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Abstract 

In this paper, the general behaviour of pedestrians while utilizing highway facilities was reviewed based on 
available literature. The features surveyed include pedestrian walking speeds in which a value of 1.22 m/s is 
generally used, but further research has shown that for design purposes, this value can be reduced to 
accommodate older, and/or disabled pedestrians. The paper also surveyed why people walk and the factors 
which influence the decision to walk, and the synthesis of pedestrian crashes in developing countries such as 
Nigeria. Finally, the measures required to curb such crashes were surveyed from three perspectives which are: 
education, enforcement, and engineering. Personal issues on keeping safe on highways were also suggested. 
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1.0 Introduction 
The four major components of the highway mode of transportation are the driver, the pedestrian, the vehicle, and the road 
[1]. In Ikot Ekpene Local Government Area of Akwa Ibom state, motor cycle can be considered as an important component 
in the highways and streets. However this may not be a trend that will survive the test of time, given the ban of commercial 
motor cycle operators (okada) in the major cities and metropolitan areas of Nigeria. In cities like Lagos, Uyo, Owerri, Abuja 
etc, the activities of commercial motor cycle operators have been largely replaced by tricycles (kekenapep) and taxis, and 
over time, the fast developing city of Ikot Ekpene may experience the same trend. In order to provide efficient and safe 
highway transportation, a knowledge of the characteristics and limitations of each of these components is essential. It is also 
important to be aware of the interrelationships that exist among these components in order to determine the effects, if any, 
that they have on each other. 
 
The National Youth Service Corps (NYSC) has the Federal Road Safety Club as an element of the Community Development 
Service (CDS) scheme. This group is made up of Corp Members whose primary community service is to collaborate with 
the Federal Road Safety Corps to ensure safety on the highways. The major aim of this paper is to explore the characteristics 
and behaviour of pedestrians, and how they interact with other highway components, with emphasis on safety. Since this 
group is made up of Nigerian graduates who may not have had prior knowledge or training on highway engineering, 
traffic/transportation studies, or highway safety, an expository paper on pedestrian characteristics on highways is an 
important source of knowledge that will enable them carry out their national duties more efficiently, and more so, a veritable 
source of information and knowledge to all who may come across this paper. 
 

 

 

Figure 1.1: NYSC members (FRSC CDS Group) controlling traffic at Market Road/Umuahia Road Junction at 
Ikot Ekpene, as part of their National duties. 
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1.1 Pedestrians  
A ‘pedestrian’ is a person on foot, or in or on a contrivance equipped with wheels or revolving runners that is not a vehicle 
[8]. This can include an able pedestrian, a person pushing a pram, a person on a skateboard, a person in a wheelchair and a 
number of other users. According to WHO [2], more than 270,000 pedestrians lose their lives on the world’s roads each year 
accounting for 22% of the total 1.24 million traffic deaths. The proportion of pedestrians killed in relation to others is highest 
in the African region (38%) and lowest in the South-East Asia Region (12%). According to Dr. Etienne Krug, WHO 
Director of the Department of Violence and Injury Prevention and Disability, “More than 5000 pedestrians are killed on the 
world’s road each week. This is because their needs have been neglected for decades, often in favour of motorized 
transport”. 
 
This statement obviously strikes some thought into us because the same statement from WHO disclosed that pedestrians are 
the most vulnerable of all road users. In order to proceed in this paper, it is pertinent to consider the needs of pedestrians 
which have been ‘neglected for decades’, in order for us to know where we are going.  To explore this, let us consider what 
Garber and Hoel [1] suggested as efforts required to reduce pedestrian crashes. The steps they suggested are the 3 E’s and 
they include; 
 

 Education 
 Enforcement, and 
 Engineering measures 

 
If all these terms mentioned really encompass all that are required to reduce pedestrian crashes, it then implies that some or 
all of them are really lacking in the system, either in part, or in whole. Traffic and highway engineers are continually 
engaged in working to ensure that the street and highway system is designed and operated such that highway crash rates can 
be reduced [1]. They also work with law-enforcement officials and educators in a team effort to ensure that traffic laws, such 
as those regarding speed limits and drinking, are enforced, and that motorists are educated about their responsibility to drive 
defensively and to understand and obey traffic regulations. However, one can be forced to question if such relationship 
actually exist (and if they exist, to what extent?) between highway engineers in Nigeria and traffic/law-enforcement officials. 
 
At this point, it is important to point out that the NYSC FRSC CDS group are involved in keeping the highway safe as part 
of their Community Development Service, since they in conjunction with other agencies and parastatals actively play a lot of 
important roles e.g., ‘education’ role, while the FRSC and Police majorly play the ‘enforcement’ role. This paper also 
intends to shine more light (majorly from an engineering perspective) to Corp Members, the FRSC, the Police, and general 
public on how pedestrians behave, and interact with other highway components and facilities.  Another huge consideration to 
be made in this paper is to critically evaluate the engineering measures, and the adequacy of existing infrastructures on 
Nigerian highways. However before we explore all that, let us consider why people walk. 
 
1.2 Why walk? 
People walk for a lot of reasons especially when the distance to be covered is short. If we decide to consider the factors 
which make people want to decide to walk, there are a lot of considerations to make which majorly include the distance and 
accessibility of services from the residential area. People must go to shops, place of worship, banks, motor parks, school, 
work etc. Apart from these, most other trips made by foot will mainly be for social or recreational reasons.  
 
In lieu of this also, the nature of the street/road also influences the decision (which can be categorised under environmental 
factors). For instance, a muddy and/or dirty street may dissuade someone from wishing to walk through the street and prefer 
a motorised transportation. On the contrary, a beautiful street with good scenery, trees, and comfortable pavement will 
generally encourage someone to walk. Also, if someone perceives a street to be dangerous, he/she will generally prefer a 
motorised transportation across the place. These instances briefly give us a little idea of what may influence the mode of 
transportation to adopt. It also important to hint that economic factors can influence the travelling mode that someone wishes 
to adopt. It is not a very rare sight to see someone decide to save his ₦50 and walk home other than spending it on some 
form of motorised transportation. While this may look valid for short distances, for very long distances, this decision is very 
unlikely but still possible. 
 
The reasons why people may not decide to walk are summarily listed in [3] and shown below; 
 

 missing footpaths or sections of footpath 
 poor-quality (cracked, uneven or slippery) walking surfaces 
 obstacles on the footpath, including poorly placed street furniture 
 lack of footpath maintenance, including litter, dog fouling, and over hanging vegetation 
 increased distances imposed by road layouts, barriers, footbridges and subways 
 lack of continuous signing to potential destinations 
 missing or unsuitable crossing treatments creating severance 
 poor-quality lighting 
 speeding traffic 
 lack of rest areas and seating 
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 traffic fumes and noise 
 lack of shade 
 lack of shelter from inclement weather 

 
Social and perceptual deterrents are also important. Potential deterrents include: 
 

 a perceived lack of time to make journeys 
 other modes perceived as more convenient 
 a lack of confidence in the walking infrastructure 
 confusion about which route to take and how far the destination is 
 a perception that pedestrians generally have a low social status, especially in relation to car drivers 
 fear of being attacked in isolated or potentially risky areas 
 uncertainty about whether a route is fully accessible 
 a perception that motorists do not properly understand the rights of pedestrians. 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
 
1.2 Pedestrian characteristics 
There are some pedestrian characteristics that are very influential in the design of highway facilities that will accommodate 
pedestrians. These include factors like visual acuity, walking speeds etc. For example, the design of an all-red phase (at a 
signalized intersection), which permits pedestrians to cross an intersection with heavy traffic, requires knowledge of the 
walking speeds of pedestrians [2].  
 
1.2.1 Pedestrian walking speeds 
According to [4], pedestrian walking speed can be influenced by factors such as; 
 

 age, gender, and physical condition 
 trip characteristics such as walking purpose, route familiarity, trip length and encumbrances 
 route characteristics such as width, gradient, surfacing, shelter, attractiveness, pedestrian density and crossing 

delays 
 environmental characteristics such as weather conditions. 

 
According to [1], observations of pedestrian movements have indicated that walking speeds vary between 0.915 and 2.44 
m/sec. Significant differences have also been observed between male and female walking speeds. At intersections (junctions 
in a layman term), the mean male walking speed has been determined to be 1.5 m/sec, and for females, 1.41 m/sec. A more 
conservative value of 1.22 m/sec (4 ft/s) is normally used for design purposes. 
 
In a study carried out by [7], pedestrians over the age of 65 were the slowest among all age groups with a mean and 15th 
percentile walking speed of 1.16 and 0.92 m/s, respectively. Children who were hand-assisted by adults and physically 
disabled persons showed crossing speeds similar to those of persons over the age of 65. Furthermore, groups of two or more 
pedestrians crossed 0.12 to 0.18 m/s slower than individual crossers. Ultimately, the researcher discovered that the 

Figure 1.2: An unpaved carriageway shoulder with refuse dump along Aba Road, Ikot Ekpene. This may be a
deterrent to walking (Photo: Ubani Obinna) 
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commonly used 1.22 m/s walking speed was not adequate to provide ample clearance time for the majority of pedestrians 
over the age of 65, children assisted by adults, physically disabled persons, and large groups of pedestrians. Based on his 
discovery, he recommended a walking speed of 1.159 m/s for timing pedestrian clearance intervals at locations with normal 
pedestrian demographics (i.e., downtown areas, shopping areas, most neighbourhoods, school areas) or locations where the 
age or physical disability status of the pedestrian population is unknown. When the proportion of pedestrians over the age of 
65 exceeds 20, 30, 40, and 50 percent of the total pedestrians at a location, walking speeds of 1.09, 1.07, 1.04, and 1.00 m/s, 
respectively, are recommended for pedestrian clearance timings. A 0.88 m/s walking speed is recommended for intersections 
where nearly all of the pedestrians are over age 65. A 1.22 m/s walking speed is appropriate only for locations with very few 
older pedestrians, assisted children, or disabled persons, such as college campuses. 
 
According to [3] based on a study carried out in New Zealand, vast majority of people walk at speeds between 0.8 m/s and 
1.8 m/s (2.9 km/h and 6.5 km/h). A fit, healthy adult will generally travel at a mean speed of 1.5 m/s (15th percentile 
(15%ile): 1.3 m/s), and the aged and those with mobility impairments travel more slowly, at around 1.2 m/s (15%ile: 1.0 
m/s). 
 
Walking speed on different types of facilities was investigated by [5], based on the width of exclusive pedestrian facility. 
The study locations were categorized as sidewalks (1.5 to 4.0 m) and wide-sidewalks (4.1 to 9.0 m). In the absence of 
sidewalks, pedestrians were forced to walk on the carriageway and two such locations were also included in the study. 
Walking speeds under the influence of age, gender and type of facility are given in Table 1.1 below. 

 
 

 
 
 

 

 
 
 
 
As may be seen, male pedestrians are walking faster than female on all facilities considered. Females are walking slower 
than males by 12% on sidewalks, 7% on wide-sidewalks and 6% on carriageway. Females are walking faster on 
carriageway, whereas, males are walking faster on sidewalks. The overall walking speed averaged for all facilities, is found 
as 1.13 m/s. 
 
Younger pedestrians walk faster and older pedestrians walk slower than the rest irrespective of type of facility. The average 
speed of pedestrians on sidewalk, wide-sidewalk and carriageway is 1.17 m/s, 1.07 m/s and 1.16 m/s respectively. Young 
and middle aged pedestrians are walking faster by 10% and 6% respectively than the average walking speed, whereas, old 
pedestrians are walking 16% slower than the average walking speed. The difference between young and old pedestrians is 
higher for sidewalks. The speeds of young and middle-aged pedestrians are comparable on carriageway. Higher speeds of 
older and middle-aged pedestrians are observed on carriageway because they are walking faster to get out of the situation as 
fast as possible with minimum interactions with the vehicular traffic. It is obvious that the results from the study are lower 
than that from the other studies reported above. 
 
1.2.2 Pedestrians at crossing a road 
According to Indian standard (IRC: 103-1988), pedestrian crossing can be broadly classified as:  
1. At-grade crossings,  
2. Grade separated crossings.  
 
At at-grade crossings, the pedestrians cross the carriageway at the same level as that of vehicular movement [6]. It is very 
common in cities and towns. It may be controlled or uncontrolled. Uncontrolled crossings are those where the pedestrian 
cross walk is marked by studs or paint line but not controlled by any system of signals or a zebra form of crossing. With 
respect to location on the road, such crossings can be classified as:  
 
1. Pedestrian crossings at intersections (crossing at junctions) 
2. Mid-block crossings (crossing in-between a road).  
 
Grade separated crossings are crossings where the pedestrians are required to cross the carriageway at a level different from 
that of vehicular movement. It may be in the form of a pedestrian subway or a foot bridge across the road. Risks are very 
much minimal when the pedestrians crossing a road are completely separated from the traffic stream either by a foot bridge 
or by a sub way. But when the pedestrian and the vehicle are at the same level, a lot of considerations and decisions have to 
be made. 

 

 

Groups 
Average walking speeds (m/s) 

On side walks On wide-
sidewalks 

On carriageway Overall 

Male 1.26 1.14 1.19 1.20 
Female 1.12 1.07 1.13 1.11 
Young 1.28 1.20 1.25 1.24 
Middle-aged 1.18 1.12 1.23 1.20 
Old 0.92 0.90 1.00 0.96 

Table 1.1: Walking speeds under different facilities and pedestrian demographics 
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Whenever pedestrians are standing beside a road and observing moving vehicles with the intent of crossing, what they look 
out for is acceptable gaps between vehicles in the traffic. They either accept or reject such gaps. Rejection of prevailing gaps 
leads to longer waiting time at the curb side (side of the road).  

According to [5], pedestrian crossing behaviour is divided here into two main categories namely; 

1. perpendicular direction and  
2. oblique direction.  

Each of these serves to minimize crossing time while still providing a degree of safety. However, it is generally accepted that 
it is safer to cross a road perpendicularly (in a straight line) than to cross diagonally (oblique) since the time gap of the two 
categories is not the same.  Researchers have observed unsafe crossing behaviour of children, like not stopping at the curb, 
not looking before crossing, attempting to cross when a vehicle is nearing and running across the road. Studies focusing on 
crossing behaviour of children found that reaction to peer pressure has a significant influence on pedestrians’ propensity to 
cross at designated point. Parents may be the most useful channel for younger children, whereas peers may be more 
influential on older children [14]. Female pedestrians are observed accepting more gaps and less risk compared to male 
pedestrians. Researchers have also found out that for all age groups, gap selection is primarily based on vehicle distance and 
speed [5].  
 
According to [14], pedestrians will generally like to take the quickest route to their destination; therefore delay is closely 
linked with pedestrians’ propensity to take risks. Pedestrians will often try to shorten distances and reduce waiting times. A 
need to hurry or a desire to keep moving is usually given as a reason for crossing a road in a very unsafe way. Research has 
shown that pedestrians organise their crossing location and timing to minimise their walking distance and delay [15]. On the 
effect of traffic volume, light traffic is generally regarded by pedestrians as a safe action therefore they may not need cross 
from safe designated points. When traffic is light, pedestrians tend to cross where they feel is most convenient for them. It is 
also pertinent to realise that pedestrians take more risk in routes that they are very familiar with than in routes that they are 
not very familiar with. 
 
A survey carried out by [10] gives additional information about pedestrian risk taking on depending on the state of the 
highway (before and after reconstruction). At a site, 62% pedestrian accepted gap less than 4 seconds (exposed to high risk) 
after site reconstruction compared to 15% pedestrian accepting similar gap before the site reconstruction. More than 35% of 
pedestrian stage crossings had accepted gaps less than one second as compared to 6% of pedestrian stage crossings before 
reconstruction. After reconstruction, 22% of pedestrians did not use the pedestrian underpass and continued unsafe crossings 
at the site. It implies that pedestrians prefer to take more risk on improved highway facilities. 
 
According to [5], safety margin of a pedestrian is defined as the time taken by the approaching vehicle to reach the point at 
the other end of the road where the pedestrian ends crossing the road without conflicting it. Time gap is defined as the time 
taken by the pedestrian so that he/she starts crossing the road without conflicting with the approaching vehicle just arriving 
to start point. The pedestrians having high safety margins and high time gap are more precautious in crossing and they take 
very less risk.  

1.3 Synthesis of pedestrian crashes in developing countries 
The factors that influence pedestrian crash risk range from specific characteristics of pedestrians and drivers through to 
broad issues that affect all sectors in a country [9]. This synthesis begins by considering more specific influential factors for 
rising pedestrian crash risk and moves through to consider broader influences. The factors listed were based on observations 
in Ethiopia [9] which are very similar to the situation in Nigeria. 

 

(1) Walking at Night  
Pedestrian crash risk at night is higher than in the daytime due to the lower conspicuousness of pedestrians [11]. This is 
exacerbated by the tendency for pedestrians to judge themselves as being more visible than they actually are at night [12]. 
One study shows that drivers’ ability in recognising pedestrians at night is degraded such that pedestrian fatalities may rise 
seven times higher at night than daytime [13]. 

(2) Fatigue  
Most people use walking as a principal mode of transportation for short and long distance travel. Long distance walking may 
cause physical fatigue in pedestrians, who, as a consequence, may lack proper judgement in the traffic system and get 
exposed to crash risks. Pedestrian fatigue may also result when pedestrians are walking when exhausted from other activities 
(such as extended physical work), and walking after taking heavy medication, fasting, or under the influence of alcohol or 
other drugs (addressed below). 
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(3) Walking along Roads  
Pedestrians often tend to walk along roads due to the absence of footpaths (sidewalks) or shoulders (see figure 1.3). The lack 
of separation between vulnerable road users and motorised traffic leads to a considerably larger set of potential crash risk 
opportunities for pedestrians compared to separated facilities encountered in developed countries. For instance at Ikot 
Ekpene, the popular Aba Road and Umuahia Road have no facilities for pedestrians including some sections of Essien Road. 
However, some newer roads such as Chubb Road, Market Road, and the vicinity of City Centre Plaza have well constructed 
pedestrian facilities and sidewalks (see figure 1.5). 

 

(4) Illegal Crossing Behaviour  
Pedestrians are expected to follow traffic rules and cross on pedestrian designated facilities particularly in built up areas, and 
it is worth noting that there are fewer rules for pedestrians than for drivers. However, comprehensive road traffic legislation 
is in place for only 7% of the world’s population [2]. Illegal crossing behaviour and absence of discipline in the road 
environment are relatively well investigated topics and can explain the high rates of pedestrian crashes. 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

 
(5) Socioeconomic Factors  
 
Unlike other means of transportation, walking as a principal mode of transportation is mostly used by people who have 
lower income. This can involve activities other than walking: observation in most Nigerian cities (especially sub-urban 
regions) reveals that young males play football on the roadways, and orphan street boys sleep on roadways or edges of 

Figure 1.3: Pedestrians walking dangerously along Essien Road, Ikot Ekpene. No facility for pedestrians 
has been provided (Photo by Ubani Obinna)  

Figure 1.4: A woman crossing a road inappropriately along Umuahia Road, Ikot Ekpene (Photo: Ubani 
Obinna)  
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roadways. By definition, low and middle income countries have a high proportion of low income people, are less motorised, 
and therefore have more of their population exposed to risk of crashes [17]. 

(6) Alcohol and Drug Impaired Walking  

Alcohol and drug intoxicated pedestrians and drivers are at heightened risk for crashes, as has been widely demonstrated in 
developed countries. Pedestrian crashes involving alcohol are likely to be higher at night for two main reasons. First, alcohol 
consumption is higher at night relative to the day. Secondly, reduced visibility at night coupled with poor perception and 
reaction of drivers and/or pedestrians due to alcohol increases the crash risk [2]. 

(7) Poor Transportation and Land Use Planning  
Integrated transportation and land use planning should reduce travel demand and create a safer road environment for all. The 
lack of provision of footpaths and crossings mentioned above already suggests some deficits in planning of infrastructure to 
take account of pedestrians in Nigeria. Land use planning agencies may not exist, and often times, land use planning in 
existence lacks integration in most cities. 

(8) Population Growth Rate  
The population growth rate in extremely poor countries is more than 3% per annum. For instance Nigeria’s population is 
going higher by the day. The population growth affects the capacity of pedestrian facilities. 

(9) Lack of Road Safety Education  
In most areas of Nigeria, pedestrians are not properly aware of pedestrian rules and regulations due to the inadequacy of 
formal and informal education. Moreover, road traffic education has not been introduced into formal education in the 
primary and secondary schools. However, a lack of knowledge in those who teach road safety and low quality teaching 
materials are significant problems for road safety education in low income countries. 

(10) Poor Enforcement of Traffic Regulation  
Adequate traffic rules and regulations exist in Nigeria’s traffic systems. However, as the high proportion of illegal behaviour 
mentioned above suggests, the problem is that enforcement is poor. There are many reasons for this. There is much 
corruption involved in regulatory bodies [16]. This corruption extends to ownership of vehicles, annual inspections of 
vehicles, and driver licensing. Also, enforcement bodies lack resources, and sufficient training to regulate traffic rule 
violations [21]. 

(11) High Annual Growth of Motorisation  
Growth of motorised traffic leads to a rise in fatalities and injuries from valuable road users due to the increment in exposure 
[18]. China and India are good examples of rapidly rising population growth, urbanisation, per capita income, and ownership 
of motor vehicles. For instance, the total vehicle population increased from 0.2 million in 1960 to 207 million in 2010 in 
China, and India’s vehicle population grew from 0.4 million in 1960 to 114.952 million in 2009 [19]. In 2009, 72% of 
India’s registered vehicles were 2- and 3-wheelers which may not have had crashworthiness features, particularly for 
pedestrians. In 2010, China reported pedestrian fatalities of 16,307, and in the same year, India suffered 12,055 pedestrian 
fatalities [2]. Moreover, motorised vehicles in poor countries accounted for 1% of the world vehicle population; however, 
they contributed 12% of road traffic deaths including pedestrians [2]. 

 

1.4 Engineering measures for curbing pedestrian crashes 
Designing an effective pedestrian crossing for the purpose of safety involves the correct layout of a variety of elements 

including; 

 Information signs 
 The turning radius 
 Cross walks 
 Medians 
 Refuge islands and slip lanes 
 Curb ramps 
 Sight lines 
 Traffic patterns 
 Onset of signal phases 

The degree of risk faced by pedestrians while crossing a road depends on the complexity of vehicular and pedestrian traffic 
patterns and the effectiveness of supplementary information regarding the crossing location, direction, and duration. At street 
intersections, turning vehicles and the speed at which they travel pose the greatest threat to pedestrians because the 
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motorist’s attention is primarily focused on other vehicles. In addition to geometric design of intersections, pedestrian safety 
also relies heavily on the information presented to pedestrians and enforcement of traffic laws. 

Techniques that can help improve pedestrian conditions and access at intersections are briefly highlighted below; 

 Install a centre median to provide a refuge for slower pedestrians 
 Install accessible pedestrian signals to assist in providing people with vision impairment enough time to cross the 

street 
 Increase crossing time so that people who walk slowly will have sufficient time to cross (for signalised 

intersection) 
 Enhance visibility of the crosswalk markings 
 Reduce traffic speed etc 

However, according to [1], approximately 65 percent of all pedestrian crashes occur at locations other than intersections, and 
many of these involve younger children who dart out into the street. Based on engineering measures, the general principal 
geometric design elements that are used to improve pedestrian safety are; 
 

1. sidewalks 
2. overpasses (foot bridges) or tunnels (under passes), 
3. raised islands, 
4. auto-free shopping streets,  
5. neighbourhood traffic control to limit speeding and through traffic, 
6. curb cuts that assist wheelchair users and pedestrians with baby carriages, and  
7. shoulders that are paved and widened.  

 
Other traffic control measures that may assist pedestrians include crosswalks, traffic signs and signals, parking regulations, 
and lighting. Physical space required for pedestrians at sidewalks is given in Table 1.2 below. 
 

 
 

Category Physical space required 
a) People with ambulant disabilities. It just allows passage 
for 80 percent of people who use wheelchairs. 

1000 mm 

b) People who use wheelchairs. 1200 mm 
c) To allow a wheelchair and a pram to pass. 1500 mm 
d) To allow two wheelchairs to pass comfortably 1800 mm 
 
 
 
 

 

 

 

 

 

 

 

 

 

Figure 1.5: Well designed roadway and intersection with pedestrian facilities at Ikot Ekpene City Centre 
Plaza. Realise a pedestrian walking on the road other than at the provided sidewalk. 

Table 1.2: Physical space required for different categories of pedestrians on sidewalks  
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1.4.1 Pedestrian bridges and underpasses 

These are the safest means of crossing a road since they completely separate pedestrians from vehicular traffic stream. It is 
also very important to realise that if pedestrian bridges or under passes are to be provided, they must be carefully located 
otherwise pedestrians will not like to use them. For instance, if pedestrians will have to walk a long distance in order to use 
such facility, they will generally prefer to cross the busy road than using the facility. Variation can only occur if the usage is 
enforced, or there are serious barriers installed at the median of the road. 

1.4.2 Medians 
Medians are the portion of a divided roadway that separates the traffic flows heading in opposite directions. At roundabouts 
these are called splitter islands. Medians help pedestrians cross intersections by reducing the crossing distance from the curb 
to a protected area. This allows pedestrians to cross during smaller gaps in traffic. For this reason, medians are especially 
helpful for pedestrians who are unable to judge distances accurately. Whenever possible, medians should be raised to 
separate pedestrians and motorists. Raised medians make pedestrians more visible to motorists. 

 

1.4.3 Reducing motorists speed 
Ultimately, the safety of the pedestrian in the roadway is dependent on the motorist’s ability to detect the pedestrian with 
sufficient time to stop given the vehicle’s speed. The faster a motorist is travelling, the longer the stopping distance will be. 
The required vehicle deceleration may be difficult for the motorist to judge accurately, if the pedestrian is moving slower 
than expected. For example, a motorist may see a pedestrian start to cross a road from a distance and start to slow their 
vehicle so that it will approach the crossing point after the pedestrian has finished crossing. However if the pedestrian 
actually moves at a slower pace than anticipated, the motorist may not immediately recognise the greater deceleration or a 
full stop that will be required. Likewise pedestrians may not be able judge vehicle approach speed and gap size effectively, 
especially at night [6]. 

 

1.5 Traffic Education Measures 
The major way to influence road user behaviour is by road safety education. Education is considered as a soft approach to 
promoting desirable road use, since it relies on persuading people to adopt appropriate behaviour. Other measures 
(engineering and enforcement) place external constraints on people [14].  In terms of promoting desirable pedestrian 
behaviour, road safety education interventions can take a number of forms. Information and persuasive messages to promote 
safe road use can be given via; 

 General publicity campaigns 
 Television/Radio/Newspaper/Magazine adverts/Social Media 
 Posters 
 Leaflets 
 Formal classroom-based training 
 Formal road-based training 

Such interventions attempt to raise people’s awareness of road safety. In particular, they attempt to promote desirable 
behaviour by; 

 Increasing road safety knowledge (e.g. knowledge of the rules and practices described in then Highway Code, and 
knowledge of what behaviour is considered to be safe and unsafe) 

 Make road users aware of how unsafe their behaviour may be 
 Providing/teaching people strategies to minimise the risk of being involved in a road traffic collision, and 
 Increasing the awareness of the needs of other road users 

On the presence of zebra crossings on Nigerian highways, it was observed that the road users (motorists/pedestrians) are 
largely ignorant of the need for and the essence of this safety measure on the roads [20]. Hence, motorists often race across 
the crossing, notwithstanding the number of pedestrians attempting to or are crossing the road. Also, often time pedestrians 
willing to cross the road do passively stand aloof, few metres from the zebra crossing box. However, the author encouraged 
the Lagos metropolitan authority to fund extensively mass awareness campaign about the necessity of zebra crossing.  
 

1.6 Traffic Enforcement Measures 
Enforcement of road traffic laws is a major way of controlling/changing road user behaviour. While the FRSC has been 
trying their best to enforce the laws contained in Nigeria’s Highway Code, there is still more that can be done. To aid their 
work, automatic policing methods can be provided (e.g. speed cameras, red light cameras etc). Generally, enforcement of 
highway codes is effective at reducing collisions, casualties, and driving violations. The most effective policing method 
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according to researchers [6] was stationary and highly visible policing (i.e., in marked police/FRSC vehicle). The physical 
presence of officers on highways is usually a compelling agent for good behaviour. 

There are very few laws for pedestrians in this country and hence there is very little need for enforcement. For instance in 
most areas of Lagos and many other parts of Nigeria, pedestrians are often arrested and fined whenever they decide to cross 
the road instead of using pedestrian bridges (jaywalking). However, there are specific instructions on how pedestrians should 
behave while walking on, or near roads, and pedestrians have precedence on zebra crossings. It is however very reasonable 
to assume that the presence of police or FRSC officials or presence of cameras might have positive impact on pedestrian 
behaviour while using a road. 

1.7 Recommendation and conclusion 

While a lot have been exhausted in this paper, the recommendation is for all concerned to simply observe the three measures 
that have been discussed in order to reduce pedestrian crashes to the barest minimum. All hands must be on deck for us to 
have safer highways in Nigeria, and it starts by observing the traffic regulations appropriately, engineers and town 
authorities designing our roadways appropriately, and officials enforcing the regulations. I will conclude this paper by giving 
us tips on how to use the highway safely as pedestrians; 

1. Use sidewalks whenever they are provided. If must step into the road, look both ways first. 
2. If there is no sidewalk, walk on the right hand side of the road so that you can see oncoming traffic very well.  
3. Be prepared to walk in a single file especially in narrow roads or at night while keeping very close to the side of 

the road. 
4. It is safer to cross the road well before a sharp bend so that an oncoming traffic has a better chance of seeing you. 
5. Help yourself to be seen. 
6. Young children should not be out alone on the sidewalks. When taking children out, keep between them and the 

traffic and hold their hand firmly. 
7. Large group of people walking should use a sidewalk if provided. When there is no sidewalk they should keep to 

the left hand side of the road. 
8. It is safer to cross using a subway, a foot bridge, an island, or zebra crossing. Otherwise, cross from a place where 

you can see all vehicles clearly in all directions (e.g., avoid crossing from between parked cars) 
9. Do not cross the road diagonally. Try your best and cross straight. 
10. Keep your ears open, you can hear a vehicle approaching before you see it. 
11. Do not cross a road until there is a safe gap in the traffic and you are certain that there is plenty of time. 
12. When crossing at a junction, look out for traffic turning into the road especially from behind you. 
13. When there are barriers across a road, cross only at the gap provided for pedestrians. Do not climb or jump over 

barriers. 
14. Never cross the road in front or behind of any vehicle with its engine running, especially for large vehicles. The 

driver may not be able to see you. Never cross behind reversing vehicles. 
15. Do not get on or hold onto moving vehicles (even when you are in Lagos). It is unsafe. 
16. At zebra crossings, give traffic plenty of time to see you. Wait until all vehicles have stopped in both directions, or 

the road is clear before crossing. 
17. At traffic lights, cross only when the man with green figure shows. If no pedestrian signals have been provided, 

watch carefully and do not cross until the traffic lights are red and the traffic has stopped moving. 
18. If an ambulance, fire engine, police or other emergency vehicles approaches with red/blues lights, head lights 

and/or sirens, completely keep off the road. 
19. Get on or off buses when it has stopped completely. Watch out for cyclists when you are getting off. 

Be careful while using the road. Protect others, protect yourself. 

 

Disclaimer 
This work was carried out independently and the contents may not necessarily reflect the views of the author’s affiliations.  
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