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Abstract
The book chapter presents a statistical analysis of historical data of bus rapid transit
(BRT) lines A&B accidents that have occurred in Mexico City from 2005 to 2015. Some of
the key conclusions are the following: (a) 484 accidents have occurred when considering
both lines A and B. The most critical years have been 2008, 2011 and 2012; the least critical
year, on the other hand, has been 2010; (b) overall, the frequency of accident occurrence
has been decreasing in both lines; (c) the most critical seasons of the year have been the
following: autumn (27.7% in line A) and winter (32% in line B); (d) the frequency of accidents increases when approaching the end of the week (Thursday and Friday) and the
frequency of accidents decreases sharply at weekends; (e) 48.28 and 54.47% of accidents
have occurred at the three peak (i.e. morning, afternoon, evening/night) in lines A and
B, respectively; (f) 64.8% (22/73) of pedestrians have been killed when collided with the
BRT buses; and (g) the most critical section of the BRT lane has been identified with 38
(11.87%) accidents and for the case of line A. Future work includes statistical significance
tests on the data.
Keywords: accident, bus rapid transit (BRT), statistical analysis, road safety,
traffic safety

1. Introduction
The first bus rapid transit (BRT) system was implemented in Curitiba, Brazil, in 1974, and
has become a global phenomenon in the twenty-first century [1]. Major new BRT projects
have been adopted in many countries worldwide (e.g. Australia, China, India, Indonesia,
United States, Iran, Turkey, Europe, etc.); in fact, it is believed that about 168 cities from
39 countries have adopted the system [2, 3]. The success of BRT systems has been attributed
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to the following advantages [1]: (a) the time of implementation is shorter than for rail-based
mode of transport, (b) the implementation costs are a fraction of those for rail-based mass
transit system and (c) easy network connectivity, that is, parts of the network can operate
on normal streets, it is much cheaper and faster to establish a full network using bus-based
mass transit.
However, there is no rigid definition of precisely what constitutes a BRT system. It is thought
that the lack of a common definition of BRT has caused confusion in discussions of the technology since its inception [1]. The authors argue that the lack of a common understanding of
what constitutes a BRT system has led to branding problems. There is currently no official
definition of what constitutes a BRT. Two definitions are as follows:
”A high-quality bus-based transit system that delivers fast, comfortable, and cost-effective urban mobility through the provision of segregated right-of-way infrastructure, rapid and frequent operations, and
excellence in marketing and customer service.”— ITDP [4].
”An enhanced bus system that operates on bus lanes or other transit ways in order to combine the
flexibility of buses with the efficiency of rail….It also utilizes a combination of advanced technologies,
infrastructure, and operational investments that provide significantly better service than traditional
bus service.”— USFTA [5].
On the other hand, research on BRT has been widely reported in the literature on several
issues, for example, research from a social perspective [6–11], studies being conducted on the
economics of BRT systems [12–14], research has also been conducted from a technical performance perspective [15–20], the environmental impact of the implementation of BRT systems
has also been addressed by several authors [13, 16, 21], and some aspects on road safety have
been reported in the literature, for example, see [6, 15].
However, there is no evidence of studies being conducted explicitly on accidents associated
with BRT systems. This may be relevant in understanding, for example, deficiencies in the
current rod safety associated with BRT systems. Further, it may help to better understand
urban mobility. The book chapter gives an account of the ongoing research project concerning a statistical analysis of historical accident data analysis associated with BRT systems in
Mexico City, in particular, those accidents that have occurred in BRT lines A&B, and for the
time between 2005 and 2015.

2. BRT systems worldwide and in Mexico City
2.1. BRT systems worldwide
As mentioned in the ‘Introduction’ section, the BRT system emerged as an option to the
transport problem in some developing cities in Latin America. However, BRT systems
have not only become popular in Latin America but also become a popular means of transport worldwide, due its value, serviceability, accessibility, flexibility relative and network
coverage [1, 2, 19]. Further, many studies have shown that BRT systems can be a cost-effective way to provide a service of high-performance transport [22, 23].
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For example, the system has been expanded in such a way that currently BRT systems are in
operation in 206 cities spread over five continents (Figure 1). Further, it is believed that the BRT
systems worldwide transport 33.3 million passengers per day [2]. Furthermore, the world's
leading regions are Latin America and Asia, covering 108 cities. Figure 1 shows the countries
that have invested heavily in BRT transport systems, for example, Brazil (34 cities, 847 km of
length), Mexico (11 cities, 340 km) and Colombia (six cities, 205 km).
2.2. BRT systems in Mexico City
The Metropolitan area of Mexico City has been regarded as the third largest agglomeration in
the world. It is believed that the population is about 21.4 million people; further, the population density is about 6000 inhabitants/km2 [24]; it is thought that about 600 new motor cars
are being registered each day. The Metro underground mass transit system served for a long
time as the dominating mode of transportation with approximately 250 km of length and
4.5 million trips per day [24]. Further, the traditional transport systems were typically composed of overcrowded and slow private bus and minibus lines. Furthermore, the buses were
old, poorly maintained and highly polluted. These transport shortcomings prompt the capital
City's decision-makers to solve the problem with investments in road infrastructure; initially,
they built additional motorways; however, it was clear that those measures induced more
traffic congestion and the project only served a small percentage of the city's inhabitants. It is
thought for this reason; the idea of implementing BRT systems came up as the best solution
for solving congestion and air pollution problems [24] (see Figure 1 and Table 1).

Figure 1. Number of cities worldwide that have adopted BRT transport systems.

Characteristics

Line A

Line B

Line C

Line D

Line E

Total

Length

30 km

20 km

17 km

28 km

10 km

105 km

Starting
operations

June 2005

December 2009

February 2011

April 2012

November 2013

–

No. of stations

44

34

29

32

16

155

Passengers/day

480,000

180,000

140,000

65,000

55,000

920,000

Table 1. Some characteristics of the four BRT lines in Mexico City [25].
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In 2002, the Mexico City government planned a BRT corridor running across the centre of
the capital city. In 2005, the first corridor of the BRT line (i.e. BRT line A) started operations
along one of the key avenues with 30 km of length (Figure 2 and Table 1). It is thought along
this avenue, the BRT system has improved mobility by 50%. The success of line A prompted
the opening of line B; in 2008, along another of the key avenues of the city, this was followed
by the opening of line C, in 2011 [24]; a year later, line D started its operations (April 2012).
Further extensions are already implemented and others are planned and in construction.
Figure 2 shows a map of the four lines and Table 1 shows some of the key features of the two
BRT lines being considered in the present analysis.

Figure 2. Four BRT lines in Mexico City.
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3. Analysis and results
A BRT system database-related accident in Mexico City has been built. The database covers
accident data since the opening of the first BRT system in 2005 until 2015. The historical
data have been collected through the following sources: (a) data from the organization
running the system [25], (b) incident/accident reports from the police and (b) data being
collected from the mass media reports when accidents occur (i.e. TV, newspapers, online
news, etc.).
Overall, a study associated with traffic accidents consists of analysing different variables
intended to provide insight into their behaviour, location of occurrence (i.e. urban and suburban), the time of occurrence, date, class and type of accident, type of vehicle involved,
the causes of the accident, driver details and class of victims (i.e. fatal and non-fatal). In this
particular case, all the accidents are related to urban location. In what follows, some of the
variables considered in the analysis are listed below [26]:
a. Accident occurrence time (year, month, weekday, hour).
b. Type of traffic accident (fatal and not fatal).
c. Vehicle involved in the collision with a BRT (motorcar, passenger van, cargo van, cargo
truck, minibus, motorbike and bicycle).
d. Type of collision (between the BRT unit and motorcar, pedestrian, motorbike and cyclist).
e. Victims (driver, passenger, pedestrian and cyclist).
f. Age and gender of the victims.
g. Location of the accidents.
The variable associated with the immediate cause of the accidents has not been considered in
the analysis presented here. It may be argued that an accident has multiple causes and needs
to be fully analysed, see, for example, [27]. In the subsequent subsections, the main results
associated with these variables are presented and the most relevant results are discussed in
Section 4.
3.1. BRT accidents per year
As mentioned in Section 2.2, the BRT line A started operations in 25, whereas line B in 28
(Table 1). It has been found that 484 accidents have occurred in lines A&B combined. That is,
350 in line A (Figure 3a) and 134 in line B (Figure 3b). When considering line A separately,
there has been a mean of 31.8 accidents per year. Further, Figure 3a shows a tendency of
decreasing the frequency of accidents in this particular line. On the other hand, line B registered a mean of 16.7 accidents per year.
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From Figure 3, it also can be observed that in both lines A and B, the frequency of the
occurrence of accidents increased in the subsequent years once they have initiated operations. For example, the frequency of occurrence of accidents in line A reached the highest,
4 years after initial operations (i.e. 2008) with a total of 66 (18.85%; 66/350). Similar results
have been seen for the case of the BRT line B in 2009 (23.8%; 32/134). Interestingly, both
lines show a similar increasing trend in accident occurrence in the most recent years, that
is, 2014–2015 (line A) and 2013–2015 (line B). Finally, it also can be seen that the year 2010
has been the least critical year for both lines (i.e. 10 accidents registered in line A and 8 in
line B).

Figure 3. Accidents per year: (a). BRT Line-A; (b). BRT Line-B.

3.2. Accidents per month
Figure 4 shows the frequency of accident occurrence per month for the two BRT lines considered in the present analysis. Overall, it can be seen that line A has an increasing tendency
of accident occurrence towards the end of the year; April has been the lowest accident occurrence with 5.1% (18/350) and November registered the highest number of accidents with
12% (42/350). Line B, on the other hand, shows a decreasing tendency of accident occurrence
towards the end of the year. December registered the highest number with 12.68% (17/134)
and July registered the lowest with 4.47% (6/134).
In an attempt to understand the trend of accident occurrence, for example, in line A (i.e. the
oldest of the two lines being considered in the analysis), the data have been plotted by month
and year. The results are shown in Figure 5. It can be seen that the highest frequency of
occurrence has been the following months: August (2005) and November (2008) with 11 and
12 accidents, respectively. As mentioned in the previous sections, 2010 has been a year with
the lowest number of accidents, that is, only 10 events have been registered. On the other
hand, the year 2008 registered the highest number of accidents (18.85%; 66/350). In fact, zero
accidents have been registered in 2010 and for the following months: January, June, August,
September and October.
Another aspect that should be highlighted by observing at Figure 5 is the fact that November
has been the month with the highest frequency of accidents 12% (42/350) when considering
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the 11 years altogether, that is, 2005–2015. On the other hand, it has been found that April
has been the month with the lowest number of accidents for the same period of time, that is,
18 (5.1%; 18/302).

Figure 4. BRT accidents per month.

Figure 5. BRT line A accidents per month and for the 10-year period of analysis (2005–2015).
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Finally, it was decided to investigate what were the most critical seasons of the year regarding
accident occurrence. The results are shown in Figure 6. It can be seen that 27.7% (97/350) of
accidents occurred during autumn for the case of line A. On the other hand, winter has been
the critical season of the 8-year period for the case of line B (32%; 43/134). It is interesting to see
how the pattern of accident occurrence is opposing when considering the seasons of the year
for both lines. This may require further research to understand what are the ‘external’ factors
that have an influence on this.

Figure 6. BRT accidents per season of the year.

3.3. Accidents per weekdays
In an attempt to identify some trends of accident occurrence during the days of the week, an
analysis of the data was conducted to address this very issue. Figure 7a shows the results of
the analysis. Overall, it can be seen that the frequency of accidents tends to increase when
reaching Friday for the case of line A (23.7%; 83/350).
This is followed by Wednesday and Thursday with 70 (20%; 70/350) and 49 (14%; 49/350)
accidents, respectively. The most critical weekdays for the case of line B, on the other hand,
have been Thursday (22.3%; 30/134), Tuesday (20.8%; 28/134) and Wednesday (19.4%; 26/134),
as shown in Figure 7b. Further, the data show that in both lines there is a sharp decreasing
tendency of accidents at the weekends (Figure 7).
3.4. Accidents per hour
As with the previous sections, a detailed analysis of the data being collected has been conducted for the distribution of accidents per hour. The range of the BRT operational time has
been considered from 04:00 h to Midnight. Figure 8 and Tables 2 and 3 show the results of
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the analysis. The distribution of accidents that have occurred in line A per hour and for the
period between June 2005 and 31 December 2015 can be seen. Overall, the distribution of
accident occurrence for this particular BRT line can be explained on the basis the following
three ranges of time (Figure 8): (a) 04:00–13:59 h, (b) 14:00–19:59 h and (c) 20:00–24:00 h. In the
time range (a), an increase in the occurrence of accidents is observed, reaching a maximum
of 38 (10.85%; 38/350) and subsequently reduced to 36 accidents. The figure shows the most
critical period in accident occurrence in the case (b). That is, 171 accidents have been reported,
representing 48.8% of the total that occurred in this line. From Figure 8, it can also be seen that
between 16:00 and 17:59 h, there was the peak of accidents with 63 (18%; 63/350). Finally, the
time range (c), a very sharp drop of accident occurrence, can be seen from Figure 8.

Figure 7. Distribution of accidents per day: (a). BRT Line-A; (b). BRT Line-B.

Figure 8. Accidents per hour.
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Time period

2005

2006

2007

2008

2009

2010

2011

2012

2013

2014

2015

Total

04:00–05:59

0

0

0

0

1

0

0

1

0

0

1

3

06:00–07:59

2

2

2

3

5

1

2

5

1

1

2

26

08:00–09:59

4

3

5

7

6

2

0

1

2

0

2

32

10:00–11:59

7

3

3

7

3

2

3

3

3

3

2

39

12:00–13:59

3

2

3

6

4

2

4

3

3

3

3

36

14:00–15:59

7

7

10

12

1

2

3

6

8

2

3

61

16:00–17:59

6

9

6

14

7

1

5

5

3

4

4

64

18:00–19:59

9

10

10

16

1

0

2

1

2

0

4

55

20:00–21:59

4

2

6

1

1

0

4

3

0

0

2

23

22:00–Midnight

0

3

2

0

1

0

1

0

0

1

2

1

Unknown

0

0

0

0

0

0

0

0

0

0

1

1

Total

42

41

47

66

30

10

24

28

22

14

26

350

Table 2. Accidents per hour and year in line A.

The results of the distribution of accidents per hour during the 8-year period between 2008
and 2015, for the case of line B, are also shown in Figure 8 and Table 3. The highest number
of accidents occurred during the following ranges of time: (a) 08:00–09:59 h with 25 (18.65%;
25/134) accidents and (b) 20 (14.92%; 20/134) accidents occurred in the time range of 16:00–
17:59 h. The lowest number of accidents reported during the afternoon was 11 (8.2%), which
occurred in the time range from 12:00 to 13:59 h. Finally, the range of time is from 20:00 to
24:00 h, a very sharp decline in the occurrence of accidents, that is, 14 (10.44%).
Time period

2008

2009

2010

2011

2012

2013

2014

2015

Total

04:00–05:59

0

0

0

0

0

0

0

0

0

06:00–07:59

1

1

2

2

1

3

0

1

11

08:00–09:59

2

7

2

4

2

2

3

2

25

10:00–11:59

2

9

1

1

0

0

1

3

19

12:00–13:59

0

2

0

0

5

1

1

2

11

14:00–15:59

0

4

1

3

2

2

3

1

16

16:00–17:59

1

4

1

4

4

1

3

3

22

18:00–19:59

1

3

1

4

1

1

2

3

16

20:00–21:59

0

2

0

3

2

0

3

2

13

22:00–Midnight

0

0

0

0

1

0

0

0

1

Unknown

0

0

0

0

0

0

0

0

0

Total

7

32

8

21

18

10

16

22

134

Table 3. Accidents per hour and year in line B.
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3.5. Accidents on peak hours
An analysis of the BRT line users data was conducted; it has been found that for line A, there
are three peak hours during the operational day: morning (06:00–08:00 h), afternoon (13:00–
15:00 h) and at evening/night (17:00–20:00 h). Overall, 48.28% (169/350) of accidents occurred
during the three ranges of peak hours. The results also show that the evening/night peak
hours are where 14.23% of accidents have occurred.
As with the case of line A, the same analysis was performed for line B. The results show that
54.47% (73/134) of all the line accidents occurred within three ranges of peak hours in this line.
Similarly, 25% of the accidents occurred in the evening/night peak hours.
Effectively, these accidents have affected traffic congestion and consequently the urban mobility. See Section 4.4 for the discussion about this.
3.6. Victims of the accidents
Figure 9 shows the results of the victims as a result of the collisions with BRT buses. Given
the lack of data from 2005 to 2007, it should be pointed out that the results shown in Figure 9
are data available only from 2008 to 2014. The results show that a high percentage of collisions
have been those associated with BRT units and pedestrians with 64.8% (64/73). Those related
to collisions with cyclists with 8.1% followed this; finally, 1.1% are related to collisions with
motorbike users. Figure 9 also shows that the highest number of collisions with pedestrians
occurred in 2012 with a total of 15 (20.5%; 15/73).

Figure 9. Victims of the accidents.
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3.7. Fatal versus non-fatal
This subsection presents the results of the degree of injuries as results of the collision between
the pedestrians and BRT units (Table 4). As mentioned in the previous sections, the results
presented here are limited to 73 registered data associated with the consequences of such
collisions (2008–2014). There have been 22 (30.1%; 22/73) fatal incidents and 51 (69.9%; 51/73)
non-fatal accidents as a consequence of the collisions. Table 4 shows the results associated
with pedestrians being killed by the collisions; it can be seen that 45.5% have been killed in
BRT line A with the highest percentage of those being male.

Line

Gender 10–14yo 15–19yo 20–24yo 25–29yo 30–34yo 35–39yo 40–44yo 45–54yo 55–64yo Over 65yo Total

Line A MF

00

10

10

00

00

00

00

20

11

00

51

Line B MF

00

10

00

11

10

01

00

00

11

10

53

0

2

3

2

1

1

0

3

4

1

22

Total

F = Female, M = Male, yo = years old.
Table 4. Fatal pedestrian collisions.

The results also show that the highest frequency of fatalities occurred to those between the
ages of the following ranges: 20–24 and 45–54 with three being killed in each category.
When considering individual lines, the highest frequency of occurrence is associated with line
A with 12 (23.5%). The results also show that the most vulnerable population to collisions are
young pedestrians in the range between 15 and 19 years old.
3.8. Location of the accidents on the BRT corridor
This subsection presents the results associated with the identification of the BRT lanes where
the accidents occurred. For illustrative purposes, only the results regarding line A are shown
here (Figures 10 and 11). The top five BRT lane sections with the highest number of accident
occurrence were the following (Figure 11):
1. Lane 15 between stations 14 and 15 (L15 (S14-S15)) with 38 (11.87%).
2. Lanes 12 and 13 with 22 (6.87%) each.
3. Lane 22 with 18 (5.62%).
4. Lane 17 with 17 (5.31%).
5. Lanes 36 and 37 with 15 (4.687%) each.
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Figure 10. Location of the accidents for the case of the BRT line A.

4. Discussion and conclusion
One of the biggest challenges facing megacities, such as Mexico City, lies in lagging infrastructure. That is, these cities continue to add population, without the infrastructure paralleled
the growth [28]. An example of a lack of infrastructure is that related to transportation [28].
Further, in the ultra-dense environment of developing country megacities, traffic congestion
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Figure 11. Distribution of the accidents that occurred in the lanes (L) between the stations (S) of the BRT line A.
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is also worsening and effectively affecting the urban mobility [28, 29]. In recent years, Mexico
City has implemented a number of policies aiming at improving the transport infrastructure
by adopting, for example, bus rapid transit (i.e. Metrobus) systems.
Given the above, it becomes essential to prevent accidents associated with BRT systems in
order to improve, among other things, road safety associated with BRT systems and therefore
the urban mobility of the inhabitants of the capital city (Figure 12). In an attempt to understand BRT-related accidents, the authors have built a BRT accident database for the case of
Mexico City. Some results of a statistical analysis of these have been presented here. The aim
has been to understand, inter alia, the general pattern of the frequency of accidents occurrence
during the day, weekdays, months, and year and to locate the BRT lanes of major occurrence.
However, the variable associated with the cause of these accidents has not been considered
here (however, it should be mentioned that the immediate cause of most of the accidents has
been that motor cars at regular lanes crossed over BRT lanes). That is, it may be argued that
BRT-related accidents should be fully analysed to understand the causal factors leading to
their occurrence; this may be the only way to gain a better understanding of the multicausal
factors and prevent future recurrence [27]. This may be regarded as a limitation of the present analysis. It also should be mentioned that given the lack of data some of the variables
such as pedestrians being killed during the collisions are reported from 2008 to 2015 only
(Sections 3.6 and 3.7).

Figure 12. Example of a BRT accident in the city and affecting urban mobility [33].

Overall, it has been found that there have been 484 accidents when considering both lines
A and B and the most critical years have been 2008, 2011 and 2012; the least critical year, on
the other hand, has been 2010 (Section 3.1). The latter is quite surprising given the fact that
by this year there were the two lines operating (lines A and B). However, at this stage we are
unable to explain as to why 2010 registered only 18 accidents. The results also show a general
tendency of decreasing the frequency of accident occurrence for the lines considered in the
analysis. This may be explained given the fact that the road conditions, among other things,
have been improved in recent years. For example, a study associated with an assessment of
road conditions found that there were many deficiencies associated with road infrastructure
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endangering public safety [30]. For example, the report stresses that there had been only
one traffic light to control the pedestrians crossing in several wide intersections. Further, it
is believed that pedestrians are expected to take 11 s during the crossing; no pedestrian traffic lights and sidewalks in poor condition and with no ramps for the disabled were found
in the study. The report also found that unfortunately heavy good vehicles (HGVs) still are
allowed to circulate in avenues where Metrobus circulates in counterflow and carrying up
to 150 passengers on board. Effectively, this (HGV) represents an additional risk factor for
accidents. The human factors component is also crucial in road accident occurrence [31].
The CENAPRA [30] report found that pedestrians carelessly cross (the street) endangering
their safety; further, the results of BRT accident analysis have been found that human error
has been a contributing factor for accident occurrence; motor car drivers (HGV and BRT
drivers) very often ignored the red lights [27].
The results have also highlighted that when considering the accident occurrence by month,
the most critical seasons of the year have been during autumn (line A: 27.7%; 97/350), and
winter (line B: 18%; 18/134). Again, at this stage of the ongoing research project, we are unable
to comment on the reasons for this; however, we can say that by conducting a comprehensive
accident analysis we may be able to find the causal factors of the accidents and shed some
light on the reasons for this [27]. It also has been found that the frequency of accidents at
weekends decreases sharply for both lines (Section 3.3). This was expected given the fact that
most of the commuters avoid going to the city centre and prefer staying home and this is in
line with the number of riders reported at the weekends.
However, what is clear is that when accidents occur, megacities such as Mexico city usually
cause traffic congestion which in turn causes slower speeds, longer travel times and increased
vehicular queuing, that is, when traffic demand is great enough that the interaction between
vehicles slows the speed of the traffic stream, this results in congestion (Figure 12). Another of
the findings of the study is that accidents occur throughout the whole BRT operational hours
(i.e. 06:00 till midnight). In other words, accidents have occurred in peak hours, for example,
it has been found that 48.23% (169/350) of accidents have occurred at the three peak hours in
line A; 14.23% occurred at evening/night peak hours. Similarly, 25% occurred for the same
peak hours in line B (Section 3.5). This raises the following question: do BRT accidents affect
mobility in megacities such as Mexico city? Vermeiren [32] argue that urban growth decreases
individual mobility and argue, ”An individual is considered highly mobile when he or she is
able to easily and comfortably reach his or her destination(s) in space and time.” Effectively,
this is dependent, among other things, on the city’s transportation network free of accidents.
The following examples illustrate what happens when accidents associated with BRT occur
in Mexico City [33]:
”Although there were no injured the (BRT) service was interrupted as passengers had to
descend and wait another (BRT) unit. This accident further complicated traffic on the 4 South
Av which was particularly affected by the increase in vehicle load as a result of the day back
to school.”
”A (BRT) collision occurred at Insurgentes Av…, causing traffic chaos…The police arrived on the
scene to expedite the affected traffic in the area.”
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Further, Kotkin [28] argue that traffic congestion has a number of negative effects, for example,
(a) motorists and passengers lost time. As a non-productive activity for the affected people,
congestion reduces the city's economic health; (b) delays, which may result in late arrival for
employment, meetings and education, resulting in lost business, disciplinary action and other
personal losses; (c) wasted fuel increasing air pollution and CO2 emissions owing to increased
idling, acceleration and braking; (d) affectation of emergency services, for example, blocked
traffic may interfere with the passage of emergency vehicles travelling to their destinations
where they are urgently needed; (e) higher probability of collisions due to tight spacing and
constant stopping and going.
In summary, the results presented here have shown a number of trends that may help to
better plan to prevent congestion and improve, among other things, urban mobility in the
Capital City. Some of the key conclusions are the following:
a. Four hundred and eighty-four accidents have occurred when considering both lines
A and B. The most critical years have been 2008, 2011 and 2012; the least critical year, on the
other hand, has been 2010.
b. Overall, the frequency of accident occurrence has been decreasing in both lines.
c. The most critical seasons of the year have been the following: autumn (27.7% in line A) and
winter (32% in line B).
d. The frequency of accidents increases when approaching the end of the week (Thursday
and Friday) and the frequency of accidents decreases sharply at weekends.
e. 48.28 and 54.47% of accidents have occurred at the three peaks (i.e. morning, afternoon and
evening/night) in lines A and B, respectively).
f. 64.8% (22/73) of pedestrians have been killed when collided with the BRT buses.
g. The most critical section of the BRT lane has been identified with 38 (11.87%) accidents and
for the case of line A.
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