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ABSTRACT 

INVESTIGATION OF THE EFFECTS OF VISION ZERO APPROACH ON 

ROAD TRAFFIC SAFETY: GAZİANTEP 

 

 

CENGİZ, Aziz Şeyhmus 

M.Sc. in Civil Engineering 

Supervisor: Prof. Dr. Şafak Hengirmen TERCAN 

January 2022 

79 Pages 

 

Vision Zero strategy was developed as an effective solution to traffic accidents and 

the number of injuries and fatalities in Sweden in 1997 and spread worldwide.  

Turkey is among the ten countries constituting almost half of the global traffic 

accident deaths. Turkey started to implement Vision Zero strategies and activities in 

2013, such as infrastructure enhancements including double-lane highways, law and 

enforcement revisions, post-crash emergency response, and care and realized positive 

results. Previous studies have examined these applications for inter-urban roads but 

not inner-city streets.  

In this study, the effect of vision zero applications was investigated for the first time 

in Turkey on urban roads in Gaziantep. Speed controls applied for speed control, the 

first cause of traffic accidents in Turkey and the world, were evaluated. Only one 

year after the start date of speed inspections, an 87.5 % decrease in traffic accidents 

in urban death rates was determined. As a result of the coup in Turkey in 2016, the 

EDS system was turned off for security reasons. There has been an increase of five 

times in urban death rates in traffic accidents in the following year, 2017. Later, due 

to various administrative reasons, only red light violation cameras were put into 

service, and speed corridor enforcements were not implemented. During this period, 

an 37,5 % decrease was observed in the urban death rates in traffic accidents, 

according to 2015 results. 

Key Words: Vision Zero, Road Safety, Traffic Accidents, Speed Enforcement, Red- 

light Violation 
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ÖZET 

VİSİON ZERO YAKLAŞIMININ KARAYOLU TRAFİK GÜVENLİĞİNE 

ETKİLERİNİN ARAŞTIRILMASI: GAZİANTEP 

 

 

CENGİZ, Aziz Şeyhmus 

Yüksek Lisans Tezi, İnşaat Mühendisliği 

Tez Yöneticisi: Prof. Dr. Şafak Hengirmen TERCAN 

Ocak 2022 

79 Sayfa 

 

Vizyon sıfır stratejisi 1997 yılında İsveç'te bu soruna etkili bir çözüm olarak 

geliştirilmiş ve tüm dünyaya yayılmıştır.  

Türkiye'nin küresel trafik kazası ölümlerinin neredeyse yarısını oluşturan on ülke 

arasında yer alıyor. Türkiye, 2013 yılında çift şeritli otoyollar dahil altyapı 

geliştirmeleri, kanun ve uygulama revizyonları, kaza sonrası acil müdahale ve bakım 

gibi Vizyon sıfır stratejilerini ve faaliyetlerini uygulamaya başlamış ve olumlu 

sonuçlar elde etmiştir. Bu uygulamaların sonuçları daha önceki çalışmalarda 

şehirlerarası yollar için incelenmiştir, ancak şehir içi yollar için incelenmemiştir. 

Bu çalışmada Türkiye'de ilk kez Vision Zero uygulamalarının Gaziantep'te kentiçi 

yollar üzerindeki etkisi araştırılmıştır. Türkiye'de ve dünyada trafik kazalarının ilk 

sebebi olan hız kontrolü için uygulanan hız kontrolleri değerlendirilmiştir. Hız 

denetimlerinin başlama tarihinden sadece bir yıl sonra kent içi ölüm oranlarında 

trafik kazalarında %87,5'lik bir azalma tespit edilmiştir. Türkiye'de 2016 yılında 

yaşanan darbe sonucu güvenlik nedeniyle EDS sistemi kapatılmıştır. 2017 yılının 

ertesi yılında trafik kazalarında kentiçi trafik kazalarındaki ölüm oranlarında 5 kat 

artış olmuştur. Daha sonra çeşitli idari nedenlerden dolayı sadece kırmızı ışık ihlali 

kameraları devreye alınmış ve hız koridoru uygulaması yapılmamıştır. Bu dönemde 

kırmızı ışık ihlal kameraları kullanılarak 2015 yılı sonuçlarına göre trafik kazalarında 

kentiçi ölüm oranlarında %37,5 azalma gözlenmiştir. 

Anahtar Kelimeler: Vizyon Sıfır, Trafik Kazaları, Yol Güvenliği, Hız Denetimi, 

Kırmızı Işık İhlali 
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CHAPTER 1 

INTRODUCTION 

1.1 Introduction 

According to World Health Organization data, 1.3 million people die in traffic 

accidents per year. Between 20-50 million more people are injured, many of them 

remain disabled due to their injuries. The economic losses of individuals and families 

injured in road traffic accidents are significant. These losses are the cost of treatment 

and loss of productivity for individuals who have died or been disabled due to their 

injuries and for family members who need to take time off from work or school to 

care for the injured. More than 90% of deaths in road traffic accidents occur in low- 

and middle-income countries. Traffic accident mortality rates are highest in the 

African region, which is low-income. Mortality rates are also high in high-income 

countries. Because people with a lower socioeconomic back ground are more likely 

to be involved in traffic accidents. In Dec accidents, children and young people aged 

5-29 years are injured. Despite the misconception that women are more likely to 

have an accident in traffic, research has shown that men are more likely to be 

involved in traffic accidents. About three quarters (73%) of road accident deaths 

occur among young men under 25. 

Sweden's Vision Zero road safety policy is illustrated in the literature and various 

programs (Corben et al., 2010; Elvebakk and Steiro, 2009; Johansson, 2009; Larsson 

et al., 2010; OECD/ITF, 2008; Racioppi et al., 2004). In 1995, the Swedish Highway 

Administration started to develop a safe system approach. The results of this 

development work are documented in 'Vision Zero - The idea of a road transport 

system without loss of health' (Vägverket, 1996). The principles of the widely known 

policy about Vision Zero are that many other road safety policies globally provide 

for zero deaths as the ultimate road safety goal (Johansson, 2009; Larsson et al., 

2010). 

In this study, the general purpose of Vision Zero was explained, and the applications 

of Vision Zero in Turkey were examined. The operation of the electronic control 
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system, which is one of the Vision Zero applications, and its effect on traffic 

accidents were investigated on urban roads in Gaziantep city applications. The 

Vision Zero strategy proved to be a successful application in road safety. 
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CHAPTER 2 

LITERATURE REVIEW 

2.1 Literature Review 

On October 9, 1997, Sweden adopted Vision Zero, the long-term goal for safety in ro

ad traffic. Vision Zero was adopted by all political parties (Tingwall., 1998). 

Vision Zero is a Secure System. Responsibility for traffic accidents does not extend t

o people who use the roads. People who design roads are responsible for road accide

nts. Work has been started to create a secure system that forgives human error. The st

ructure of an effective Vision Zero strategy consists of a Secure System Approach. 

Different efforts have been made in many government periods to reduce traffic accid

ents from the past to the present. Many measures have been implemented. Our countr

y's view of the traffic issue has gained a strategic dimension after July 15, which is, i

n a sense, a security milestone. 

Some people claim that an increase in speed in traffic is the real danger. This claim s

hows that vehicles that moved faster or slower than average on two-lane rural roads i

n the 1960s were more likely to be involved in accidents. However, this research has 

shown that participation in violent accidents has increased rapidly (Solomon, 1964). 

Kerimoğlu (2009) is the most important indicator that Vision Zero will succeed in Tu

rkey. It has been concluded that the population between the ages of 10-24 has about 

19 million. In the future, this age group, which can be trained and adapt to attitude-be

haviour change, will witness zero death for a maximum of 10 years. 

Will have positive results in traffic safety. 

According to Punase (2006), a Vision Zero plan has been developed in Alexandria w

ith many data sources. The risk-taking behaviour of an individual driving in traffic al

so shows a statistically significant relationship with the risk of UHI. Increased alcoho

l levels and speeding during a crash event increase the risk of KSI. It has been studie
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d in this study that using safety equipment in a traffic accident reduces CSI risk. 

Goldenbeld et al. (2005) many studies have examined the effects of mobile speed ca

meras in rural areas. In Canada, the effects of mobile cameras on rural roads have be

en studied. The study results showed a decrease of 25% in traffic accidents during th

e day, 11% in serious accidents during the day, and 17% in accident deaths during th

e day. 

According to Keall (2016), it was studied that there was an increase in 20% of hidde

n mobile cameras, a 17% decrease in injury accidents and a 31% decrease in deaths i

n 2 years in New Zealand. 

Vision Zero was unsuccessful in the first years of its implementation in Sweden. The 

reason for his failure to succeed was the economic crisis that occurred. A few years a

fter Vision Zero was made official policy, road traffic accidents have increased. Swe

den's goal was to reduce road traffic deaths by 50 per cent from 1997 to 2007. Howe

ver, it seems that this goal is no longer achievable. In Norway, the number of deaths i

n road traffic has decreased significantly over the past three years. However, a simila

r development can be observed in many Northern European countries, and a causal c

hain cannot be established definitively (Elvebakk, 2007).  

Despite the mixed results, Vision Zero is in many ways a success story, as the vision 

has made significant progress in the discursive field. Vision Zero is now very well 

known in road safety management, especially in Europe, and its principles are 

forming the basis of road safety policies in many countries and organizations. It is, 

for instance, possible to recognize some concepts and ideas from Vision Zero in the 

European Union’s latest Action Programme for Road Safety, Saving 20 000 Lives on 

our Roads. A Shared Responsibility. 

Özen et al. (2014) age level in opinions on determining the causes of traffic 

accidents, educational status, occupation, whether people own a vehicle, the distance 

traveled by the vehicle annually, and there are differences in the opinions of 

individuals about whether they have had an accident with the vehicle in the last one 

year. Opinions on determining the causes of traffic accidents although it is expected 

that education affects thinking more, education is only two created a difference of 

opinion. 



 

5 

Hassan et al.  (2017) success of road safety in the UAE mainly relies on improving 

traffic safety education, rehabilitation programs for violators, continuous awareness 

campaigning, training of government officers, and installment of more monitoring 

devices. An exclusive independent organization for traffic safety is urgently needed 

for better coordination among stakeholders. This organization can be responsible for 

managing the whole traffic safety sector. Meanwhile, a strong political will and 

determination can lead to improving traffic safety in the country. 

According to AAA Foundation for Traffic Safety (2020), the 2019 national telephone 

survey was conducted by the AAA Foundation for Traffic Safety. Nearly half of the 

drivers reported exceeding the speed limit by 15 mph on a highway last month, and 

more than 40 percent reported exceeding the speed limit by ten mph. 

Male drivers are more likely than women to speed (Waller, 1991). 

According to data from the Turkish Statistical Institute (2020), some 984,000 traffic 

accidents occurred in Turkey in 2020, down from 1.2 million in the previous year. 

Currently, the speed limit for passenger cars on highways is 120 kilometres per hour 

(km/h). It is 100 km/h for buses and 90 km/h for trucks 7,530 people were killed in 

road accidents in 2015, but the death toll declined to 4,866 in 2020. According to 

research, driver's licenses increased by more than 36 per cent, while motor vehicles 

increased by 49.6 per cent. Despite these increases, traffic accidents and deaths from 

accidents have decreased. 

2.2 The Safe System Approach: Accommodating Human Error 

The Safe System approach to road safety aims to ensure a safe transport system for 

all road users. Such an approach considers people’s vulnerability to severe injuries in 

road traffic crashes and recognizes that the system should be designed to forgive 

human error. The cornerstones of this approach are safe roads and roadsides, safe 

speeds, safe vehicles, and safe road users, all of which must be addressed to 

eliminate fatal crashes and reduce serious injuries (WHO, 2021). 

2.2.1 Speeding 

● An increase in average speed is directly related to the likelihood of a crash 

occurring and the severity of the consequences of the crash. For example, every   
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1% increase in mean speed produces a 4% increase in the fatal crash risk and a     

3% increase in the severe crash risk. 

● The death risk for pedestrians hit by car fronts rises rapidly (4.5 times from 50 

km/h to 65 km/h). 

● In car-to-car side impacts, the fatality risk for car occupants is 85% at 65 km/h. 

● Driving under the influence of alcohol and other psychoactive substances 

● Driving under the influence of alcohol and any psychoactive substance or drug 

increases the risk of a crash that results in death or serious injuries. 

● In the case of drink-driving, the risk of a road traffic crash starts at low blood 

alcohol concentration (BAC) levels and increases significantly when the driver's 

BAC is ≥ 0.04 g/dl. 

● In the case of drug driving, the risk of incurring a road traffic crash is increased to 

differing degrees depending on the psychoactive drug used. For example, the risk 

of a fatal crash occurring among those who have used amphetamines is about five 

times the risk of someone who has not (WHO, 2021). 

2.2.2 Distracted Driving 

Many factors can cause a driving disorder. Especially the distraction caused by 

mobile phones is one of the riskiest elements for road safety. 

The accident risk of drivers using mobile phones is approximately four times higher 

than drivers who do not use mobile phones—using a phone while driving slows 

down the driver's reaction times. In particular, brake response time increases the risk 

of accidents (WHO, 2021). 

2.2.3 Unsafe Road Infrastructure 

The design of roads can have a significant impact on road safety. Ideally, roads 

should be designed for the safety of all road users. These road users are pedestrians, 

cyclists, and motorcyclists. Trails, bike lanes, safe crossing points, and other traffic 

calming practices reduce the risk of accidents (WHO, 2021). 

2.2.4 Safe Vehicles 

Safe vehicles play an essential role in preventing accidents and reducing the 

likelihood of serious injury. Several UN regulations regarding vehicle safety could 

potentially save many lives. These include ensuring that vehicle manufacturers 
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comply with front and side-impact regulations, include electronic stability control (to 

prevent excessive steering), and all vehicles are fitted with airbags and seat belts. 

Without these standards, the risk of injury in traffic increases significantly for both 

occupants and those outside the vehicle (WHO, 2021). 

2.2.5 Inadequate Post-Crash Care 

Delays in identifying those involved in a traffic accident and emergency response 

increase the severity of injuries. Early intervention is significant after an accident has 

occurred (WHO, 2021). 

2.2.6 Inadequate Law Enforcement of Traffic Laws 

In 2019, 846 people were killed in crashes that involved red-light running. One 

hundred forty-three thousand people were injured. Road traffic fatalities and injuries 

will not be reduced unless traffic laws regarding drink-driving, seat belt wearing, 

speed limits, helmets, and child restraints are enforced. Therefore, the risk of 

accidents increases if traffic laws are not enforced. Effective implementation 

includes creating, regularly updating, and enforcing national, municipal, and local 

laws on the risk mentioned above factors. It also includes the definition of 

appropriate penalties (WHO, 2021). 

2.3 Previous Studies on Vision Zero 

The Vision Zero approach believes traffic collisions are not 'accidents' but are 

predictable and preventable. Road users inevitably make mistakes, but these mistakes 

should not result in severe or fatal injuries. Some countries globally have the most 

deaths and injuries caused by road accidents they have developed various security 

approaches to minimize. These approaches to transportation have changed the 

traditional view of the system, especially the highway. Prior research has analyzed 

this approach and application of vision zero. 

Özgün (2015) examined the geographical locations of the accidents. In her study, it 

was aimed to determine accident hot spots according to geographical conditions. 

2013 Gaziantep accident data was analyzed in terms of days and hours. She analyzed 

the data with the Geographic Information System (GIS). These accidents are shown 

on the map. Locations with Geographic Information System (GIS) were examined 

according to accident coordinates, accident time, weather conditions, road type and 
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showed the findings. In her study, when she examined the traffic accidents according 

to the seasons and months, it was examined that the accidents mainly occurred in 

summer and least in winter. Accidents mainly occurred in October, at least in 

December. In her study, it was seen that most of the accidents occurred during the 

daytime. 

Ulu (2015) examined the EDS systems in Istanbul. According to the statistical data 

in the study, the speed-related death rate in Turkey is 41%. In Istanbul, this rate is 

33%. According to these data, the province of Istanbul, which he included in his 

study, ranks first in Turkey regarding speed-related deaths. He observed a severe 

decrease in traffic accidents in the EDS system's regions. He examined 7918 red light 

violations in Istanbul three months before the EDS system was implemented. After 

the EDS system was implemented, this number decreased to 1327. 

Erdoğan (2021) Turkey is one of the two countries that achieve the target of a 50 per 

cent decrease in the world's loss of life in traffic accidents. He analyzed that the loss 

of life will decrease by 33% in 2020. A pedestrian priority traffic system was 

introduced in Turkey. While the loss of life per 100 thousand populations in our 

country was 13,4 in 2010, the loss of life in 2019 was 7,5. European Transport Safety 

Council 2020-2030: The EU has reduced road deaths by 50% by 2020. 

2.3.1 Vision Zero in Sweden and Norway 

Sweden 

The Vision Zero (VZ) was conceived in 1994. The Parliament passed a Road Traffic 

Safety Bill that put the Vision Zero into Swedish law three years later. Sweden had 

the highest death rate in 1997 when it passed this law. Figure 2.1 shows the annual 

death rates of Sweden in the graph. Since 1997, when Sweden adopted Vision Zero, 

many places have also taken this approach. After the vision zero application, there 

was a decrease in accident rates. The lowest accident rates were seen in 2019 and 

2020. Table 2.1 below shows the decrease in the accidents rate. Because of the 

implemented road safety programs, fatalities have decreased since 2000 in Sweden 

and many other countries. In the EU, for example, fatalities have decreased by 20% 

since 2010. The reduction in Sweden was from 1,307 fatalities in 1970 to 440 in 

2005; in Norway, from 560 fatalities in 1970 to 304 in 1999. In 1975, seat belts were 
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made mandatory in the front seats in Sweden. Also, in the 1980s, the use of belts in 

the back seats and child seat belts was made mandatory. These changes examined 

significant increases in seat belt use (Elvik et al., 2004). Recent studies in Sweden 

show that more than 80% of the severe injuries for urban roads occurred among 

pedestrians and 11 cyclists (Värnild et al., 2019). A published study shows that 

although the number of seriously injured vehicle occupants fell from 2003 to 2014, 

the incidence of seriously injured unprotected road users, especially in urban areas, 

has increased (Vision Zero, 2014). 

 

Figure 2.1. Yearly fatalities 1990-2016 
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Table 2.1. Number of fatalities on Swedish roads 

YEAR  FATALITIES DECREASES 

1997 541 - 

1998 531 -%2 

1999 580 %9 

2000 591 %1 

2001 583 -%2 

2002 532 -%9 

2003 529 -%0.5 

2004 480 -%10 

2005 440 -%9 

2006 445 %1 

2007 471 %5 

2008 396 -%16 

2009 355 -%11 

2010 266 -%26 

2011 319 %19 

2012 285 -%11 

2013 260 -%9 

2014 270 %3 

2015 259 -%5 

2016 270 %4 

2017 253 -%7 

2018 324 %28 

2019 221 -%32 

2020 204 -%8 

If there is one thing that can save lives from traffic crashes, it is slowing speeds 

(Figure 2.2). It is also because the faster a driver goes, the smaller a driver’s field of 

vision is, and the less time a driver has to react and prevent a crash (Vision Zero 

Network, 2015). 
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Figure 2.2. Less speed less death strategy 

Norway 

Norway accepted its version of Vision Zero in 1999. Ninety-five people died on 

Norwegian roads that year. The highest traffic fatality was in 2008. There were 108 

traffic deaths in Norway in 2019 (Figure 2.3). The lowest traffic accident rate was 

the rate in Europe (Statista, 2020). 

 

Figure 2.3. Traffic fatalities in Norway 2006-2019 

2.3.2 Vision Zero in European Union Countries 

In May 2018, the European Commission presented a third and final set of actions to 

modernize Europe's transport system. The European Commission wants to achieve 

the EU's long-term goal of approaching zero deaths and serious injuries by 2050. An 

estimated 18,800 people were killed in a road crash, an unprecedented annual fall of 
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17% in 2019. It means almost 4,000 fewer people lost their lives on EU roads in 

2020 compared to 2019. As the result of the COVID-19 pandemic, lower traffic 

volumes had a clear, though unmeasurable, impact on the number of road fatalities. 

Based on preliminary figures, 18 Member States registered their lowest ever road 

fatalities in 2020. EU- wide deaths fell by an average of 17% compared to 2019. 

However, the reduction was far from uniform, with the most significant decreases 

(20% or more) occurring in Belgium, Bulgaria, Denmark, Spain, France, Croatia, 

Italy, Hungary, Malta, and Slovenia (Figure 2.4). In contrast, five Member States 

(Estonia, Ireland, Latvia, Luxembourg, and Finland) recorded an increase in 

fatalities, although the number in small countries tends to fluctuate from year to year. 

In contrast, five Member States (Estonia, Ireland, Latvia, Luxembourg, and Finland) 

recorded an increase in fatalities, although the number in small countries tends to 

fluctuate from year to year (Euractiv, 2021).   
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Figure 2.4. Road traffic fatalities 2010-2019 

2.3.3 Vision Zero in Canada and The USA Cities 

Canada 

The Canadian Injury Prevention Association Parachute presented its Vision Zero in 

December 2015. Table 2.2 shows that the accident rates decreased in 2017. In 2008, 

Canada ranked tenth among other member states of the Organization for Economic 

Co-operation and Development (OECD) in terms of deaths (Parachute, 2021).     
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Table 2.2. Deaths rate per 1.000.000 in Canada 

.YEAR DEATHS 

2003 2.777 

2004 2.735 

2005 2.898 

2006 2.871 

2007 2.753 

2008 2.431 

2009 2.216 

2010 2.238 

2011 2.023 

2012 2.075 

2013 1.951 

2014 1.841 

2015 1.889 

2016 1.889 

2017 1.856 

2018 1.922 

 

Acknowledging the rise in traffic-related fatalities, the City of Toronto developed a 

5-year Vision Zero plan. It successfully achieved these goals in 2018. This success 

continued in 2019 and 2020. Forty-four people died in 2016. It is the highest figure 

between 2008 and 2018. Eighteen people died in 2011, and the year with the lowest 

death rate is shown in figure 2.5. Traffic volume on Toronto roads decreased by 45% 

and 65% due to the Covid-19 outbreak. In February and April 2020, a severe 
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decrease is observed in death rates. It is the implementation of the curfew due to the 

Covid-19 epidemic. We can say that 2020 is the year with the lowest death rate for 

Toronto (Figure 2.5). 

 

Figure 2.5. Pedestrians and cyclists killed or seriously injured on Toronto streets 

New York 

Vision Zero is a program created by New York City Mayor Bill de Blasio in 2014. 

The first four years after the adoption of Vision Zero was the safest 4-year period for 

traffic collisions in New York City's history. Fatalities in 2018 are at their lowest rate 

since 1910 when record-keeping began. Pedestrian deaths have fallen 42 percent, and 

overall traffic-related deaths fell 26 percent from the year before Vision Zero began. 

Figure 2.6 shows the data before and after the vision zero application in New York. 

Vision zero application resulted in a significant reduction in mortality rates (NYC, 

2019).    
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Figure 2.6. Fatalities 2000-2019 in New York before Vision Zero/ after Vision Zero 

Los Angeles 

Los Angeles mayor Eric Garcetti released a target zero strategy plan in September 

2014. There are two targets. The first of these goals is to reduce citywide traffic 

deaths by 20 percent by 2017. The second is to eliminate citywide traffic deaths by 

2025. Successful results of these targets are shown in figure 2.7. In Los Angeles in 

2020, there was a severe decrease in traffic accident rates. The Covid-19 epidemic 

has had a significant impact on this decline (Crosstown, 2021).  

 

Figure 2.7. Pedestrian-vehicle collisions in Los Angeles, 2015-2020 
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CHAPTER III 

METHODOLOGY 

3.1 Methodology 

3.1.1 Traffic Safety and Statistics in Turkey 

In this section, accident statistics for Turkey are examined. Data on traffic accidents, 

deaths, and injuries in Turkey from 2009 to 2020 were analyzed (Table 3.1). The 

most serious accident, death, and injury rate were in 2015. The lowest accident, 

death, and injury rate was in 2020.  

Turkey is among the ten countries constituting almost half of the global traffic 

accident deaths. Regarding their frequencies, health, and economic outcomes, traffic 

accidents must prioritize the public health agenda. According to the accident 

statistics, drivers have the biggest defect share with a 95 % ratio. The main 

components of the driver defect are; speed, alcohol, and drug use, sleep and fatigue, 

not using a safety belt, child car seat, and helmet. Turkey is dealing with the problem 

of road safety due to the annual average loss of 6000 lives because of traffic 

accidents. The increase has been analyzed in traffic accident numbers up to 2012 

every year. There was a decrease in accidents in 2013 and 2014 (TUIK, 2015). 

Accidents increased again in 2015. Accidents decreased by 6.39% in 2018. And 

1,229,364 accidents occurred (TUIK, 2019). In our country's road network in 2019, a 

total of 1 million 168 thousand 144 traffic accidents occurred. 993 thousand 248 of 

these accidents are property damage, and 174 thousand 896 are traffic accidents with 

fatal injuries. Five thousand four hundred seventy-three people died (TUIK, 2020). 

In 2020, a total of 983 thousand 808 traffic accidents occurred in our country's road 

network. 833 thousand 533 of these accidents are property damaged, 150 thousand 

275 of them are traffic accidents with fatal injuries. Four thousand eight hundred 

sixty-six people died (TUIK, 2021). 

Vision Zero aims to reduce the fatal and injured accidents described in this chapter to 

zero. In 2013 Turkey announced a Decade of Action for Road Safety and adopted a 

Road Safety Action Plan to prevent road traffic crashes, minimize road traffic 
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fatalities and injuries, and mitigate their impact on road users. The Government of 

Turkey adopted a Vision Zero concept, first introduced in Sweden in 1997 and 

proved to reduce road fatalities and injuries toward zero. Turkey's 2050 vision zero 

targets include half of the current death rates by 2030 and zero death rates by 2050. 

Together with better road crash statistics, road safety management, and adequate 

investments in road safety measures, this ambitious goal will help Turkey reach its 

goal. 

Table 3.1. Traffic accident statistics in Turkey 

YEAR TOTAL 

ACCIDENTS 

Fatal and 

injured 

accident 

Property 

damage 

accident 

Total 

fatalities 

Injured 

2009 1 053 346 111 121 942 225 4.324 201 380 

2010 1 106 201 116 804 989 397 4.045 211 496 

2011 1 228 928 131 845 1 097 083 3 835 238 074 

2012 1 296 634 153 552 1 143 082 3 750 268 079 

2013 1 207 354 161 306 1 046 048 3 685 274 829 

2014 1 199 010 168 512 1 030 498 3 524 285 059 

2015 1 313 359 183 011 1 130 348 7 530 304 421 

2016 1 182 491 185 128 997 363 7 300 303 812 

2017 1 202 716 182 669 1 020 047 7 427 300 383 

2018 1 229 364 186 532 1 042 832 6 675 307 071 

2019 1 168 144 174 896 993 248 5 473 283 234 

2020 983 808 150 275 833 533 4 866 226 266 

According to the 2010-2018 data of the Turkish Statistical Institute (TUIK), the 

population growth rate in the cities is 33%, while the rate of increase in private 
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vehicles is 64.33%. Urbanization, automobile ownership, and increases in drivers 

create demand for road transports and traffic density. To ensure coordination in the 

studies, the Ministry of Transport and Infrastructure (MOTI) monitors the policies, 

strategies, goals, and rules of procedures and implementation. 

MOTI has also been conducting studies to ensure that identified standards are used 

across the country, that the communication infrastructure of these systems is 

expanded, and those necessary international relations are conducted. Within this 

framework, the first strategy document and action plan for intelligent transportation 

systems prepared by The Ministry of Transport and Infrastructure entered into force 

after being published in the Official Gazette no. 29156 dated October 25, 2014. The 

Action Plan, the annex of the strategy document covering the 2014-2016 period, 

consists of five strategic goals, 21 objectives, and 38 actions. Nine of these actions in 

the action plan for the 2014-2016 period were defined as continuous actions, and the 

remaining 29 were planned to be completed within that period. Highway deaths and 

injuries are a significant public health problem in Turkey and worldwide. 

Worldwide, approximately 1.35 million lives are lost per year due to road accidents; 

approximately 3.700 lives are lost per day. Turkey is also a country dealing with the 

problem of road safety due to the annual average loss of 6000 lives because of traffic 

accidents. 
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Figure 3.1. Deaths at the accident site of TUIK 2009-2020 

Figure 3.1 shows that mortality rates in 2020 have fallen to almost half of those in 

2009. 

 

Figure 3.2. Number of injured/ TUIK 2009-2020 
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Figure 3.2 shows the rates of injuries and property-damage accidents in 2015. In 

2020, a decrease in the number of injured and property damage accidents was 

studied. 

 

Figure 3.3. Number of deaths/ TUIK 2009-2020 

In figure 3.4, the number of casualties caused by traffic accidents. From 2007 to 

2014, there was a significant decrease in the number of casualties from road 

accidents. There was a significant increase in the number of casualties in 2015. 

However, since 2015 there has been a decline in road accidents. In figure 3.3, the 

total number of deaths was the highest in 2015. The total number of injured also 

increased in 2018. 

 

Figure 3.4. Rate % in total / TUIK 2007-2018 
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3.1.2 Study Area; Gaziantep 

Gaziantep is among the largest provinces of Turkey with a population of 2,5 million 

with about 500 thousand refugees due to migration from the border war (Figure 3.5). 

 

Figure 3.5. Gaziantep of Turkey 

Efforts are proceeding to reduce fatal and injury accidents. In particular, the 

continuity of the city’s following traffic has been ensured by the newly constructed 

grade-separated intersections and the left-turn bans implemented in urban areas of 

the city. Gaziantep, a traffic control center, was built in 2015. The system was 

restructured in 2017. It is a center where traffic flow in the city can be monitored 24 

h a day with general vision cameras. Gaziantep Metropolitan Municipality continues 

its efforts to reduce fatal and injured accidents. The newly constructed crossover road 

ensured the continuity of the city’s traffic and the left turn bans imposed in certain 

parts of the city. 

3.1.3 Traffic Safety and Statistics in Gaziantep 

According to accident data of recent years, Gaziantep is in the top 10 in the number 

of accidents in 81 provinces. 

Therefore, specific applications have been needed to reduce the number of accidents. 

The most effective of these applications is the EDS system. In 2015, the Electronic 

Inspection System (EDS) provided road and driving safety reduced traffic violations. 

Moreover, significant reductions in traffic accidents are observed in addition to the 
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electronic control system (EDS). PTS (License Plate Recognition System) has been 

prevented by considering the start and end time of incorrect parking in areas where 

vehicles are prohibited from parking. 

EDS is a control system developed to control traffic flow and optimize 

transportation, provide a specific normative structure following the rules of urban 

life, and ensure the safety of life and property by preventing accidents caused by 

vehicles that disrupt the order in traffic. With EDS, there are many areas such as 

parking violation, red light violation, pedestrian violation, security lane violation, 

reverse direction violation, violation of preferred roads used by public transport, 

violation of level crossing, violation of tramway, access control. EDS has unique 

cameras with night vision lenses to see long distances in high resolution. The 

vehicle's license plate is determined by image processing on the digital image taken 

with the camera. Speed control can be done with the same camera or additional radar 

sensors. Data collected and matched in EDS are securely stored with digital signature 

techniques. Data including time, date, location, type of violation, photographs of 

violations are transferred to the EDS center via a private wired network. Turn is 

forbidden. EDS application to ensure traffic safety is a system that detects vehicles 

that make wrong turns at intersections with no turn restrictions (Ministry of 

Transportation and Infratructure, 2021). 

3.1.4 EDS System in Gaziantep 

Gaziantep has an EDS system installed as a red light at ten different signalized 

intersections throughout the city and an instantaneous and speed violation detection 

system on six divided roads. The system, in which 124 cameras, 66 in red light 

violation detection systems, 36 and 22 general view cameras in speed violation 

detection systems, were installed, was integrated with PolNet (Police Information 

System) and became operational. The EDS system records the license plates, entry 

and exit times by taking photos of the vehicles with the cameras placed at the 

entrance and exit points of the speed corridors (Figure 3.6). The system calculates the 

speeds of the registered vehicles with the formula (Speed: Path / Time). In the EDS, 

Red light system, a protection period of 1500 MS has been determined to minimize 

possible accidents after the red light is on. Penalties are applied if the photographs 
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and video recordings of the vehicles exceeding this period are taken (Gaziantep 

Güneş, 2021).  

Sestrem et al. (2021). The Infringement detection cameras at EDS points also have 

License Plate Recognition System feature. 

It is examined in this thesis that one of the leading causes of traffic accidents is 

driving at high speed. In many countries, such as our country, accidents caused by 

driver errors account for a large part of the total accidents. High-speed accidents 

account for a third of the total accidents. As speed increases, the probability of an 

accident increases. Furthermore, the severity of the accident grows. Various speed 

control systems are applied against accidents caused by high speed in traffic. For 

example, many accidents have occurred due to high speed on Gaziantep, Nizip 

Highway. Therefore, the Transportation Coordination Center has reduced the speed 

limit from 90km to 70 km (Table 3.2) (Pusula, 2019). 

Table 3.2. Speed limits locations in Gaziantep 

LOCATIONS KM 

Sani Konukoğlu 

Boulevard 

70 km 

Tugay Basra Road 70 km 

Abdülkadir Aksu Boulevard 70 km 

Abdülkadir Konukoğlu Boulevard 70 km 

Halep Boulevard 70 km 

Burç Road 70 km 

Airport Road 70 km 

Araban Road 70 km 

Ordu Road 70 km 

University Road 70 km 

Durdu Yetkinşekerci Road 70 km 
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Figure 3.6. License Plate Recognition System in Gaziantep  

 

 

Figure 3.7. EDS cameras in Gaziantep Map 
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Figure 3.8. EDS system cameras in Gaziantep 2018-2019 

The EDS system, consisting of 10-speed corridors and ten red light violation 

detection systems in Gaziantep, was also studied in this thesis. One hundred twenty-

four camera systems have been installed, including 66 in red light violation detection 

systems, 36 in speed violation detection systems, and 22 in general view camera 

systems (Figure 3.7).  Speed limit applications have been widely used to overcome 

speed management. Speed detection systems are highly effective and safe.  

A speed violation detection system cannot be installed repeatedly on the same route. 

Speed violation detection system detects location, speed, time information at the 

beginning of the entrance corridor of vehicles to the EDS system thanks to cameras 

and sensors. Thus, the license plate of vehicles exceeding the speed limit is detected. 

The presence of unique cameras that provide license plate recognition in most 

Gaziantep locations has given positive speed management results (Figure 3.8). 

Average speed detection points are shown below. 

- Çevik Kuvvet 

- Binevler 

- Atakres 

- Adliye 

-MNS 
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- Basra 

- Turgut Özal Junctions 

- Çimento 

- Sultana 

- Et Balık 

A red light violation system is a system that detects vehicles that violate rules by 

passing through a red light. This system minimizes accidents caused by violations 

and contributes to improving traffic safety. 10 red light violation system locations in 

Gaziantep are shown below. In August 2021, 341 drivers were fined for a red light 

violation. 1.004 drivers were fined for high speed. 

- Başkarakol Intersection 

- Grand Hotel Intersection 

- Yüksek bina Intersection 

- Çetinkaya Intersection 

- İller Bank Intersection 

- Sultana Intersection 

- Binevler Intersection 

- Duisburg Intersection 

- Basra Intersection 

- Otogar Intersection 

3.1.5 Data Collection in Gaziantep 

-  The accident report is shown in figure 3.9 helps us collect data about where and at 

what time the accident occurred and the drivers involved in the accidents. 

-  Information about the date and place of the accident will be written in fields 1 and 

2. 

-  Infield number 3, the contact information of the eyewitnesses will be written. 

-  Fields 4, 5, and 6 will have written information about the driver, the vehicle, and 

the traffic policy. 

-  Mark the appropriate one with (x) in field number 8. This field is not required to 

be filled. However, it was important for the company to evaluate the event 

quickly. 

-  Make sure to sketch the place and time of the collision in field number 9. 
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-  Infield number 10, drivers will write their opinions about the accident. 

-  Signing of area 11 by drivers is mandatory. 

 

Figure 3.9. Traffic accident report in Turkey (adopted from official document by 

A.Ş.Cengiz) 

3.1.6 Vision Zero Safe System Approach 

Everyone involved in the transport system shares responsibility with road users in 

designing a road system that does not allow human error to have severe or fatal 

consequences. A Safe System is mobility that promotes healthier, fairer, and more 

sustainable communities while increasing safety for all. It helps to build the network. 



 

29 

Comprehensive speed management and safe street design should be given priority to 

reduce the risk of accidents. Areas of action to reduce the risk of accidents include 

improvements in public transport, reducing reliance on private vehicles, and 

providing safe, low-carbon, active, and accessible transport for all. These areas 

complement the more traditional aspects of a road safety strategy, such as 

enforcement, vehicle safety, emergency response, and education (Figure 3.10) 

(Vision Zero Challenge, 2021). 

 

Figure 3.10. Complement in Vision Zero  
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CHAPTER IV 

RESULTS AND DISCUSSION 

4.1 Results and Discussions 

Our country shows a rapid increase in material and spiritual losses in traffic 

accidents. The average number of accidents per year in Gaziantep is 3000. Ninety-

nine of these accidents are human-caused. 61% of this rate is driver-related 

accidents, and 38 percent in pedestrian-related accidents. These data show that 

drivers and pedestrians' largest share of accidents occurs. 

For this reason, the institutions and organizations providing traffic training should 

provide more information on driver and pedestrian training. The issue of driving 

courses that provide post-license training should also be investigated. Traffic is 

entirely an education system. Traffic is purely an educational system. Education that 

starts first in the family should also be taught seriously in primary classes. Children's 

traffic education parks are essential in making these training more fun and lasting. 

Renovating and increasing the number of children's traffic education parks 

worldwide is an essential step for future generations. There are 90 Children's Traffic 

Training parks in 42 provinces in Turkey. All drivers involved in traffic, especially 

public transport and taxi drivers and pedestrians, should be constantly trained in 

traffic. 

4.1.1 Data Analysis  

In this study, decreases in death and local accident rates were reported in Gaziantep 

after Vision Zero applications. This thesis analyzed accidents and death rates 

between 2015-2020 Dec. in Gaziantep. 
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4.1.2 2015 Local Accident Analysis 

In January 2015, there were two fatal accidents and 152 injury accidents. 2 people 

died. Two hundred people were injured. There were three fatal accidents and 175 

injury accidents in February. 4 people died. Two hundred twenty-eight people were 

injured. In March, there were one fatal accident and 242 injury accidents. One person 

died. Three hundred one was injured. In April, there were 307 injury accidents. Three 

hundred eighty-four people were injured. In May, four fatal accidents and 285 injury 

accidents. 4 people died. Three hundred fifty-four people were injured. There were 

four fatal accidents and 327 injury accidents in June. 4 people died. Four hundred 

eight people were injured. There were two fatal accidents and 318 injury accidents in 

July. 2 people died. Four hundred thirty-one people were injured. In August, there 

were one fatal accident and 275 injury accidents. One person died, and 340 people 

were injured. In September, there were one fatal accident and 303 injury accidents. 

One person died, and 394 people were injured. There were two fatal accidents and 

230 injury accidents in October. 2 people died, and 280 were injured. 

There were two fatal accidents and 225 injury accidents in November. 2 people died, 

and 273 were injured. There were two fatal accidents and 223 injury accidents in 

December. 2 people died, and 281 were injured. May and June are the months with 

the highest number of deaths, according to the 2015 accident data. A total of 3874 

people were injured during the year. The highest number of injured was in July. The 

least number of injuries is in January. 

4.1.3 2016 Local Accident Analysis 

In January 2016, there were 146 injury accidents. One hundred eighty-eight people 

were injured. In February, there were 160 injury accidents. Two hundred seventeen 

people were injured. In March, there were 194 injury accidents.234 were injured. In 

April, there were one fatal accident and 273 injury accidents. One person died, and 

349 people were injured. In May, there were 241 injury accidents. Two hundred 

ninety-eight people were injured. In June, there were 235 injury accidents. Three 

hundred six people were injured. In July, there were one fatal accident and 211 injury 

accidents. One person died. Two hundred eighty people were injured. In August, 

there were 217 injury accidents. Two hundred eighty-three people were injured. In 

September, there were 196 injury accidents. Two hundred fifty-five people were 
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injured. In October, there were one fatal accident and 204 injury accidents. One 

person died, and 270 were injured. 

In November, there were one fatal accident and 194 injury accidents. One person 

died, and 250 people were injured. In December, there were 130 injury accidents. 

One hundred sixty-six people were injured. According to the 2016 accident data, the 

highest number of injured people was in April. The least number of injuries is in 

December. According to the accident data for 2015-2020, the least number of deaths 

is in 2016. 

Moreover, a total of 3096 people were injured. EDS systems were disabled due to the 

July 15, 2016 coup attempt. Unfortunately, the significant decrease in accident and 

death rates in 2016 increased in 2017 and 2018. 

 

Figure 4.1. Points of fatal accidents in Gaziantep 

Figure 4.1 The points marked on the map show the addresses of fatal accidents in 

2016. During the transition from 2015 to 2016, the EDS system map, implemented 

for the first time and with full performance, is being seen. All accidents made in the 

same year are excluded from the EDS operating system. As can be seen from this 
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map, the most significant impact of the 87% reduction in deaths appears to be the 

EDS system. For these deaths to be reduced to zero, implementing the EDS system 

on the road route where accidents are marked will be of great benefit. 

4.1.4 2017 Local Accident Analysis 

In January 2017, there were one fatal accident and 155 injury accidents. One person 

died. One hundred seven drivers, 109 passengers, and 25 pedestrians were injured. 

There were 142 injury accidents in February. One hundred two drivers, 81 

passengers, and 28 pedestrians were injured. In March, there were two fatal accidents 

and 169 accidents with injuries. Two people died. 111 drivers, 108 passengers, and 

43 pedestrians were injured. There were two fatal accidents and 184 injury accidents 

in April. 2 people died. One hundred thirty drivers, 109 passengers, and 43 

pedestrians were injured. In May, there was one fatal accident and 194 injury 

accidents. One person died. One hundred twenty-one drivers, 110 passengers, and 39 

pedestrians were injured. There were two fatal accidents and 189 injury accidents in 

June. 2 people died. One hundred thirty-five drivers, 134 passengers, and 34 

pedestrians were injured. In July, there were two fatal accidents and 232 injury 

accidents. Three people died. One hundred thirty-eight drivers, 142 passengers, and 

39 pedestrians were injured. There were two fatal accidents and 192 injury accidents 

in August. 2 people died. One hundred thirty-five drivers, 121 passengers, and 53 

pedestrians were injured. There was one fatal accident and 203 injury accidents in 

September. One person died. One hundred twenty-eight drivers, 128 passengers, and 

41 pedestrians were injured. In October, there was one fatal accident and 213 

injuries. One person died. One hundred fifty drivers, 105 passengers, and 46 

pedestrians were injured. In November, one fatal accident and 175 injured accidents 

occurred. One person died. One hundred twenty-five drivers, 88 passengers, and 45 

pedestrians were injured. In December, there was one fatal accident and 167 injuries. 

One person died. Ninety-eight drivers, 114 passengers, and 47 pedestrians were 

injured. A total of 17 people died in 2017. Three thousand three hundred twenty-five 

people were injured. While there were four deaths in 2016, according to 2017 data, a 

significant increase in the number of both deaths and injuries was examined. It is 

because the EDS systems were disabled in 2017 (Table 4.1). 
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4.1.5 2018 Local Accident Analysis 

In January 2018, there were one fatal accident and 157 injury accidents. One person 

died. Ninety-eight drivers, 94 passengers, and 37 pedestrians were injured. There 

were 133 injury accidents in February. Eighty-four drivers, 68 passengers, and 34 

pedestrians were injured. In March, there was one fatal accident and 178 injury 

accidents. One person died. One hundred thirty-three drivers, 108 passengers, and 30 

pedestrians were injured. There were 176 injury accidents in April. One hundred 

twenty-one drivers, 100 passengers, and 37 pedestrians were injured. In May, there 

were three fatal and 147 injured accidents. Three people died. Ninety-nine drivers, 

108 passengers, and 32 pedestrians were injured. There were two fatal accidents and 

178 injury accidents in June. 2 people died. One hundred eight drivers, 124 

passengers, and 44 pedestrians were injured. In July, there were two fatal accidents 

and 205 injury accidents. Three people died. One hundred thirty-seven drivers, 136 

passengers, and 50 pedestrians were injured. There were 198 injury accidents in 

August. One hundred thirty drivers, 134 passengers, and 38 pedestrians were injured. 

In September, there were one fatal accident and 199 injury accidents. One person 

died. One hundred nineteen drivers, 102 passengers, and 55 pedestrians were injured. 

In October, there were 192 injury accidents. One hundred eighteen drivers, 121 

passengers, and 48 pedestrians were injured. There was one fatal accident and 162 

injury accidents in November. One person died. One hundred two drivers, 71 

passengers, and 38 pedestrians were injured. There were 135 injury accidents in 

December. Eighty-one drivers, 66 passengers, and 40 pedestrians were injured. A 

total of 12 people died in 2018. Three thousand forty-five people were injured. The 

decrease in the number of deaths and injuries in 2018 compared to 2017 is related to 

the re-commissioning of EDS systems on July 17, 2018. We can see the importance 

of the EDS system from these data (Figure 4.2). 

4.1.6 2019 Local Accident Analysis 

There were two fatal accidents and 150 injuries accidents in January. Eighty-three 

drivers, 66 passengers, and 51 pedestrians were injured. 2 people died. There were 

one fatal accident and 145 injury accidents in February. Seventy-eight drivers, 75 

passengers, and 48 pedestrians were injured. One person died. There were 173 injury 

accidents in March. One hundred two drivers, 103 passengers, and 39 pedestrians 

were injured. No one was killed in accidents in March. In April, there were 198 
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injury accidents. One hundred thirteen drivers, 124 passengers, and 66 pedestrians 

were injured. There were no fatalities until October. In May, 196 accidents with 

injuries occurred. One hundred thirty-two drivers, 110 passengers, and 56 pedestrians 

were injured. In June, there were 197 injury accidents. One hundred ten drivers, 143 

passengers, and 66 pedestrians were injured. In July, there were 231 injury accidents. 

One hundred sixty drivers, 151 passengers, and 60 pedestrians were injured. In 

August, there were 197 injury accidents. One hundred twenty-two drivers, 138 

passengers, and 48 pedestrians were injured. In September, there were 221 injury 

accidents. One hundred forty-three drivers, 138 passengers, and 57 pedestrians were 

injured. In October, two fatal accidents occurred. 4 people died in these two 

accidents. There have been 191 accidents with injuries. One hundred twenty-two 

drivers, 137 passengers, and 48 pedestrians were injured. There were 183 accidents 

with injuries in November. One hundred nine drivers, 111 passengers, and 52 

pedestrians were injured. There were 151 accidents with injuries in December. 

Eighty-five drivers, 67 passengers, and 43 pedestrians were injured. In 2019, there 

were five fatal accidents and 2233 injury accidents. A total of 7 people died. Three 

thousand three hundred fifty-six people were injured. 

4.1.7 2020 Local Accident Analysis 

A total of 171 accidents occurred in January 2020. Two hundred people were injured. 

Two fatal accidents occurred, and two people died. A total of 145 accidents occurred 

in February. One fatal accident occurred. Two hundred one people were injured. One 

person died. One hundred seventy-three accidents occurred in March. Two hundred 

fifty people were injured. One hundred ninety-eight accidents occurred in April. 

Three hundred four people were injured. Two hundred twenty-four accidents 

occurred in May. Two hundred ninety-seven people were injured. Two hundred sixty-

four accidents occurred in June. Three hundred nine people were injured. Two 

hundred ninety-six accidents occurred in July. Three hundred seventy-three people 

were injured. Two hundred fifty-six accidents occurred in August. Three hundred 

eight people were injured. Two hundred seventy-six accidents occurred in September. 

Three hundred thirty-seven people were injured. Two hundred eighty-seven accidents 

occurred in October. Two fatal accidents occurred. Three hundred one people were 

injured. Two people died. One hundred eighty-five accidents occurred in November. 
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Two hundred seventy-four people were injured. One hundred fifty-six accidents 

occurred in December. Two hundred people were injured. The decrease in accidents 

and deaths in 2019 and 2020 is associated with the Covid-19 pandemic. In particular, 

the restrictions imposed throughout our country since March 2020 have directly 

affected the accident rates. The curfew led to a significant decrease in accident rates. 

A total of 5 people died in 2020. Although the Covid-19 pandemic has had a good 

impact on accident rates in our country, the number of people who have died from 

the epidemic is much higher than the number of people who have died in traffic 

accidents in our country (Table 4.1). 

Table 4.1. Total Fatal and Injury Accidents, Deaths and Injured in 2015 to 2020 

YEAR TOTAL 

FATAL 

ACCIDENTS 

TOTAL INJURY 

ACCIDENTS 

DEATHS INJURED 

2015 24 3062 25 3874 

2016 4 2400 4 3096 

2017 16 2215 17 3325 

2018 11 2060 12 3045 

2019 5 2233 7 3356 

2020 5 2115 5 3124 

 

 

Figure 4.2. Accident types TUIK 2015-2020 
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4.3 Effects of Vision Zero in Gaziantep 

Gaziantep has been among our country's leading institutions with its Traffic Control 

Center structure, traffic signaling infrastructure, and electronic decontamination 

system. Due to maintenance, EDS systems, which were disabled for a while, became 

operational again on July 17, 2018. There is a significant decline in death rates in 

2016, Gaziantep. 85% decline is observed. In 2017, there was a significant increase 

in the accident rate and death rate. Another reason for the increase in accident and 

death rates in 2017 was the July 15, 2016 coup attempt. About two years after the 

coup attempt, EDS systems became operational. There were 12 deaths in the year it 

started operating. The decrease in mortality rates between 2019- 2020 is directly 

related to the EDS system. 7 people died in 2019. Five people died in 2020. The 

lowest death rate occurred in 2019- 2020 (Table 4.2). 

Table 4.2. According to a year, total deaths in Gaziantep 

YEAR TOTAL DEATHS 

2015 25 

2016 4 

2017 17 

2018 12 

2019 7 

2020 5 
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Figure 4.3. Total deaths increases in Gaziantep 

Speed corridors were created with 20 EDS cameras in total (Figure 3.7). Moreover, 

traffic lights are kept under control. A speed limit of 70 km/h was applied in these 

speed corridors. There is an EDS system; there has been an 80% reduction in 

accidents. The EDS System started to be implemented in 2016. After the coup 

attempt on 15 July 2016, the camera system did not work for two years. The EDS 

system does not work in 2016 means a severe increase in accident and death rates. 

With the effect of the Covid-19 epidemic, a decrease was observed in traffic accident 

rates between 2019 and 2020 (Figure 4.3). 

4.3.1 Application of Vision Zero on Selected Intersections 

Since the intersections separated by degrees in Gaziantep provide a continuous flow 

in terms of traffic, they do not pose a problem. We examined the intersections at 

grade intersections with and without lights in terms of traffic safety. Also, a good 

intersection design depends on the geometric shape of the intersection. Therefore, 

there are problems with the better operation of some intersections; side roads cannot 

be opened for right-hand turns. Moreover, the risks of traffic accidents at these 

intersections are very high (Figure 4.4). The geometric designs of some intersections 

should be reconstructed. In particular, there are no U-turn areas and traffic flow 

directions at intersections on roads crossed by the rail system. These intersections are 

Abdulkadir Aksu Boulevard and the Binevler intersection. 
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Figure 4.4. İbrahimli Intersection 

Intersections without lights are the intersections where accidents occur most often. 

For example, there are not enough routers and traffic signs leading to the Karatas 

intersection. 

 

Figure 4.5. University Intersection 

The intersections with the most accidents are shown below. 

- Fevzi Çakmak Boulevard 

- University Intersection (Figure 4.5) 
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- Karatas Intersection Way 

- Abdulkadir Aksu Boulevard, Binevler Intersection. 

Since the number of traffic tracks and the number of road tracks are incompatible, 

the risk of accidents increases and reduces the intersection's capacity. According to 

the traffic counts at intersections, the number of rails and their directions should be 

determined. If there are too many traffic traces, the areas should be scanned and kept 

closed to vehicle movement. Existing lines and arrows carry a risk of accidents. We 

can cite the Old Insurance Hospital Intersection as an example of this. 

Geometric designs of some intersections should be redone. Especially at intersections 

located on the roads through which the rail system passes, the turning radii (U-turn 

areas) and flow directions do not match. Abdulkadir Aksu Boulevard, Binevler 

Intersection, is an example of this intersection. At some illuminated intersections 

(daily, hourly), it should be updated using sensors and switched to automation. In 

addition, Mehmet Şimşek Intersection, which connects five neighborhoods, has also 

significantly reduced accident rates (Figure 4.6). 

 

Figure 4.6. Mehmet Şimşek Intersection 

There were 151 accidents on the D-400 highway. There were 63 accidents at Karatas 

Intersection. Work is underway to reduce these accidents. One of these studies is to 

build a pedestrian bridge intersection to the Hasan Kalyoncu University Intersection. 

The Çimento Intersection on the airport road is that all the connecting flights with the 
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intersections will turn into transit traffic, and accidents will also be prevented with 

this intersection (Figure 4.7). 

 

Figure 4.7. Çimento Intersection
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CHAPTER V 

CONCLUSIONS 

Vision Zero is a road traffic safety project first developed in Sweden in 1997 to 

prevent deaths or severe injuries in road traffic accidents. After the project's success 

in Sweden, it was accepted and implemented by other countries and the EU. Turkey 

was included in the vision zero project in 2013, and critical studies have been carried 

out on road safety since 2013. 

One of the essential application subjects of vision zero is speed control. Speed 

control systems in Turkey have been implemented as EDS or MOBESE systems 

since 2013. Previous studies have examined these applications for inter-urban roads 

but not inner-city roads. In this study, the effect of vision zero applications was 

investigated for the first time in Turkey on urban roads in Gaziantep. 

In this study, speed controls applied for speed control, which is the first cause of 

traffic accidents in Turkey and the world, were evaluated. Only one year after the 

start date of speed inspections, an 87,5% decrease in traffic accidents in urban death 

rates was determined. As a result of the coup in Turkey in 2016, the EDS system was 

turned off for security reasons. There has been an increase of 5 times in urban death 

rates in traffic accidents in the following year, 2017. Later, due to various 

administrative reasons, only red light violation cameras were put into service, and 

speed corridor enforcements were not implemented. During this period, an 37,5% 

decrease was observed in the urban death rates in traffic accidents, according to 2015 

results. Accident statistics for Gaziantep show that accidents occur in areas built 

outside the plan, where they are heavily involved. People living in these areas and 

drivers moving in these areas need to be specially trained. For example, in social and 

cultural facilities in the region, these lessons should be explained. All speed 

management measures should be evaluated. It is necessary to inform and educate 

decision-makers and the public about excessive speed. According to all road types, 

the appropriate speed and the speed limit should be examined. Drivers should be 

informed about the speed limit to be observed. 
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The study results showed that the death rate in traffic accidents decreased by 85% 

due to the use of speed control and red light violation cameras together, and it proved 

that reaching target zero is not a dream. For this reason, the development of zero 

vision studies in Gaziantep and other cities will reduce the number of deaths and 

injuries in traffic accidents. Suppose new speed corridors, intersections, red light 

violation detection cameras, and other applications that prevent traffic accidents are 

made for Vision Zero. In that case, it will be seen that Vision Zero is not a dream. 

Especially red light violation detection cameras are among the most critical 

applications that reduce traffic accidents. Future studies should examine the results 

of speed controls and the effects of other vision zero practices on the number of 

deaths and injuries in traffic accidents. 

In conclusion, when the intersections with an increase in accidents between 2019 and 

2020 were examined, it was observed that most of the movement was free. Although 

many intersections were effective in narrowing the road and reducing the speed, it 

was not very successful in preventing accidents. In other words, even the controlled 

intersection arrangement has been insufficient. In cases where such arrangements 

have been made and are insufficient, the use of traffic-illuminated intersections will 

significantly reduce accidents. Traffic lights will be the most effective safety method 

in societies where drivers who are unaware of the superiority of passage are located. 
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APPENDIX 2 Number of traffic accidents involving death or injury, by 

province 2014 
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APPENDIX 3 Number of traffic accidents involving death or injury, by 

province 2015 

 

 



 

50 

APPENDIX 4 Number of traffic accidents involving death or injury, by 

province 2016 
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APPENDIX 5 Number of traffic accidents involving death or injury, by 

province 2017 
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APPENDIX 6 Number of traffic accidents involving death or injury, by 

province 2018 
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APPENDIX 7 Number of traffic accidents involving death or injury, by 

province 2019 
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APPENDIX 8 Number of traffic accidents involving death or injury, by 

province 2020 
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APPENDIX 9 Deaths and injured in 2015, Gaziantep 

2015 Deaths Injured 

January 2 200 

February 4 228 

March 1 301 

April - 384 

May 4 354 

June 4 408 

July 2 431 

August 1 340 

September 1 394 

October 2 280 

November 2 273 

December 2 281 
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APPENDIX 10 Deaths and injured in 2016, Gaziantep 

2016 Deaths Injured 

January - 188 

February - 217 

March - 234 

April 1 349 

May - 298 

June - 306 

July 1 280 

August - 283 

September - 255 

October 1 270 

November 1 250 

December - 160 
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APPENDIX 11 Deaths and injured in 2017, Gaziantep 

2017 Deaths Injured 

January 1 241 

February - 211 

March 2 262 

April 2 282 

May 1 270 

June 2 303 

July 3 339 

August 2 309 

September 1 297 

October 1 301 

November 1 258 

December 1 259 
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APPENDIX 12 Deaths and injured in 2018, Gaziantep 

2018 Deaths Injured 

January 1 229 

February - 186 

March 1 271 

April - 258 

May 3 239 

June 2 276 

July 3 323 

August - 302 

September 1 276 

October - 287 

November 1 211 

December - 187 
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APPENDIX 13 Deaths and injured in 2019, Gaziantep 

2019 Deaths Injured 

January 2 200 

February 1 201 

March - 244 

April - 303 

May - 298 

June - 319 

July - 371 

August - 308 

September - 338 

October 4 307 

November - 272 

December - 195 
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APPENDIX 14 And injured in 2020, Gaziantep 

2020 Deaths Injured 

January 2 192 

February 1 151 

March - 230 

April - 272 

May - 244 

June - 279 

July - 349 

August - 301 

September - 305 

October 2 304 

November - 278 

December - 209 
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APPENDIX 15 Accident Statistics in Gaziantep, 2015-2016 

Accidents 2015 2016 Difference %DECREASES 

Fatal accidents 24 4 -17 -83,34 

Deaths 25 4 -1 -84 
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APPENDIX 16 Accident Statistics in Gaziantep, 2016-2017 

 

 

  

Accidents 2016 2017 Difference %DECREASES 

Fatal accidents 4 16 -13          +400 

Deaths 4 17 -3 +425 
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APPENDIX 17 Accident Statistics in Gaziantep, 2017-2018 

Accidents 2017 2018 Difference %DECREASES 

Fatal accidents 16 11 -5 -32,25 

Deaths 17 12 -5 -30 
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APPENDIX 18 Accident Statistics in Gaziantep, 2018-2019 

Accidents 2018 2019 Difference %DECREASES 

Fatal accidents 11 5 -4 -55 

Deaths 12 7 -5 -42 
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APPENDIX 19 Accident Statistics in Gaziantep, 2019-2020 

Accidents 2019 2020 Differences %DECREASES 

Fatal accidents 5 5 - 0 

Deaths 7 5 -2 -29 

 

 


