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Foreword

Though well known by those reading our report, it bears repeating that road  

traɝc fatalities and injuries remain a critical public health problem globally, with 
nearly 1.2 million people dying on the roads each year. More than 90 percent  
of these fatalities are in low- and middle-income countries and, tragically, road 
deaths are the leading cause of death for children and young people. To address 
this crisis, the recommendations in this report call for urgent action and stronger 
commitments from a wide range of stakeholders – not only by governments,  
but also by public and private organisations, city governments, ȴnance providers 
and the automotive sector. 

To launch the second Decade of Action in February 2020, Sweden hosted the 3rd 

Global Ministerial Conference on Road Safety. This conference marked the ȴrst  
clear convergence of road safety and the broader Sustainable Development  
Goals. In preparation for the Stockholm conference, the Swedish Transport  
Administration convened an international Academic Expert Group (AEG) to propose 

recommendations for advancing global road safety. These recommendations  
were directed to all parts of society, low- and middle-income nations as well as 
high-income countries, and towards all the cornerstones of a safe road transport  
system. They were built around the potential of integrating road safety with  
the full sustainability agenda including climate, health, and equity. 

In the run-up for the 4th Global Ministerial Conference on Road Safety, the Swedish 
Transport Administration again convened the Academic Expert Group (AEG2) to 

develop a new set of recommendations to further accelerate progress. Building 
on the broad ideas introduced in the ȴrst AEG report, the new recommendations 
more explicitly point out speciȴc sectors, actors, roles, and actions that can result 
in near-term change in road safety globally. These recommendations build on  
the outcomes of the conference in Stockholm, and aim to make a tangible  
contribution to achieving the target of a 50 percent reduction in global road  
fatalities and injuries by 2030. 

Roberto Maiorana, Director General  
of the Swedish Transport Administration
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This report describes how organisations, both public and private, can reduce 
their safety footprint and stimulate others within their sphere of inȵuence to  
follow their lead. In particular, the report highlights the right to safe workplaces, 
and how occupational health and safety obligations can motivate organisations  
to take on road safety as part of their e΍orts to demonstrate compliance and 
assure customers, investors, and business partners of their control of the leading 
cause of work-related injury deaths. About one-third of global road deaths are 
work-related and occupational health and safety obligations clearly cover worker 
safety whether on an employer’s premises or on public roads.  

As we gather in Marrakesh for the 4th Global Ministerial Conference on Road  
Safety, I am proud to share these new recommendations with the global road 
safety community. They were developed by a group of internationally recognized 
road safety professionals, reȵecting their accumulated wisdom and vision for 
accelerating global road safety progress. The recommendations of the Academic 
Expert Group are universal. They can be applied anywhere in the world and are 
built on a solid knowledge and practice foundation. 

Halfway through the second Decade of Action, we are still a long way from 
achieving the global target of a 50 percent reduction in road deaths, and the 
Swedish Transport Administration strongly believes that the only way to achieve 
this ambition is to work systematically and collaborate globally.  

On behalf of the Swedish Transport Administration, I would like to thank the  
Academic Expert Group for this important intellectual contribution. I also want  
to acknowledge the experts in my own organisation and our many global  
partners for their valuable input to this lifesaving work. The theme of the 4th  

Ministerial conference is particularly appropriate, ”one road, one world,  
commit to life”, and in support of the Government of Morocco and the World 
Health Organization, we are conȴdent that this gathering of world leaders  
and experts will result in strong commitments that will accelerate action towards 
the target of halving global road fatalities by 2030.  

     Together, 
 towards 
     Vision Zero!   
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The importance of deaths  

among people of working ages and  

the disproportionate impact on males 

is also reȵected in data on work- 
related driver deaths available from  

31 countries. In these countries… 5%  

of deaths result from work-related  
driving (e.g., deliveries and appoint-
ments); and an additional 12% of 

deaths are among (disproportionately 

male) professional drivers “at work”. 

From the Global Status Report on 

Road Safety 2023

Preamble
Internalizing road safety in every organization:   

The next step in transforming global road safety.  

The police should be  

more active in searching  

for this kind of information  

to make it possible to estimate  

the number of killed third party 

victims. In the present study,  

with some cases not possible  

to identify, the number of 

third-party victims [in work- 
related crashes] were three times 

more common than those  

employed or contracted killed.

From Kullgren et al, 2023

Nearly 1.2 million people die annually on roads around the world, a problem 

recognized by the World Health Organization as a global pandemic. An organized 
movement centered in the United Nations is addressing the problem through 
coordinated strategies, plans, and investment. This UN global road safety e΍ort 
now approaches the midpoint of its second decade and is showing modest  
progress.   

A global meeting of Transport Ministers, the 4th Global Ministerial Conference on 
Road Safety, will mark the halfway point of the second Decade of Action for Road 
Safety, gathering the world’s leading experts and authorities to assess progress 
and consider new directions. To prepare for this midcourse examination, an 
Academic Expert Group convened by the Swedish Transport Administration has 
examined the range of factors a΍ecting road safety progress and recommended 
strategies that can maximize improvement in the second half of the decade and 
beyond.  

The recommendations of the Academic Expert Group depart from tradition.  
After more than a century of looking to governments for primary responsibility 
for safe roads and traɝc, the Group’s deliberations recognize that the scale of the 
global problem will require a much broader e΍ort. The Academic Expert Group 
concludes that a new level of road safety commitment and action can be reached 
by supplementing the work of governments with the power of non-government 
organizations of all types. Integrating road safety responsibility in the mission 
and operations of non-government organizations can leverage and extend the 
work of governments and compound the rate of global change. 
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These new recommendations follow a report from the same group at the  
beginning of the decade1. That report highlighted the synergies between road  

safety and the UN Sustainable Development Goals, a comprehensive set of goals 
for “peace and prosperity for people and the planet”2. Integrating road safety in 
these goals beneȴts both safety and sustainability, steering more e΍ort to road 
safety while advancing the goals of equity, climate, and human well-being. Safer  
roads can improve access to education and healthcare, reduce global warming, and 
provide more livable cities by allowing children and youth to walk and cycle safely. 

The new recommendations extend this principle of integration, targeting non- 
government as well as government organizations because of their global reach  
and impact, especially in low and middle-income nations where 90 percent of road 
deaths occur. When organizations internalize road safety – rather than externalize 
responsibility to individuals and/or the government – they can not only protect 
their workforce but also stimulate road safety responsibility and investment 
among the other organizations in their value chain, all those which supply their  
raw materials and those who distribute their ȴnished products. 

Looking at their entire value chain, the footprint of organizations comprises a  
signiȴcant portion of road traɝc. Some organizational trips are links in long  
supply chains, others may move a single employee from one location to another  
to transact business. All these trips have a professional purpose and fall under  
the jurisdiction of business laws and regulations and therefore have the potential 
for stringent management. Organizational trips must comply with expectations, 
requirements, and often legal obligations, and be performed in an e΍ective,  
safe, and sustainable way. 

For most organizations, death and serious injuries among their employed and  
contracted workers, together with the third parties who are killed in these  
crashes, constitute their largest workplace losses. The Academic Expert Group  
approximates that work-related crashes comprise about one-third of total global 
road deaths, or about 400,000 fatalities per year. This approximation includes  
all those killed in a crash in which a driver was on work duty plus any third  
parties who were killed, such as those who were passengers in the working  
driver’s vehicle, vulnerable road users struck by the working driver’s vehicle, or 
occupants of other vehicles that were involved in a crash with a working driver.  
The approximation does not include crashes in which drivers were not working  
but may have been commuting to their workplace.   

The new recommendations from the Academic Expert Group lay out both the  
rationale and a strategy for engaging non-government organizations in road  
safety responsibility and action. The strategy builds on existing motivations  
of these organizations to protect their investment in their employees, prevent 
injury or death to community members, and reduce the economic burden of  
crashes, injuries and disruptions. The recommendations focus on existing  
occupational health and safety obligations for performance and reporting,  
and include approaches for applying further incentives such as ȴnance. 
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The tradition of blaming individuals for road deaths and not taking full advantage 
of evidence-based preventive actions can be superseded by a new paradigm where 
organizations are compelled to implement and maintain proven interventions to 
protect society. Mechanisms to internalize road safety are already in place in nearly 
all organizations but must be leveraged through radically improved understanding 
of how the best possible prevention practices can become nearly ubiquitous when 
integrated within organizational functions. Governments can set an example  
by requiring the highest safety standards, both among their workers and in their 
procurements.  Non-government organizations can follow by adopting the best 
road safety risk management practices and requiring the same throughout their 
value chain. 

The Academic Expert Group believes that approaches for reducing the pandemic  
of roadway deaths and serious injuries must continue to evolve and that substan-
tial progress can be achieved if society uses its capacity to establish and enforce 
both regulations and public expectations to drive this transformation. It must 
expand its focus to create an ecosystem of road safety commitment consisting of 
government and non-government stakeholders, looking further than individual 
road user responsibility, and developing clear expectations for organizations of all 
types to implement evidence-based prevention techniques.
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The recommendations in this report have the potential to overcome the current 
compartmentalization of road safety responsibility that leads to road safety  
action being delegated primarily and exclusively to governments. They acknow- 
ledge the need to stimulate action to reach the road safety target adopted for  
the Second Decade of Action, the role of road safety in determining the peace  
and prosperity of our people and planet as articulated in the Sustainable  
Development Goals, and the need to engage sectors of society that hold  
great power for change. The recommendations also build on the foundation  
of the 2019 AEG report, extending its potential with more power for  
implementation.

The report recommends action by sectors that can inȵuence road safety,  
including non-government and government organizations and city governments  
in particular, the ȴnancial sector, and the automotive sector.   

Recommendations address:

•	 How workplace safety rules and regulations and practices currently  
incorporate road safety and how these obligations can drive progress. 

•	 How governments can stimulate the public sector to improve road safety  
by leading by example and using both regulation and its power of public  
procurement.  

•	 How ȴnancial actors can compel corporations to develop plans to reduce  
and eventually eradicate road deaths and serious injuries across their  
value chains and report on their safety footprint.

•	 How organizations of all types can apply safe system principles and  
e΍ective safety actions throughout their value chain, particularly in LMIC,  
and report on progress.

•	 How organizational safety culture can prevent road traɝc deaths  
and serious injuries among employees and third parties in crashes  
where employees are involved.

•	 How the automotive sector can use their unique potential to produce  
and market vehicles to organizations that are safe and facilitate safe use. 
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Executive Summary
Approaches for improving road safety over past decades have focused primarily 
on the governmental roles of regulation, ȴnancial support, education, and enforce-
ment of rules, mostly aimed at the road user. These roles are essential to progress 
and much has been gained by reȴning tools for government action. We are far 
from ȴnished and need to continue our work to build capacity among government 
oɝcials to implement evidence-based road safety measures. However, even now 
we can see that governments alone will not be able to achieve the scale of change 
that is necessary. We must now broaden our ambition by looking to the full range 
of organizations, government and non-government, to better fulȴll their road 
safety responsibilities.  

The Potential of Organizations 

Because road travel is an essential means for achieving the mission of virtually all 
organizations, those who own or manage organizations should be compelled to do 
all they can to prevent road traɝc crashes involving their vehicles and injuries to 
their employees and others with whom they share the roads. Indeed, road traɝc 
crashes are the leading cause of work-related severe injuries and death around  
the world. A global focus on these organizational obligations could be a game 
changer for road safety. By our approximation, one-third of all global road deaths 
– as many as 400,000 deaths annually – occur in crashes involving someone driving 
at or for work.

The potential of organizations is even more compelling when considering the  
reach of their value chains into low- and middle-income countries to access labor, 
production, and raw materials, and the opportunity this network provides for  
implementing eɝcient and e΍ective prevention activities in nations that account 
for more than 90 percent of global road deaths.  

The Power of Occupational Health and Safety Laws

Every organization, public and private, has a social contract to operate responsibly 
and within the law. Central in this social contract is an obligation – legal, moral, or 
both – to care for their employees and others who are a΍ected by their operations.  
In most countries, these obligations are encoded in occupational health and safety 
authorities and/or regulations and laws. Road safety is included, either explicitly 
or implicitly, in a range of occupational health and safety conventions, regulations, 
standards and practices.  
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Work-related road traɝc is fundamentally di΍erent than road use by others in  
the amount of control available to implement e΍ective prevention measures.  
Risk prevention according to Vision Zero/Safe System principles is the key to road 
safety. Prevention begins with compliance with all road rules and involves  
decisions about the types of vehicles and safety technologies used, which roads 
are taken, and a range of operational factors including driver attention, sobriety, 
use of seatbelts or helmets, fatigue and time pressure, and travel speeds. In the 
work environment, Safe System principles can be embedded in the relationship 
between the organization and the employee, and expectations for organizational 
performance can be established, monitored, and enforced through occupational 
health and safety laws and practices.  

Responsibilities Beyond the Corporate Gates

As a result of occupational health and safety laws, and expectations that an 
employer should take every reasonable precaution to guard the safety of its 
workers, occupational safety has improved dramatically over the past century.  
However, the gains have been primarily within the corporate gates, in the  
facilities owned and operated by the organization.  

Legal principles are built on foundational expectations that those who have  
control have a responsibility to act in the public interest and these expectations 
are not limited by proximity. Organizations have extraordinary control of the risks 
of their road operations, and they can be expected to act on their responsibility  
regardless of whether their vehicles are within their gates or thousands of kilo- 
meters from their corporate headquarters.  

The concept of the carbon footprint has changed the way we think about  
organizations’ spheres of inȵuence, highlighting the fact that organizational actions 
a΍ect far more than what goes on inside their facilities. Organizational responsi- 
bility for their full footprint applies equally to climate and road safety. Occupational 
health and safety principles, conventions, standards, and laws extend to the full 
limits of the workplace, and the workplace commonly includes public roads.  

An informal review by the Academic Expert Group did not ȴnd any occupational 
safety convention, regulation, or standard that di΍erentiates the responsibility for 
preventing road traɝc deaths and serious injuries to employees or third parties 
according to whether a crash occurs within the facility or outside on public roads.  
On the contrary, common occupational safety methods involving the plan, do, 

check, and act process are well suited to preventing unsafe working conditions in 
public road traɝc. 
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The Way Forward

Realizing this opportunity for road safety is entirely feasible but requires  
adjustment of expectations and practices by a range of stakeholders. Our  
report discusses several key actions that are needed by non-government  
and government organizations, ȴnance providers, as well the automotive  
sector in particular.

To achieve signiȴcant improvements in road safety we will continue to rely  
on governments for action across the road safety pillars, including policies,  
regulation, guidance, and funding. Additionally, we now need government  
leadership to fully integrate road safety in occupational health and safety  
expectations and practice. We also need innovative action by city governments  
to demonstrate how workplace safety rules can be used to improve road safety 
and other sustainability issues for their residents and to reform procurement 
processes to beneȴt social needs including road safety. We recommend that  
the public sector begin by leading by example, demonstrating how their own 
organizations practice road safety prevention in their public service operations.  
Government organizations could then build these expectations into their  
procurements so that any organization doing business with the public sector  
is expected to practice the same level of road safety care across their footprint.   
We recommend that governments then take a further step by clarifying  
expectations for road safety as part of occupational health and safety  
mandates and as a part of government inspection and veriȴcation  
processes.  

The ȴnancial sector has a strong inȵuence on organizations through the  
prerequisites they set for loans and investment. Over the past 20 years,  

the sector has organized to leverage their control, with initiatives such as  
Principles for Responsible Investment establishing expectations and methods  
of verifying that organizations receiving funds are fully in control of their  
performance on environmental, social, and governance (ESG) factors.  
Movement has started toward inclusion of road safety factors in ȴnancial 
decisions with examples such as the new rated criteria adopted by the World 
Bank in September 2023 that include detailed road safety factors for evaluating 
international procurements3. Recognizing the importance of road safety to ESG 
performance, the Academic Expert Group recommends that the ȴnancial sector 
establish speciȴc and explicit expectations for road safety as prerequisites  
for funding.   
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For organizations of all types, our Academic Expert Group recommends the  
use of e΍ective tools such as safety management systems and standards  
including ISO 45001 and ISO 39001. Safety management systems have proven 
e΍ective in guiding organizations in measuring, improving, and reporting on  
road safety progress across their value chain. We also recommend that  
organizations establish and maintain a safety culture that supports the trust 
necessary to identify and report risks in road operations and systematically  
implement improvements.  

Because the automotive sector is so critical to progress, we direct speciȴc  
recommendations to the industry both as one of the largest global employers 
with consequent occupational health and safety obligations, and as owners  
of an extensive value chain of suppliers and distributors that creates an  
extraordinary footprint of inȵuence that can be leveraged for road safety  
improvement. In addition, we stress the importance of the automotive sector 
facilitating the occupational health and safety e΍orts of other organizations  
by manufacturing commercial vehicles with the highest levels of safety  
performance including technologies that facilitate e΍orts by other organizations 
to ensure that their vehicles are operated safely and in compliance with traɝc 
rules.  

The Academic Expert Group is not the ȴrst to examine the relevance  
of occupational health and safety requirements to road safety. However,  
our review of opportunities in the context of current thought about  
organizational footprints and in light of the potential of new crash  
prevention technologies concludes that:

•	 Road traɝc deaths are the most common cause of accidental death  
at the workplace, as many as 400,000 per year.

•	 Employers have the responsibility to prevent the risk of harm at  
the workplace, and are expected by laws, standards, practices,  
and social responsibility to use this control.

•	 There is no di΍erentiation in organizations’ responsibilities  
for work-related risks inside or outside their gates.

•	 Prevention practices are extremely powerful, and simply ensuring  
compliance with fundamental road rules is an important ȴrst step  
that should be applied everywhere.
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Background and Context
Rationale for focusing on organizations 

To inform deliberations at the 4th Global Ministerial Conference on Road Safety  
in Marrakech, Morocco in February 2025, an Academic Expert Group (AEG)  
convened by the Swedish Transport Administration considered progress and  
opportunities and recommended action in a direction that leverages proven 
strategies and substantially expands implementation and impact. This second 
iteration of AEG recommendations builds on the Group’s prior report released  
in advance of the 3rd  Ministerial Conference in Stockholm in 2020, elaborating on 

the need for evolution in road safety approaches described in that report and 
focusing on one of the central insights of the ȴrst Academic Expert Group report, 
the urgency for engaging additional sectors of society in implementing road 
safety practices.  

These recommendations from the AEG focus on the need to expand our  
expectations for road safety action beyond national governments. The number  
of non-government organizations far outnumbers public sector agencies and 
tools exist for engaging many of these organizations in deȴned and measurable 
actions to reduce road deaths in their scope of inȵuence. City governments  
also o΍er an opportunity because of their proven record of innovation in other 
areas of social progress and their speciȴc ability to inȵuence expectations for 
organizational action for road safety. The importance of engaging the workplace 
is underlined by scale of the work-related road safety problem, which the AEG 
approximates as about one-third of the overall problem, as many as 400,000 

work-related road deaths each year.  

An important part of the rationale for looking to non-government as well as 
government organizations for progress is the eɝciency of using available tools 
including occupational health and safety regulations, standards of practice  
and reporting expectations, and the power of the ȴnancial sector to stimulate 

e΍ective prevention practices. Occupational health and safety are basic human 
rights according to the United Nations4 and there are provisions and processes  
in society to realize this expectation.  
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These recommendations from the AEG are based on four fundamental points 
concerning the potential of occupational health and safety for improving road 
safety.  

FIGURE 1. Fundamental rationale concerning the potential of occupational health  
and safety to improve road safety (Traȴkverket)

•	 Road traɝc deaths are the most common cause of accidental death at the 
workplace, as many as 400,000 per year.

•	 Employers have the responsibility to prevent the risk of harm at the workplace, 
and are expected by laws, standards, practices, and social responsibility to use 
this control.

•	 There is no di΍erentiation in organizations’ responsibilities for work-related 
risks inside or outside their gates.

•	 Prevention practices are extremely powerful, and simply ensuring compliance 
with fundamental road rules is an important ȴrst step that should be applied 
everywhere.

Progress in the Second Decade of Action 

The Global Status Report on Road Safety 2023 estimates that road deaths in 2021 

had dropped to an estimated 1.19 million, a reduction of about 5 percent from 
2010 prior to the ȴrst Decade of Action5. While this estimate does not place the 
world on track to meet the target of 50 percent reduction that was established 
for the second Decade and previously for Sustainable Development Goal 3.6, it 

shows a decline from the prior decade despite the global vehicle ȵeet more than 
doubling and the world population increasing by nearly 1 billion.  

Two-thirds of the global deaths in 2021 were among people between ages 18–59 
years, with consequent health, social, and economic harm adding to the tragedy. 
Notably, motorcyclists and other powered two- and three-wheeler riders, 
vehicles increasingly used for commercial purposes, accounted for 30% of deaths.  
Occupants of four wheeled vehicles accounted for 25% of fatalities, pedestrians 
21% and cyclists 5%. Occupants of vehicles carrying more than 10 people, heavy 
goods vehicles and “other” users constitute 19% of deaths. Ninety percent of 

The four

elements 

of occupational

road safety

400 000 deaths per year
The leading cause of accidental  
occupational deaths

The OHS law

The employer is in control
of prevention

The gate 
does not  
exist

Prevention is effective
Ex. A global oil company
reduced road fatalities
by 80% in ȴve years
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these deaths occurred in low- and middle- income countries, with of these most 
occurring in middle income nations. People in low-income countries continue  
to face the highest risk of road death per population6.

Progress during the ȴrst decade was not evenly distributed. The European  
Region experienced the largest drop in road deaths, a 36% decline since 2010, 

while 66 countries reported increases, nearly half of which were in the African 
Region, which su΍ered a 17% rise in the number of deaths since 20107.

AEG Recommendations  

for the 3rd Global Ministerial Conference on Road Safety

The AEG was convened for the ȴrst time in 2019 to consider the experience of the 
ȴrst Decade of Action and develop recommendations to inform the deliberations 
at the 3rd Ministerial conference and the subsequent Stockholm Declaration. 
The AEG focused these recommendations on a vision for further road safety 
progress based on Safe System principles and utilizing the global momentum 
toward achievement of the UN Sustainable Development Goals (SDGs). The vision 
proposed widespread contributions to road safety by businesses, corporations, 
and governments through their entire value chains.

A set of nine recommendations were made to build upon the foundation 
provided by the ȴrst Decade of Action and realize the vision over the coming 
decade:

•	 Sustainable Practices and Reporting including road safety interventions 
across sectors as part of SDG contributions. 

•	 Public Procurement to utilize the buying power of public and private  
organizations across their value chains. 

•	 Modal Shift from personal motor vehicles toward safer and more active 
forms of mobility.

•	 Children’s Health encouraging active mobility by building safer roads  
and walkways.

•	 Upgrade Infrastructure to realize the value of Safe System design  
as quickly as possible.

•	 Safe Vehicles Across the Globe by adopting a minimum set of safety  
standards along with education.

•	 Zero Speeding to protect road users from crash forces beyond the limits  
of human injury tolerance.

•	 30 kph in cities to prevent serious injuries and deaths to vulnerable road 
users when inevitable human errors occur.

•	 Technology development to bring beneȴts of safer vehicles and infra-
structure to low- and middle-income countries.

AEG Recommendations for the 3rd Global Ministerial Conference in 2020
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Evolution of Road Safety Approaches

The ȴrst AEG report also included a description of the evolution of road safety 
consisting of three phases. FIGURE 2 shows that most nations begin with the road 

safety pillars as a foundation. Nations at every level of road safety development 
rely on the fundamental tools included among the pillars as the operational  
elements to achieve and maintain high levels of road safety.

Many nations have gone on to a second phase of road safety development  
that enhance the e΍ect of pillar interventions by applying them selectively and 
strategically according to Safe System principles. The Safe System approach 
addresses problems closer to their root cause and on a broader scale than  
conventional methods.

The ȴrst AEG recommendations proposed a third level of road safety develop- 
ment that promises exponential beneȴts. At this level, road safety is no longer  
an independent initiative, (i.e., a road safety silo) but rather an integral part  
of the Sustainable Development Goals, that encompass a wide range of  
humanitarian initiatives and have broad societal support.  

This second set of AEG recommendations further expand the means for  
implementing road safety objectives, supplementing the work of governments  
by engaging organizations of all types through their occupational health and  
safety obligations to protect employees and community members.  

Strengthened Road Safety Pillars

Safe System Approach

Sustainable Development
Goal Integration

AEG 2 Proposes an additional 

opportunity for progress

by engaging organizations

through their occupational

health and safety obligations

AEG 1 Proposed a new phase
of road safety evolution  
by integrating road safety  
in SDGs

Improved Road Safety
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FIGURE 2. The Evolution of Road Safety – AEG 1 and AEG 2
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Strengthened Road Safety Pillars

While there is still much to learn, we have the tools to vastly improve road safety 
around the globe. The ȴve road safety pillars identiȴed in the Global Plan for the 
2011–2020 Decade of Action include a set of evidence-based interventions that can 
measurably improve the safety of road traɝc, especially if they meet the design 
and management principles of the Safe System approach. These road safety 
pillars include tools for improving road safety management, and enhancing the 
safety of roads and mobility, vehicles, road users, and emergency response.

We have made progress in getting these tools into practice. What we need is much 
more progress, the sort of progress that will require a larger and more e΍ective 
army of implementers. The Sustainable Development Goals – and the army of 
advocates who are advancing these goals around the world – can make  
a substantial contribution to this need.

Safe System Approach

The vision for the second decade multiplies the reach and impact of the tools 
within the ȴve pillars and also extends the value of another critical component of 
the ȴrst decade, the Safe System approach. The vision recognizes that the tools of 
the ȴve pillars will have the greatest e΍ect on safety when they are applied along-
side new tools in a strategic and pervasive manner following the proven principles 
of the Safe System approach. The Safe System approach – also referred to as 
Vision Zero – recognizes that road transport is a complex system which must be 
designed around human physical limitations and perceptual and cognitive capa-
bilities. In order to achieve a high level of safety, the complete system – including 
road users, vehicles, the road infrastructure, and travel speeds – must interact  
in a way that ensures that these human capabilities are not exceeded.  

A Safe System approach:

1	 Seeks a transportation system that anticipates and accommodates human 
errors and prevents consequent death or serious injury.

2	 Incorporates road and vehicle designs that limit crash forces to levels that 
are within human tolerance.

3	 Motivates those who design and maintain the roads, manufacture vehic-
les, and administer safety programs to share responsibility for safety with 
road users, so that when a crash occurs, remedies are sought throughout 
the system, rather than solely blaming the driver or other road users.

4	 Pursues a commitment to proactive improvement of roads and vehicles so 
that the entire system is made safe rather than just locations or situations 
where crashes last occurred.

5	 Adheres to the underlying premise that the transportation system should 

produce zero deaths or serious injuries, and that safety should not be 
compromised for the sake of other factors such as cost or the desire for 
shorter transportation times.
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Integration of Road Safety in Sustainable Development Goals

As an independent endeavor, the road safety movement is limited in potential 
reach and inȵuence. Positioned as a special interest, road safety is often sub- 
ordinate to other social needs and can gain progress only where it achieves  
attention by road users or those who make decisions about roads and vehicles. 
But if recognized as a basic necessity that can facilitate progress in meeting social 
needs ranging from gender equity to environmental sustainability, the potential  
of road safety can be greatly expanded.

Among the key achievements of the Decade of Action 2011–2020 was the inclusion 
of road safety in the Sustainable Development Goals. Because these Goals are  
deȴned as indivisible and mutually dependent, the explicit citation of road safety 
in the Health and Well-Being and Sustainable Cities goals is accompanied by  
implicit integration across the goals, and especially in those addressing climate, 
equity, education, and employment.

Integrating road safety among the Sustainable Development Goals is an important 
step toward embedding road safety expectations and activities in the far-ranging 
daily processes of governments and in the operations of corporations, businesses 
and civic organizations globally. Substantial levels of such widespread integration 
have yet to be achieved but have the potential to expand interventions to a scale 
where road deaths and serious injuries would be reduced to near zero.

The United Nations 2030 Agenda for Sustainable Development, adopted 
by all Member States in 2015, provides a shared blueprint for peace and 
prosperity for people and the planet, now and into the future. The Agenda 
is based on 17 Sustainable Development Goals (SDGs) and presented as 
an urgent call to action for both the public and private sectors in a global 
partnership. 

The SDGs in FIGURE 3 cover a range of necessities for improving and  
stabilizing both the human condition and the condition of our planet,  
recognizing the interdependence of these two objectives. 

FIGURE 3. United  
Nations Sustainable  

Development Goals

The 2030 Agenda for Sustainable Development
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Making Progress by Engaging Organizations  

through Occupational Health and Safety

This second set of recommendations by the AEG proposes to advance road safety 
by engaging organizations of all types through their occupational health and 
safety obligations. Engaging the full range of organizations multiplies road safety 
potential by adding a sector that accounts for one-third of all road deaths, has 
proven to be e΍ective at preventing workplace injuries within their organizational 
gates, and could be equally e΍ective in reducing crashes, injuries and deaths on 
public roads by applying prevention interventions from our road safety pillars 
according to Safe System principles. Tools for engaging these organizations are 
readily available, including standards of practice, procurement, and reporting  
and compliance inspections, and ȴnance.   
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Organizations and Road Safety

SIZE OF THE PROBLEM
While variations in deȴnitions and reporting limit the precision of global  
estimates of the number of people killed annually in work-related crashes,  
data from a range of sources and perspectives support a conservative  

approximation of 400,000 fatalities, or one-third of all global road deaths.  

This approximation includes all of those killed in crashes related to organizational 
functions, both those employed by the organization and other road users who 
are killed as a result of the crash. This ȴgure does not include crashes occurring 
during employee commutes to and from work, unless the commute is performed 
by the employer, for example through an organized employee bus service.   

Data sources

Sources of data supporting this approximation include public databases of  
crash records, either at the national level or for a sub-jurisdiction, and records  
of occupational injuries from organizations that monitor occupational health  
and safety incidents. The public crash database perspective views work-related 

crashes as a portion of all crashes and the occupational health and safety  
perspective views motor vehicle crashes as part of the full range of occupational 
injury causes.  

Each type of source has strengths and weaknesses. Public crash databases  
have widespread coverage in high income nations but lack consistency in  
reporting deȴnitions and protocols and may not include reporting of whether  
a vehicle involved in a crash was being used for occupational purposes, thus  
under-reporting the extent of the problem8. Similarly, occupational health  
and safety databases also lack common deȴnitions and may not include detail  
on motor vehicle incidents or third-party injuries.  

A study of worldwide occupational road safety focused in 13 countries where  
data were available (primarily high income) and found that nearly half (6 of 13)  
of the national crash databases lacked information on whether fatal incidents 
were work-related and that the occupational injury sources in 5 of the 13 nations 

lacked reference to motor vehicle crashes as a mechanism of injury. Linkages 
between occupational injury and crash databases were found to be rare or 
non-existent9.

Examples of work-related crash fatality estimates

Acknowledging current di΍erences in deȴnitions and reporting, the following 
examples of work-related crash fatality estimates both illustrate the range of 
estimates and support a reasonable approximation of the global problem.
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Estimates of the proportion of occupational injuries  
due to motor vehicle crashes

A study of occupational injuries in Ghana found motor vehicle crashes (combined 
motor vehicle and pedestrian) to be the cause of about 21 percent of injuries in 
urban areas and 2 percent in rural areas as illustrated in TABLE 110.

Mechanism
URBAN RURAL

No. of injuries
Due to Mechanism

% of Injuries
Due to Mechanism

No. of injuries
Due to Mechanism

% of Injuries
Due to Mechanism

Motor vehicle incidents 25 19.8 7 1.7

Pedestrian incidents 2 1.6 1 0.2

Burns 7 5.6 1 0.2

Lacerations 43 34.1 297 70.0

Gunshot wounds 0 0.0 4 1.0

Falls 16 12.7 32 7.7

Snakebite 0 0.0 38 9.1

Blunt injuries 5 4.0 1 0.2

Other 28 22.2 42 10.0

TOTAL 126 100 418 100

TABLE 1. Percentages of occupational injuries from major injury mechanisms in Ghana 
(Mock et al., 2005)

A study of the societal burden of work on injury deaths in New Zealand between 
2005–2014 used death records to ȴnd that work-related transport injuries  
contributed 31 percent of all injury deaths and 30 percent of all years of life lost 
due to injury in New Zealand during the study period11.

A report on The Global Burden Due to Occupational Injury was based on a range 
of data sources related to injuries and deaths at work and found that motor  
vehicle crashes are by far the most common occupational fatality in both  
developed and developing countries12.

 Estimates of the proportion of total motor vehicle fatalities  
that are work-related

A study of transport injury factors in India between 1990 and 2019 found that  
occupational factors contributed approximately half of total risks of transport  
injury death13.  

A report from the European Transport Safety Council (ETSC), Tapping The  

Potential for Reducing Work-Related Road Deaths and Injuries, combined crash  
and occupational injury data to estimate the approximate proportion of work- 
related crash deaths in the European Union. TABLE 2 indicates that work-related 
road deaths in EU countries ranged between 3 and 41 percent. The report noted 
that these country estimates use various deȴnitions and categorizations and  
should be viewed as approximate. The report summarized with an estimate that 
work-related crashes comprised up to 40 percent of the 25,600 lives that were lost 
on the road in the European Union in 201614. 
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WRR death data coverage and data sources:

AT	 number of professional road user deaths.  
Data source: Austrian Workers’ Compensation Board.

CH	 number of professional road user and non-professional road users. 
CH*	 number of professional road user, commuter and all third-party deaths.  

Data source: police records.
DE	 number of professional road user and commuter deaths in private sector.  

Data source: German Social Accident Insurance (DGUV)
EE	 number of professional road user deaths. Data source: Labour Inspectorate.
EL	 number of professional road user deaths. Data source: police data.
ES	 Professional driver deaths. 
ES*	 commuter (who was driving or riding) deaths.  

Data source: Ministry of Employment and Social Security.
FR	 number of professional travelers and third-party deaths in collision  

with professional travelers. 
FR*	 number of professional and non-professional road user deaths.  

Data source: police records, average years 2012–2014.
IE	 provisional number of professional driver deaths.  

Source: Road Safety Authority, average years 2014–2015
IE*	 number of professional road user and third-party deaths.  

Data source: Coroners study, average years 2008–2011.
IL	 number of professional road user and commuter deaths. Average years 2012–2014.  

Data source: National Insurance Institute.
IT	 number of professional road user deaths. 
IT*	 number of professional road user and commuter deaths.  

Data source: National Insurance Institute for Accidents at Work (INAIL).
SE	 number of professional road user deaths. Data source: Work Environment Authority.
SI	 number of professional road user deaths, year 2015.  

Data source: Ministry of Labour, Family, Social A΍airs and Equal Opportunities.

Average number of recorded

WRR deaths in 2013–20215 or

the last three years available

Average number of road

deaths in 2013–20215 or

the last three years available

WRR deaths as a proportions (%)

of all road deaths in 2013–20215 

or the last three years available

AT 51.000 455.000 11%

CH 61.000 255.000 24%
CH* 104.000 255.000 41%
DE 414.000 3.414 12%

EE 4.000 74.000 5%

EL 41.000 826.000 5%

ES 53.000 1.686 5%

ES* 176.000 1.686 10%

FR 404.000 3.435 12%

FR* 1.352 3.435 39%

IE 8.000 178.000 5%

IE* 48.000 208.000 23%

IL 27.000 273.000 10%

IT 203.000 3.404 6%

IT* 389.000 3.404 11%

SE 8.000 263.000 3%

SI 5.000 120.000 4%

TABLE 2. Recorded work-related road (WRR) deaths as a proportion  
of all road deaths, average years 2013–2015 (Adminaite et al., 2017)
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An in-depth analysis of crashes in Sweden during 2019 found that of the total  
214 eligible crash deaths, 37 percent were found to be either killed while at work 
or killed in a crash in which another driver was at work15.

An ETSC report, How to Improve the Safety of Goods Vehicles in the EU, used 

crash data to conclude that 25 percent of total EU road deaths involve heavy 
or light goods vehicles (HGV or LGV). These vehicle types are largely used for 
work-related purposes.  These categories do not include passenger cars or  
motorcycles when used for occupational purposes. About 28 percent of those 
killed in HGV crashes and 39 percent of those killed in LGV crashes are vulnerable 
road users16.

The Global Status Report on Road Safety 2023 included an analysis of crash data 

from 31 countries which include information on the work status of individuals 
involved in the incident. These data indicate that aside from commuting, work- 
related drivers comprised approximately 17 percent of road deaths in these  
nations. This estimate does not include other occupants of the work vehicle or 
third parties involved in the crash17.  

WHO/ILO joint estimates of the work-related burden of disease and injury,  
2000–2016 indicate that work-related crashes accounted for more than 200,000 

deaths in 2016. The WHO/ILO estimate of work-related road deaths comprise 
about 18 percent of the total global road deaths reported by the WHO in  

the 2023 Global Status Report on Road Safety18 19. 

Summary approximation of the problem

It is clear that a precise analysis of the proportion of global road deaths that  
are work-related is not possible with current data sources. However, in the 
context of recommendations by the Academic Expert Group concerning the 
potential of engaging organizations in road safety improvement as part of their 
occupational health and safety obligations, precision is not essential. For this  
purpose, it is suɝcient to review indicators from a range of sources around the 
world and across income levels to assess the approximate magnitude of the 
problem.  

From our brief review we conclude that work-related crashes are likely to  

contribute at least one-third of all road deaths globally. Our approximation 
considers a range of published country, regional, and global analyses of the  
problem, along with the frequently cited limitation of under-reporting whether 
the data come from crash records, occupational health and safety records,  
or other sources.
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The Informal Commercial Powered Two-Wheeler Sector

A study of the motorcycle taxi (MCT) sector in Sub-Saharan Africa reported 
that in many African cities, MCTs are responsible for the majority of transport 
movements of both people and goods and provide hundreds of thousands  
of jobs.  In Kenya, the number of MCTs increased from 4,000 in 2005 to 

600,000 in 2018, with 200,000 new motorcycles registered in 2018 alone20.  

A systematic review of studies of risk factors associated with commercial 
motorcycle riders found a range of factors consistently demonstrating  
statistically signiȴcant association with crashes, including young age, low 
education status, alcohol consumption, speeding, mobile phone use while 
driving, non-helmet use, risky driving behaviors, long working hours, and 
payment based on the number of deliveries completed. Nearly half of the  
20 studies meeting selection criterion were of riders in Sub-Saharan Africa21.

Considering the high rate of motorcycle fatalities in Kenya – reported at 38 
percent of all road deaths in the 2023 Global Status Report on Road Safety22 

– this occupational sector is likely to contribute substantially to annual road 
deaths. Peters et al. report that the MCT sector remains largely informal, and 
therefore not likely to be a΍ected by occupational health and safety laws.  
However, the potential strength of occupational health and safety regulation 
in a΍ecting road safety practices such as compliance with helmet use laws 
and traɝc codes is further motivation to formalize this employment sector.  

Applied to the most recent worldwide estimate of road deaths from the  
Global Status Report on Road Safety (2023)23, our approximation implies that  
approximately 400,000 annual deaths can be attributed to work-related transport.  
This includes all fatalities where at least one involved in the crash was working, 
either as a driver or passenger of a vehicle or as a pedestrian (including road  
workers). It does not include crashes in which drivers were commuting to or  
from work rather than working. 

Our approximation includes fatally injured vulnerable road users and people  
in other vehicles who were killed in a crash involving a vehicle being driven  
for work purposes. This is consistent with our concept of the potential of  
occupational health and safety obligations since the most common standard for 
workplace safety management, ISO 45001, addresses the role of the organization  
in protecting the community as well as the employee. The ETSC estimates that  

in crashes involving a heavy goods vehicle, an average of 7 people are killed  

outside of the HGV for every death in the HGV. For light goods vehicles, the ratio  
is 2 people killed outside the LGV for every person killed in the LGV 24.  

Our approximation is higher than some prior estimates of work-related road  
deaths and lower than others. For example, our approximation is higher  
than the country estimate for Ghana25. Our approximation is lower than the  
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Global Status Report on Road Safety 2023 which estimates that 17 percent of ove-
rall road deaths involve working drivers. If third parties were added to that ȴgure 
at the rate found in the ETSC analysis26 , the resulting estimate would be much 
higher than 400,000.  

While we do not include commuting in our approximation of work-related road 
deaths, there is reason to expect that an organization should have responsibility 
for travel to and from work, at least in some situations. For example, if a large 
number of employees have limited options and must use a dangerous form of 
transport to reach their work, an organization should be expected to facilitate 
preventive actions such as improving a dangerous road or upgrading an unsafe 
bus ȵeet. Likewise, an organization that requires long work shifts and/or  
late-night commuting should acknowledge the inherent risks to commuters  
and o΍er transportation options. Commuting involves substantial risk exposure, 
so the beneȴts of such interventions could be substantial. A study of work-related 
injuries in Brazil concluded that in 2019, commuting incidents were responsible 
for about 38 percent of total work-related injuries27. An in-depth analysis of fatal 
crashes in Sweden during 2019 found that 10 percent were either killed while  
commuting or killed in a crash in which another driver was commuting28.
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Potential Impact of Engaging  
Organizations in Road Safety
As with the approximation of the overall scale of work-related road deaths, a 
precise estimate of the potential of organizations to reduce the problem is not 
possible. However, the promising aspect of engaging organizations in fulȴllment 
of their occupational health and safety mandate is the extraordinary degree of 
control they have over road risk. If motivated, organizational management could 
use available technologies to virtually eliminate several of the major road risks, 
including speeding, alcohol-impaired driving, and failure to use seat belts. 

VEHICLE SAFETY MEASURES
Eliminating Speeding

Adaptive speed control is widely available, and a basic form of the technology is 
now required in new cars sold in the EU. So, ensuring that vehicles cannot exceed 
the speed limit is not a technical challenge for organizations. Because speed  
is such a strong determinant of crash risk and crash outcomes, even modest 
decreases in average vehicle speeds are associate with substantial reductions 
in road deaths. Vadeby (2023)29 used national speed data from Sweden together 
with the exponential model explained by Elvik et al. (2019)30 to estimate the  

beneȴts of limiting vehicle speeds to the speed limit. The study pointed out that 
the rate of speeding in Sweden is similar to that in other countries and concluded 
that if vehicle speeds in Sweden were limited to the speed limit, overall fatalities 
could be reduced by about 25 percent.  

Such speed data is not available for work-related vehicle travel globally. However, 
the exponential model can be used to calculate the e΍ects of relative changes  
in speed. For example, if it could be assumed that work-related vehicle speeds  
average 5km/h over the speed limit globally, then eliminating speeding would 
reduce work-related road deaths by 33 percent. If work-related traɝc averaged 
8 km/h over the limit, the beneȴt of eliminating speeding would be a 47 percent 
drop in fatalities31. This would translate to a savings of 130,000–190,000 lives  
saved per year from speed management. 

Eliminating Alcohol-Impaired Driving

Driver alcolocks are widely available and have been used in some commercial  
ȵeets for at least 20 years. Studies of the association of blood alcohol con- 
centration and fatal crash risk indicate a relative risk of 2–5 times among drivers 
at the 0.05% blood alcohol level when compared to sober drivers, and about  
8–12 times at 0.08% blood alcohol concentration32 33 34. Estimates of the beneȴts  
of eliminating alcohol impairment are dependent on data concerning the ambient 
level of alcohol use, which are not available for work global work-related drivers. 
However, assuming that the ambient alcohol level among working drivers is 
similar to that for drivers in the general population and that the global population 
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is similar to populations where studies have been conducted, research ȴndings 
would indicate that overall fatalities (including work-related deaths) could be  
reduced by about 25 percent by eliminating driving at above the legal limit35 36. 

This would translate to a savings of up to 100,000 work-related crash deaths 

per year from driver impairment prevention. Note that this estimate should be 

viewed as an upper bound since alcohol use among working drivers may be lower 
than that for the general population and the study populations and working  
populations may not be comparable.

Ensuring Seat Belt Use

Organizations could ensure that working drivers use seatbelts by means of  
various types of technologies, including interlocks and driver monitoring systems.  
Estimating the beneȴts of reaching 100 percent seat belt use requires knowledge 
of the current use rate and the e΍ectiveness of seat belts in preventing crash 
deaths. The Global Status Report on Road Safety 2023 reports ȴndings from 57 

countries indicating an overall (working and non-working) driver use rate of about 
20 percent. Other studies indicate even lower use among working drivers, for 
example bus, minivan and taxi drivers in Egypt37 and minibus drivers in Ghana38. 

Seat belts are about 50 percent e΍ective in preventing crash deaths in  
passenger cars and light trucks39 40. If organizations used technology to ensure  
full compliance by working drivers (assumed to account for approximately  
100,000 fatalities per year), and assuming that the current use rate is about  
20 percent (disregarding the fact that seat belt use in serious crashes is typically 
lower than observed in traɝc), 80,000 drivers in serious crashes would gain seat 
belt protection. At 50 percent seat belt e΍ectiveness, we could expect a savings  

of about 40,000 work-related lives per year from ensuring seat belt use by  

working drivers.  
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Other Potential Vehicle Safety Measures 

While speed management, impairment prevention, and seat belt use are major 
risk factors, a range of other prevention approaches could be deployed by  
organizations as part of their occupational health and safety mandate.  
For example, the Transport Research Laboratory (TRL) estimated that heavy 
goods vehicle designs that allow better direct vision of surrounding traɝc  
and vulnerable road users could save up to 553 lives per year in the EU41.

Organizations can select vehicles and technologies that are highly rated by 
third-party testing groups. Consumer information programs such as Euro NCAP 

have proven successful in advancing awareness and adoption of new vehicle 
technologies. A study by Kullgren et al (2019)42 conȴrmed that the safety beneȴts 
of speciȴc technologies predicted by Euro NCAP were later realized when these 
technologies were in use on the road. Using ratings from consumer information 
programs, organizations can select work vehicles that are equipped with  
technologies that can help ensure that they remain compliant with traɝc laws, 
including speed limits and distracted and impaired driving laws. Consumer  
programs also include information on vehicle performance in crash tests and 
provide comparisons among vehicles regarding types of advanced driver assist 
technologies, such as autonomous emergency braking and lane support systems, 
along with crash protection features to reduce risks to occupants of the work 
vehicle and others involved in a crash. 

In November 2024, Euro NCAP announced the availability of consumer ratings  
for heavy goods vehicles43. Willstrand et al. (2024)44 showed that new safety  
technologies available for heavy goods vehicles could prevent up to 59 percent  
of crashes involving these vehicles that resulted in the death of a vulnerable  
road user.  
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Analysis of the route selection would typically compare the time saving 
using the M4 with the additional toll cost.  However, the road safety risk 
should also be considered as part of the impact on the business and the 
wider community. Using the iRAP Fatality Estimation, the Fatal and Serious 
injury (FSI) risk for each round trip can be calculated for four di΍erent road 
user groups:

FSI risk per round trip N5 M4

Vehicle occupants 0.000016 0.000003

Motorcyclists 0.000085 0

Pedestrians 0.000022 0.000017

Bicyclists 0.000003 0.000002

Total FSI risk per round trip 0.000063 0.000011

While the FSI risk per round trip is low, it can be seen that using the N-5 
creates 5.5 times higher risk than the M4. When considering all the trips 
made during a year, the risk di΍erence is signiȴcant.

N5 M4

FSI risk per year 0.164 0.029

Risk of a FSI 1 FSI injury every 6 years 1 FSI injury every 34 years

Source: The International Road Assessment Programme 

Case Study – Work-Related route selection in Pakistan 

A manufacturing company based in the Punjab region of Pakistan operates 
two sites as part of their manufacturing processes. Materials are stored in 
a warehouse near Khanewal and transported to a manufacturing factory 
south of Multan. Manufactured parts are then returned to the Khanewal 
site for assembly and packing. A light goods vehicle is used ȴve times per 
day to complete this round trip. Originally the light goods vehicle travelled 
the 52 km along the N-5 between to two sites. Recently the M4 toll road has 
opened providing a more direct route between the two sites. 
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ROAD INFRASTRUCTURE MEASURES 
Organizations could also choose the safest routes for work-related traɝc.   
As presented in the sidebar example, the FIA Road Safety Index describes case 
studies illustrating how route selection a΍ects travel risk.  Analyzing routes for 
risk and choosing the safest option can lower per-trip risk by up to 95 percent  
(R. McInerney, personal communication, November 18, 2024).  

SUMMARY
The examples listed above are just some of the wide range of preventive  
measures available for use by organizations to control their risk on the road.  
Organizations should implement interventions to increase driver safety, for 
example by preventing speeding and impairment and ensuring seat belt use, 
operate vehicles with the highest levels of crash avoidance and crash worthiness 
technologies, and select travel routes with the lowest risk ratings. Some of these 
interventions, such as advanced vehicle safety technologies for heavy goods 
vehicles, will likely see increased availability as a result of consumer information 
programs. Others such as driver monitoring systems are widely available now 
and could be implemented immediately. 

At a minimum, organizations should be expected to take available steps to ensure 
that their vehicles are operated within local safety laws. In most cases, this would 
include equipping vehicles with technology to ensure that they comply with  
speeding, seat belt use, and impaired driving laws and to improve the safety  
of vulnerable road users (VRUs). TABLE 3 shows the potential scale of lives  
savable if organizations adopted such prevention technologies. A conservative 

estimate is that available prevention measures could reduce the number of 

work-related road deaths by 50 percent or more.  

Work-Related Trip Intervention  
(assumptions described above)

Estimated Annual Global Beneȴt

Reduce average speed by 5–8km/h 130,000–190,000 lives saved 

Ensure seat belt use 40,000 lives saved 

Prevent impaired driving 100,000 lives saved 

New safety technologies for HGVs 33,000 VRU lives saved (assuming EU proportion  
of VRU deaths from HGV crashes applies globally45) 

Route selection Unknown but signiȴcant number of lives saved

TABLE 3. Summary of beneȴts from using available technologies to reduce speeds, ensure 
seat belt use, prevent impaired driving, and protect VRUs.
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Mechanisms  
for Organizational Action

ACTORS

Organizations

The Stockholm Declaration took a step in the direction of organizational  
involvement by calling for large corporations to include reporting on road safety 
performance across their entire value chains in their sustainability reporting.  
This idea of reporting on a safety footprint is consistent with the now familiar  
expectation that organizations periodically report on their carbon footprint 
across their value chain46. These recommendations from the Academic Expert 
Group take this idea several steps further, expanding the focus from corporations 
to organizations of all types, pointing to speciȴc obligations that are already in 
place that should compel organizations to take responsibility for road safety,  
and identifying tools that will assist organizations in carrying out these  
responsibilities.   

The International Organization for Standardization (ISO) deȴnes an organization 
as a person or group of people that has its own functions with responsibilities, 
authorities and relationships to achieve its objectives. The ISO concept of an  
organization includes, but it is not limited to, entities that are sole-traders, 
companies, corporations, ȴrms, enterprises, authorities, partnerships, charities, 
incorporated or unincorporated, and either public or private47.

Non-government organizations far outnumber governments and are important 
sources of social control. Worldwide, national or territorial governments number 
in the hundreds while organizations with employees number in the hundreds of 
millions. Consistent with fundamental legal principles regarding the association 
of power and control with responsibility, organizations have an obligation to  
protect the safety and well-being of their employees.  

The International Labour Conference, at its 110th Session in June 2022, amended 

paragraph 2 of the United Nations International Labour Organization (ILO)  
Declaration on Fundamental Principles and Rights at Work to include “a safe  
and healthy working environment” as a fundamental principle and right at work. 
All 187 ILO member states have an obligation to respect, promote, and implement 
these principles. 

Organizations can – and must – use their control to prevent injury to employees.  
The principle of prevention is fundamental to occupational health and safety  
and reȵected in ILO Conventions. For example, ILO Convention number 155, 
Occupational Safety and Health, speciȴes that the purpose of national policy shall 
be “to prevent accidents and injury to health”, and Convention number 187 states 

that the principle of prevention is to be accorded the “highest priority” 48.
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The potential of organizations to a΍ect road safety is largely untapped.  
Occupational health and safety mandates clearly provide a ready and e΍ective 
mechanism for engaging organizations and there are likely to be further  
strategies to apply their social inȵuence to reduce road injury and death.  
Unlike road fatality trends, risk factors, and technical interventions, there  
is limited rigorous and sustained analysis of organizations, institutions  
and governance in road safety research49 50. Governance, organizations,  
institutions, politics and power remain under-researched topics in road safety 
scholarship51. The range of well documented and e΍ective road safety prevention 
interventions that are included among the road safety pillars (see for instance, 
Goel et al 202452, Elvik et al. 200953) require an eɝcient organizational framework 
for implementation.

City Governments

The potential of engaging organizations in road safety action through their 
obligations for occupational health and safety is at least partially dependent on 
leadership from governments to clarify expectations that the workplace – and 
organizational responsibility – includes their use of public roads. Among govern-
ments, cities have shown extraordinary initiative in taking on this type of initiative 
and could be leaders in engaging organizations in road safety.   

In addition to their occupational health and safety opportunities as large employ-
ers, cities have advantages as innovators including a manageable scale for change 
and more speciȴc focus on local problems. Whereas national-level change can get 
slowed by the number and power of special interests, change is more feasible at 
the city level, especially when addressing recognized and urgent local problems54. 

A challenge is in scaling successful local change for regional beneȴt. Innovation 
ecosystems, collaborations among innovation hubs, have proven successful in  
this regard, by linking, sharing, and extending the beneȴts of ȴxed resources55.

The 2019 report, Enhancing Innovation Capacity in City Government, by OECD  
and Bloomberg Philanthropies explains the recent increase in examples of city 
innovation as a result of meeting mounting social and economic needs with 
limited capacity for public service delivery56. This description ȴts the social need 
of road safety well, and utilizing the existing resources of occupational health and 
safety mandates, organizational responsibility, and readily available prevention 
interventions could be an innovative solution.  
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Finance Providers 

The availability of ȴnance is crucial for the sustainability of organizations of  
all types, especially small and medium enterprises. Approximately 400 million  

small and medium size organizations are in operation worldwide, consisting of  
95 percent of all ȴrms and providing about 60–70 percent of all employment 57. 

The International Finance Corporation of the World Bank estimates that about  
70 percent of these organizations seek ȴnance 58. 

Finance providers manage risks by placing requirements on loans and increasing-
ly are including Environment, Social, and Governance (ESG) factors, which include 
workplace health and safety measures, among these criteria. The proportion of 
all loans based on ESG criteria is expected to reach 25 percent by 203059.   

Because of the reach of ȴnance services among global organizations and the  
increasing use of ESG factors in ȴnancial decisions, an explicit ESG requirement 
that enterprises of all sizes take responsibility for road safety across their foot-
prints could substantially enhance road safety worldwide.  
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TOOLS

Occupational Health and Safety Regulations 

The purpose of occupational health and safety law is to prevent accidents and ill 
health at work. The intent is forward-looking and goal-oriented, toward ensuring 
that the employer takes measures to prevent injuries or exposure to health risks 
from occurring. The emphasis is on prevention rather than holding someone 
accountable after an injury has occurred, although accountability is addressed.  

Historically, OHS legislation has its roots in regulations aimed speciȴcally at 
preventing workplace accidents, and in practice, it is still primarily in the event of 
accidents that criminal liability under work environment regulations is invoked.  
OHS rules apply to any activity and in any location where employees perform 
work on behalf of an employer, and while the rules are generally focused on  
protecting employees, third parties are also covered. When work is performed  
on a road, for example by an employee driving a delivery truck or on the way to  
a sales meeting, the vehicle and road are the workplace and other road users  
can also be covered in the event of a crash involving the employee. 

The limits of OHS coverage are a΍ected by the degree of employer control. In 
the case of road use, a range of controls are available to the employer including 
technologies to monitor driver performance, detect and respond to impairment 
by fatigue, distraction, alcohol, drugs or other causes, and control vehicle speeds.  
Such controls ȴt well in the OHS framework.

OHS obligations extend beyond employees to third parties. The foundational 
international convention on occupational health and safety, International Labour 
Organization (ILO) Convention 155, requires employers to ensure that their work-
places, machinery, equipment, and processes are safe and free of health risks, 
and does not distinguish between health risks to employees or others who may 

be a΍ected.  This means that employers are responsible for the safety of those 
with whom their drivers and vehicles share the roads and that they need to take 
preventive actions to ensure within the limits of their control that their operations 
do not endanger other road users. 

In 2017, the ILO recognized their foundational OHS Conventions and the right to 
a safe work environment as fundamental human rights. The ILO indicates that 
nearly half of high-income countries have a current national occupational health 
and safety program, while 25 percent of upper-middle-income countries and 21 

percent of lower-middle-income countries have such programs. Among low-in-
come countries, just 8 percent have OHS programs in place60. Although OHS 

programs are not currently widespread in low- and middle-income countries, the 
ILO reports that nearly every member nation has some form of authority or body 
responsible for OHS61 and with awareness of the potential that an OHS program 
could have for improving  road safety, more low- and middle-income nations may 
be interested in developing such programs. 
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Occupational Health and Safety Management Standards 

Procurement 

Management systems are widely used by organizations of all types and sizes to 
assist in the structure of policies and processes to achieve their objectives. For 
occupational health and safety, the most widely used management standard is 
ISO 45001, Occupational Health and Safety Management Systems.   

ISO 45001 deȴnes the workplace as a place that a person needs to be or to go 
for work purposes62. This clearly covers the road if the person is driving for work 
purposes. While ISO 45001 covers road safety implicitly as a workplace risk and 
provides a process for managing that risk, ISO 39001 is available for organizations 
focusing more speciȴcally on road safety risks. ISO 39001 speciȴes requirements 
for developing and implementing a road safety policy and developing objectives 
and action plans.  

Nearly 400,000 sites are certiȴed to meet ISO 45001 globally, and for each  
organization certiȴed many others use the standard to structure their OHS  

program without certiȴcation. While on average there are fewer certiȴed sites in 
low- and middle-income nations than in high-income nations, the proportion of 
LMIC certiȴcations is increasing. For example, in 2023, nations in Africa had more 
than 6,000 employment sites certiȴed to meet ISO 4500163.

In addition to their occupational health and safety obligations, organizations can 
have tremendous inȵuence on society through their spending on the goods and 
services necessary for their functions, if those funds are directed to both reliably 
meet the needs of citizens and support complementary goals such as climate 
change, equity, local development, or road safety.

The amounts spent globally on procurement in the private and public sectors are 
enormous. The World Bank estimates global expenditure in public procurement 
at nearly 9.5 trillion US dollars64, while private procurement just among the 500 
largest companies totals another $19 trillion65 66.

Procurement can enable an organization to leverage road safety activity by all  
of the other organizations it works with along its value chain.  Both government 
and corporate spending is directed to a value chain, the full scope of activities 
necessary to bring a product or service from conception to delivery. For  
companies that produce goods, the value chain starts with accessing raw  
materials used to make their products and includes every other step including 
distribution and use by purchasers. For government organizations that deliver 
public services, the value chain begins with contractors that provide equipment 
or support services and extends to others who receive government contracts  
for service delivery.  
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Reporting

Transparency and reporting that is relevant, reliable, and accessible help  
organizations demonstrate that they are seriously addressing the health and 
safety of their employees and the communities in which their work is performed. 
Reporting that is speciȴc to road safety can further conȴrm that an organization 
acknowledges that their workplace includes the public roads they share with 
the community and that they are fulȴlling their occupational health and safety 
responsibilities by preventing crashes involving their employees.  

Safety management standards such as ISO 45001 and ISO 39001 provide  
a structure for identifying road safety risks associated with organizational  
activities, taking steps to eliminate or reduce those risks, and reporting on  
progress. Certiȴcation of compliance with the ISO standards provides conȴdence 
among business partners, the community, and regulators that the organization  
is aware of their risks and have them under control.  

In addition to periodic reporting by the organization for external review,  
ongoing reporting by employees is critically important for identifying and  
resolving work-related risks. A strong organizational safety culture is built  
on trust between the employees and management. This trust is essential  

to motivate employees to report safety incidents to management without  
fear of blame or reprisal. Employees must have conȴdence that reporting  
an incident, near miss, or observed risk will be received constructively  
and that the organization will respond positively with remedies.  
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Recommendations
The following recommendations are o΍ered by the Academic Expert Group for  
inclusion in the Marrakech Declaration. The recommendations are directed 
toward the latter half of the second Decade of Action for Road Safety and beyond 
and are intended to build upon those provided by the AEG in 2020. As with the 
prior recommendations, the AEG considers these additional recommendations  
to be essential strategic prerequisites for achieving the goal of reducing global 
road traɝc fatalities by half by 2030.  

These recommendations focus on the responsibilities of organizations for  
improving road safety as part of their occupational health and safety obligations. 
They complement rather than supplant or supersede prior recommendations. 
The Group believes that the best strategy for reaching the goal for the second 
decade is to maintain commitment to prior recommendations and immediately 
initiate action on each of these new recommendations. The beneȴts of this  
commitment will build momentum toward the 2030 target and contribute  
to longer term road safety progress.  

Criteria Considered in Formulating Recommendations

To identify areas of focus and speciȴc content of the recommendations,  
the Academic Expert Group agreed on a number of inclusion criteria:  

1	 Recommendations must build on those provided by the AEG in 2020  
and reach beyond those previously established in Declarations from  
the First, Second, and Third Ministerial conferences and Resolutions 
from intervening UN General Assemblies.

2	 Recommendations must have compelling evidence of potential impact 
in terms of intervention e΍ectiveness, scale of the problem addressed 
and eɝciency of the proposed solution. 

3	 Recommendations must adhere to the SMART principle:
	 Speciȴc  	 identiȴable responsibilities and actions.   
	 Measurable  	 tangible and observable with objective units of scale.
	 Attainable  	 possible considering known obstacles.
	 Relevant 	 consistent with the Safe System paradigm. 
	 Timebound	 achievable (or capable of substantial progress) by 2030.

4	 Recommendations that extend beyond Sustainable Development  
Goal 3.6 and establish synergies with other Goals are prioritized. 

5	 Recommendations that engage non-traditional partners  
with potential for leadership or constituencies that could reach  
widespread participation are prioritized.   
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In order to prevent road traɝc fatalities and injuries among employees  
and third parties, private and public organizations should include speciȴc 
attention to road safety in the systematic management of their work  
environment as required by occupational health and safety law.  

•	 Compliance with road safety best practices should be a key occupational 
health and safety standard and a primary responsibility of the organization.  

•	 Prevention activities should be implemented to address road safety risks 
throughout the organizational footprint and should be measured and  
reported as part of occupational health and safety compliance monitoring.  

•	 Compliance should also be addressed by traɝc law enforcement when 
violations occur on public roads with penalties for failure to take adequate 
precautions applied to the organization through occupational health and 
safety laws.   

RATIONALE:  

Foundations of Occupational Health and Safety

A worldwide focus on occupational health and safety during the twentieth  
century was remarkably successful in managing workplace injury and death.  
Data from the U.S. National Academies of Sciences, Engineering, and Medicine  
in FIGURE 4 show a precipitous decline in worker deaths throughout the 1900s  

due to increased awareness of workplace risks, a scientiȴc approach to  
addressing occupational risks, and regulations to establish and enforcement 
standards for workplace injury prevention67.  

RECOMMENDATION
Road safety in workplace safety  
regulations and practices #1

FIGURE 4. Deaths per 100,000 U.S. workers due to injury, 1913 to 1998  
(National Academies of Science, Engineering and Medicine, 2000). 
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A comparison of trends in later years indicates that the proportional drop was  
similar for high-income and low- and middle-income nations. FIGURE 5 shows  

a 46% reduction in occupational injury deaths in HICs (from 5.7 to 3.1 per 100,000 

people; 95% CI: 45–47%) and a decrease of and 43% in LMICs (from 13.2 to 7.0 per 

100,000 people; 95% CI: 42–44%) between 1990 and 201668.

FIGURE 5. Unintentional occupational injury mortality per 100,000 persons by country  
income and sex, 1990–2016. (Wu et al., 2018)
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Road Safety Across the Organizational Footprint

A look at the global evolution of occupational health and safety e΍orts in FIGURE 6 
illustrates how attention has shifted from earlier eras that focused on risks 
associated with the worksite such as child labor, toxic chemicals, and physical 
agents, to later eras that incorporated work-related hazards both inside and outside 
the gates of the workplace, such as stress, well-being, and total worker health.   

History of Occupational Safety and Health

2007	OSHÁ s 18001

2008	Black: Working for healthier  
	 tomorrow

2009	Climate Change Framework
2010	Toward better work 
	 and well-being
2010	WHO model
2011	Total Worker Health
2017	Qeij et al: workplace innovation
2018	ISO 45001
2018	Stacey et al: risk of digitalisation
2019	Safe and Health 
	 and the Future of Work (ILO)
2019	Expand Focus

1987 Work and Stress
1996 J Occ Psych
2006 Kompier: New Organizations

1832 Thackrah
1910 Hamilton

1919 ILO

BCE Romans, Greeks, Egyptian
1533 Paracelsus
1556 Argicola
1790 Ramazzini

1950 ILO/WHO deȴnition
1970 OSH Act (US)
1977 Health and Safety at Work Act (UK)
1984 WHO work-related disease
1987 Quantitative Risk Assessment 

Foundational

Conceptions

Child labor

Basic Welfare

Emerging  
Perspectives

Toxic Chemicals

Physical agents

Safety

Productivity

Stress 
Management

Total worker health

Well-being

Future of Work

Sustainability

FIGURE 6. Major Eras of Occupational Health and Safety (Schulte, Sauter, 2021)
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Very few organizations have yet carried this occupational health and safety trend 
to the point of ensuring road safety across their footprint, however there is a 
strong rationale for doing so. First, road crashes are the leading cause of work- 
related injury deaths. In the U.S. for example, more than twice as many employees 
are killed in work-related road crashes as in the second leading cause of injury 
death, falls, slips and trips69. 

Second, existing occupational health and safety standards, including the widely 
used ISO 45001 as well as ISO 39001, cover roadway safety as a component  
of occupational health and safety. Third, there is a wide range of e΍ective  
interventions that could be deployed by employers to signiȴcantly reduce motor 
vehicle crash deaths both among employees and community members who are 
a΍ected by the operation of commercial vehicles. For example, driver monitoring 
systems, speed limiters, and driver alco-locks could signiȴcantly improve the  
safe operation of an organization’s vehicles, choosing the safest routes for 
work-related trips could reduce the frequency of crashes, and demanding  
and selecting the best vehicle safety technology could reduce the probability  
of crashes and injury severities when crashes occur.    

Occupational Health and Safety Expectations 

While government occupational health and safety laws di΍er in scope, the  
International Labour Organization (ILO) reports that nearly all United Nations 
member states have enacted national legislation requiring basic protection  
of workers70. In 2022, the ILO heightened the urgency for preventing occupational 
injuries and diseases by including “a safe and healthy working environment”  
in the ILO framework of Fundamental Principles and Rights at Work and by  
designating both the Occupational Safety and Health Convention, 1981 (No. 155) 
and the Promotional Framework for Occupational Safety and Health Convention, 
2006 (No. 187) as fundamental Conventions71.

Expectations for protecting workers and third parties vary by jurisdiction  
and industry, however the widely accepted best practice for organizations  
implementing occupational health and safety requirements is use of a systematic 
management approach such as prescribed by the International Organization for 
Standardization (ISO). ISO 45001, the Occupational Health and Safety Management 
System standard, uses a Plan-Do-Check-Act process to guide continuous quality 
improvement in organizational safety performance. A more detailed standard on 
road safety, ISO 39001, Road Traɝc Safety Management Systems, is also suitable 
for both public and private organizations and provides additional focus for further 
reductions in road transport risk.  

The remarkable success of occupational health and safety regulations over the 
previous century in reducing workplace risks and preventing loss of life due to 
illness and injury creates an opportunity for road safety. Motor vehicle crashes  
are the leading cause of work-related deaths from injury, and although work- 
related road transport risks clearly fall within the intent of health and safety  
requirements, few jurisdictions have yet been speciȴc about legal expectations  
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for organizational road safety performance across their footprint. Filling this  
gap could result in substantial reductions in organizational road deaths, and 
because work-related traɝc deaths comprise about one-third of all road deaths, 
such progress would lead to signiȴcant progress in global road safety. 

Compliance with Occupational Health and Safety Requirements

To be fully e΍ective, strong policies for protection from work-related risks need  
to be supported by third party veriȴcation of compliance. Although a high  
proportion of ILO member states have legislation in place to protect workers,  
far fewer have e΍ective programs for implementing these policies that include 
assessing organizational performance and progress. This is especially true in 
low- and middle-income nations. The ILO reports that nearly half of high-income 
countries have a current national occupational health and safety program,  
while 25 percent of upper-middle-income countries and 21 percent of lower- 
middle-income countries have such programs. Among low-income countries,  
just 8 percent have programs in place72.

The ILO Occupational Safety and Health Convention states that enforcement  
of laws and regulations concerning the working environment shall include an 
e΍ective system of inspection and appropriate penalties for violations. For road 
safety, compliance should not only include meeting expectations for prevention 
safeguards for vehicles and driver safety, but also, ensuring that vehicles  
operated for the organization on public roads obey all traɝc laws and best  
practices.  

Considering the responsibility of organizations for safe operation of their  
vehicles and their potential for control through remote monitoring and vehicle 
technologies, a traɝc violation such as speeding should have implications for  
the organization as well as the driver. A driver who receives a citation for a  
violation is typically ȴned through the traɝc code. An organization that has  
allowed its vehicle to be driven unsafely should also be penalized through  
occupational health and safety laws for failure to take adequate precautions. 
Road safety authorities should report violations of commercial operators  
to occupational health and safety oɝcials so that such action may be taken.  

The Corporate Sustainability Due Diligence Directive enacted by the European 
Union in 202473 sets an important precedent by holding corporations accountable 
for human rights and environmental action across their value chains. This new 
Directive brings signiȴcant change in both form and substance. As a precedent, 
enactment of the Corporate Due Diligence Directive signals increased recognition 
by citizens and policymakers of the power of organizations to act across their 
footprint to reduce and remediate social risks, and as a policy innovation  
the Directive introduces a new risk-based approach to due diligence and  
consequences for noncompliance that are proportional to the ȴrm’s economic 
scale. The same approach should be extended to road safety.   
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RECOMMENDATION
Government organizations set the example  
with cities leading the way 

In order to fully utilize the potential of governments and government  
organizations to improve road safety on a global scale, national and city  
governments and international governmental organizations should use  
their inȵuence as leaders and role models as well as their power as large 
employers and their authority as regulators and enforcers to advance road 
safety actions following the Safe System approach.  

•	 City governments in particular can serve a critical role by turning their 
power of innovation to demonstrating how occupational health and safety 
can be a key for road safety progress.  

•	 City, national, and other jurisdictional governments as applicable should  
be explicit about the responsibilities of organizations for road safety  
as part of their occupational health and safety obligations.  

•	 Governments should be also clear about their intent to routinely monitor 
and enforce these obligations. In addition, city, national, and other  
jurisdictional governments should use their power of procurement to 
incentivize road safety performance among organizations with whom they 
do business and as part of government-funded programs and projects.  

•	 The United Nations system should be a role model in demonstrating  
attention to road safety as part of occupational health and safety because 
of the leadership inȵuence of the UN in countries of every income level.  

RATIONALE:

Governments have long been the sole focus of road safety responsibility and while 
a movement toward engagement of non-government organizations promises 
to broaden the road safety workforce, the need for government action will not 
diminish. Government leadership and action remain necessary and are essential 
to motivate, guide, support, and enforce this critical step in advancing road safety 
progress.   

National and City Governments

Governments perform irreplaceable functions in advancing road safety through 
their authorities to set minimum requirements for the safety performance of 
vehicles, establish standards for road design, construction, and maintenance, and 
create and enforce laws that limit driver behavior. These functions are basic for the 
operation of a Safe System, and it is essential that governments maintain, improve, 
and expand these services. Beyond these fundamentals, governments can also 
serve a critical role in expanding the workforce, resources, and opportunities for 
improving road safety by using their leadership, authorities, and economic power.

#2
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Cities have become a focal point as innovation hubs for addressing global  
challenges and could take the lead in demonstrating how occupational health  
and safety policies can be used to improve road safety. Chou et al. (2024)74 point 

out that cities were among the ȴrst actors to actively address climate challenges, 
and were leaders in developing counter-terrorism collaborations and in global 
health governance through development of biosafety laboratories to study  
viruses that might lead to pandemics. In road safety, cities on every continent  
have shown ambition and accomplishment, for example the new Alliance of Cities 
for Road Safety (ACRoS) established with funding from the UN Road Safety Fund  
to support implementation of the Safe System approach in African and Eastern  
Mediterranean cities75, and the ȴfteen African cities featured as innovative case 
studies in the UN Environmental Program report, Walking and Cycling in Africa76. 

City innovation and leadership could be particularly e΍ective in leading  
procurement reform. Cities worldwide are estimated to have procured more  
than $6 trillion of goods and services in 2021, and with their record of innovation 
might be in the best position to lead change on public procurement spending  
priorities. However, research from the Chicago Council on Global A΍airs indicates 
that just one-half of one percent of city procurement could be described as non- 
bureaucratic, innovative, open to new ideas, or open to doing things di΍erently77. 

New processes for using public procurement to beneȴt urgent social needs  
including road safety, could beneȴt urban residents worldwide. Innovation  
could begin with requirements that businesses providing products or services  
to the city have a safety management system in place, actively prevent crash  
risks when their employees are on public roads, and report on progress.  

Governments can a΍ect social norms both through their authority to enact and 
enforce laws and by using their discretionary functions to model desirable social 
and institutional behavior. The UK-based Behavioral Insights Team conducted  
research on factors that can a΍ect climate change and found strong support for 
the Government to use upstream inȵuences including both its regulatory and  
ȴscal powers and its ability to serve as a role model. A survey of UK citizens  
found that 87 percent supported government action to lead by example on 

climate change78.

Leading Across the Government Footprint

Government organizations have a footprint or value chain that is similar in concept 
to that of private sector organizations. Governments procure goods from many 
sources and provide a range of public services. The sphere of inȵuence of U.S. 
federal government operations, for example, includes operations of the businesses 
that receive about 4 million contracts per year totaling $759 billion79 80, as well  

as the full range of public service activities performed daily by government  
employees. Federal, state, city and local governments in the U.S. alone employ 
about 19 million people in total81. Seven of the ten largest employers in the world 
are government organizations82.  
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With their extraordinary reach and inȵuence, national and city governments could 
be extremely e΍ective in leading by example. Using their discretionary program 
authorities, governments should provide public information about the role of 
organizations in road safety, create incentive funding and recognition programs 
for organizational achievement, and demonstrate transparent reporting on road 
safety performance. By articulating a strong message about the importance of 
organizational commitment to road safety and backing their commitments by  
demonstrating the highest level of safety for their own employees, their vehicles, 
and the communities they operate in, governments can signiȴcantly a΍ect  
normative behavior among organizations of all types. Governments should also 
take the lead in spreading awareness of the need to integrate road safety with the 
Sustainable Development Goals and building capacity among safety oɝcials to 
collaborate with professionals working on climate, human rights, and other SDGs.  

Realizing the Potential of Occupational Health and Safety Laws 

Governments should be explicit about their interpretation and enforcement  
of occupational health and safety laws covering non-government organizations,  
pointing out where such laws cover the safety and safe operation of organizational 
vehicles on public roads and the types of preventative measures that are necessary 
for compliance.  

Further, as part of a commitment to occupational health and safety, governments 
should hold themselves to the highest levels of road safety practice, including 
assuming responsibility for the safe operation of their own vehicles as they carry 
out government business in communities across their jurisdictions. Government 
agencies should be explicit about these responsibilities, and the steps they take  
to ensure that the vehicles they operate are as safe as possible for both their 
employees and the people who share the roads on which they operate. Included  
in their vehicle requirements, for example, should be technologies that protect  
the driver and all others on the road such as intelligent speed assistance, auto-
matic emergency braking, driver impairment detection, and driver performance 
monitoring systems.  
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National, sub-jurisdictional, and city governments often regulate the delivery  
of public transport including bus and taxi services through permits and licenses 
to operate. Conditions for obtaining and maintaining these permits and licenses 
could include requirements that all road rules are followed and stipulations that 
violations of these rules will be interpreted as failures in occupational health  
and safety preventative plans and procedures.  

Procurement

Governments can inȵuence road safety through their procurement systems.  
Leading by example, governments should use their purchasing power to  
maximize the safety of their own vehicle ȵeet, the occupational health and  
safety of their employees, and the safety of people living in communities in  
which the government vehicles operate. Governments in the U.S. alone own  

and operate about 4.5 million vehicles on public roads83. Through their  

procurement processes, governments can extend their demand for safety  
to organizations which providegovernment services, requiring the safest  
vehicles, safe practices, as well as prevention and reporting of road safety  
incidents as contractual prerequisites. Such commitment will also send a  
clear message to the public about the priority of road safety and to owners  
of commercial and other non-government ȵeets about expectations for  
responsible performance under occupational health and safety laws.  

The power of public procurement is even greater in low- and middle- income 
countries than in high-income nations. FIGURE 7 shows that government  
procurement is proportionally even more important in smaller economies84.  

FIGURE 7. Procurement as percent of GDP by country income level (Djankov et al, 2016)
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Reporting on Work-Related Traɝc Crashes
Another unique government role that is critical for progress in work-related road 
safety is the function of crash investigation and reporting that is often performed  
by police agencies. These police crash reports are used as the basis for analyses  
that underlie safety programs and policies. A study of police crash reports in  
Sweden found that none of these reports for traɝc fatalities in 2019 included  
information on the type or reason for travel85. Without such basic information,  
it is diɝcult to determine which trips are work-related. Governments should  
require that this information and identiȴcation of the owner of vehicles involved  
in serious injury or fatal crashes be recorded in police crash reports. This will  
enable accurate reporting of safety performance in organizational footprints  
and permit enforcement of occupational health and safety regulations.  

The UN System: An Organization of Governments

High-level leadership is critical to achieve the scale of road safety change necessary 

among government and non-government organizations, and at the head of the 
leadership hierarchy is the United Nations system. The world looks to the UN for 
inspiration and direction in social change. The road safety movement has proȴted 
enormously from the commitment demonstrated by the UN through their General 
Assembly Resolutions, Sustainable Development Goals and Targets, Ministerial  
Conferences, Road Safety Agendas, Status Reports, Decades for Action, and  
appointment of the UN Road Safety Envoy. These leadership activities build on more 
than 70 years of technical services for road safety provided by UN organizations 
and regional commissions.  
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The UN system’s well-established and highly regarded stature in leading global  
social progress makes it doubly important that the system provide strong leader- 
ship for engaging government and non-government organizations in road safety. 
First and most critical, the UN system has unique potential for e΍ectively leading  
this road safety movement. Second, the success of the movement will be limited  
if the UN system does not appear to place priority on advancing road safety  
progress.  

Road safety is a serious risk for the UN system. UN organizations employ more than 
125,000 people and operate hundreds of thousands of vehicles in 193 countries86. 

Over the 10-year span between 2013–2022, there were 111 traɝc deaths of UN  

personnel – not including any non-UN community members – reported in the UN 

system, a toll comparable to that resulting from violence across the system. 

FIGURE 8. Fatalities of UN personnel resulting from road traɝc crashes compared  
with those resulting from violence (UNCEB, 2022)

In 2011, a United Nations Security Management System (UNSMS) policy on Road 
Safety was established, deȴning safe operating practices for United Nations 
vehicles87. In 2019, following the launch of the Decade of Action for Road Safety, 
the policy was elaborated with a vision and strategy in accordance with the Safe 
System approach88. These two documents provide a foundation for a more  
comprehensive commitment to road safety by the UN system, that could  
begin with deȴning the UN system road safety footprint, requiring complete  
and transparent road safety reporting (including third parties) by all UN  

organizations, analyzing risks and potential countermeasures as described in  
the strategy, applying interventions, and monitoring progress. The UN system 

should make this commitment to organizational responsibility and act on its 
leadership role. 
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RECOMMENDATION
Road safety  
in ȴnance decisions

In order to incentivize organizational action to improve road safety, ȴnancial 
actors such as banks, investors, insurance companies, and auditors should:

•	 Explicitly mandate that entities actively address road safety across their 
value chains as a prerequisite for ȴnancial involvement.

•	 Speciȴcally require that organizations receiving investment funds  
maintain an assurance process that includes reporting on their road  
safety footprint across their value chains, setting crash reduction targets, 
and implementing evidence-based interventions where necessary  
to reduce or eliminate serious crashes.  

•	 Collaborative ȴnancial initiatives, such as PRI (Principles for Responsible 
Investment) and PRB (Principles for Responsible Banking) should  
speciȴcally include road safety as a core element of the Environmental, 
Social, and Governance (ESG) factors by which they assess the  
sustainability of investments and develop guidance for use by  
investors and banks in assessing road safety performance.  

RATIONALE:  

The Power of Finance 

Finance providers have far-reaching power to shape the behavior of organizations. 
The global economy is highly ȴnance-based, and ȴnance plays a crucial role in  
virtually every aspect of economic activity. Finance supports growth, facilitates  
trade, manages risks, and enables both individuals and businesses to make  
informed economic decisions. Thorough analysis of organizations prior to invest-
ment allows ȴnancial providers to use their power to shape the world we live in. 

The power of ȴnance for achieving social goals has been recognized for decades.  
Twenty years ago, the United Nations report, Who Cares Wins, described the direct 
connections between ȴnancial investment and asset management decisions and 
corporate performance in environmental, social and governance (ESG) factors89. 

This 2005 report, commissioned by the UN Secretary General and produced under 
the auspices of the UN Global Compact, proposed actions by a broad range of 
ȴnancial actors, from investors to ȴnancial institutions and stock exchanges. As 
illustrated in FIGURE 9, recommended actions included improving ESG research  
and reporting by companies, consultants and NGOs, integrating ESGs in invest- 
ment processes by brokers, investors and asset managers, and standardizing  
ESG reporting by governments, regulators, and stock exchanges. While these  
recommendations were built on thought that extended back at least 50 years90, 

Who Cares Wins is widely acknowledged as the establishing the basic framework  
of the ESG e΍orts underway today. 

#3
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FIGURE 9.   

Recommendations of the UN report, Who Cares Wins,  
Connecting Financial Markets to a Changing World

Over the past 20 years, a growing share of total investments have been inȵuenced 
by performance on ESG factors. Bloomberg Intelligence reports that global ESG 
assets have grown beyond $30 trillion in 2022 and are anticipated to exceed  
$40 trillion by 2030, more than 25% of the projected $140 trillion of total assets 
under management91. In a 2023 survey of 250 C-suite executives and 250 senior 

investors from around the world conducted by Bloomberg Intelligence, 85 percent 
of investors reported that ESG leads to better returns, resilient portfolios, and 
enhanced fundamental analysis. This positive viewpoint reȵects the ȴndings  
of studies such as an examination of more than 3,000 ȴrms worldwide that  
compared ESG performance as measured by the Thomson Reuters’ ESG scoring 
system with corporate ȴnancial performance and found a positive correlation 
especially among large and high-risk businesses92. 

Closely following publication of Who Cares Wins, the UN Secretary General invited 
a group of 20 representatives from the world’s largest institutional investors to 
develop Principles for Responsible Investment (PRI). This group established six  
primary principles for responsible investing which include a commitment to 
including ESG in investment decisions, disclosure of ESG performance by entities 
receiving investments, open collaboration among investors in implementing the 
principles, and reporting on progress. PRI provides a range of resources to assist 
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Road Safety as Part of ESG 

The safety of road users, both those who are traveling as part of their job and 
others who may be a΍ected by work-related crashes, is clearly within the scope  
of the ESG framework. The seminal ESG framework, Who Cares Wins, lists  

examples of corporate performance factors that ȴt within the Environmental, 
Social, and Governance framework (see FIGURE 10). The ȴrst factor listed in  
the category of Social factors is workplace health and safety93. Although not  

speciȴcally mentioned, considering that road crashes are the single largest  
cause of workplace injury risk, road safety is included by implication.  

In 2022, the International Labour Organization (ILO), a specialized agency of  
the United Nations, amended the Declaration on Fundamental Principles and 
Rights at Work by adding a safe and healthy working environment as a ȴfth 
principle and right.   

Consistent with the 2015 UN Sustainable Development Goal (SDG) #8, Promote 

sustained, inclusive and sustainable economic growth, full and productive 

employment and decent work for all, the 2011 UN Guiding Principles on  
Business and Human Rights, and the 1948 Universal Declaration of Human Rights, 
Principles for Responsible Investment launched a Collaborative Stewardship 
Initiative and Assessment Framework in 2022 to assist in achieving Decent Work 
objectives that include occupational health and safety94.

Road Safety Reporting

Occupational health and safety measures are also included in the reporting  
standards developed and maintained by the Global Reporting Initiative (GRI),  
the world’s most widely used corporate sustainability reporting standards.  
GRI Topic Standard 403 covers both management factors associated with  
occupational health and safety risks, including prevention and mitigation  
measures, as well as incidence rates95. GRI does not, however, speciȴcally  
require reporting of those injured or killed in work-related crashes whether 
employees or third parties.  

Objective and transparent reporting is central to the success of ȴnancial  
providers. Investment ȴrms, banks, and insurance companies rely on veriȴed 
reporting as a basis for managing the uncertainties inherent in ȴnancial  
services. Considering the importance of road safety performance in a΍ecting 
occupational health and safety and the direct link between organizational safety 
performance and ȴnancial risk, road safety reporting should include the risks  
and consequences faced by employees and third parties and address the extent 
to which organizations use their inȵuence across their value chain. Current  
reporting processes such as the GRI reporting standard do not provide the level 
of road safety information required for sound ȴnancial decisions and should  
be upgraded.  

investors incorporating the six principles including a collaboration platform,  
reporting framework, and an academic network. The number of PRI signatories 
has grown to more than 4,000 since the group’s establishment in 2005.  
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FIGURE 10. Examples of ESG factors a΍ecting investment value (World Bank Group, 2017)

ESG issues relevant to investment decisions di΍er across regions  
and sectors. The following are examples of issues with a broad range  
of impacts on companies:

Environmental issues:

•	 Climate change and related risks

•	 The need to reduce toxic releases and waste

•	 New regulation expanding the boundaries  
of enviranmental liability with regard to products  
and services

•	 Increasing pressure by civil society to improve performance,  
transparency and accountability, leading to reputational risks  
if not mananged properly

•	 Emerging markets for environmental services  
and environment-friendly products

Social issues:

•	 Workplace health and safety

•	 Community relations

•	 Human rights issues at company and suppliers /́contractors´  
premises

•	 Government and community relations in the context  
of operations in developing countries

•	 Increasing pressure by civil society to improve performance,  
transparency and accountability, leading to reputational risks  
if not managed properly

Corporate governance issues:

•	 Board structure and accountability

•	 Accounting and disclosure practices

•	 Audit committee structure and independence of auditors

•	 Executive compensation

•	 Management of corruption and bribery issues
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A Case for the Standardization  

of Road Safety Finance Decisions 

The scale and severity of the global road safety problem, the leading killer of 
young people ages 5 to 29 and the 12th leading cause for all ages96, its position  

as leading cause of occupational injury globally97, and its inclusion as Target 6  

under Sustainable Development Goal #3, Good Health and Well-Being, warrant 

a speciȴc focus on road safety performance as part of investment decisions. 
Such deliberate attention would incentivize far-reaching action that could  
substantially reduce the global burden of road deaths and injuries and  
contribute meaningfully to the goals of ESG.

Further beneȴt could be realized by standardizing road safety measures in ESG 
so that results among investments could be compared and interventions could 
be evaluated and shared across sectors. Aligning ESG road safety reporting with 
widely accepted standards such as ISO 45001, Occupational Safety and Health 
Management Systems, and 39001, Road Traɝc Safety Management Systems, 
would further enhance the consistency and quality of data and facilitate research 
on organizational performance and progress.  

In a recent interview, the Director of Monetary and Capital Markets for the  
International Monetary Fund pointed out the increasing need for internal  
cooperation in ȴnance regulatory policies, explaining that ongoing improvements 
in the quality and consistency of ESG data, together with consistent regulatory 
policies that preclude regulatory arbitrage – the incentive for corporations to 
strategically avoid regulation – will become even more important for securing 
global ȴnancial security98.

Toward Improved Road Safety Reporting  

and Better Financial Decisions

A ȴrst step toward realizing the power of ȴnance for improving road safety is 
for ESG reporting to require speciȴc road safety reporting across organizational 
value chains as a prerequisite for ȴnancial services. Such reporting based on 
standards such as ISO 45001 and 39001 would signal to investors that 
organizational management recognizes the importance of managing road 
safety to the full extent of their inȵuence or safety footprint. 

A next step would be to require that organizations receiving ȴnancial services set 
targets for road safety progress based on the e΍ectiveness of planned safety  
interventions. A third step toward realizing the potential of ȴnance would be  
to require periodic reporting by an organization as a condition for continued  
investment or services. These three steps could be taken sequentially by  
investors as a means to phase in road safety measures and expectations as  
a central ESG prerequisite.   
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RECOMMENDATION
Highest levels of safety  
across organizational value chains

In order to internalize road safety responsibility across their entire value 
chain, fulȴll legal requirements, and ensure compliance with road rules as  
a minimum standard, public and private organizations should apply a safety 
management system such as ISO 45001 or ISO 39001.  

•	 At a minimum, for all road use related to operations across their value 
chain, organizations should purchase vehicles with the highest safety 
performance, and take responsibility for speed, ȴtness to drive, use of 
appropriate protective gear, and route selection. 

•	 Organizations should report on its safety footprint, targets, actions,  
and results. 

RATIONALE:   

Safety Management Systems

Organizations of all types need management systems to function eɝciently.  
Management systems deȴne the intent or objectives of the organization,  
establish policies and procedures, and allocate responsibilities among parts  
of the organization to accomplish its mission. Management systems cover  
various aspects of organizational function, including product or service quality, 
operational eɝciency, environmental performance, and health and safety, and  
can be simple or complex depending on the size and nature of the organization.  

A safety management system (SMS) can be independent or integrated with  
other types of management systems. An SMS provides a clear analysis of risks 
associated with the operations of the organization, deȴnes safety incidents,  
identiȴes prevention policies and practices, prescribes responses to safety  
incidents and non-compliances, and evaluates interventions for continuous  
improvement.  

Management systems are essential to inform employees of expected procedures 
for themselves and others they interact with at work. They protect employees 
from potential harm and also provide important information to those who have  
relationships with the organization. Business partners, customers, suppliers, 
banks, and investors need to know how the organization functions and have  
conȴdence that top management is in control and able to predict and prevent  
risks for personnel, property, the environment, and human rights.  

Management System Standards

To assist in the adoption of management systems, standards have been deve- 
loped to set common expectations for assessing organizational performance. 
The most common are the International Organization for Standardization (ISO) 
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management standards. The ISO management standards facilitate conȴdence in 
business-to-business relations so that exchanges between organizations can be 
trusted to be compliant in terms of quality and in accordance with expectations 
for environmental and social impact. More than 1.2 million organizations world- 
wide certify compliance with ISO 9001, the management standard for quality,  
and over 500,000 certify compliance with ISO 14001, the management standard  

for environmental impact99.   

Nearly 400,000 organizations certify compliance with ISO 45001, the occupational 
health and safety standard, which is structured in the same way as other ISO  

management standards according to the Plan, Do, Check, Act (PDCA) principle  
as illustrated in FIGURE 11. The cyclical PDCA process guides organizations in a  
continuous improvement and focuses attention on key management areas.

FIGURE 11. ISO 45001 Occupational Health and Safety Management System.

Road Safety Standard

ISO 45001 includes roadway operations as part of the workplace and is also  
clear that a safe workplace not only includes the well-being of employees and 
contractors but also the wider community. The background statement for ISO 

45001 states, “An organization is responsible for the occupational health and 
safety of workers and others who can be a΍ected by its activities”100. Since every 
organization must comply with legal requirements relevant to workplace safety, 
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such as speed limits, seatbelt use, and driver distraction laws, and road transport  
is a major, if not the largest, injury fatality risk for most organizations, road safety 
should be a focal point when using occupational health and safety management 
systems.   

The speciȴc management standard for road safety: ISO 39001, is a more advanced 
guide for organizations that have adopted ISO 45001. The two standards are designed 

to be used together as a means of reaching higher levels of road safety performance 
and providing greater beneȴts for both employees and the community.  

Since management systems are a critical tool for organizations to demonstrate  
compliance with expectations by business partners, the community and the  
government, and road safety is central to minimizing both employee and  
community risk, it is essential that users of ISO 45001 include road safety as a  
focus for measurement, intervention, monitoring, and reporting. Currently only  
a small fraction of organizations using ISO 45001 are also applying ISO 39001, and 

many of those using ISO 45001 are not focusing on road safety assessment and  
improvement. Those who conduct certiȴcations for ISO 45001 compliance should 
ensure that organizations are giving adequate attention to road safety and be  
aware that ISO 39001 is available to facilitate a more thorough assessment and  
guide further improvement. While ISO 45001 clearly addresses road safety by  
implication, additional emphasis could facilitate adoption and future updates  
and revisions of the standard should be more explicit about the importance  
of road safety as part of occupational health and safety.  

Road Safety Beyond the Gates 

To realize their full potential to inȵuence road safety, organizations must recognize 
both the importance of road safety to their occupational health and safety  
commitment and acknowledge that their responsibility does not stop with the  
protection of their employees. An organization is responsible for everyone who  
can be a΍ected by their operations. This includes all of those who share the roads 
with their employees across the full extent of their operational footprint. A strong  
focus on occupational health and safety within the gates of organizational facilities 
has resulted in dramatic reductions in workplace death and injury over the past  
50 years. When organizations extend this commitment outside their gates and  
across their footprint, the third of all roadway deaths that are related to work  
could also be dramatically reduced.   

ISO 45001 deȴnes the workplace as a place under the control of the organization 
where a person needs to be or to go for work purposes, and adds that the  
organization’s responsibilities under the occupational health and safety manage- 
ment system depend on the degree of control the organization has over the work- 
place101. This implies that an employee driving as part of their work for an  
organization is at their workplace. This also means that because the organization  
can have a high degree of control over that workplace by providing a safe environ-
ment, such as the best safety technology for preventing speeding, driver distraction, 
and impairment, the organization should assume responsibility for implementing 
these prevention measures.  
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RECOMMENDATION
Organizations adopt  
a safety culture

In order to establish a safety culture that goes beyond compliance with rules, 
organizations should introduce and nurture a safety-ȴrst principle where 
employees can expect the safest working environment, including:

•	 Encouragement for employees to identify and report safety risks  
without concern about punishment or retribution and with expectation 
that the organization will investigate and respond with corrective actions 
incorporating suggestions from employees where possible for improved 
safety procedures, products and practices. 

•	 Commitment and action by organizational leadership to adopt policies  
and processes for transparent communication of safety performance 
including reporting of safety incidents and implementing improved safety 
measures in accordance with the safety-ȴrst principle. 

RATIONALE:

The concept of a safety culture has been discussed in the ȴeld of organizational 
management for many decades, becoming prevalent in the mid-1980s in  

response to the catastrophic 1984 explosion of a Union Carbide pesticide plant in 
Bhopal, and the 1986 Chernobyl nuclear disaster. While there is no universally 

accepted deȴnition, construct, or model of a safety culture, there is general 
consensus that the idea includes values that prioritize safety above other  
organizational goals, policies and processes that take a proactive approach to 
improving safety, and the way people in the organization behave with regard to 
safety. The British Health and Safety Executive (HSE), the agency that regulates 
health and safety in Britain, deȴnes safety culture as “the combination of the 

attitudes, values and perceptions that inȵuence how something is actually 
done in the workplace, rather than how it should be done.”102  

Elements of a Safety Culture

In describing how to engineer a safety culture, James Reason (1998)103 describes 
an interconnected set of organizational cultures which together comprise their 
safety culture. FIGURE 12 illustrates how these individual elements ȴll comple-
mentary roles, with an informed culture providing a complete understanding  
of risks, a reporting culture supported by a centralized safety information  
system, a learning culture that can analyze data from the information system  
to draw conclusions, and a ȵexible culture that allows safety conclusions to be 
translated to improvements in practice. Reason stresses the importance of the 
just culture that underlies the others providing the trust that is necessary to 
encourage employees to observe, report, and revise without fear of blame.  

#5
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COMPLIANCE CULTURE COMMITMENT CULTURE

Beginning
Who cares as long  

as we don t́  
get caught

Developing
We do  

a lot after  
an incident

Performing
We have systems  

in place to manage
all hazards

High Performing
We work on 

problems  
we ȴnd

Exelling
HSE is how  

we do business  
around here

•	 Individuals look out 
for themselves

•	No Workforce 
Involvment

•	Production always 
takes priority over 
health and safety

•	Poor compliance  
to HSE

•	Safety Performance  
is not monitored  
or measured

•	Accidents are seen 
as part of the job

•	Company only 
concerned about  
HSE immediately 
after an accident

•	Production usually 
takes priority 
over HSE

•	Safety is managed  
by discipline  
and fear

•	Generic Safety Rules 
and Procedures

•	A Focus on lagging 
indicators only

•	HSE essentials are  
in place and working

•	Production some- 
times takes priority 
over safety

•	Compliance is driven 
by campaigns and  
supervisory control

•	Some workforce 
involvment

•	Monitoring is  
primarily focused  
on accident 
statistiscs.

•	Most incidents are 
reported/investigated

•	Ongoing commitment 
to HSE is visible

•	HSE usually takes 
priority over pro-
ductivity

•	The workforce are 
proactively engaged 
in improving HSE

•	Monitoring is focused 
on leading, current 
and lagging statistics

•	Root Cause Analyses 
are conducted for all 
types of incidents

•	Safety is a value

•	A safety partnership  
has been established

•	Safe production is the 
number one priority

•	Lessons learnt  
are applied on  
a day-to-day basis

•	HSE is Linked  
to Business  
Performance

Lower Incident Rates

FIGURE 12.  Safety Culture Model (Reason, 1998)

Stages of Safety Culture Evolution

The British HSE developed a model of safety culture maturity based on studies 
of organizational capability models developed in other domains, together with 
literature on safety culture. The HSE safety culture maturity model in FIGURE 13 
illustrates how an organization can transition from prioritizing production,  
accepting accidents as inevitable, and disregarding safety performance, through 
steps of sophistication to a position in which safety is prioritized, incidents are 
analyzed for root causes, and data is used for continuous improvement.  

FIGURE 13.  Adaptation of the British Health and Safety Executive’s (HSE)  
safety culture maturity model (Cooper, 2016)

Safety
Culture

Informed Culture

Reporting Culture Just Culture

Learning Culture

Flexible Culture
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Organizational Commitment

A positive safety culture directly supports organizations in taking responsibility 
for road safety across their footprint by establishing the necessary values,  
building measurement and reporting capabilities, and guiding institutional  
processes for feedback and continuous improvement.  

Creating a safety culture is most eɝcient when an organization focuses on the 
key elements: values that prioritize safety above other organizational goals,  
policies and processes that proactively improve safety, and the way people in  
the organization behave with regard to safety. While each of these elements  
are essential for a strong safety culture, the approach to their establishment  
is critical for optimal system impact. 

The three key safety culture ingredients need to be nurtured as a set. A review 
of evidence conducted by M. D. Cooper (2016)104 found limited proof that safety 
perceptions or attitudes alone are predictive of organizational safety outcomes.  
Similarly, changing values and norms alone was found to lack such evidence.  
The elements addressing policies and processes, and safety behaviors were 
found to have strong evidence of e΍ect on safety outcomes, especially when 
combined with values that prioritize safety. Safety Management Systems  
are recommended by the International Labour Organization105 as a means for 
strengthening both processes and behaviors.

E΍orts to establish each of the three elements should be aimed at both manage- 
ment and employees. Cooper (2016)106 emphasizes consistent evidence that the 
root cause of about 80 percent of organizational safety incidents is related to 
management issues and that while employee engagement is very important,  
management should be the main target for safety culture interventions.  
Establishing safety culture that goes beyond simple compliance with rules  
and regulations requires a long-term commitment and involves the whole  
organization107. 

To facilitate commitment and movement toward responsibility and action to  
improve road safety across their footprint, organizations should create a safety 

culture, using tools such as Safety Management Systems and ISO standards  

39001 and 45001, and balancing attention among the three key elements and 
between activities directed toward management and employees.  
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RECOMMENDATION
Automotive sector supports the highest levels  
of organizational and vehicle safety 

In order to support organizational e΍orts to comply with occupational health 
and safety obligations, take responsibility for road safety across their foot-
print, and realize the potential beneȴts of safer vehicles in the global ȵeet,  
the automotive sector, including vehicle and equipment manufacturers, 
should:

•	 Take responsibility for road safety across their organizational footprint, 
including transparent data collection, problem identiȴcation, implementing 
evidence-based interventions, and reporting on progress.  

•	 Manufacture and market the safest possible vehicles for commercial  
and ȵeet purposes, including the full range of work and organizational  
applications from heavy trucks to powered two-wheelers. 

•	 Incorporate safety technologies in vehicles marketed for commercial  
or ȵeet use that will assist organizations in ensuring that their vehicles  
comply with all traɝc rules and protect third parties from injury, such  
as intelligent speed adaptation (ISA), driver impairment prevention,  
autonomous emergency braking systems (AEB), blind spot detection (BSD), 
lane support systems (LSS) and vulnerable road user protection systems.

•	 Market vehicles with the highest level of safety performance for all global 
markets.  

•	 Submit vehicles marketed for commercial, ȵeet, or private use for testing  
by independent consumer testing programs to inform organizational  
purchasers about their products’ safety performance.

RATIONALE:

The automotive sector has an expansive role in improving global road safety.   
Vehicle manufacturers and technology suppliers have made substantial  
contributions to safety over the past 50 years through safety innovation both  
on their own initiative and as a result of regulation. An analysis of safety systems  
mandated by U.S. Federal Motor Vehicle Safety Standards indicates that techno- 
logies introduced into the ȵeet between 1960 and 2012, saved over 613,000 lives108.  

This accomplishment shows the potential of the automotive sector, and with the  
emergence of advanced technologies the scope of opportunities for vehicle safety  
have expanded yet further. With road traɝc crashes remaining the leading killer  
of children and youth from 5 to 29 years of age and the 12th leading cause of death  
for all ages, the responsibilities of the automotive sector are far from fulȴlled,  
both as vehicle designers and producers, and as global organizations that can  
a΍ect safety across their far-reaching footprint.

#6
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Automotive Sector Organizations

The automotive sector has an enormous global footprint, producing 93 million  

vehicles per year, employing more than 8 million people directly and as many as 
50 million indirectly. The sector procures 112 million tons of materials annually  
and accounts for more than 5 percent of worldwide manufacturing jobs 109 110 111.

A commitment from the automotive sector to leverage this footprint and to  
facilitate similar e΍orts by other sectors will make a signiȴcant contribution to 
global road safety. The automotive sector could begin by ensuring that their  
own operations are practicing the highest levels of road safety both within their 
gates and beyond as their corporate vehicles travel on public roads. The same 
commitment to using the best safety technology on all vehicles, ensuring that 
vehicles comply with all traɝc codes, and selecting the safest routes could then  
be required across the sector’s value chain as a prerequisite for businesses  
supplying raw materials or distributing ȴnished products.   

The automotive sector has the unique ability to take an additional step that will 
substantially improve the safety of all commercial and organizational traɝc.  
The International Organization of Motor Vehicle Manufacturers reports that the 
sector produced 26 million commercial vehicles in 2023112. Commercial vehicles 
can be designed and marketed with existing technologies that reduce risk to  
all road users by ensuring that they can only be operated safely and within  
compliance of traɝc rules. Speed limiters, seat belt interlocks, driver impairment 
prevention, and other advanced features that prevent the consequences of 
human error while driving are consistent with organizational occupational health 
and safety obligations and should be installed in all vehicles sold for commercial 
purposes. This step will enable widespread road safety progress by providing an 
eɝcient and e΍ective means for organizations to fulȴll their obligations to their 
employees and to the communities in which they operate.  

Vehicle Design and Marketing

The safety of commercial vehicles is especially important in determining global 
road safety both because of their role in realizing the beneȴts of organizational 
commitments to road safety and because they are often operated in in conditions 

that pose particular risk. The size and weight of many commercial vehicles are 

risks because of the extreme contrast in their level of kinetic energy – and  
consequent crash risk – compared to other road users, and due to the limitations 
they impose on visibility and safe maneuvering, especially when operated among 
vulnerable road users. Extremes in the frequency of use of many commercial  
vehicles also contribute to risk through exposure to other road users and  
because of driver fatigue.   

A recent study of crashes involving heavy commercial vehicles in Sweden indicates 
that there is considerable room for safety improvement. This study used a panel 
of experts to review detailed information concerning incidents in which heavy 
vehicles struck and killed vulnerable road users. The experts used the Swedish 
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Transport Administration crash data system, which collects in-depth studies of 
every fatal crash in Sweden, reviewing all cases that involved a heavy goods  
vehicle (>3.5 tonnes) and resulted in the death of a pedestrian, bicyclist, or 
powered two-wheeler rider. The study concluded that of the 63 such cases that 
occurred in Sweden between 2015–2020, 59 percent could have been prevented 
if the heavy goods vehicle had been equipped with one of the active or passive 
safety systems shown in TABLE 4113.

Active Safety Systems Passive Safety Systems

Automatic Emergency Braking Frontal Underrun Protection

Alcohol Lock Passive VRU protection–sharp edges and projections

Brake Assist Passive VRU protection–energy absorbing front

Blind Spot Information System Rear Underrun Protection

Direct Vision Side Underrun Protection

Intelligent Speed Adaptation VRU airbag

Moving O΍ Information System Wheel protection

Reversing Safety

Surround View

TABLE 4. Heavy goods vehicle safety countermeasures considered in Swedish study  
(Willstrand et al., 2024).

Because of their special implications for road safety, commercial vehicles should 
be designed and marketed with the highest standards of safety equipment. The 
automotive sector should respond to demand from other organizations – and ful- 
ȴll their own occupational health and safety obligations – by providing commercial 
vehicles that are as safe as possible. Commercial and ȵeet vehicle manufacturers 
should also submit their vehicles to an independent safety testing program  
to provide organizational purchasers with objective information regarding  
safety performance. Automotive equipment producers should provide retroȴt 
technologies where possible to allow older commercial vehicles to be upgraded 
with the latest safety improvements.  

Disparities in Global Vehicle Safety Equipment 

About 92 percent of all global road deaths occur in low- and middle-income  
countries. Per population, road deaths are twice as frequent in middle-income 
countries and nearly three times as common in lower-income nations than in high- 
income countries. Though the di΍erence can be attributed to a range of factors 
including road conditions and traɝc management, there are great di΍erences 
in vehicle safety between high-income countries and low- and middle-income 
countries (LMICs).
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The 2018 Global Status Report on Road Safety identiȴed eight priority UN vehicle 
safety standards listed in TABLE 5 as fundamental to vehicle safety114. The Status 

Report points out that 124 LMICs require none or just one of these priority  
regulations. A study of vehicle safety in the Latin America and the Caribbean 
(LAC) region estimated the beneȴts of adopting these standards, concluding that 
overall regional traɝc deaths could be reduced by 28 percent if all vehicles were 
so equipped. FIGURE 14 illustrates the relative e΍ects of the eight vehicle safety 
technologies in countries of the LAC region115. A similar study focusing on the 
beneȴts to Southeast Asian nations of adopting vehicle safety technologies found 
potential impacts of comparable magnitude116.

UN Vehicle Safety Regulation Technology

UN regulation 94 and 95: frontal impact  
protection and side impact protection; crash- 
worthiness in crash tests at speciȴc speeds

Occupant restraints, airbags  
(frontal and side), side structure  
and padding, and side door beams

UN regulation 140: electronic stability  
control; prevents skidding and loss of control, 
requires antilock brakes

Electronic stability control

UN regulation 78: motorcycle antilock brakes; 
helps maintain control during emergency 
braking

Motorcycle-antilock brakes

UN regulation 127: pedestrian front protection; 
vehicle front-end modiȴcations to reduce  
severity of pedestrian injuries

Vehicle front-end design

UN regulation 14, 16, and 129: seatbelt,  

seatbelt anchorages, and child restraints
Occupant restraints

TABLE 5. Priority UN vehicle safety standards and associated existing technologies (World 
Health Organisation, 2018). 
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FIGURE 14. Mortality reduction resulting from adoption of eight UN standards  
in Argentina, Brazil, Colombia, Ecuador, Mexico, Uruguay, and the Latin America  
and the Caribbean region (Bhalla and Gleason, 2020).

In 2022, the International Organization of Automobile Manufacturers (OICA) 
published a manifesto calling on governments worldwide to place all members  
of the automotive sector on an equal footing by establishing mandatory mini-
mum vehicle safety requirements for all new vehicles sold in their territory117.   

If successful, this approach would e΍ectively prevent the sale of vehicles without 
fundamental safety equipment from being sold in every country. However, 
recognizing the scale of the geo-political and domestic government negotiation 
and action necessary to accomplish this objective in more than 100 LMICs, and 

the consequent low probability of success, the automotive sector should consider 
a voluntary agreement among members to sell only vehicles equipped with the 
technology prescribed in the priority UN vehicle safety standards to LMICs as a 

feasible, practical, and timely alternative. 
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Relevance of the AEG  
Recommendations to Low-  
and Middle-Income Nations
The Global Status Report on Road Safety 2023 o΍ers encouraging evidence  
of reductions in worldwide road traɝc deaths between 2010 and 2021,  

raising hopes that we have seen the high point of the global problem and are 
experiencing the beginning of a longer-term decline. However, the evidence is  
not uniformly positive. Low- and middle-income countries still account for  
92 percent of overall road deaths and the improvements over the decade were 
seen primarily in high-income nations.  

Notably, the Africa region, host of the 4th Global Ministerial Conference on  
Global Road Safety, experienced a 17 percent increase in road traɝc deaths 
during the ȴrst Decade of Action for Road Safety, along with the highest  
population fatality rate globally118. Low and middle-income nations continue to 
face serious challenges in addressing road safety including competing priorities, 
limited capacity of local governments, as well as geographic, geopolitical, and 
geodemographic situations that can complicate change e΍orts.  

Against these challenges, the recommendations of the Academic Expert Group do 
not provide a complete or universal solution. However, these recommendations 
do o΍er additional pathways to progress. Both realizing the potential of occupa-
tional health and safety mandates and using the power of procurement could 
be adopted in many environments alongside of other approaches and provide 
complementary beneȴt without drawing signiȴcantly from scarce resources. 

Occupational Health and Safety 

A national governance framework for occupational health and safety programs 
is not universal and is more prevalent among high-income countries than in low- 
and middle-income countries.  

However, the International Labour Organization (ILO) reports that nearly all  

of the 187 member states have an authority or body responsible for occupational 
health and safety. In Africa, of the 55 ILO member states, 22 have ratiȴed ILO  

Convention No. 155 and 15 have ratiȴed ILO Convention No. 187. Twenty-one  
African member states have a national occupational health and safety policy119. 

International agencies are working to improve occupational health and safety  
in low- and middle-income countries. In Africa for example, e΍orts are under- 
way to foster such programs including the collaboration announced in 2023 

between the World Health Organization, the African Union Development  
Agency (AUDA-NEPAD) and the International Labour Organization (ILO) to  

strengthen the capacities of African countries to provide occupational health  
and safety measures for health workers120. Increased awareness of the  
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potential of occupational health and safety standards, regulation, and compliance 
for improving road safety may provide additional incentive for strengthening OHS 

programs in low- and middle-income nations.

Procurement

Low- and middle-income nations spend a higher proportion of their GDP on 
public procurement than high-income countries. African nations spend an  
average of 17 percent of GDP on public works, goods, and service contracts121, 

a rate higher than the average for public procurement in low-income nations 
found by Djankov, et al., 2016122. Public procurement is a particularly promising 
tool for cities. Haselmeyer (2022) observes from research conducted by the 
Chicago Council on Global A΍airs that cities can design procurement processes 
to incentivize and enable progress in social services, citing examples such as a 
school meals program in Bogotá that improved the quality and delivery of meals 
by restructuring city procurement approaches123. Innovative cities in low- and 
middle-income countries such as those participating in the new Alliance of Cities 
for Road Safety (ACRoS) being established with funding from the UN Road Safety 
Fund124, and the ȴfteen African cities featured as innovative case studies in the 
UN Environmental Program report, Walking and Cycling in Africa125 could consider 
similar approaches to address local road safety problems.  

The Academic Expert Group acknowledges the value of the road safety pillars  
and continues to stress the importance of the Safe System approach as a means 
for applying these tools to greatest e΍ect. As low- and middle-income nations 
continue their work through government action and partnerships with civil  
society to apply the evidence-based tools in each of the pillars – Road Safety 
Management, Safe Roads and Mobility, Safe Vehicles, Safe Road Users and Post-
Crash Response – the Academic Expert Group recommends that these nations 
also consider the potential of occupational health and safety mandates  
and procurement to stimulate road safety action among the full range of  
organizations in their region. 
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Summary and Priorities

The recommendations in this report reȵect the combined experience and  
insight of the Academic Expert Group and point to a pathway for road safety 
improvement that complements ongoing activities and has the potential to yield 
substantial additional momentum toward our ambition of reducing global road 
deaths and serious injuries. The central focus of the recommendations is on  
engaging organizations of all types in improving road safety as part of their  
existing occupational health and safety obligation.   

This approach o΍ers compelling opportunities and eɝciencies:  

•	 First, the scale of the work-related crash problem demands attention.   
About one-third of all global road deaths, as many as 400,000 per year,  
involve a driver on work duty.

•	 Second, the employer has the power – and responsibility – to manage their 
road risk through approaches such as technologies and safe practices. Major 
risk factors, including speed, impairment, and seat belt use are controllable 
with technology. 

•	 Third, organizations have an occupational health and safety mandate to protect 
both their employees when using the roads for work purposes and others in 
the community with whom they share the roads. Nearly every nation has an 
authority for occupational health and safety. 

•	 Finally, prevention practices are highly e΍ective and tools such as safety 
management system standards, audits, and certiȴcation processes are widely 
available. 



 
S

A
V

IN
G

 L
I
V

E
S

 B
E

Y
O

N
D

 2
0

2
5

 –
 T

A
K

IN
G

 F
U

R
T

H
E

R
 S

T
E

P
S
               

70

The Academic Expert Group o΍ers these recommendations as eɝcient means for 
global road safety progress. New authority is not needed to apply occupational 
health and safety mandates to the roads and no further research is needed to 
engage organizations in fulȴlling their responsibilities. Solving the problem of 
work-related road deaths will not resolve the overall global road safety challenge, 
but even a ȴrst step – ensuring that work-related trips comply with traɝc laws – 
could save at least 200,000 lives per year, contributing much needed momentum 
toward our goal. 

The recommendations focus on a few key stakeholders and actions:

•	 Governments can lead by clarifying that occupational health and safety 
expectations extend to the roads. Cities can use their power of innovation to 
reform their procurement processes for social beneȴt, including road safety.

•	 Finance providers can include road safety among the ESG factors used to  
assess the risk of business investments.

•	 The automotive sector can provide commercial vehicles equipped with the 
highest level of safety equipment to enable employers to e΍ectively manage 
road risk.

•	 Organizations can take a ȴrst step by using available technologies to ensure 
that their vehicles obey all traɝc laws and drive on the safest roads. By simply 
complying with their mandate and traɝc laws, organizations can reduce 
work-related road deaths by at least 50 percent.  
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Recommendations of the Academic Expert 
Group for the 4th Global Ministerial Conference  
on Road Safety

TOPIC RECOMMENDATIONS

1  Road safety in 

workplace safety 

regulations and 

practices

In order to prevent road traɝc fatalities and injuries 
among employees and third parties:

•	 Private and public organizations should include speciȴc 
attention to road safety in the systematic management 
of their work environment as required by occupational 
health and safety (OHS) law.

•	 Compliance with road safety best practices should be  
a key OHS standard and a primary responsibility  

of the organization.  

•	 Prevention activities should be implemented to address 
road safety risks throughout the organizational foot-
print and be measured and reported in OHS compliance 
monitoring.  

•	 Compliance should also be addressed by traɝc law  
enforcement when violations occur on public roads  
with penalties for failure to take adequate precautions 
applied to the organization through OHS laws.   

2  Government  

organizations 

set the example  

with cities  

leading the way

In order to fully utilize the potential of government  
organizations to improve road safety on a global scale:

•	 National and city governments and the United Nations 
organization should use their inȵuence as leaders and 
role models as well as their power as large employers and 

their authority as regulators and enforcers to advance 
road safety actions following the Safe System approach.  

•	 Cities in particular can serve a critical role by turning  
their power of innovation to demonstrating how OHS  
can be a key for road safety progress.  

•	 City, national, and other jurisdictional governments 
should be explicit about the responsibilities of  
organizations for road safety as part of their OHS  
obligations. Governments should also be clear about  
their intent to routinely monitor and enforce these  
obligations. City, national, and other jurisdictional  
governments should use their power of procurement  
to incentivize road safety performance among  
organizations with whom they do business and as part  
of government-funded programs and projects.

•	 The United Nations system should be a role model  
in demonstrating attention to road safety as part  
of OHS because of the leadership inȵuence of the UN  
in countries of every income level.
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TOPIC RECOMMENDATIONS

3   Road safety in 

ȴnance decisions
In order to incentivize organizational action  
to improve road safety, ȴnancial actors such  
as banks, investors, insurance companies,  
and auditors should:

•	 Explicitly mandate that entities actively address road 
safety across their value chains as a prerequisite for 
ȴnancial involvement.

•	 Speciȴcally require that organizations receiving  
investment funds maintain an assurance process that 
includes reporting on their road safety footprint across 
their value chains, setting crash reduction targets, and 
implementing evidence-based interventions where  
necessary to reduce or eliminate serious crashes.  

•	 Collaborative ȴnancial initiatives, such as PRI  
(Principles for Responsible Investment) and PRB  
(Principles for Responsible Banking) should speciȴcally 
include road safety as a core element of the Environ- 
mental, Social, and Governance (ESG) factors by  
which they assess the sustainability of investments  
and develop guidance for use by investors and banks  
in assessing road safety performance.    

4  Highest levels  

of safety across  

organizational 

value chains

In order to internalize road safety responsibility across 
their entire value chain, fulȴll legal requirements,  
and ensure compliance with road rules as a minimum 
standard, public and private organizations should:

•	 Apply a safety management system such as ISO 45001  
or ISO 39001.  

•	 At a minimum, for all road use related to operations 
across their value chain, organizations should purchase 
vehicles with the highest safety performance, and  
take responsibility for speed, ȴtness to drive, use  
of appropriate protective gear, and route selection. 

•	 The organization should report on its safety footprint, 
targets, actions, and results.
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TOPIC RECOMMENDATIONS

5  Organizations 

adopt a safety 

culture

In order to establish a safety culture that goes beyond 

compliance with rules, organizations should introduce 

and nurture a safety-ȴrst principle where employees  
can expect the safest working environment, including:

•	 Encouragement for employees to identify and report 
safety risks without concern about punishment or  
retribution and with expectation that the organization 
will investigate and respond with corrective actions  
incorporating suggestions from employees where  
possible for improved safety procedures and products. 

•	 Commitment and action by organizational leadership  
to adopt policies and processes for transparent  
communication of safety performance including  
reporting of safety incidents and implementing  
improved safety measures in accordance with  
the safety-ȴrst principle.

6  Automotive 

sector supports 

the highest 

levels of  

organizational 

and vehicle 

safety 

In order to support organizational e΍orts to comply  
with OHS obligations, take responsibility for road safety 

across their footprint, and realize the potential beneȴts  
of safer vehicles in the global ȵeet, the automotive  
sector, including vehicle and equipment manufacturers, 

should:

•	 Take responsibility for road safety across their  
organizational footprint, including data collection, 
problem identiȴcation, implementing evidence-based 
interventions, and reporting on progress.  

•	 Manufacture and market the safest possible vehicles  
for commercial and ȵeet purposes, including the full 
range of work and organizational applications from  
heavy trucks to powered two-wheelers. 

•	 Incorporate safety technologies in vehicles for  
commercial or ȵeet use that will assist organizations  
in ensuring their vehicles comply with all traɝc rules  
and protect third parties from injury, such as intelligent 
speed adaptation (ISA), driver impairment prevention, 
autonomous emergency braking systems (AEB), blind 
spot detection (BSD), lane support systems (LSS) and 
vulnerable road user protection systems.

•	 Market vehicles with the highest level of safety perfor-
mance for all global markets.  

•	 Submit vehicles marketed for commercial or ȵeet use  
for testing by independent consumer testing programs  
to inform organizational purchasers about their  
products’ safety performance.
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if...
”If wishes were horses, beggars would ride”
We all have wishes for ourselves and humanity

What if every child has at least a balanced meal every day? 

What if every human being drinks at least two litres of clean water every day? 

What if each citizen goes out of their home every day and comes back  

without fearing crime and injury?

What if each city has clean air every day?

What if every human being has at least a blanket to cover every night?

What if every individual can read and write?

What if every expectant mother is assured of holding her baby in her hands  

at the end of her pregnancy?

What if every household has at least US$ 1.25 per day?

What if every individual has a mobile phone with access to the Internet?

What if governments truly know what health and development issues kill their citizens?

What if elected political leaders spend only one hour every day working  

on the issues that a΍ect the welfare of their citizens?

What if every human being does a physical activity for at least 30 minutes every day? 

What if every government acts on at least one item of a single global resolution  

it has endorsed every day? 

What if every organisation promotes health, keeps the world safe  

and serves the vulnerable?

What if all these wishes were achieved in every human settlement of the world?

What is your wish?

Meleckidzedeck Khayesi 
and Kidist Bartolomeos


