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Introduction

This report presents an overview of the current road crash data management situation in Uzbekistan, offering
strategic recommendations for improvement based on the best globally recognized practices. The report is
prepared as part of the consultancy Enhancing Road Safety for Central Asia Regional Economic Cooperation
Member Countries (Phase 2) - IC7 Road Crash Data Review and Reporting, funded by the Asian Development
Bank (ADB).

The consultancy aims to assess road crash data management practices for ten CAREC countries' and develop
guidance and tools in an effort to improve road crash data management and move toward greater harmonization
of crash data across the region.

Especially, the consultancy is part of the effort from ADB and other international stakeholders? to develop the
Asia Pacific Road Safety Observatory (APRSO); i.e., the regional forum on road safety data, policies and
practices to ensure the protection of human life on the roads across Asia and the Pacific.

Reliable safety and traffic data are essential to assess the full nature of the road safety problem, measure the real
economic costs associated with road crashes, and design the most cost-effective road safety interventions. As
well, the establishment of Road Safety Observatories (e.g., at national and/or regional level) helps to strategically
deal with high quality road crash data.

A road safety observatory can be seen as a formal network of government representatives sharing and exchanging
road safety data and experience to reduce traffic injuries across the country or within a region. Moreover, an
observatory can provide reliable and comparable data on road crashes, in-depth analysis and information on road
safety practices and policies. An observatory typically provides evidence base on road safety, composed, for
instance, of statistical reports, country/region profiles, thematic analysis and key performance indicators. In other
terms an Observatory can help to:

*  measure progress toward reducing deaths and serious injuries on national roads,
* identify and quantify road safety problems,
* develop and evaluate the effectiveness of road safety measure, and

* facilitate the exchange of experience between regions or countries.

Since a road safety observatory is strongly dependent on safety and traffic data, a prerequisite is thus to design and
implement of a reliable road crash data management system, which is the strategic objective of this consultancy.

' Afghanistan, Azerbaijan, the People’s Republic of China, Georgia, Kazakhstan, the Kyrgyz Republic, Mongolia, Pakistan, Tajikistan, Turkmenistan,
and Uzbekistan. https://www.carecprogram.org/. ADB placed its regular assistance to Afghanistan on hold effective 15 August 2021.

2 World Bank (WB), Fédération Internationale de ’Automobile (FIA), International Transport Forum (ITF), United Nations (UN), Economic and
Social Commission for Asia and the Pacific (ESCAP), WHO, Global Road Safety Facility (GRSF).


https://www.carecprogram.org/
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To assess road crash data management practices, and to recommend improvements in view of country-wide
systems for road crash data management, strategic guidelines issued by World Health Organization (WHO),
by World Bank? and by European Commission (EC), such as the community database on road accidents
(CARE),* have been considered.

Accordingly, within this report, recommendations for the improvement of the current road crash data collection
process are provided, and main data sources and collection procedures are assessed and considered to define a
specific and tailored road crash data management framework for Uzbekistan.

3 Martensen H., G. Duchamp, V. Feypell, V. |. Raffo, F. A. Burlacu, B. Turner, and M. Paala. 2021. Guidelines for Conducting Road Safety Data Reviews.
Washington, DC: World Bank.
4 CARE database.


https://road-safety.transport.ec.europa.eu/statistics-and-analysis/methodology-and-research/care-database_en

2 Reference Standards

The importance of road safety data and information and of data-driven approaches to road safety
improvement is widely recognized at international level.

According to the European Transport Safety Commission (ETSC, 2001), the main empbhasis of a road safety
information system has shifted from a single focus on road crash data recording to the collection of data and
information required to support different levels of the road safety management system, as visualized in the
pyramid in Figure 1.

Figure 1: Essential Elements of a Road Safety Information System

Social cost

Number of fatalities
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Safety Performance Indicators
(intermediate outcomes)
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Source: Wegman, 2001

According to World Bank Guidelines for Conducting Road Safety Data Reviews (footnote 3),

Road safety data are not just about crash data (or outcome data - the observed crashes and injuries), but also
about the safety performance of the road traffic system, and about interventions to improve road safety. These
data are best used when combined with other information, such as traffic volumes and distances travelled, or split
between different transport modalities. For an evidence-based approach to the management of road safety, these
data can be used by policy makers, traffic engineers, police, the health sector, the research community, insurance
companies, prosecutors, vehicle manufacturers, and others.
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The rationale is that data at all levels of the pyramid is necessary to describe and understand the process leading
to crashes. This knowledge then serves as the basis for evidence-based road safety management. The road safety
information framework according to this philosophy is visualized in Figure 2.

The pyramid has four levels. In the bottom level, road safety interventions can be found (policy, programs, and
initiatives). If implemented effectively, and at scale, improved government road safety policy delivery should
result in certain changes in road traffic (the next level). For example: a lower percentage of drivers and passengers
traveling without wearing a helmet or seatbelt, a higher proportion of vehicles obeying speed limits, a shorter

time interval that medically qualified personnel need to reach a crash location, etc. These are known as safety
performance indicators (SPI). These are parameters that have a causal relationship with crashes and casualties/
victims. They are not used instead of crash and injury data, but in addition to them. The purpose is to be able to
assess the effectiveness (and risk-reduction effectiveness) of specific programs and to understand better the
impact of policy interventions.

The next level contains the features of crashes and victims; possibly related to exposure quantities to calculate
road safety risks. These contain the (national) crash registration data, that, nearly everywhere in the world, is

based on the police crash data. This data is then processed into national road crash statistics.

The top level of the pyramid contains data that express the social cost of crashes. This concerns the damage that
society judges to be negative (hospitalization cost, loss of earnings etc.), and to be prevented.

Figure 2: Outcomes of Road Safety Management

DATA

Costs: Social
Medical costs, material and repairing costs, Costs
productivity losses, loss/quality of life (direct and indirect)

Outcome indicators:

Crashes, injuries, and deaths (combined with Final outcomes

exposure data) (crashes and casualities) 2

©
Safety Performance lndlpators: Intermediate outcomes “%,
Speeds, alcohol, restraints, helmet use, road  (operation conditions of road ()
infrastructure, vehicle safety, trauma traffic system)
Implementation indicators: Outputs
road safety policies, plans, programs, (interventions implemented)

implementation of interventions

Interventions

Institutional Management Functions

Source: WHO. 2010.

When data at all four levels are available and actively used, the process leading to crashes can be described,
analyzed, and understood. This knowledge can then serve as a basis for a rational road safety management
system to lower the social costs.
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A road crash data collection system is usually characterized by three main elements: (i) a data collection
process (i.e., a set of operations or phases carried out for the purpose of data collection), (ii) the data collection
techniques and tools, and (jii) the actors who carry out the operations foreseen within the process.

The ultimate purpose of road crash data should be to support the process of improving road safety. As such, a
safety-oriented data collection system should:

*  make the data accessible to road safety managers, in particular road management bodies and territorial
administrative bodies,

e provide relevant information, in particular to:
* locate road crashes on the road network,
* understanding crash patterns and contributory factors,
e understand the outcomes of crashes,
*  provide complete and reliable information in a timely manner, and

* allow linkage between different data sources (e.g., police, health services, insurance, etc.).

A road crash data management framework should be organized according to some basic topics to which some
standards are connected to ensure reliability and completeness of information:

* Road crash data collection.
e Storage, processing and use of road crash data.

e Other road safety data.

Road crash data collection is the basic function to be ensured since it provides information about the final
outcomes’ indicators (crashes, injuries, deaths). The collection of crash data concerns mainly the police bodies
attending the scenes of crashes with victims. However, other actors can provide important complementary data.
Health services (mainly hospitals) can provide data used for statistics on road traffic casualties and victims follow
up. Insurance companies can complement police data with information about history of vehicles and drivers, as
well as road crashes without victims.

A reliable road crash data collection can be ensured when:

* A common nation-wide notification system is in place, ensuring that police bodies and emergency
services are rapidly informed about the crash. The use of a central emergency number is usually a good
practice.

*  Police bodies and emergency services have sufficient resources to attend all scenes of road crash with
victims.

* Aunique and comprehensive road crash registration system is in place, allowing for collection of at least
a minimum set of crash attributes and variables, preferably by using IT devices rather than paper-based
forms.

*  Procedures for almost immediately storing the road crash data into a jurisdiction-wide (e.g., provincial,
national) database exist and allow for an easy retrieval of data. This feature should be made via a
centralized information system (e.g., road crash data management system).

e The persons in charge of road crash data collection and storage are adequately trained about the
importance of road crash data and about the practices to be followed.
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All these aspects can greatly influence the amount and quality of data collected and can lead to important

underreporting of data.

When it comes to the specific road crash attributes and variables to be collected, it is important to ensure that
data are complete, of good quality, and collected uniformly throughout the country.

World Bank Guidelines for Conducting Road Safety Data Reviews recommend to:

* Attend at least every crash scene resulting in serious or fatal injuries.

*  When possible, record causation and aggravation factors such as speeding, driving under the influence,

seatbelt use, and other violations.

*  Report the severity of the victims’ injuries since the initial data collection at the scene and update the

initial assessment based on medical records.

*  Ensure the road crash fatality count includes the victims who die in hospital.

e Record a minimum set of information on eventual road crashes not investigated by police (e.g., those

without victims).

The minimum set of crash attributes and variables should include information about the location, the

road infrastructure, road users, and vehicles involved as well as variables characterizing the maneuvers and the
consequences of the crash. For instance, the World Bank Guidelines for Conducting Road Safety Data Reviews refer
to a set of 28 road crash attributes derived from the Common Accident Data Set (CADaS) of the EC (Table 1).

Table 1: Minimum Set of Crash Attributes

Crash Traffic unit
Crash ID
Date Traffic unit type (e.g., pedestrian,
cyclist, passenger car)
Time Special function vehicle

Weather conditions Registration year

Lighting conditions (daylight, dark,
with/without lighting, dusk/dawn)

Country of registration (e.g., foreign,
national)

Crash type (e.g., with pedestrian, single, = Vehicle maneuver (e.g., turning,
two vehicles turning, two vehicles no overtaking, etc.)
turning)

Location: X coordinate (latitude) and Y
coordinate (longitude)

Road type (e.g., motorway, expressway,
national road, local road)

Section type (e.g., bridge, tunnel, bend,
gradient, straight)

Junction type (not at junction,
crossroad, roundabout)

Speed limit
Surface conditions (dry, snow/ice, wet,
slippery)

Crash severity

Source: World Bank Guidelines for conducting road safety data reviews.

Person
Person ID
Date of birth

Gender

Road user type (pedestrian, driver,
passenger)

Injury severity (slight, more than 24
hours in hospital, fatal)

Alcohol test (not tested, not applicable,
positive, negative, unknown)

Drug use

Safety equipment

Nationality (national, foreigner -

possibly by relevant country grouping)
MAIS injury severity



Reference Standards

The international standards give specific attention to the crash location due to its importance for identifying
road safety interventions. Knowing the location of road crashes on geographic information System (GIS) allows
for identification of high-risk sites and road sections and, consequently, for selection of road safety interventions.

Storage, processing, and use of road crash data into a national database is also highly important to ensure that
areliable process is established a national level, involving all the stakeholders having a role on road safety. The
following aspects should be considered to ensure that data are properly stored and can be used for road safety
analysis:

*  The data should be recorded in a common system (directly from the crash scene or from office by
transferring paper-based forms into the database).

e The data should be regularly transferred to a central data repository where all crash data are
consolidated (national road crash database).

e The national database and the common system should be accessible both by actors charged of data
collection (e.g., police, health services) and by actors charged of selecting road safety interventions or
developing road safety policies. This is highly important for data-driven decision-making.

e The database should feed into analysis tools. The data per se are useless if they cannot be analyzed and
used to inform decision-makers. A road crash data management system should be in place allowing
for querying of data, data mapping, obtaining graphics and reports, etc. (Figure 3).

Figure 3: Screenshot of ADaMS - Accident Data Management System
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Other road safety data should be included in the process and, when possible, embedded in a road crash data
management system. Main additional data (possibly to be added into a road crash data management system)
refer to:

* Risk exposure data, usually measured in terms of number of crashes or victims by population, number
of vehicles, road length, distance traveled, etc. The specific measurements of risk exposure depend on
the availability of specific mobility data in the country (for instance, data on traffic volumes may not
always be available). In some cases, using surrogate measures to compensate missing information is also
possible.
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*  Safety Performance Indicators (SPIs) causally linked to road safety. SPIs can be linked to conditions
of road infrastructure, vehicle used, road user behavior, post-crash care. The selection of SPIs to be
considered (and when possible, added to a road crash data management system) depends on country
road safety policies and on the main risks of crashes. Some examples are:

*  Roadinfrastructure: level of risk related to road attributes (e.g., iRAP star rating).®
* Road users: percentage of vehicles’ occupants wearing a seatbelt, percentage of motorcycles’ riders
wearing a helmet, percentage of drivers using mobile phone while driving, etc.

*  Vehicles: percentage of vehicles equipped with active safety features such as the Anti-Lock Braking
System (ABS) or the Electronic Stability Control (ESC).

It is to note that other road safety data can be difficult to collect on a regular basis. When available in a country
they can lack a full national coverage or in some cases being outdated. These data should thus be treated
carefully and coherently with the road crash data available to avoid misleading interpretations of road crash
contributory factors. That said, these data can be valuable for deeper road safety considerations, especially for
planning purposes.

Table 2 synthesizes the reference standards described above, that will be considered when assessing the existing
road crash data framework of Uzbekistan.

Table 2: Synthesis of Reference Standards for a Road Crash Data Framework

Topic # Reference Standard
Road crash data collection Al Common/unique crash notification system
A2 Road crash and injury definitions compliant with international standards.

A3 All road crash scenes with victims attended by police and emergency services
A4 Unique and comprehensive road crash registration system
A5 Collected road crash attributes and variables allows for data analysis

A6 System allowing for precise location of road crashes on map

Storage, processing and B.1 Data registered by all actors in a common information system
use of road crash data B.2 Data regularly transferred to a national road crash database
B.3 Data accessible by all actors involved in data collection and analysis
B.4 Road crash data management system available including analysis tools
Other road safety data C1 Risk exposure data included in data collection and storage

(minimum data: population, traffic volumes)

C2 SPIs included in data collection and storage
(minimum data: road risk assessment, use of mobile phone while driving, use of
seatbelts, use of helmets, driving over speed limit)

Data analysis D Comprehensive analysis of road crash data and other road safety data oriented to
planning and decision-making

Source: FRED Engineering

> The International Road Assessment Programme (iRAP) is a registered charity dedicated to saving lives by eliminating high risk roads throughout
the world. iRAP Star Ratings are used for road safety inspections and road safety impact assessments. They provide a measure of the risk to
which vehicle occupants, motorcyclists, cyclists and pedestrians are exposed. Risk is rated on a scale of 1to 5; 1-Star roads have the highest risk
and 5-Star roads the lowest risk.



Uzbekistan is a landlocked country in Central Asia (Figure 4). It lies mainly between the two major rivers, the
Syr Darya to the northeast and the Amu Darya to the southwest, though they only partly form its boundaries.
Uzbekistan borders Kazakhstan to the northwest and north, Kyrgyz Republic and Tajikistan to the east and
southeast, Afghanistan to the south, and Turkmenistan to the southwest. The capital is Tashkent.®

Figure 4: Map of Uzbekistan
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®  Britannica. Economy of Uzbekistan. https://www.britannica.com/place/Uzbekistan
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According to 2023 data, the total population of Uzbekistan is 31,360,836 people, 22,5% of whom are under the
age of 14. Figure 5 shows the distribution of the population by gender and age group.

Figure 5: Population by Age and Gender in Uzbekistan (2023)
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Source: The World Factbook.

Considering the size of its population and territory, Uzbekistan has a relatively dense road network, with almost
184,000 kilometers of roads, of which 42,695 are public roads classified as international (3,981 km), national
(14,100 km), and local (24,614 km).

The highest-volume international and national roads suffer from outdated technical standards and delays

in regular maintenance and rehabilitation, which does not guarantee safe road operation. Much of road
deterioration is caused by aging infrastructure, which requires structural and safety interventions. Low standards
and poor road conditions, which are particularly prevalent on roads connecting remote areas, have a significant
impact on travel times, fuel consumption, vehicle damage, and overall transport costs.

However, there are ongoing projects in Uzbekistan to develop the road infrastructure:

e The Tashkent-Samarkand road project, which aims to increase the capacity of the road network from
the capital city to Samarkand, by developing an uninterrupted access-controlled expressway. The new
road, with a total length of 287 kilometers (km), will complement the existing Tashkent-Samarkand road
and will be used for local, regional and international passenger and cargo traffic. The proposed project,

7 National Road Development Project. Sector Assessment Summary: Road Subsector https://www.adb.org/sites/default/files/linked-

documents/53312-001-ssa.pdf


https://www.adb.org/sites/default/files/linked-documents/53312-001-ssa.pdf
https://www.adb.org/sites/default/files/linked-documents/53312-001-ssa.pdf

Background

which is part of the CAREC transport corridor, is supported and financed by the European Bank for
Reconstruction and Development (EBRD).®

*  The Tashkent-Andijan road project, which envisages the construction and modernization of
approximately 320 km of expressway between the cities of Tashkent and Andijan. The expressway
should have three lanes in each direction, reduced to two lanes in each direction at the tunnels. The
project, initiated by the Government of the Republic of Uzbekistan, in cooperation with the Ministry of
Transport (MOT) and the Ministry of Economy and Finance (MoEF), is supported by the World Bank.?

Furthermore, it should be noted that 40 regulatory documents on road design, construction, and repair have
been revised based on advanced international experience.

From 2018 to 2020, the number of crashes, as well as that of injuries and deaths, decreased. The minimum
value, within the observed period, was registered in 2020, which was probably due to the coronavirus disease
(COVID-19) pandemic, which severely restricted the vehicle traffic. Since 2020 there was a significant increase
in crashes. Figure 6 illustrates the trends in the number of crashes over the reporting period.

Table 3 shows the crash numbers recorded from 2018 to 2022.

8

9

Figure 6: Trends of Road Crashes, Injuries, and Fatalities from 2018 to 2022
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Table 3: Number of Road Crashes, Injuries, and Fatalities

from 2018 to 2022
Year No. of crashes No. of injuries No. of fatalities
2018 8,219 8,458 2,262
2019 8,092 7,924 2,067
2020 6,982 6,598 1,957
2021 10,001 9,230 2,426
2022 9,902 9,606 2,356
Average 8,639 8,363 2,214
Total 43,196 41,816 11,068

Source: Committee of Roads of Uzbekistan.

To better understand the trends in the number of crashes, the observation period can be divided into two parts:
up to 2020, and from 2020 onward (Table 4). It is evident that between 2020 and 2022 the crash rate has
increased significantly, which highlights the need to address road safety aspects with greater commitment.

Table 4: Trend in the Number of Crashes

From 2018 up to 2020 From 2020 up to 2022
Number of crashes decreased by 15%. Number of crashes increased by 42%.
Number of fatalities decreased by 22%. = Number of fatalities increased by 46%.
Number of injuries decreased by 13%. Number of injuries increased by 20%.

Source: Elaboration from the Committee of Roads of Uzbekistan.

Various road safety reforms have been developed during the last decade:

*  According to the Decision of the President of the Republic of Uzbekistan N0.3127 “On measures to
further improve the system of road safety” [11 July 2017], significant work was conducted in the field of
road safety.

*  The Road Safety Strategy for Uzbekistan (2022-2026) created an effective system for ensuring public
security, the timely identification and elimination of traffic offenses.

*  The presidential decree “On measures to ensure safety on roads and drastically reduce fatalities” was
approved on 5 April 2022.

10 United Nations Economic Commission for Europe (UNECE). https://unece.org
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Uzbekistan has acceded to the following conventions/agreements:

e The convention on the contract for the international carriage of goods by road, 1956.

e The agreement concerning the international carriage of dangerous goods by roads (ADR), 1957.
e The convention on road traffic, 1968.

e The convention on road signs and signals, 1968.

e The European agreement concerning the work of crews of vehicles engaged in international road
transport, 1970.

¢ The custom convention on containers, 1972.

e The custom convention on the international transport of goods under cover of Transports
Internationaux Routiers (TIR) carnets, 1975.

*  The agreement concerning the establishing of global technical regulations for wheeled vehicles,
equipment and parts which can be fitted and/or be used on wheeled vehicles, 1998.

*  Theintergovernmental agreement on the Asian highway network (ESCAP), 2003.

Uzbekistan is not contracting party of two fundamental road safety legal documents:

*  The agreement concerning the adoption of harmonized technical United Nations regulations for
wheeled vehicles, equipment and parts which can be fitted and/or be used on wheeled vehicles, 1958.

*  The agreement concerning the adoption of uniform conditions for periodical technical inspections for
wheeled vehicles, 1997.

The Decision of the President of the Republic of Uzbekistan No.316 on approval of the national program “Safe
and Smooth Road” [12/07/2022] aims to improve the road infrastructure and create safe driving conditions. The
plan is intended to be implemented in the territory of the Republic during the years 2022-2026. It is divided into
five categories:

e Complex improvement of road infrastructure.

* Digitalization of the traffic management system on roads.

*  Development and digitalization of public transport.

e Strengthening the campaign to ensure road safety, starting practical training of traffic rules for children.

e Improving the system of training and retraining of drivers and strengthening control over the technical
condition of motor vehicles.
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Funding for road safety initiatives and activities are not enough. During road design or reconstruction, road safety
aspects are often neglected.

According to the United Nations Economic Commission for Europe (UNECE) recommendations, the funds
should be used to:

e Acquisition of technical means for traffic management.
*  Application of road markings in cities and other settlements.
*  Financing of road infrastructure development projects.

*  Financing of road safety awareness campaigns, especially in schools.



Assessment of the
4 Existing Road Crash Data
Management Framework

In Uzbekistan various stakeholders (Figure 7) play a role in crash data management procedures:

*  Ministry of Internal Affairs (MOIA): responsible for implementing road safety measures and training
of Traffic police personnel in crash data collection activities.

*  Ministry of Health (MOH): provides care for victims of road crashes and collects data on crash injuries
and fatalities.

*  Ministry of Transport (MOT): responsible of ensuring a high level of road safety and improving the
management system in the transport sector; within the MOT there is the Committee of Roads, a special
body that deals with the design, construction, reconstruction, repair, and operation of the roads.

» Statistics Agency: produces statistical analyses of crash data collected on the field by the Traffic police.

* Insurance Companies: collect details about those crashes involving two or more vehicles.
Figure 7: Agencies Involved in Road Crash Data Management Process in Uzbekistan

MOIA
(Traffic Police)

Statistics

Agency ol
Road
Crash Data
Management
Insurance
Companies MOT
Committee
of Roads

MOIA = Ministry of Internal Affairs, MOH = Ministry of Health, MOT = Ministry of Transport.

Source: FRED Engineering. Consultations conducted with local stakeholders.



16

Uzbekistan Road Crash Data Review and Reporting

Currently, there is a lack of coordination of activities across the various stakeholders' as each of them has its own

approach to road safety.

Consultations have been conducted with the listed agencies (Table 5) to collect available data on road crashes
and learn about the current procedures for collecting, managing, and analyzing road crash data.

Stakeholder Agency

Committee of Roads

Ministry of Transport

Ministry of Health

Research Centre of the
Traffic police (Under
the Ministry of Internal
Affairs)

Table 5: Stakeholders Consulted

Meeting focus
Organization of the Committee
Road crash data collection procedures
Performing road safety activities
Performing road safety analyses and reports
Performing road safety audits and inspections
Performing interventions aimed to improve road safety
Cooperation between the Committee of Roads and the Traffic police
Cooperation between various agencies involved in road safety aspects in Uzbekistan
Definitions of road crash injuries and fatalities
Road safety challenges in Uzbekistan
General recommendations for improving road safety
Road crash data collection procedures
Cooperation between the MOT and the Traffic police
Use of databases for recording crash data
Road safety data management
Performing road safety strategies
National Road Safety Strategy for 2030
Organisation of Medical Facilities in Uzbekistan
Structure of medical insurance
Emergency numbers for notification of road crashes
Intervention at the crash scene by the ambulance
Road crash data collection procedures
Definitions of road crash injuries and fatalities
Cooperation between Medical Facilities and Traffic police
Analyses of road injury trends
Emergency numbers for notification of road crashes
Road crash data collection procedures
Use of databases for storing crash data
Definitions of road crash injuries and fatalities
Cooperation between Medical Facilities and Traffic police
Analyses conducted on crash and other road safety data

General recommendations for improving road safety

Source: FRED Engineering. Consultations conducted with local stakeholders

n

Road Safety Report Card for the CAREC Region.
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The following is an overview of the current procedures adopted in Uzbekistan for the collection and management
of road crash data; for this purpose, the reference standards described in Chapter 2 have been considered.

Currently, there is not a common crash notification system in Uzbekistan; when a road crash occurs, the victim(s)
or the witnesses can call:

e 102 (Traffic police number).

e 101 (Health care emergency number).

The absence of a common notification system is a possible source of under-reporting, as some crashes may
not be reported to Traffic police. In general, a single notification system reduces the reporting time and thus
the likelihood of serious injuries becoming disabling or even fatal. Early intervention at the crash scene is also
beneficial for the collection of road crash data, as the scene is likely to be less affected by external factors that
could pollute the scene.

Currently, there is no call center or unified control room for reporting and recording all road crashes.

Box 1: Emergency Number - Best Practice Example

Several countries use a unique emergency number to manage all emergency calls flow, which are then transferred to the
body in charge of managing the specific emergency (e.g., police, fire brigade, health emergency).

In Saudi Arabia, for instance, the police are notified about the occurrence of a road crash through a call to a unique
emergency number: 911. Moreover, the Government of Saudi Arabia has set a specific performance indicator concerning
the dispatch time of an emergency from notification to 911.

Source: World Health Organization (WHO).

Each country should have a clear definition of a road crash, based on:

e Thelocation of the crash.
e Thetypes of road users involved.
*  The nature of the injuries sustained by the victims.

e The damage to vehicle and property.

Similarly, road traffic crash injury severity also needs to be defined. Ideally, the definitions should be based on
injury scaling techniques, such as the Abbreviated Injury Scale (AlS). When injury scaling techniques are not
carried out, the following definitions for road traffic injuries can be considered:

17
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*  Fatalinjury — death occurring within 30 days of the crash and due to injuries sustained during the crash.
e Serious injury — injury involving hospitalization of the victim for more than 24 hours.
*  Minor injury - injury involving discharge of the victim from hospital within 24 hours.

*  No Injury - the condition of the persons involved in the crash does not require their hospitalization.

According to the decree No.303, approved on 15 November 2011 by the Cabinet of Ministers of the Republic of
Uzbekistan, a road crash is defined as:

An event related to vehicle traffic that can cause death or injury, but also damage to vehicles, buildings, loads, or
other property damage.

A crash fatality is defined as:

An event involving one or more persons who died as a result of a road crash at the crash scene or as a result of it
within thirty days.

A crash injury is defined as:

An event involving one or more persons who, following a road crash, have been admitted to a hospital or have been
treated on an outpatient basis after receiving first aid.

Compared to international standards, the current legislative framework does not allow to distinguish between
serious and minor injuries.

When a road crash occurs, a police patrol is dispatched to the scene of crash, where a set of information is
collected, including the identity of the persons involved, the characteristics of the vehicles involved, specific
aspects of the crash, etc.

The emergency services also intervene in crashes involving injuries or fatalities. Generally, an ambulance
should arrive to the crash scene within 11 minutes from the call. If it does not arrive within these 11 minutes, it is
mandatory for the traffic police to take the injured person(s) to the hospital.

Currently, there are 251 Medical Facilities in Uzbekistan, which are equipped to ensure the effective
hospitalization of patients (for instance, the consulted Institute of Traumatology, which belongs to MOH, has
366 beds).

To be admitted to the hospital, there can be three types of insurance:

e Afreeinsurance provided by the government.
e A partially covered insurance provided by the municipality.

e Aprivate insurance.
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All the police officers rushing the scene of a crash use tablets to collect details of the crash. These tablets contain
a form (Annex 1) in which the information is recorded. This information is related to:

e Crash details (year, month, day, and time of the crash).

e Crash location (name of the city, district, road, and kilometer where the crash occurred).
e Cause and type of the crash.

e Personsinjured or died in the crash (age and gender).

* Vehicles involved in the crash (model, license plate number, and ownership).

Providing definitions of crash categories allows preventive measures to be taken. The crash form used by
the traffic police include a number of categories that are proposed by the Criminal Code of the Republic of
Uzbekistan:

e Head-on-collision.

*  Rollover collision.

e Collision with a parked vehicle.
e Collision with a fixed obstacle.
e Collision with a pedestrian.

e Collision with a cyclist.

¢ Collision with a horsecart.

Currently, there is no definition for the categories listed.

Box 2: Crash Data Management - Best Practice Example

In France, the national database of road crashes is managed by the Interministerial Observatory for Road Safety
(ONISR).

The data are collected by the various police forces operating in the different areas (urban, suburban, motorway). The
information collected is based on the common Bulletin d’Analyse des Accidents Corporels (BAAC) form . The BAAC
formis filled in digitally.

ONISR is responsible for validating the data, checking their consistency, and for publishing and disseminating the road
crash information.

Source: International Transport Forum (ITF).

The form includes a section allowing to draw crash diagrams. However, it is unclear if standard crash
configurations are currently adopted in Uzbekistan. It also appears that crash reconstruction is currently not
performed for all road traffic crashes.

Table 6 shows the variables collected at crash scenes in Uzbekistan and compares them with the European Union
Standards. The Common CADaS is used for this comparison. Both the full and the simplified CADaS variables are
used.



20

Uzbekistan Road Crash Data Review and Reporting

Table 6: Road Crash Variables Collected in Uzbekistan Compared to Common Crash Data Set

CRASH
Crash ID
Crash date

Crash time

Nomenclature of Territorial Units for Statistics (NUTS)
Local Administrative Units (LAU)

Weather conditions

Light conditions

Traffic crash type / category
Cause

ROAD

Latitude

Longitude

Road name

Road kilometer

Functional class - Tst road
Functional class - 2nd road
AADT - Tst road

AADT - 2nd road

Speed limit - 1st road
Speed limit - 2nd road
Motorway

Urban area

Junction

Rel.to junction / interchange
Junction in control

Surface conditions
Obstacles

Carriageway type

Number of lanes
Emergency lane

Markings

Tunnel

Bridge

Work zone related

Road curve

Road segment grade

CADaS

NENENENENENENENEN

N AN RN AN N N N N AN AN AN AN N N N N N AN AN AN AN AN ENENENEN

NENENEN

AN ENEN

N

NENENENEN

YN ENEN

Republic of

MINI-CADa$ Uzbekistan

<

continued on next page



Assessment of the Existing Road Crash Data Management Framework

Table 6 continued

Republic of
Variable CADaS MINI-CADaS Uzbekistan

TRAFFIC UNIT
Traffic unit ID

Traffic unit type
Vehicle special function
Trailer

Engine power

Active safety equipment
Vehicle drive

Make

Model

Registration year
Traffic unit maneuver
First point of impact
First object hit in

First object hit off
Insurance

Hit & Run
Registration country
PERSON

Person ID

Year of birth

Gender

Nationality

NENENENENENENENENENENENENEN AN ENEN
<

AN

Injury severity as reported

AN ENENENEN

Road user type
Alcotest

AN

Alcotest sample type
Alcotest result

Drug test

Driving license issue date
Driving license validity

Safety equipment

Seating position in/on vehicle
Distracted by device
Psychophysical / physical impairment or condition
Trip/Journey purpose

Injury MAIS Scale

RN N N N N N N N AN AN EN AN AN EN AN RN

CADas = Common Crash Data Set, MAIS = Maximum Abbreviated Injury Scale.

Source: Mobility and Transport Department, European Commission.
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Once the formis filled in, the recorded information is sent to a central database hosted by the MOIA. This
information, whose completeness and correctness are verified by the structural unit of the MOIA, is not
automatically shared with other agencies; it can be provided only on request.

As it was mentioned in the previous section, the emergency services attend every crash involving injuries or
fatalities. Information is collected by Medical Facilities in specific forms and relates to:

*  General features as the time and place where the crash occurred.
e Time (year, month, day, and hour) when persons injured in the crash were brought to Medical Facilities.
* Initial diagnosis of the victims.

e Persons died in a Medical Facility within 30 days as a result of the injuries sustained during the crash.

There is no automatic data sharing with the traffic police, who are only informed of the victim’s conditions by
telephone. There is no traffic police officer stationing at the hospital to follow up road crash victims.

Crash data collected by the traffic police are used to perform analytical reports that are published on a quarterly
base.

Traffic police provide the Committee of Roads with statistical data on road crashes. This information is used to
identify high-risk crash sites and thus plan effective interventions.

The MOH produces statistical reports only on trends in road traffic injuries and fatalities. These data are generally
calculated per 100,000 persons.

The crash forms currently used by the traffic police of Uzbekistan do not allow the Global Positioning System
(GPS) coordinates of the crash to be recorded; the location of the crash is indicated only by the name and
kilometer of the road.

The quality of crash location data being collected is not supportive of reliable crash mapping.

The use of geographical coordinates for crash reporting not only facilitates the identification of high-risk crash
sites but is also recommended by international good practices.

After the form has been filled in by the police officer in charge of crash data collection, the information is sent
to a central database hosted by the MOIA. This information, if requested, can be shared with other agencies
involved in road safety management, such as the Committee of Roads, the MOT, etc.
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Medical facilities have their own database in which injury information is recorded. Currently there is no automatic
sharing of data between the traffic police and the medical facilities. This shortcoming increases the risk of under-
reporting of crash data and thus incomplete and unreliable analyses.

According to Decree 303, work is being done in Uzbekistan to develop a digital system in which crash and other
road safety data can be automatically shared between the various stakeholders; this system would improve the
processing of statistical data and facilitate the identification of high-risk crash sites.

Although crash data collected by the traffic police in the road network of Uzbekistan are regularly transferred to
the crash database hosted by the MOIA, this cannot be considered as a national road crash database since:

* It does not allow the information collected to be automatically shared with other agencies dealing with
road safety.

e ltis not set up to include crash data collected by Medical Facilities.

*  Does not provide for the collection of other road safety data such as risk exposure data or SPIs.

Currently, crash data are shared only on request. The implementation of a single road crash database would allow
to speed up the flow of information between the various stakeholders.

Box 3: Crash Data Flow - Best Practice Example

In Germany, the road crash national database management body is the Federal Statistics Office (STBA). The data source
is constituted by the data collected by police.

STBA is also responsible for verifying the data quality, consolidating the data and for publishing and disseminating road
crash information.

The police officers survey road crashes and fill in a standard form at the Regional Statistical Office (Lander). In turn, the
regional statistical offices are responsible for sending the data to the Federal Statistical Office.

Source: European Road Safety Observatory.

Crash data collected by the traffic police in Uzbekistan is sent to the central database hosted by MOIA. This
database, which provides statistical data, can be consulted only on request by the Committee of Roads, the MOT
and other entities such as university research centers.

Medical facilities have their own databases in which they collect data on victims brought to the hospital. These
databases cannot be automatically consulted by the traffic police, so the MOIA database is only updated on the
basis of information provided by medical personnel (by telephone).

23
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Crash data are processed using Excel spreadsheets files. The current framework lacks mapping tools and GIS
functions such as heatmaps, as well as the selection of crashes by location or area, which makes the identification

of high-risk crash sites inaccurate.

To facilitate the processing of crash data, it would be advisable to link the database with modern web tools such

as PowerBI, Kibana, etc.

Risk exposure data are not systematically included in the procedures for data collection and storage currently
in use in Uzbekistan. However, since the MOIA is responsible for collecting data on road crashes, injuries,
and fatalities, and the MOT is responsible for collecting traffic volume data, these two types of data could be
combined to provide information on risk exposure (e.g., number of crashes per 100,000 vehicles).

In the forms currently used by the traffic police to record road crashes, information such as the use of safety
equipment (seat belts, helmets) is reported; this data could be used to include the SPIs in data collection and

storage procedures.

In Uzbekistan, there is a working committee headed by the MOIA that meets monthly or quarterly. It is attended
by the main ministries involved in road safety issues. Based on the analyses conducted, road safety strategies are
planned: in particular, road sections with a higher concentration of crashes are identified in each region; in these
sections, road crashes are associated with specific problems (e.g., lack of signs, absence of pedestrian facilities,

inadequate visibility conditions, etc.) so that appropriate solutions can be proposed to the owner of the road (in

most cases the municipality).

However, the identification of these points and thus of effective interventions, has some shortcomings due to the
absence of mapping tools and a single crash database allowing automatic sharing of crash and other road safety
data between the various stakeholders.



Recommendations to
Improve Road Crash
Data Management

The availability of good quality crash and other road safety data allows to accurately identify problems and assess
the effectiveness of potential road safety measures.

The current road safety data management procedures in Uzbekistan have several lacks:

*  Thereis no single emergency number, which causes unnecessary delays and increases the likelihood of a
road crash becoming disabling or even fatal.

e Thereis no legislative framework that clearly defines road crashes and injuries; in particular, no time
threshold is provided to distinguish between serious and minor injuries. These shortcomings do not allow
accurate analyses to be carried out.

e The current system used by the traffic police does not allow the precise location of the crash to be
identified on a map; as a result, sites with a high-crash risk are not easily identifiable.

*  The variables collected by the traffic police at the scene of a crash are not in line with international
standards such as CADaS, which does not give a complete picture of the crash in terms of road features,
persons and vehicles involved, etc.

*  The dataset used by medical facilities is not in line with internationally recognized Injury Scaling
Techniques, which does not allow for accurate tracking of victim’s conditions.

e Thereis no single database for the automatic sharing of crash data between the various road safety
actors, which causes:

e The underreporting of crash data.
*  Theincompleteness and unreliability of crash analyses.
*  The failure to identify appropriate measures to improve road safety.

*  The databases used by the various stakeholders do not allow the collection of other road safety data,
such those on risk exposure or SPIs.

The following are recommendations for improving current road safety data management procedures:

* Itis necessary to provide a single emergency number so that both traffic police and emergency
services can rush to the scene of the crash in a timely manner, thus preventing the condition of victims
from worsening and the scene from being polluted.

*  Clear, precise, and unambiguous definitions on road crashes should be provided so that no mistakes
are made in distinguishing between serious and minor injuries. Internationally recognized definitions
such as those based on the AlS can be used.
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e The traffic police should adopt road crash forms in which the variables collected are in line with
international good practices. It should also include procedures to identify crash contributing factors
(for instance using a Haddon Matrix as described in Chapter 5.1, section A.5).

*  To monitor the status of the victims of road crashes, medical facilities should adopt a dataset based on
internationally recognized Injury Scaling Techniques.

*  Asingle crash database should be implemented to enable automatic sharing of crash data among
various road safety stakeholders, thus ensuring smoother data transfer and avoiding underreporting of
data; to ensure effective road safety interventions, other road safety data such as risk exposure data
and SPIs should be included in this database.

*  Mapping tools and GPS coordinates should be used to easily identify high-risk crash sites.

e The entire process described should be considered as an initial step in the development of a national
road safety observatory and as a data source to the Asia Pacific Road Safety Observatory.

Considering the reference standards described in Chapter 2, the following sections describe the recommended
procedure for collecting and managing road safety data.

International best practices include a single telephone number for contacting emergency services. Since setting
up a single notification system at national level can take time and a broader decision-making approach, not
necessarily limited to road safety aspects, it is recommended that a mechanism be established for sharing
notification among the actors involved in data collection (traffic police, emergency services, etc.).

The mechanism could be facilitated by the adoption of a software (possibly integrated in the road crash data
management system) through which the notified actor in turn forward the notification to the other actors.

The definitions currently used in Uzbekistan for road crashes are not completely in line with international
standards. Table 7 proposes definitions based on the AlS. Since AIS system is currently not in place in Uzbekistan,
a gradual approach is recommended to distinguish between serious and minor injuries.

Currently, in Uzbekistan, every road crash with injuries or fatalities is attended by the traffic police and emergency
services. The current framework can be further improved by setting a single emergency number.

In addition, the exchange of information between traffic police and hospitals concerning the road crash victims’
status could be done using information system in addition to phone calls.
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Table 7: Definitions of Road Crash and Injury

Category Internationally agreed definition
Fatalities People who die immediately or within 30 days as a result of a
road crash.
Serious injuries People with a Maximum Abbreviated Injury Scale (MAIS) equal

or higher than three.

If MAIS is not available: people hospitalized for more than 24
hours.

Minor injuries People with a Maximum Abbreviated Injury Scale (MAIS) lower
than three.

If MAIS is not available: people given first aid at scene or treated
in a medical facility as outpatient or discharged from hospital
within 24 hours.

Source: Mobility and Transport Department, European Commission.

Figure 8 illustrates the proposed framework for Uzbekistan. It refers to a situation in which crash and other road
safety data collected by various agencies can be stored in a single crash database.

The proposed conceptual framework is web-based and enables automated and standardized collection, storage,
and analysis of road crash information.

Information exchange must be protected by appropriate information security mechanisms that ensure
confidentiality integrity, authentication, and non-repudiation of data.

This framework offers the possibility of merging data collected by traffic police with data collected by medical
facilities and thus updating the status of victims directly in the single crash database.

Medical facilities should be able to monitor road crash victims up to 30 days after the crash and send the updated
information to the crash database (through the Road crash data management system), so that the injury severity
of persons involved in crashes is automatically updated.

Data collected by the traffic police and medical facilities should be registered on the database possibly on a daily
basis so that statistical analyses can be developed.

It is also recommended that the database should also be accessible to the other actors involved in the
management of crash data, i.e., the Committee of Roads, the MOT, and the Statistics Agency, so that they can
conduct road safety analyses, identify high-risk crash sites, and enforce road safety measures.
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Figure 8: Recommended Road Crash Data Management Framework
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MOIA = Ministry of Internal Affairs, MOH = Ministry of Health, MOT = Ministry of Transport.
Source: FRED Engineering.

Data collected by traffic police and medical facilities allow for statistical analyses, but do not allow for a full
understanding of the factors that determine road crashes.

A comprehensive and reliable road crash data collection process should enable:

*  The collection of sufficient crash data needed for analyses.
*  The use of asingle, standardized format for data collection by all entities involved.

*  The establishment of reliable and agreed links between the various stakeholders involved in road safety
issues:

e Traffic police (under the MOIA).
*  Medical Facilities.

*  Committee of Roads.

*  MOT.

*  Statistics Agency.

A. Traffic police

The recommended dataset for the traffic police is based on the minimum set of standardized data elements of
the CADaS recommended by EC.
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CADaS data elements are divided into four basic categories:

¢ Crash-related variables.
¢ Road-related variables.
e Traffic units-related variables.

¢ Person-related variables.

The recommended data collection form should initially conform to a minimum dataset consistent with both
the updated version of the ISF data collection form and CADaS. Further improvements and updates could be
implemented in the future.

Table 8 shows the road crash attributes included in the updated version of the International Security Forces (ISF)
data collection form and those that are recommended to be added.

The recommended form should include some important information that allows not only to perform road crash
statistics but also to identify crash contributing factors, thus supporting the selection of reactive and preventive
interventions. In addition to the attributes listed in Table 8, the following aspects should be considered:

*  Crash configuration, which allows the type of crash to be described in terms of parties involved, type of
collision, vehicle / pedestrian maneuver immediately before the crash and hit and run crash.

e Crash diagrams, which allow visualization of the configuration after the crash, including the position of
vehicles, description of the road environment, any tracks on the road, etc.

*  Description of crash contributing factors using the Haddon Matrix (see below for specific example).

The possibility of major crash reconstruction should also be considered for future developments, after the data
collection process is adopted in a standardized manner throughout the country. Crash reconstruction should
involve the training of dedicated teams (with possibly different skills) in in-depth investigation techniques.

To identify the factors contributing to the occurrence of the crashes, it is recommended to use the Haddon
Matrix (or similar procedure), which allows the human, vehicle, and infrastructure factors to be divided into
three-time phases: pre-crash, crash, and post-crash (Table 9).

Based on the factors contributing to the occurrence of each crash in each phase, solutions to the problem can

be determined. Some solutions may be specific to a particular crash site and can be implemented immediately
such as road signs, markings, removal of obstructions to vision, and basic enforcement activities. Other solutions,
such as making two-wheelers more stable or safer, require more data for research and development and may take
more time, effort, and resources for implementation.



30 Uzbekistan Road Crash Data Review and Reporting

Table 8: Recommended Dataset for ISF Compared with Current Dataset

Attributes Notes
Police Department
Report / Crash ID
Officer name
Report date
Crash-related variables

Date
Time

Region

City

Street

Road name or code

GPS coordinates

Specific variables to describe a specific crash type, while more than
one type can be applicable in the same crash.

Crash and impact type In such crashes (e.g., collision between two vehicles, one of which
finally hits a pedestrian) more than one variable can be selected; each
one describing the respective crash type.

Crash severity

Weather conditions

Light conditions

Road-related variables

Functional class - Tst road

Functional class - 2nd road (if intersection)

Carriageway type

Number of lanes

Surface conditions and status

Street lighting

Road type

Speed limit - 1st road

Speed limit - 2nd road (if intersection)

Type of intersection

Type of intersection management

Work zone related

Urban area

continued on next page
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Table 8 continued

Attributes

Traffic Unit ID

Vehicle class

Vehicle brand

Vehicle model
Manufacturing year
Registration year
Vehicle type

Vehicle special function
Vehicle maneuver
Vehicle runaway

N° passengers allowed
N° passengers on board
Vehicle load allowed

Overloading

Name

Person ID

Traffic unit linked to the person
Date of birth

Gender

Nationality

Road user type

Seating position infon vehicle

Pedestrian maneuver (if pedestrian)

Driving license data

Injury severity at the time of crash

Hospital transfer to
Time of death

Days of stay in hospital
Alcohol use

Drug use

Safety equipment use

Communication devices use

Traffic-unit related variables

Person attributes

Informed by hospital

Informed by hospital

Source: Mobility and Transport Department, European Commission.

Notes
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Table 9: Haddon Matrix

FACTORS
PHASES
HUMAN VEHICLE INFRASTRACTURE
- Roadworthiness
- Information
- Working lights - Road design and layout
Cradh - Attitudes
PRE-CRASH ) - Good brakes - Speed limits
prevention - Impairment
- Handling - Pedestrian facilities
- Police enforcement
- Speed control
- Crash worthiness
Injury Cmcth ol
; - Crash protective design
CRASH preyentlon - Use of safety systems & - Crash protective roadside objects
during the - Occupant restraints
crash
- Other safety devices
- First aid skill - Ease of access - Rescue facilities
POST-CRASH  Life sustaining
- Access to medics - Fire risk - Congestion

Source: 1* Highway Safety Manual, American Association of State Transportation Officials (AASHTO).

B. Health Services

The data collection form for Medical Services should allow to cross-reference the information collected by
Medical Facilities with that collected by Traffic police in order to monitor the condition of road crash victims.
The proposed module adopts the MAIS3+ standard, which estimates the severity of injuries suffered by people
involved in road crashes.

Table 10 shows the attributes and variables that Medical Facilities should collect during the hospitalization of
injured persons. According to the proposed form, most of the data will be collected at the hospital. The form can
be completed by extracting data from existing hospital information systems, if available.

C. Insurance Companies

Like for health agencies, the data collection form proposed for insurance companies should allow the cross-
referencing of information with that collected by traffic police. The objective in this case is to complement
the traffic police data with information about vehicles and persons involved in crashes, as well as to collect a
minimum set of data for crashes without victims.

Table 11 shows the recommended attributes and variables for insurance companies. The form can be filled in by
extracting data from existing information systems, when available.

The current data collection procedures adopted by the traffic police do not allow road crashes to be located
accurately. It is therefore recommended that the geographical coordinates of the crashes be included in the
traffic police’s data collection form.
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Table 10: Recommended Dataset for Medical Facilities

HEALTH SERVICE DATA FORM

Hospital name

PO - Name Open text P2 - Birth date DD/MM/YYYY
P1- Person ID Two-digit code P3 - Gender

P5 - Crash date DD/MM/YYYY 1 Male

P6 - Crash time hh:mm 2 Female

P7 - Admission date DD/MM/YYYY 3 Unknown

P8 - Admission time hh:mm P4 - Nationality

P9 - Type of injury
Injury to the spine
Head injury
Leg fracture
Multiple fracture
Minor injury other than previous
Other
99  Unknown
P12 - Exit date DD/MM/YYYY
P13 - Exit time hh:mm

(o N B VS S

Source: Mobility and Transport Department, European Commission

P10 - Injury severity Open text
1 Fatally injured
2 Seriously injured
Slightly injured

P11 - First responders

Red cross
Civil defense
Police
Doctor
Nurse
Other

O U1 AW N =

The development of a road crash data management system is an important tool to enable all actors to store
information in a single national road crash database. The system should be accessible by those actors authorized
to collect data (i.e., traffic police and medical facilities) and to those authorized to use the data (i.e.,, Committee

of Roads, MOT, Statistics Agency).

The software should be structured to provide various functionalities that can be grouped into the following

modules:

¢ Data collection module, which consists of two elements:

* A mobile application to collect data at the crash scene. This application should allow information
to be sent automatically to a central server hosting the Road crash data management system,
without the need to download the data from a computer. In the event of a temporary absence of
internet connection, the application should be able to store the information collected and send it
independently as soon as the connection is re-established.

*  Web-based software for desktop data entry (usually used when mobile devices are not available
for data collection). This function also offers the possibility of continuing to use paper-based
data collection forms, as well as importing data from other information systems already used by

stakeholders.
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PO - Name
P1 - Person ID

Table 11: Recommended Dataset for Insurance Companies

INFORMATION COLLECTED FROM INSURANCES

Open text
Two-digit code

P2 - Birth date DD/MM/YYYY

P3 - Gender

P4 - Nationality Open text 1 Male
P5- Crash date DD/MM/YYYY 2  Female
P6 - Crash time hh:mm 3 Unknown

V1 - Type of vehicle

V2 - Insurance details

1 Motorcycle < 125cc 1 Against others - Material

2 Motorcycle > 125¢cc 2 Against others - Compulsory

3 Car 3 Comprehensive

4  4x4 4 Allrisk

5 Mini-bus 5 Noinsurance

6  Bus V3 - Registration year YYYY

7 Truck V4 - Registration country Open text
8  Pick-up V5 - Vehicle make Open text
9  Tractor V6 - Vehicle model Open text
10 Trailer truck V7 - Manufacturing year YYYY

V8 - Chassis Open text V9 - Engine power Open text

P7 - Driving license (if driver or rider) P8 - Injury severity

Number Multi-digit code 1

Multi-digit code 2

Fatally injured

Category: private Seriously injured

Category: public Multi-digit code Slightly injured

transportation 3

Category: military Multi-digit code 4 Injured (unknown level)
Category: international Multi-digit code 5 Not injured

Category: foreign Multi-digit code 99  Unknown

Issue date DD/MM/YYYY

DD/MM/YYYY

P9 - Hospital for transfer (if any)
Expiry date

Source: Mobility and Transport Department - European Commission.

e Analysis module, which produces graphs and tables automatically or because of ad hoc queries by the
operator. This module should also allow to merge data collected by different actors (e.g., data collected
by Traffic police with that collected by medical facilities). This function could also be implemented by
connecting the system with external data analysis tools (e.g., MS PowerBI).

* Administration module, which manages access authorizations to system functions according to the
role of different users. This module also manages the national road crash database, which is hosted on a
physical or a virtual server allowing validation, download, and backup of data.

It is recommended that the system be:

*  Web-based, thus allowing to access the software via internet or intranet, without having to install it on
local computers and devices.
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*  GIS-based, thus allowing data to be visualized and analyzed through maps that can superpose different
layers of information.

The systematic archiving of data and its transfer to the national road crash database is essential for
comprehensive and reliable road safety analyses.

The use of a Road crash data management system for data collection is recommended as it can guarantee the
regularity of data transfer.

The use of a common web-based Road crash data management system would facilitate the accessibility of data
by all actors involved in road safety. The system should set authorizations according to the roles and functions of
each actor.

Using an information system to manage the national road crash database also allows the data to be used directly
in that system. Assessing road safety conditions and adopting a data-driven approach to implementing road
safety interventions means performing a series of analysis by combining road crash information with other road
safety data.

It is recommended to adopt a framework for road crash data analyses based on international best practices.
Reference can be made, for example, to the annual United Kingdom Road Casualty report (Department

of Transport, 2017) and the CARE reports included in the European Road Safety Observatory (European
Commission, 2018).

Risk exposure data are important to illustrate the results of road safety analyses. The most relevant indicator
is usually the distance traveled annually. Since data on traveled distance (by travel mode and age) are usually
difficult to collect, approximations can be used, such as vehicle fleet size or road network length.

Risk exposure data can be divided into three categories concerning road users, vehicles, and road network.

Road User

It is recommended to include in the road crash data management system information related to traffic and
multimodal traffic, such as:
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*  Vehicle distance traveled (expressed in km) in total and by transport mode. The indicator should
be “Vehicle-kilometer,” i.e., a unit of measurement representing the movement of a vehicle along one
kilometer.

*  Person distance traveled (expressed in km) in total, by mode of transport and by age and gender of
road users. The indicator, in this case, should be “Passenger-kilometer,” i.e., a unit of measurement
representing the transport of a passenger by road along one kilometer. The distance to be considered is
the distance traveled by the passenger.

These data may not necessarily be available and updated. The main source for these data should be the MOT.

If available, traffic flow data from counting campaigns should also be included, possibly in the form of a
geographic information system (e.g., a layer in a GIS map).

Vehicle

The Road crash data management system should include information to the vehicle fleet, i.e.:

e Fleetsize (number of vehicles).

e Fleet composition (vehicle type).

These data should be available in vehicle registers.

Road Network

A complete and comprehensive road safety analysis should also be based on data on infrastructure
characteristics. Aspects such as the length and the hierarchy of the road network should be included in the Road
crash data management system.

Again, the main source of these data should be the MOT.

Data on SPI can illustrate which factors contribute to road crashes.

These data make it possible to assess the risks to which road users are exposed, for example the average speed
of vehicles, the rate of use of protective equipment (seat belts, helmets, child restraint systems, etc.), the rate of
alcohol consumption while driving, etc. These data can be collected through field surveys or from the analysis of
ISF reports. Table 12 shows the indicators that should be included in the Road crash data management system.
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Table 12: Recommended Safety Performance Indicators
and Sources of Information

Safety Performance Indicators

Seatbelt use rate
total and stratified by vehicle occupant

Helmet use rate
total and stratified by vehicle occupant

Rate of driving under the influence of alcohol

Rate of driving under the influence of drugs

Rat of driving while using a mobile device

Rate of driving over speed limits

Driving time and rest periods for professional drivers
Risk levels associated to road infrastructures

Average response time to emergencies

Source: Mobility and Transport Department, European Commission.

Currently, stakeholders carry out analyses based on collected road crashes. However, these data, as well as other
road safety data, are not systematically analyzed by all road safety actors.

The implementation of the new Road Crash Data System and the subsequent creation of systematic data sharing
among stakeholders would facilitate the systematic analysis of road crash and other road safety data.

It is recommended that a specific data analysis framework be developed for each stakeholder, consistent with
their activities and roles. Training and refresher courses should also be implemented to ensure that people
working with data in the various institutions involved in road safety perform reliable and explanatory analysis.
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ﬁ?n-rpan cnopT xoaucacu Gyiinua MasaymoTHOMA

1. Xomuca p¥ii Gepran xoii

(Ax0mR MYHETHHHHET HOMH )

(fwa, fifn, sadbcn wwosmeTpE)
2. Xoawuca pyii Gepran pakt * e 20 &

3. O6-XaBOHMHT XonaTH (04K, EMPHp, TyMaH, Kop Exkania sa Gomxanap)

4. OnaMHIa KYPHHAI (MeTPaA)

5. Miymamur Eprmwmamum (xynayam, cyubmit Epurinran, SpumiMaran)
6. TpancnopTHHHT EpuTwanmg (papanap, noadapHuknap, SKHIMAraH)

7. Hynmnnr 6¥iinama kfprammg (Rumation, K Tapimm)

8. KarHos ii{nHUHT KeHITHrm
9, Hymammr xonnamack (acgansT, GeTok Ba bomKanap)

10. Wit konnamacHmmnr xonat (Kypyk, 37, Myxiama sa Gowkanap)

11. fi§in KoNAaMACHEUAT HYKCOHH (FHKHP-T¥HKMP, Komtanran sa Gomkanap)
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14. TpancnopT XAKHAR MALTYMOT

——
Tpasic TPAHCTIOPTHHAT KHMIE TETHILTHIHTH TpaHCIOPTHRAT Typinm Xofa
Jannar mmt:-?:m' (WATOXJRATHE, BIHPUIME, MaXKAMa) MANIITOXH B3 Kafich Tymasas
- MApKACH Ba Mojtenn | axcitil Sratap YWy ikl woi, KasosHr xucofiaa Typamm
15. Xaiinosui xaxmia Manaymot :
Tpancmopr | Mcwn-mapudii, Tyriumran v sa rynuiras woite, | Hi craso, xaiinoesme mrﬁ
BOCHTACHHKHT Typap Kol MASHITONI, XIIMAT Ba il | rYBOXHOMBCH PAKAMH, KiM
asmnar Gearncn : Tenedornapi rosoritan B ka0 Gepuaran| xomuca H‘E
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16. Xoawca piiit Gepranaa xaGpranraHaap xauna manayMor

Him molin sa Mansiroxs Kaiick
Hosn, mapudn Eun T ity mw
ITW‘M -

Howm, mapudm Typap ®ofii MARMLITOXH, XHIMAT Ba yil Tenedounapu
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Tomkent mwaxap Huku ninap bow bomkapmacu

Tymyurupuin  xaru
(O6bacHUTENLHARA)

(HHB xomsmusnsr Qassiiac, WeMH, OTACHIMIN' HCMM, JIABOTHMH, YHBOH)

1. Damanuack (Gamunus)

2. Hesm (amst)

3. OracHHHHT HCME (0THECTBO)

Iy rmaran moitn, BaKTH (MECTO H TOA POAICHHA )

o Shwam Mananay (agpec)

6. Hin #oiin Ba aaposiusmi (MecTo paboTsl it I0UKHOCTS)

7. Tenedhon pakamu () F s

anmmpmmwm?ﬂ!mmﬁ?mn
240-mozaanap THARK TYUYHTHPUAUL (Npeay npesaé of YroaosHoil 0TBETCTBEHHOCTH
nocr. 237,238 n 240 YK. P. Va.)

Source: Traffic Police. MolA.
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Uzbekistan Road Crash Data Review and Reporting
Status and Recommendations

This report presents an overview of the current road crash data management situation in Uzbekistan offering
strategic recommendations for improvement based on the best globally recognized practices. The report
develops guidance and tools in an effort to improve road crash data management and move toward greater
harmonization of crash data across the region.
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