay104 and they started a
discussion with relevant stakeholders to establish their own
rehabilitation centre. On the other hand, due to inadequate
financial resources, there is a lack of advanced equipment
such as an MRI machine, and frequent interruption of CR
machine. The only financial source of the organization is
the government budget which is inadequate to provide
the service in full potential.
The data management system is poor due to the limited
content of the HMIS.105 However, as explained in chapter 2.3,
substantial efforts are underway to overcome the data
quality problem, including efforts to establish a wellorganized trauma system since the end of 2018.
•

Third-party insurance scheme
Ethiopia has a legal framework on vehicle insurance
against third-party risks (Proclamation No. 799/2013).
The coverage of the scheme is to provide emergency
medical treatment to victims and to have insurance
coverage against third-party risk and it is managed under
the third-party insurance fund administration agency.106
The insurance fund is collected by different insurance
companies and they are working closely with the
agency. The third-party insurance fund administration
agency also works with other stakeholders. There is
strong collaboration with the MoT and Traffic Police,
and a memorandum of understanding has been signed
in that regard.
On the other hand, there is a weak relationship with
the third-party insurance fund administration agency
and MoH.107 They lack a common binding agreement.

104 Ethiopian Hospital Services Transformation Guidelines
(EHSTG), September 2016.
105 In the HMIS only few variables are included, and they are
on the way to develop well designed trauma registry database.
106 The maximum amount of compensation for fatal and serious injury is up to 40,000 ET. Birr per person and for property damage 100,000 Birr.
107 Interview with the Director, The third-party insurance
fund administration agency operation service directorate.

Therefore, the insurance fund is not efficiently utilized
for various reasons. There is a lack of community
awareness of how to claim free emergency services
provided by health facilities. In addition, some health
facilities deliberately insist on out-of-pocket payments.
The absence of a well-organized data system among
health care facilities also plays a role. Besides, for
proper functionality and better performance, the legal
framework needs to be revised and mandated to private
companies.108
•

Rehabilitation services
According to the World Bank and WHO report, an
estimated 17.6 per cent of the population in Ethiopia
live with various forms of disability.109 In Ethiopia 95
per cent of persons with disabilities are living below
the poverty line.110 The constitution of the Federal
Democratic Republic of Ethiopia states that “the state
shall within available means, allocate resources to
provide rehabilitation and assistance to the physically
and mentally disabled” (Article 41.5). For the last few
decades, rehabilitation services in the country were
coordinated by the Ministry of Labour and Social
Affairs (MoLSA). However, according to the recent
amendment on the mandate of coordination, the MoH
and MoLSA have a shared responsibility, the health
aspects (physical and psychological) of rehabilitation
are mandated to MoH and the social and vocational
rehabilitation aspects managed by MoLSA.
There are public and private rehabilitation service providers in Ethiopia. Cheshire Ethiopia, Black lion hospital
orthopedic centre, Ethiopian centre for disability and
development, Addis Ababa Rehabilitation Centre for
the Disabled and All African Leprosy and Rehabilitation
Training Centre (ALERT) are a common organization
provide rehabilitation service. They provide medical,
vocational, and social rehabilitation which includes,
plastic surgery, orthopedic, community-based inclusive
development, publicity and awareness.
The rehabilitation services in Ethiopia are not well
established and are both inadequate and uncoordinated.

108 Interview with the Director, The third-party insurance
fund administration agency operation service directorate.
109 World Health Organization and World Bank, Washington
D.C, 2011.
110 Ethiopian Ministry of Labour and Social Affairs: National
Plan of Action of Persons with Disabilities (2012- 2021), p. 2.

48

UN_report_Ethiopia_Inside.indd 48

07.12.20 10:24

Chapter 6 | Post-crash response
Road Traffic accident investigation process requires
precise data, pertaining to scene measurement which
is necessary for analyzing the collision dynamics that is
used as evidence in court cases. A crash investigation
in Ethiopia is carried out by documenting evidence
from the scene collected in the form of photography,
measurements, and detailed drawing. Pieces of evidence such as impact point, the final position of the
vehicle skid, scrub and gouge marks are considered,
in addition to witness testimonies. Having obtained
such information, the departments develop a crash
map to identify the person responsible of the incident.
The whole process of crash investigation and documentation handled manually. However, International
experience shows the electronic method of measuring
crash location and taking GPS data is significantly more
accurate than the manual method.112

They lack sufficient staff, funding, equipment and
supplies.111 Rehabilitation service in the country is also
restricted and more focused on urban centres.
•

111

Road crash investigation
In Ethiopia crash prevention and crash investigation
are managed by two separate departments. There is
no standardized protocol to implement crash investigation in Ethiopia. The aim of crash investigation is not
well understood in our context. It is recognized that
crash investigation helps to identify risk locations and
accordingly corrective action will be taken to prevent
future risks. Besides, giving the proper assistance to
the injured person is also expected. However, the core
focus of crash investigation in Ethiopia is to identify
the person responsible for the accident (guilty parties)
and provide evidence for criminal prosecution.
The assessment is based on National Plan of Action of Persons with Disabilities.

However, crash investigators have been faced challenges
such as: lack of knowledge and skill, training inadequacies and lack of investigation aids and investigation
facilities, which influences the determination of the
exact causes of accidents and impacts on the future
road safety improvement.113
Way forward
In this analysis, several challenges have been identified in
post-crash management (pre-hospital care, facility-based
care and rehabilitation care). Pre-hospital services can be
strengthened by developing national formal pre-hospital care
system and policy and assigning national lead government
agency. Facility-based care also improved through service
expansion, professional training and proper coordination and
established data recording platform. Rehabilitation services
are very weak and need urgent attention, proper coordination
and capacity building initiatives should be prioritized.

112
113

Good Practice in Forensic Road Collision Investigation. A
guide for practitioners, January 2019.
Meresa et al., Improvement of Traffic Accident Investigation Process: A Case Study in Mekelle City, Ethiopia.
International Journal of Traffic and Transportation Engineering 2016, 5(4): 91-95.
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safer rural transport
7.1 Introduction: Background
Inadequate rural transport creates a major constraint on
economic development and is a significant contributor
to poverty in many regions.114 Enhancing rural transport
and accessibility is critical for economic growth and social
development (Starkey and Hine, 2014). It is mostly important
in rural areas of Ethiopia, since a large share of the population - 79.24% - is situated there with minimal social and
economic opportunities.
Ethiopia has experienced the largest boost in road transport infrastructure in its history since the late 1990s.
Road construction now consumes about a quarter of the
Federal Government’s annual infrastructure spending.
Transport development continues to be high priority for
the Government and remains closely aligned with the
Growth and Transformation Plan (GTP II) that has the
overall goal of Ethiopia attaining lower-middle-income
status by 2025.
During the GTP II period covering 2015/2016 to 2019/2020,
the Government planned an expansion of the country’s
road network to 220,000 km from 120,000 km with the
Road Sector Development Programme (RSDP-V). However,
despite such investment, data show that Ethiopia’s rural road
transport is still inadequate.115 In addition, according to the
Ministry of Transport data rural road safety is a particular
concern, because some 15 to 20 per cent of fatalities take
place on rural roads.

114 John Hine, Cornie Huizenga, Partnership on Sustainable
Low Carbon Transport (SLoCaT) and Karl Peet, Partnership
on Sustainable Low Carbon Transport (SLoCaT) (2017)
115 According to the recent Ethiopian Road Authority’s report
of 2019 indicate that while the proportion of area further
than 5 km from all-weather roads is 40.5 per cent, the average distance to all-weather roads is 6 km. As a result,
the majority of the rural population in Ethiopia still needs
to travel about six hours to reach all weather roads (ERA,
2019).Looking the other way around, it has another drawback. That means, the majority of the rural population
hardly access industrial products which can be used as
inputs to their agriculture such as fertilizer, pest and herbicides. In addition, the situation inhibits farmers not to
get products used for household purposes and sell their
products.

To this day, rural roads have been a major policy issue with
signiﬁcant consequences for the country and its population.
As the road safety dimensions in rural areas are different
from those in urban areas, this part of the review addresses
the need to step up efforts at national and Regional States
level to revamp rural road safety issues in accordance
with the African Road Safety Action Plan.116 Despite its
importance, outside of donor-driven programmes and some
local government support initiatives, rural road planning
and safety audit is poorly carried out, with little analysis
of alternatives, and based on very limited data.

7.2 Present status of rural roads in Ethiopia
The rural transport infrastructure network serves 80 per
cent of the population in carrying out their productive
activities and daily chores (World Bank, 2018). Rural transport
facilities, services and safety are indispensable elements
for unlocking the country’s growth and equity potential. It
provides people with essential access to local markets and
basic social services. Historically, the existence of ‘roads’ or
tracks in Ethiopia was simply the result of constant ﬂows of
passengers, animals or infrastructure erosion rather than of
planned and intended construction activities (Tarekegn, 1997).
Rural road construction takes place in a decentralized
setting in which Federal, regional and district governments
hold the responsibility for maintaining and expanding the
road network within their territories. Development and
management of major highways and link roads is the responsibility of the Ethiopian Roads Authority (ERA). Regional or
rural roads are developed and administered by respective
regional governments through the Rural Roads Authority
(RRA). City councils and municipalities or administrative
units manage the road network within their jurisdictions.
ERA provides technical assistance to all of them, especially
in the fields of contract administration, and planning. The
geographical organization of ERA constitutes 10 districts.
They are accountable for the maintenance of the main road
network. Regional roads management is undertaken by the
administrative leadership of the regional governments in
concert with their RRAs as implementing bodies.
116 Decade of Action for Road Safety: 2011-2020 – African Action Plan, UNECA and AU
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Rural road development in Ethiopia typically takes place in
stages. Often, it starts as a footpath or trail that evolves
over time with little or no engineering intervention (ERA,
2008; Ibid). It is a logical foot and/or animal path used to
reach other villages, larger towns or livestock markets.
Footpaths are constructed with voluntary labour, mobilized
and organized by the local leadership. Such low-quality
paths are not suited to motorized transport, although the
occasional lorry or pick-up truck may pass through them.
Subsequently, a footpath may be upgraded to a community
road/collector and feeder road. A community road can
further be upgraded with masonry work drainage facilities
and stream-crossing structures (e.g. bridges, fords, culverts),
and this implies widening and levelling works and clearing
vegetation that need annual maintenance. From time to
time, these low-volume rural roads are upgraded under
the Universal Rural Road Access Programme (URRAP).117

LVRs, and varies across states. Moreover, although most
road administrations and agencies within Regional States
recognize the need to update road standards and harmonize
with ERA standards, at present there is little evidence of
any effort being made in this direction, particularly in the
area of safety standards, blackspot program, road safety
audits and inspections.

A new series of standards, manuals, guidelines and bidding
documents for the design and maintenance of low-volume
rural (LVR) roads in Ethiopia has been prepared by ERA for
regions since 2002 and updated/expanded in 2014 to ensure
consistency with current practices but its implementation
deviated from the manuals and best practice guides for

In Ethiopia, road surfaces tend to be poor and eroded and
road pavements, shoulders and drainage are seldom well
maintained. The safety risks of the poor infrastructure are
partly offset by the low traffic volumes118 and the necessity
to maintain low travel speeds. As a result, travel on low
volume rural roads may not be particularly dangerous.
However, there is little clear evidence on this point as
few, if any, Regional States road safety crash statistics are
disaggregated in a way that allows assessments relating
specifically to their low-volume rural roads.

117

Ethiopia is implementing the Universal Rural Road Access
Programme (URRAP): its vision is to free the country’s
rural peoples from their access constraints, reduce rural
poverty, improve welfare and opportunity, stimulate agroproductivity and share growth.

All the components of the rural transport system in
Ethiopia – road infrastructure, vehicles, service and road
users – contribute significantly to road crashes. Safety
is a big concern for rural people and for regulators and
enforcers. For instance, rural road infrastructure tends to
have relatively low safety standards that, for reasons of
cost, may permit narrow roads, sharp bends, restricted
vision, limited signage and relatively ‘unforgiving’ roadsides
with few safety barriers.

118 Low Volume Roads (<300 vpd)
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7.3 Safety issues
In general, mixed traffic is common in most rural areas of
Ethiopia – with cars, three-wheelers, motorcycles, bicycles,
horse/donkey carts, as well as pedestrians all sharing the
same narrow pavement. Another phenomenon in rural areas
that raises concern is that of mixed transport of people,
goods and animals, notably cattle, in the same vehicle. This
is mostly the case in cattle-rearing regions of the country,
where movement of cattle along highways is also rampant
and a major cause of crashes (Gafarso and Tufa, 2019). In
fact, animal strikes are reported as being one of the leading
causes of road accidents in the country. Efforts are being
made to put signs indicating cattle crossing locations,
but these signs do not last for long due to road furniture
vandalism and collision with the signage. The resulting
absence of such signs exposes drivers to serious problems
at cattle crossings. Wildlife crossing roads in rural areas
also endanger drivers and passengers, in addition to the
animals themselves.
Moreover, community roads and footpaths are generally
un-engineered and often impassable during the rainy season
and thus dangerous for driving, especially those without
side protection and constructed on terrain with steep hills
and deep valleys. Some bridges are in a state of disrepair
and dangerous for use by vehicles. In addition, encroaching
vegetation has further narrowed numerous rural roads
in the country, making them unsafe for both drivers and
pedestrians. Many of the existing paved roads are also
narrow and in poor condition.119
Often trucks and pickups are used to transport people on
rural roads; particularly roads in poor conditions that would
be difficult for conventional passenger vehicles. Sometimes,
these are primarily freight vehicles, carrying a few passengers
associated. In many rural areas, there is a niche for relatively
low-capacity, four-wheel rural transport services that operate
on recognized routes that generally connect villages with
small towns or road junctions. Depending on the state
of the roads, the vehicles used may be cars (old pick-ups
are common), three wheelers or motorbike. There may be
some enforcement by staff of the relevant road transport
authority and police, notably at checkpoints. However, the
number of transport regulatory staff and local police traffic
in rural districts is generally less than five,120 and they tend to
119 Yetmgeta, A. (2019, Dec. 14). Personal interview.
120 Note: Often 2, or 3 personnel but its size varies from one
administrative unit to another.

concentrate on administrative matters and the roads with
high traffic volumes, such as inter-urban roads. Enforcement
of transport services regulations is generally left to police. A
larger amount of police resources is allocated to areas with
greater traffic volumes like towns and inter-urban roads.
The police have the power to enforce transport services
regulations, but seldom ensure complete compliance due
to several reasons (Regional Police Commissions, 2019).
In recent times, motorcycles are becoming the most common
vehicle on low-volume rural roads in the country. They have
become an indispensable part of the transport system and
a source of employment to thousands of people in rural
areas – usually operated by young men, and commonly
associated with risky driving behaviours, which has led
to a significant rise in injuries to drivers, passengers and
pedestrians in rural areas (MoT and NRSC, 2018). This
emphasizes the need for a customized community-based
awareness campaign and sensitization on rural road safety
measures coupled with stringent legislative measures to
bring about the desired change across the country – which
is currently rarely done.
The other major problem related to rural safety is overloading
of vehicles which is common in most rural areas as a result
of very low traffic volume. This is one of the most visible
signs of noncompliance with safety legislation. Sensitizing
the rural population in this respect also seemed to be a
major challenge in most parts of the country. In many
Regional States, including Oromia, Amhara and SNNP,
it is not uncommon to see people travelling on the roof
racks of buses, passenger-trucks, and/or pickups. In most
instances, rural transport vehicles carry more people (and
goods), than is officially permitted. Moreover, reckless
driving behaviour, including drink-driving and chewing
khat while driving (substance abuse) factors appear to
be more crucial in causing safety issues than poor vehicle
conditions or overloading. MoT found that human error to
be the most frequently cited contributing factor in 99.2%
of crashes, followed by environmental (5.4%) and vehicle
factors (0.5%).

7.4 Conclusions and recommendations
There is compelling evidence that connecting rural villages
leads to reduced levels of absolute poverty, reduced maternal
and child mortality, higher school attendance of pupils
and teachers, higher agricultural production and rural
economic activity, and ultimately very positive effects on
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Figure 5: Rural Road Safety Challenges
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and regulatory
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Maintenance and
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participation

Source: Author’s discussion with different government officials
and stakeholders, 2019

the gross domestic product. Communities are often left
isolated and without access, particularly during periods of
rain. Remoteness, isolation and lack of services increases
vulnerability and severely constrain their ability to contribute
to the economy and development of Ethiopia. Often, the
transport demand on these low volume rural roads are
variable and require vehicles that can take people and freight.
A wide range of transport types of various capacities meet
this subsector, including animals, motorcycle, three-wheelers and passenger/goods trucks. Financial and technical
constraints are often severe, which makes improving rural
infrastructure, safety and transport services challenging.
A local-resource-based approach, making use of local
materials, labour, skills and technologies, is a potential
solution to at least partially overcoming such challenges.
Providing and maintaining a minimum level of basic access
is therefore an essential element of any rural and economic
development strategy.

Little attention has been paid to realize the best practices
in road safety audit during the design, construction and
operation stages of rural road transport (pre/post stages
of road safety inspections), and the subsector is not integrated. Some Regional States follow the ERA directives
and manual, while others build and operate without giving
due attention to safety aspects. Moreover, funded road
engineering companies and project evaluators are not
involved at the construction and operation stages. Federal
and regional transport service regulatory bodies/agencies in
the country are also underfunded and concentrate on the
high demand areas of urban and inter-urban transport route.
Thusthere is a need to stimulate a deeper conversation on
rural transport safety issues to gain a better understanding
of ‘best practices’ for planning, constructing and operating
good rural transport infrastructure and services. There should
be good evidence-based policies that are appropriate and
lead to better, available, timely, affordable and safe rural
road transport in Ethiopia.
Undertaking road safety audits in most rural areas and
sensitizing the rural population on road safety are major
challenges in most regional state of the country. Strengthening
local institutions through effective decentralization is the
centerpiece of rural development. It implies building local
capacity in both the public and the private sectors. Therefore,
a strong coordinating entity for road safety at regional level is
equally important, one that is empowered to make decisions,
has sufficient budget and staff capacity, and has a mandate
to coordinate road safety matters across numerous regional
departments/administrative units and agencies.
Additionally, it is important that there be a clear understanding of the road crash problem on rural roads, and
the likely effectiveness of road safety improvements. It is
therefore a priority for the regions to have an appropriate
crash information system that can be used to identify
crash patterns, the factors involved in the crashes, and the
location of hazardous sites that is linked to the NRSC. It is
also essential that States set up procedures for costing road
crashes and risk indices, which will ensure that investment
is allocated appropriately.
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Description

Ratification of UN Road Safety Conventions and
African Road Safety Charter

Establish an autonomous Road Safety Lead Agency
at the national level that reports to a high-level
executive body of the country, allocate sufficient
funding and assign competent personnel to the
agency

Strengthen the traffic and road safety legislation in
Ethiopia, and ensure that it is harmonized, unified
and enforced consistently across the country

Develop a crash database system

#
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1

2

3

4

• Urgently finalize and commission the TRANSIP
Project that aims to create a database for crashes,
driver licensing, and vehicle registration. To ensure the
sustainability of the database, the government should
allocate funds for capacity building of professionals and
other related activities

• Create local capacity for maintenance and calibration of
traffic control devices (speed guns and breathalyzers)

• Enhance enforcement of the legislation by using
appropriate technologies

• Prioritize public awareness and provide training to
traffic officers to ensure effectiveness of the regulation

• Benchmark international best practices and formulate a
comprehensive road traffic and road safety legislation

• Assign competent professionals and provide the
necessary tools for effective functioning of the agency

• Work with the Council of Ministers to establish the
Lead Agency for Road Safety at national level and
incorporate the allocation of sustainable road safety
funding in the national political agenda

• Solicit capacity-building support from both the United
Nations and African Union Commission or other
agencies to implement the UN road safety conventions
and African Road Safety Charter

• Ratify and implement the African Road Safety Charter

• Become contracting party to and implement the seven
United Nations road safety conventions

Recommended Action

Pillar 1: Road Safety Management

Ministry of Transport &
Lead Road Safety Agency

Ministry of Transport,
Federal Police Commissions
& other stakeholders

Ministry of Transport

Ministry of Transport

Responsible institution/s

Chapter 8 | Actions
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Enforcement

• Establish
intelligence led
policing, using
data to focus
enforcement on
the times and
places that present
the greatest risk

Legislation

• Improvement of
legislation (amend
directives) by updating
the vehicle inspection
Proclamation/
legislation,
incorporating recent
developments

Develop manual for
Uniform Traffic Control
Devices (MUTCD)

Description

Improve vehicle safety
through periodic and
mandatory vehicle
inspections and formulate
standards

#

7

• Ensure uniformity
in traffic control by
applying internationally
harmonized signs
and signals (UN
Conventions)

• Incorporate the
MUTCD in the
curriculum of training
to obtain driving
licenses and formal
education

• Train professionals on
road safety audits and
inspections

Education

• Continuous training of inspectors
to improve their knowledge
and skills in line with new
developments in the profession

• Licensed inspector and
recertification training and
renewing inspector/centres

• Encourage
investment in Fleet
Management

• Ensure calibration
of inspection
machines and set
the standards for
calibration

• FTA should
define minimum
requirements
for calibration of
vehicle inspection
machines

• Launch mass media campaigns
in support of enforcement to
maximize compliance and builds
public support/trust
• Enforcement should be supported
by targeted campaigns to educate
and inform the general public

Technology

• Apply VIDA software
(IRAP methodology)

Technology

Education

Pillar 3: Safe Vehicle

• Enforce the
implementation of the
MUTCD across the
country

6

• Prepare the MUTCD
for implementation
across the country

• Develop manual for
road safety audit

• Licensed and accredited
road auditors and
inspection professionals

Introduce mandatory
road safety audits and
inspections

• Introduce mandatory
road safety audits
(make road safety audit
a legal requirement)
at different stages of
project development

5

Enforcement

Legislation

Description

#

Pillar 2: Safe Infrastructure

Ministry of Transport,
FTA, RTB, Inspection
Stations, Private
Operators

Responsible institution

Ministry of Transport &
Ethiopian Roads Authority
(ERA)

Ministry of Transport and
Road Safety Lead Agency

Responsible institution

Chapter 8 | Actions
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Improve road safety
education in primary
schools

Improve driver
training and testing

Description

Strengthen Pre-hospital
care

8

9

#

10

• Establish three-digit
UAN

• Assign national lead
government agency
designated to manage
pre-hospital service

• Prepare educational materials
according to the core
competency of the revised
driver training curriculum

• Strengthen the TVET to
produce competent driver
instructors

• Educate the public on the
corrupt process of driver
licensing and its consequences

• Prepare educational materials
according to the core
competency of the curriculum

• Educate teachers to provide
road safety education based
on the competency of the
curriculum

Education

• Strengthen the
coordinated efforts
on pre-hospital
care providers

• Enforce minimum
standards for
ambulance services

Enforcement

• Provide first aid training for
traffic police officers, community
volunteers, commercial vehicle
drivers and public transport drivers

• Build community awareness to call
professional emergency services to
the crash scene

Education

Pillar 5: Post-crash response

• Evaluate the competency
of driver training
instructors for both
theoretical and practical
training

• Regulate the minimum
standards expected
from each driver training
schools

• Develop national
formal pre-hospital care
system and policy

Legislation

• Revise the driver
training and testing
curriculum

• Facilitate the approval
of Ministerial Council
of the regulation and
directives for fully
implementation of
Proclamation No.
1074/2018

• Fix the time schedule to
start the implementation
of road safety curriculum
for at least lower grade
students (KG-Grade 6)

• Establish legal
framework for
integrating road safety
education in primary
school curriculum
(memorandum of
understanding between
MoT and MoE)
• Design monitoring and
evaluation platform

Enforcement

Legislation

Description

#

Pillar 4: Safe Road Users

• Furnished
ambulances with
the state-of-theart equipment and
medical supplies

• Establish
centralized dispatch
centres equipped
with GPS controlled
navigation system
at selected
locations

Technology

• Implement video
recording during driver
testing, until a fully
controlled testing
system is developed

• Implement electronic
certificate to avoid
forgery

• Avail audio visual
instruments

• Develop audio
and video assisted
materials

Technology

Ministry of Transport
and Ministry of Health

Responsible institution

Ministry of Transport

Ministry of Transport
and Ministry of
Education

Responsible institution

Road Safety Performance Review: Ethiopia
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Description

Ratification of
UN road safety
conventions & AU
road safety Charter

Establish an
autonomous road
safety lead agency at
the national level

Strengthen the traffic
and road safety
legislation

Road safety financing

Establish and develop
crash database
system, including
traffic violation
offenses

Establish a road
traffic crash costing
system

Research and
development

#

1
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2

3

4

5

6

7

• Collaborate with research institutions & universities

• Invest in research and development on road safety

• Develop the costs of possible countermeasures

• Develop the crash costing system

• Collect geo -referenced crash locations using GPS reading tools

• Develop evidence-based road policing and enact strict enforcement

• Adopt international road traffic injury severity classification

• Strengthen the capacity of the crash scene investigators and those involved in road policing

• Standardize the crash collection format or crash attributes

• Expedite the computerized crash databases system which is currently under development

• Ensure sustainable road safety funding at national as well as regional levels

• Prioritize implementation of reduction in passenger on urban &pedestrian injuries on countryside roads through
engineering &enforcement measures (e.g. speeding and drink driving enforcement, seat belt enforcement,
enforcement on use of mobile while driving, improving road features &provision of pedestrian facilities)

• Enhancing the capacity of traffic officers (critical activities)

• Benchmark the international best practices

• Accede and efficiently implement core UN road-safety related legal instruments

• Improve the allocation resources by Ministry of Transport

• Strengthen the relationship between the National and regional road safety institutes

• Assign competent professionals and technical experts to lead agency

• Raise political priority for the allocation of sustainable road safety funding

• Work with the council of Ministers to establish the lead agency for road safety at National level

• Solicit capacity-building support from both the United Nations and African Union Commission or other agencies
to implement the UN road safety conventions and African road safety charter

• Ratify and implement the African Union road safety charter

• Become contracting party to and implement the seven United Nations road safety conventions

Recommended Action

Pillar 1: Road Safety Management

Ministry of Transport &
Lead Road Safety Agency

Ministry of Transport,
Ethiopian Roads Authority
& Lead Road Safety Agency

Ministry of Transport,
Ministry of Health & Lead
Road Safety Agency

Ministry of Transport

Ministry of Transport &
Federal Police Commission

Ministry of Transport

Ministry of Transport

Responsible institution/s

Chapter 8 | Actions
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Description

Design standards

National standards
of amenities in urban
road environment &
high-speed roads

Road safety audit

Road safety
Inspection

#

8
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9

10

11

• Develop road safety inspection
manual

• Introduce mandatory road safety
inspections at regular intervals
(3 years)

• Develop a manual for road safety
audit

• Introduce mandatory road safety
audits (make road safety audit a
legal requirement)

• Establish standards for safety
facilities (e.g. rest areas,
emergency lanes, water,
telephone, separation fences for
vulnerable traffic)

• Put in place road hierarchical
classification and meet transport
demand for all road users
-separate sidewalks and bicycle
lanes from motorized traffic

• Revise ERA and AACRA manuals
to accommodate all road users
(e.g. Pedestrians, cycling, BRT,
dedicated bus facilities etc.)

Legislation

• Carry out road safety
assessment and
inspection every three
years

• Establish a licensed
and accredited road
assessment and
inspection organization

• Conduct road safety
audit at four stages
of the road project
development

• Establish licensed and
accredited road audit
organizations

• Enforce the
implementation of the
MUTCD across the
country

• Licensed and accredited
road auditors and
inspection professionals

Enforcement

• Government could
consider formal
cooperation with iRAP
in assessments

• Train professionals on
road safety inspection

• Government could
consider formal
cooperation with iRAP
in assessments

• Develop a national
level road assessment
program

• Train professionals on
road safety audit

• Undertake public
awareness campaign on
road amenities

• Educate professionals
and designers to
incorporate public
amenity in the design
and upgrading road
project

• Include in curriculum of
appropriate under and
post graduate courses

• Provide training
on manuals for
professionals

Education

Pillar 2: Safe Infrastructure

• Apply VIDA software
(IRAP methodology)

• Apply VIDA software
(IRAP methodology)

• Apply intelligent Traffic
management system on
high-speed roads and in
big cities

• Use latest interactive
software

Technology

Ministry of Transport
and Lead Road Safety
Lead Agency

Ministry of Transport
and Lead Road Safety
Lead Agency

Ministry of Transport,
Ethiopian Roads
Authority (ERA) and
AACRA

Ministry of Transport

Responsible
institution
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Certification of road
safety auditors and
inspectors

Manual for Uniform
Traffic Control
Devices (MUTCD)

NMT strategy and
action plan

Compliance with
standards and
specifications

12
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13

14

15

• Prepare directive which
discourages departure from
standards and specifications

• Develop NMT design manual

• Encourage use of cycles by
formulating policies and
directives

• Prepare NMT strategy and
action plan

• Provide mandate for the
installation of traffic control
devices to a specific institution

• Ensure uniformity in
traffic control by applying
internationally harmonized
signs and signals, (i.e. Traffic
control devices based on Vienna
Conventions)

• Prepare the MUTCD for the
implementation across the
country

• Formulate regulations and
directives for the certification
of road safety auditors and
inspectors

• Establish independent
audits of construction
and preopening stage
of projects

• Implement strict
enforcement of
measures against illegal
parking and other
unauthorized activities
on cycle lane

• Enforce implementation
across the country

• Provide certification
for road safety audit
& inspection training
every six month or
yearly by recognized
institute/university

• Training on the safety
effects of design
departures

• Develop a cycle training
field in schools

• Organize training on
the strategy and action
plan for NMT

• Incorporate in the
curriculum of drivers’
training and formal
education

• Develop 10 days
continues training
with collaboration of
universities

• Develop use of bike
sharing scheme

• Encourage use of
electric cycle

Ethiopia Road
Authority and
Regional Roads
Authorities

Ministry of Transport
and Regional
Transport Bureaus

Ministry of Transport
and Ethiopian Road
Authority

Ministry of Transport
and Lead Road Safety
Lead Agency
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Segregation of
traffic based on
the hierarchal
classification of roads

Blackspot study
manual

Speed management
program

Road construction
work area safety

Land use planning

16
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17

18

19

20

• Encourage mixed land-use to
reduce number of trips per day

• Develop policies and standards

• Introduce speed limit for shared
roadway environment

• Revise the speed limit legislation,
according to the functional
classification of roads

• Develop list of countermeasures
and their benefits

• Prepare blackspot identification
manual

• Establish regulation forbidding
rickshaws, animal-drawn carts on
high speed roads and big cities in
the countries

• Inspection of the
compliance of
standards by an
independent body

• Evaluate the safety
performance of roads
on an annual basis

• Educate town planners
and professionals
involved in preparing
and implementing
master plans

• Establish training for
professionals and
campaign at regular
intervals

• Incorporate safety of
road construction work
area in civil engineering
courses both at
the under and post
graduate levels

• Capacitate police
officers in speed
enforcement

• Provide training to
professionals on how to
identify black spots

• Carry out periodic risk
mapping and assess
the effectiveness of
remedial measures
by using indicators
(e.g. before and after
analysis)
• Implement strict
enforcement on asphalt
roads

• Provide training to
professionals on the
“roads for all” concept

• Roads should be built
for all road users
depending on their
demands

• The technology should
be maintained and
calibrated in Ethiopia

• Procure sufficient
quantities of the latest
speed enforcement
technology

Ministry of Transport
and Plan Commission
of Regional States

Ministry of Transport
and Lead Road Safety
Lead Agency

Ministry of Transport
and Ethiopian Roads
Authority

Ministry of Transport
and Ethiopian Roads
Authority

Ministry of Transport
and Regional
Transport Bureaus
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Description

Safer Vehicle

#
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21

• MoT should submit an
instrument of ratification/
accession to UN and AUC (i.e.,
WP. 29 and Article 15 of the
African Road Safety Charter)

• Draft National Automotive
Policy (NAP) to support the
adoption of priority vehicle
safety requirements standards
for all new vehicles assembled
in Ethiopia in accordance with
latest international regulatory
framework for vehicles.

• Introduce a scrappage policy,
pre-shipment road worthiness
assessment and predictive
vehicle safety rating systems
resulting in safer and cleaner
vehicles.

• Introduce legally binding
requirements for vehicles
safety and strict vehicle
importing laws for secondhand cars complying with a
common set of UN vehicle
type approval standards/
certification schemes.

• Revise Proclamation No.
681/2010 and related
directives; and clarify,
streamline and harmonize the
VIIR guidelines according to
UN Agreements for Vehicle
Regulations and recent
developments in Ethiopia.

Legislation

• Coordinate and
integrate enforcement
operations in an
annual calendar of
events/operations that
regional States sign-up
to achieve continuous
compliance.

• Establish an
intelligence led
policing, using data to
focus enforcement on
the times, places and
street worthiness that
present the greatest
risk.

• Enforce rules on
driving time and
resting periods (AETR
Agreement)

• A statutory planned
visit to inspection
centres to certify that
the equipment and
processes/procedures
used by operators in
testing and certifying
vehicles are consistent
with the UN Vienna
1997 Agreement
(Resolution R.E.6)

Enforcement

• Provide resources to carry out
road-side inspections

• Undertake training of inspectors
to ensure their continuing
professional development

• recertification training programmes
on automotive inspection and
maintenance

• Undertake licensed inspector and
mechanic

• Undertake targeted campaigns
to educate and inform the
general public on minimum safety
requirements and environmental
aspects of the vehicles.

• Launch mass media campaigns
in support of enforcement to
maximize compliance and build
public support/trust

Education

Pillar 3: Safe Vehicle

• Ensure that
calibration
of inspection
machines – as well
as the standards
for calibration – are
traceable to the
ESA and FTA

• FTA should define
according to
R.E.6 minimum
requirements
for calibration of
inspection machine,
measuring and test
equipment required
as part of its
follow-up services
procedures

Technology

FDRE, ECE, ECA,
Special Envoy, AUC

Ministry of Transport,
FTA, RTB, Inspection
Stations, Private
Operators

Responsible institution

Chapter 8 | Actions

61

07.12.20 10:24

Description

Road user
behaviour

#
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• Establish legal framework
on financial assistance from
traffic fine

• Introduce effective penalty
scheme for offenders of
traffic rules that can deter
their behaviour

• Conflict of interest among
FPTD and Regional Police
should be legally resolved

• Harmonize existing road
safety laws across regions

• Prepare helmet standards

• Introduce child restraints
law

• Set a separate alcohol limit
for young drivers

• Make seat belt law
compulsory for front and
rear seat passengers

Legislation

• Introduce enforcement
of proper functioning of
seatbelt during annual
vehicle inspection

• Allocate sufficient budget
and logistic support
for regions to facilitate
enforcement

• Enforce the existing
pedestrians’ law

• Strengthen enforcement
of regulations on major
risk factors (seatbelt,
speed alcohol and
helmet) across the
regions

• Set proper platform to
enforce Proclamation
No. 395/2019

Enforcement

• Encourage and assist schools to
develop road safety clubs

• Strengthen ongoing capacity
building scheme for traffic
police

• Implement road safety
curriculum already developed
in 2018

• Use alternative approach to
educate the public, particularly
in rural area (e.g. health
extension workers)

• Implement social marketing
approach for road safety media
campaign

• Develop national road safety
communication framework

Education

Pillar 4: Safe Road Users

• Install CCTV cameras
in selected high-risk
road locations

• Assist enforcement
using appropriate
traffic control
technology
(breathalyzer and
speed gun)

Technology

Ministry of Transport,
Police, Federal and
Regional Transport
Authorities, Media,
MoE, Civil Societies

Responsible institution

Road Safety Performance Review: Ethiopia
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Driver training
and testing

• Revise the minimum
educational background
stated in the amended
driver training and
certification proclamation in
which grade 4 is eligible for
automobile and motorcycle

• Encourage TVET to be
involve in the driver training
service and upgrade the
existing schools

• Introduce professional driver
licensing system for heavy
goods vehicle (HGV) and
bus drivers

• Revise the current driver
training curriculum so as to
improve its content and the
duration of the training

• Facilitate Ministerial
Counsel approval of driver
training and licensing
regulation and directives
for full implementation of
Proclamation No. 1074/2018

• Regular supervision at
the training field so as to
check the training time
and quality

• Evaluate the competence
of driver training
instructors for both
theoretical and practical
training

• Negotiate with
municipality to avail
sufficient practical
training area for driver
training schools

• Regulation of minimum
standards expected
of each driver training
schools

• Proper enforcement of
measures against corrupt
driver training schools
based on information
from mistreated trainees
and unanticipated
supervision during field
practice

• Provide in-depth training on
traffic psychology for driver
instructors

• Capacitate driver training
schools using supportive
supervision

• Strengthen the capacity
of driver training schools’
supervisory team

• Implement electronic
certificate to avoid
forgery

• Use simulation devices
to assist training

• Automation of driver
testing centres to fight
against corruption

Ministry of Transport,
Federal and Regional
Transport Authorities,
Media, Driver Training
Schools
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Description

Pre-hospital care

#
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• Establish dedicated
ambulance lane to attend
to victims within the golden
hour of injury

• Introduce a clear framework
for crash investigation and
data collection

• Establish national trauma
data recording system

• Develop national bystander
protection law

• Establish national three-digit
universal access number

• Establish systematic prehospital care data collection
for emergencies

• Assign national lead
government agency
designated to manage and
coordinate pre-hospital care
services

• Develop national formal
pre-hospital care system and
policy

Legislation

• Enforce measures
against unnecessary
request for out of
pocket payment by
health facilities

• Strengthen the
data sharing system
between traffic police,
community bystanders
and health facilities

• Strengthen
coordination of prehospital care providers

• Enforce minimum
standards for
ambulance services

Enforcement

• Expand pre-hospital professional
training to both high and medium
level paramedics

• Provide first aid training for
traffic police officers, community
volunteers, commercial vehicle
drivers and public transport drivers

• Educate the public about how to
call for help in case of emergency/
road crash

Education

Pillar 5: Post-crash response

• Improve
infrastructure
(construction of
ambulance lane)

• Assist crash
investigation
process using
technologies such
as geo-information
systems and crash
simulation software

• Furnish ambulances
with the state-ofthe-art equipment
and medical
supplies

• Establish
centralized dispatch
centres equipped
with GPS controlled
navigation system
at selected
locations

Technology

Ministry of health,
Ministry of Transport,
Federal and Regional
Transport Authorities,
Media, NGOs and
Civil Societies

Responsible
institution
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Facility-based care

Rehabilitation

25

26

• Design policy to integrate
rehabilitation with hospital
trauma care services

• Establish national
rehabilitation policy

• Introduce clear framework
for rehabilitation programs

• Ensure sufficient budget for
emergency department

• Support health facilities
along main highways with
Emergency Medical System
supplies and facilities

• Adopt and implement
WHO’s guideline for trauma
quality improvement
programs

• Set a clear framework for
emergency data collection

• Link third party insurance
system with health care
facility

• Establish
multidisciplinary
approach in
rehabilitation services

• Enforce proper design
and inclusiveness of
infrastructure and
services for people
living with disability

• Enforce measures
against request for out
of pocket payments
from RIT victims by
health facilities

• Assign non-rotating
staffs in emergency unit

• Monitor and avail ICU
equipment

• Strengthen national
coordination system

• Simplify the process
of procurement
and maintenance of
resuscitation equipment

• Regulate facilitybased supply chain
management

• Educate public on the principle
of equality of opportunity for all
regardless of disability status

• Provide vocational training that
allows the participation of people
with particular disability

• Educate the public to change
negative attitude towards people
living with disability

• Ensure adequate budget for
awareness raising and training

• Provide in-service training and
certification for emergency
professionals

• Educate the public on the
importance of time on the injury
outcome

• Provide updated information on
the facilities providing trauma
services

• Raise community awareness of
how to claim free emergency
services

• Build community awareness to call
professional emergency services to
the crash scene

• Make
transportation
technology
accessible for
disabled people

• Install appropriate
technology at
buildings

• Provide appropriate
technology to
reduce functional
limitation

• Equipped
emergency
department
with functional
life sustaining
equipment

Media, NGOs and
Civil societies

Ministry of health,
Ministry of Transport,
Insurance Companies,

Ministry of Health,
Ministry of Transport,
Insurance Companies,
Federal and Regional
Transport Authorities,
Media, NGOs and
Civil Societies
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Legislation

• Update/revise rural road
design and construction
standards to ensure that
they are responsive to the
needs of rural transport
safety, enable introduction
of performance-based
specifications for
contractors

• Summaries of sections of
the LVR manual should be
made into small pocket
book guides in local
languages

Description

Safer Rural
Transports

Safer Rural
Transports

#
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28
• Establish a stronger
system of independent
inspection of LVR works
(M&E)

• Strengthen
enforcement of the LVR
standards/manual

• Utilize randomized
scheduling or
deployment methods
for rural enforcement
programmes to achieve
more widespread
coverage of vast road
networks given the low
level of police presence

• Introduce larger fines
(penalties) for noncompliance with safety
regulations (fines should
be commensurate with
the scale of the offense)

Enforcement

• Community road safety education
initiatives (campaigning for wider
safety improvements at school, &
market areas)

• Roads under the Universal Rural
Road Access Program should be
easily ‘read’ and understood by
local contractors and drivers

• The Federal government and local
authorities should create a skills
development programme for rural
roads practitioners (e.g., training
curricula and tools on road safety
audits, periodical routine and
safety engineering)

• Introduce awareness raising
campaigns where roads are
significantly improved to help
rural people understand the risks
associated with increased motor
traffic

• Introduce localized education
campaigns that target local road
safety problems and ‘at-risk’ rural
populations.

Education

Cross-cutting isues: Safer rural transports

• A portion of funds
generated from
traffic enforcement
activities should
be earmarked for
rural road safety,
and associated
interventions
and alternative
maintenance
technologies

• Use of labour-based
technology where
appropriate

Technology

Ethiopian Roads
Authority (ERA), RRA,
Ministry of Transport

Ethiopian Roads
Authority (ERA), RRA,
Ministry of Transport

Responsible
institution
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Annexes
Annex 1: United Nations road safety conventions
#

United Nations Road Safety Conventions

1

1949 Convention on road traffic

2

1968 Convention on road traffic

3

1968 Convention on road signs and signals

4

1958 Agreement on UN Regulations for vehicle type-approval

5

1997 Agreement on periodic technical inspection

6

1998 Agreement on UN Global Technical Regulations on vehicle construction

7

1957 Agreement Concerning the International Carriage of Dangerous Goods by Road
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Annex 2: List of contributors
National contributors
Institution
Ministry of Transport

Name

Position

Gashaw Tenna

Senior Advisor to Ministry of Transport

Yonas Belete

Head of NRSC

Ministry of Health

Dr. Alegnta Gebregeorgies

Director – Emergency and Critical Care Directorate

Ethiopian Roads Fund

Rashid Mohammed

Director General

Alemayehu Ayele

Deputy Director General

Yetimgeta Asrat

Deputy Director General

Abreham Abdela

Director

Nigatu Wudineh

Director

Commander Shewarega Gizaw

Director of Traffic control

Deputy Commander Daniel Gebreluel

Head- Federal Police Traffic Control Division

Inspector Mule Wekineh

Division Head

Mitiku Asmare

Deputy Director

Yakob Belay

Director – Traffic Safety Directorate

Yohanes Lema

Director- Road safety education Directorate

Tamru Tulu

Director- Driver Training and Certification

Pikolo Ali Hussen

Inspection Centres Certification Officers

Getu Hailemariam

Team Leader Traffic Safety Directorate

Bayou Mulugeta

Director – Rural Transport Directorate

Admasu Assefa

Director- Vehicle Inspection & Registration

Tefari Chemeda

Deputy Director- Rural Road Development

Addis Temesgen

Director – Road Traffic Safety Directorate

Lema Dilelissa

Director – Driver training and Certification

Amhara Road and Transport

Wube Atnafu

Deputy Director General

SNNP Transport Bureau

Merkebu Tadesse

Director

Addis Ababa City Administration

Meti Tamerat

Director

Third Party Insurance

AdilAbdullahi

Director- Insurance Operation Directorate

AaBET Hospital

Dr. Yonas Kefelegn

Director- Patient Flow and Quality Directorate

Cheshire Ethiopia

Fasil Ayele

Executive Director

Amhara Road Works Enterprise (ARWE)

Asmamaw Alemayehu

Director

Amhara Rural Roads Construction Agency (ARRCA

Dawit Awudew

Project Manager

Ethiopian Standards Agency (ESA)

Endalew Mekonen

Chief Executive Officer/Director General

United Auto Maintenance Services

Dereji Abate

Technician Head

Auto-Trust - Technical Vehicle Centre

Shibabaw Yeshitila

Head of Technicians

Addis Ababa Driver Training

Samuel Nigusse

President- Addis Ababa Driver Training Association

Tebita Ambulance

Yitages Mengistu

General Manager

Moenco Ethiopia

Temesgen Arega

Head of Inspection

Addis Ababa University

Bikila Teklu (Dr.)

Assistant Professor

Eptisa Ethiopia (consulting firm)

Arshad Hussain Khan

Senior road safety engineer

Ethiopian Roads Authority

Addis Ababa Police Commission
Ethiopian Federal Police Commission

Federal Transport Authority

Oromia Transport Bureau

International contributors
Institution

UNECE

Name

Position

George Georgiadis

Secretary, Inland Transport Committe

Nenad Nikolic

Regional Advisor

Walter Nissler

Chief, Vehicle Regulations and Transport Innovations
Section

Robert Nowak

Economic Affairs Officer

UNECA

Atkeyelsh Persson

Economic Affairs Officer

WHO

Vijay Kannan

Technical Officer

African Union Commission

Aconkpanie Badji

Policy Officer (Road Transport)

María Seguí-Gómez

FIA High Level Panel Expert

Marc Shotten

FIA High Level Panel Expert

Shaw Voon Wong

FIA High Level Panel Expert

Fédération Internationale de l'Automobile (FIA)
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Despite being an important sustainable development issue, road traffic safety is not allocated
sufficient funds and institutional arrangements remain inadequate in less developed countries.
Recognizing the need to support Member States in urgently addressing road safety challenges,
the United Nations Secretary-General’s Special Envoy for Road Safety is collaborating with the
United Nations Economic Commission for Africa and the Economic Commission for Europe
to initiate road safety performance reviews, for requesting governments. The reviews assist
African countries in strengthening their national road safety management capacities and
improving their national road safety records.
How exactly does a Road Safety Performance Review work? It assesses the road safety
status of a particular country, helps the Government identify the most critical safety
aspects and recommends actions to be taken. Then, when the priority needs have been
identified, capacity-building seminars and workshops are organized for national road safety
stakeholders. The project thus lays down the core issues that require the urgent attention of
political leaders and other stakeholders. It also assists the stakeholders in setting important
targets for national road safety strategies and action plans as well as determining specific
measures to reach these targets.
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UNECA | UNECE

As a consequence of road traffic crashes, an estimated 1.35 million people die and more than
50 million people are injured each year on the world’s roads. Most road traffic fatalities and
injuries occur in low- and middle-income countries, and there has been no reduction in the
number of road traffic fatalities in any low-income country since 2013, according to the World
Health Organization. Ethiopia is no exception: according to government statistics, road traffic
deaths more than doubled in the 12-year period between 2007 and 2018.
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