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A B S T R A C T   

Introduction: Urban transport and travel safety in African cities have not received enough atten
tion in global research and policy. This paper contributes to this gap, by exploring how travel 
behaviours and patterns of school pupils between the ages of 6–15 years are expose to risk of fatal 
injury around Accra, Ghana’s capital. 
Methods: The study adopted a case study design and multiple qualitative methods of data 
collection. A total of 370 pupils and their parents were randomly sampled and interviewed, using 
semi-structured questionnaires and interview guides. In addition, 53 teachers, officials of 
municipal departments of roads and transport, association of transport operators and other key 
informants were purposively sampled and interviewed, using interview guides. Finally, the daily 
journey, to and from school, of selected pupils were observed for a week along major routes and 
around school zones during peak hours. 
Results: The study revealed that walking is still the dominant mode of travelling to and from 
school, adopted by 53.7% and 57.5% of pupils, respectively. This is because most of the pupils 
studied (48.6%) live within less than 1 km from their respective schools. Similar to other African 
cities, the main challenge associated with walking to school, in Accra is that, most pupils are 
neither accompanied nor protected by any adult. The situation is worsened by their risky travel 
behaviours such as jay walking, dropping off at areas not designated as bus stops; riding bicycles 
without helmets and playing while crossing the road after school hours. 
Conclusion: The paper draws attention to traffic collisions and fatalities among basic school pupils 
in and around Accra. Particularly, the paper resonates the worsening trip-to-school behaviours of 
basic school pupils in African cities. Cities on the continent still provide unsafe, expensive and 
inefficient transport services. The paper calls for a re-examination of urban mobility and safety 
among school pupils; as an urgent urban transport policy issue in Africa cities.   

1. Introduction 

In 2017, the World Bank estimated that “out of the 1.35 million lives lost every year, 93% of them occur in developing countries” 
(World Bank, 2017). The World Health Organisation [WHO] (2018) has indicated that of the number of deaths worldwide annually, 50 
million people get injured (Peden et al., 2004; WHO, 2018). 
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Safety in urban transport and mobility has been seen as important in achieving the globally discussed and accepted goals for human 
development – the Sustainable Development Goals (SDGs: 2015–2030). Thus, the SDGs generate new momentum in ensuring that 
measures to protect the poorest and most vulnerable are a development priority. As a result, targets for road safety have been included 
in two goals: Goal 3 which is on health and Goal 11 which is on cities. The inclusion of these road safety targets is a recognition by the 
international development community that road traffic injuries need to be tackled. Therefore, the two SDGs present a new opportunity 
for tackling road safety and protecting children. In response to this global call to address travel safety among children, to and from 
school, this study explores the level of travel risks children are exposed to and how that is shaped by their travel patterns and 
behaviours. 

In many African cities, travel safety has worsened in the last two decades. Till date, sustainable urban transport and travel safety in 
African cities remain elusive in terms of research and policy. Cities on the continent still provide unsafe, expensive and inefficient 
transport services. Thus, with only 2.8% of the world’s motor vehicles, their road fatality share is almost four times greater (11.1%) 
(WHO, 2018). Thus, a sustainable, environmentally friendly and technologically innovative transport remains the key missing link in 
Africa’s quest for safe and inclusive cities (United Nations, 2009; Haq and Schwela, 2012; Middleton, 2016). In response to this quest, 
some transportation research, especially those in sub-Saharan Africa has emphasised road infrastructure (Tatari et al., 2012; Wang 
et al., 2018) and ensuring efficient public transport systems (Poku-Boansi and Marsden, 2018; Poku-Boansi and Adarkwa, 2013; 
Abane, 2010). 

In the last few years, some attention been drawn to urban transport fatalities, particularly among children. For instance, UNICEF 
(2015) estimated that the continent has the highest number of fatalities per 100,000 of children below 19 years (UNICEF, 2015). Citing 
the FIA foundation, the UNICEF estimates that 500 children lose their lives on the world’s roads every day and of this number, many 
are killed on their journey to or from school. In addition to this high numbers of travel related deaths, UNICEF (2015) has also 
indicated that for every child that dies, another four are permanently disabled; while ten more are seriously injured. These findings 
have become more worrying because the journey by children to school is a regular activity and takes place during peak periods 
(Ipingbemi and Aiworo, 2013). 

Other studies on travel safety among school children have highlighted: the long distances travelled by pupils to and from school; 
lack of child-friendly transport infrastructure and services, and uncomfortable travel times (Turner et al., 2003; Zeedyk et al., 2001; 
Ipingbemi and Aiworo, 2013; Li and Zhao, 2015). Porter et al. (2010) also highlight travel safety among adolescent girls to and from 
school – as a way of introducing gender dimensions into the debate on urban travel safety among children. In spite of these earlier 
researches, urban transport policy in African, has not adequately addressed the issue of travel safety among vulnerable residents, 
especially children within school going age. This is even more germane because of increasing road traffic collisions which continue to 
claim more young lives in cities of the developing world (Klaitman et al., 2018). For example, the WHO (2018) has suggested that road 
traffic injuries are the leading cause of deaths for children and young adults between 5 and 29 years. Of these injuries, about 93% occur 
in low- and middle-income countries where the travel environment is more hazardous (WHO, 2018). 

The Ghanaian road traffic collisions and travel safety situation reflect the sub-Saharan African trend. For example, in 2012, 68% of 
all road collision fatalities in Ghana were in the category of pedestrian fatalities (National Road Safety Commission [NRSC], 2013). 
Most of these victims were pedestrians, street hawkers, children and other road users in urban areas. Again, in 2016, the Ministry of 
Transport estimated that road traffic collisions caused 2084 deaths and 10,433 injuries, with pedestrian fatalities constituting 39.5% of 
the figure recorded. In addition, it had been established earlier by Amoako et al. (2014, 235) that pedestrian activities and walking 
account for over 50% of daily urban trips in Ghana. This is similar to many African cities. For example, pedestrian activities and 
walking account for 81% of all trips in Dakar (Senegal), 70% in Addis Ababa (Ethiopia), 60% in Bamako (Mali) and Niamey (Niger), 
47% in Nairobi (Kenya), and 42% in Ouagadougou (Burkina Faso) (World Bank, 2005). However, in all these cities pedestrian 
infrastructure and travel safety are yet to receive any major attention in terms research, policy and interventions. 

In terms of travel safety among children, available statistics on urban Ghana raise concerns. For example, between 2014 and 2016, 
about 9% of casualties recorded in Ghanaian towns and cities involved children below age 16; and were mostly in schools with ages 
ranging between 6 and 15 years. Of the total number (5,722) of fatalities, 13.5% are children within school-going age. Again, a 
substantial proportion of the road traffic collisions occurred during school trip hours - 23.5% and 5.9% of road traffic collisions 
occurred between 2pm and 4pm and 6am–8am respectively (Ministry of Transport, 2016). Similarly, 27.8% and 6.6% of injuries 
occurred between 2pm and 4pm and 6am–8am respectively (Ministry of Transport, 2016). These periods coincide with the times 
during which children travel to and from school respectively. Again, it is further indicated that five out of the top 20 sites with the 
highest frequency of road collisions in the Greater Accra Region of Ghana had basic schools nearby. This emphasises the travel risks 
children are exposed to during their trips to and from school. As a result, safety issues among school children have become one of the 
major challenges confronting stakeholders in the public transport arena. 

The problem of road safety in urban Ghana is exacerbated by existing transport challenges; including traffic congestions, poor 
infrastructure, inefficient transport services delivery (Obeng Atuah et al., 2016; Adarkwa and Poku-Boansi, 2011; Kwakye and 
Fouracre, 1998), and disregard for traffic laws and regulations (Oteng-Ababio and Agyemang, 2012), the use of unroadworthy vehicles 
(Adarkwa, 2003; Poku-Boansi, 2008), and poor and inadequate pedestrian facilities (Obeng Atuah et al., 2016; Amoako et al., 2014). 
Amoako et al. (2014) and Obeng Atuah et al. (2016) have indicated that the absence of adequate pedestrian crossing facilities, 
contributed to increases in pedestrian-vehicular collisions. Other researchers (e.g. Lasmini and Indriastuti, 2010; Takamine, 2004) and 
organisations such as the WHO (2018) have indicated that poor pedestrian safety records in urban areas coupled with insufficient 
attention given to the needs of vulnerable groups such as children, pregnant women, old and disabled people have increased pedestrian 
vulnerability in African cities. 

Situated within the above challenges of urban travel safety among vulnerable groups, this paper explores the travel characteristics 
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and risks among children to and from school. In doing that, the paper responds broadly to an emerging debate about the lack of travel 
safety infrastructure for vulnerable road users in African cities. The central issue of long trips to and from school among children and 
adolescents, which is an emerging phenomenon in rapidly growing African cities is explored and the readiness of these cities to 
accommodate and regulate such trips is discussed. Using Accra, the capital of Ghana, the paper provides answers to the following 
critical questions: a. what are the journey to-and-from school characteristics in African cities? b. what are the trip patterns and travel 
behaviours among school children in urban areas in Africa? And c. how does trip patterns and travel behaviours shape travel safety 
among school children? 

In providing answers to the questions above, the paper aims at re-directing the urban travel safety debate towards two conceptual 
frames. First is to draw attention to the changing trip patterns among children in emerging African cities and their deeper involvement 
in daily urban trips – which was not the case in the recent past. Secondly, the paper is to unveil the infrastructure and regulatory 
requirements for accommodating the emerging patterns of journey-to-school trips. 

2. A review of urban trip patterns and travel safety in African cities 

This study is situated within emerging understandings of urban growth patterns and changing characteristics of daily trips in 
African cities (Infrastructure Consortium for Africa (ICA), 2016; Obeng Atuah et al., 2016; Amoako et al., 2014). Cities in Africa are 
growing faster than in any other continent (UN Habitat, 2015a & b). It is also projected that 56% of Africa’s population will be urban in 
2050 (UN Habitat, 2015a, 16). This growth is characterized by rapid physical expansion, development of informal settlements and 
complex land use patterns. Closely associated with these spatial and demographic growth patterns are longer daily trips among urban 
residents. For instance, uncontrolled urban sprawl and poor transport systems limit urban access by creating long distances between 
origins and destinations which are difficult to cover using the existing systems (Haq and Schwela, 2012; Middleton, 2016). While daily 
trip distances have become longer, it must also be noted that substantial portions of urban trips are made through walking or failed 
public transport systems (ICA, 2016; Amoako et al., 2014; Poku-Boansi, 2008). 

Unlike cities in the developed world, the emerging longer daily trips in African cities are challenged with poorly regulated and 
inefficient urban transport systems (United Nations, 2009; Haq and Schwela, 2012; Middleton, 2016). This is caused by poor quality of 
transport service and inadequate transport infrastructure. In cities where there are efficient public transport systems and improved 
infrastructure to support their operations, long daily trips are well managed with no or minimal safety issues (Litman and Fitzroy, 
2010; Jacobsen, 2003). The case of African cities points to the contrary. The continent is challenged with poorly developed transport 
network systems; lack of modal coordination and inter-connectivity and inadequate investments in smart and innovative technologies 
(Gwilliam, 2011). These challenges have led to unsafe, expensive and inefficient transport services. 

In the face of the above challenges, urban travel patterns in African cities are dominated by pedestrian, intermediate and non- 
motorised trips (Haq and Schwela, 2012). The safety of these trips has been a source of concern to researchers and practitioners 
alike. For example, in Ghana, as in many African countries, it has been established that 22% of those killed through road collisions are 
pedestrians (WHO, 2018; Galanis and Eliou, 2011) including school children. Using the case of urban Nigeria, Ipingbemi and Aiworo 
(2013) indicated that 65% of pedestrian collisions involve children between 4 and 12 years, and mostly occur immediately before or 
after school. In Ghana, available statistics from the NRSC (2013) put the number of road fatalities at 2198; with the number of pe
destrians involved increasing by 36% from 2121 in 2015 to 2961 in 2016. In addition, a total of 11,293 injuries were recorded within 
the period. Of the total number of crashes recorded in 2016, majority of them occurred along the major arterial roads which run 
through built up areas. A more disturbing picture is that child fatality increased by 40.2% from 286 in 2015 to 401 in 2016. This 
supports an earlier view that school children encounter difficulties in coping with traffic and are vulnerable to road traffic crashes 
(McPherson et al., 1998). The foregoing conceptualises travel risks and lack of safety among children on their daily trips, to and from 
school. 

Firstly, it is established that average distances covered by children, to and from school, have increased over the last few decades, 
due to rapid urbanisation and changing land use patterns (Cobbinah et al., 2017). Urban transport literature in the last few decades 
have highlighted on several attributes of travel characteristics of school children. Scholars such as McDonald (2008), McMillan (2005) 
and D’Haese et al. (2011) have suggested that distance to school is a critical determinant in school children’s travel analysis and that it 
has been increasing in growing cities. In addition, substantial parts of these trips are made by walking, using intermediate or 
non-motorised vehicles (Poku-Boansi, 2008). These expose most children to many and varied dangers during their trips to school. 
Again, it places a greater burden on parents who want to ensure the safety and wellbeing of their children. Even in cases where school 
authorities provide buses for daily school trips, there are no clear mechanisms for ensuring travel safety. 

In the second conceptual view, there is continuously reduced transport service efficiency, safety and quality – dominated by the 
private sector and an almost failed state transport system. Available vehicles are not friendly to children and vulnerable users 
(Middleton, 2016). Infrastructure available is poor and not friendly to vulnerable pedestrians and children. They are not well coor
dinated and limited in technology. Heavy traffic volumes and exceeded speed limits put children and other vulnerable road users at 
greater risks (Bradshaw, 2001). There is growing recognition among urban and transport planners of the need to have efficient public 
transport systems that deal with the needs of the vulnerable especially children in cities of developing countries due to rapid growth, 
urbanisation and increasing travel needs (Cobbinah et al., 2017). 

The third conceptual viewpoint highlights the reduced involvement of parents and guardians in the arrangement of daily trips to 
school. Due to the demands of existing urban livelihood patterns, there is less involvement of parents and guardians in children’s daily 
trip to and from school. As a result, many parents have less control over decisions made about their children’s travel mode to and from 
school (McMillan, 2005). In cases where parents or guardians cannot take their children to school, alternative arrangements are made. 
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These arrangements include joining school buses; going in state/public bus or rented taxis; walking long distances or using bicycles. 
Urban transport policies in most African cities do not seem to consider these important aspects of daily travel patterns. Hence travel 
safety among children, to and from school have been left in the hands of households, school authorities and the children themselves. 

The three viewpoints above set the conceptual basis for analysing the trip patterns of school children and their associated travel 
safety issues. While children trips and travel safety form an important part of daily mobility in most Africa cities (Ipingbemi and 
Aiworo, 2013), very little has been done about the challenges associated with their changing trends (Obeng Atuah et al., 2016; Amoako 
et al., 2014). Emerging with their rapid growth of cities in Africa are changing trip patterns and travel safety among children. Using the 
conceptual contexts established above, this paper explores the travel patterns and safety among children in peri-urban Accra, Ghana. 

3. Study settings and methodology 

3.1. Study settings 

The locational context of the study is Adentan Municipality, a peri-urban local government area, 10 km north-east of Accra, the 
capital of Ghana (See Fig. 1). It is situated on a total area of 98.3 km2, with relatively low lying and undulating terrain, about 50 m 
above sea level (GSS, 2014a & b; Adentan Municipal Assembly [AdMA], 2013). As a rapidly growing peri-urban area, the municipality 
is strategically located along the major Accra – Aburi – Koforidua and the Accra - Dodowa road corridors, which are the main links from 
the capital to the Eastern and Volta regions of Ghana, respectively. Being major trunk roads receiving heavy daily traffic flows, the two 
arterials expose pedestrians to the danger of being knocked down by motorists. High traffic volumes and exceeding speed limits are 
critical transport and safety challenges in the municipal area. 

Serving as one of the emerging residential areas to Accra, the municipality has grown in population and residential densities over 
the last decade. At an annual growth rate of 2.48%, the population of the municipality has increased from 78,215 in 2012 to 90,012 in 
2017 (GHS, 2017; GSS, 2012). Out of this population, about 15% are indigenes, while 85% are urban residents who live in the mu
nicipality and work in Accra. The Municipality has 18 sub-urban communities that are rapidly urbanising, with 12 communities 
already exceeding Ghana’s 5000 urban population threshold (Cobbinah et al., 2017). According to Cobbinah et al. (2017), this growth 
has led to several physical development challenges, including multiple land sale by traditional institutions, land title acquisition 

Fig. 1. Geographical location of the Adenta Municipality. 
Source: Ghana Statistical Service (2014a). 
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problems, and encroachment on road reservations and government lands (AdMA, 2013; Yankson et al., 2004) and its attendant evi
dence of poor accessibility in terms of street connectivity, motorability and mobility (Poku-Boansi and Adarkwa, 2015). 

3.2. Approach and methods 

The study adopted a case study of five basic schools in the Adentan Municipal Area (see Fig. 2). These schools (Ebenezer Primary 
School, Victory Presby School, Adenta Community School, Adenta Roman Catholic School and De Youngsters School) were purpo
sively sampled due to their locations along major road corridors and high population of pupils. A case study approach was selected to 
give room for in-depth and real-life context (Yin, 2009, 17) study of children, their parents and all other stakeholders involved in the 
daily trips to and from school. For the study of an emerging phenomenon, such as urban travel safety among school children within the 
context of urban planning research in African cities, the case study approach is appropriate (Duminy et al., 2014). 

Two groups of respondents were sampled and interviewed for the study. Firstly, data were collected from 370 pupils and their 
parents, randomly sampled from a total of 1,500, using semi-structured questionnaires and personal interviews. These respondents 
were to answer questions on the reason(s) for their selection of school, mode of transport to school; challenges of commuting; level of 
travel safety; and exposure to risks of collision. Secondly, through semi-structured interviews, data were collected from 53 officials and 
relevant key informants, who were purposively sampled, due to their depth of knowledge about the issue under investigation. These 
were made up of officials of the Municipal Education Directorate (3); authorities of the schools under study (6); school drivers (3); taxi 
drivers (12); drivers of public buses carrying pupils to the schools (22); officials of the Department of Urban Roads (1); Municipal 
Transport Department (2); Ghana Road Safety Commission (2); and Motor Traffic and Transport Unit of Ghana Police Service (2). 
Among several other issues, the second group of respondents answered questions on the following: transport schedules and ar
rangements for pupils in the municipality, modal choices, preferences and major routes to school; traffic volumes and patterns; type of 
pedestrian safety infrastructure available; rates of road traffic collisions involving school children; and mechanisms for protecting 
school children. 

The interviews were followed by a 5-day direct observation of school children along the main school routes and around the school 
premises during morning and evening peak hours, when students were reporting for and leaving school, respectively. This was to 
determine the behaviour of pupils and assess their levels of risk(s) during their trips to and from school. Key among the observed 
practices were speed limits to school; stopping and parking practices; availability of traffic assistants around school and at major 
pedestrian crossing. The data were collected over a 3-month period spanning between September and December 2016. 

Data collected were in both quantitative and qualitative formats. The quantitative data were in the form of statistics of pupils and 
their parents; while the qualitative data were in the form of quotes from officials and key informants interviewed, written notes from 
interviews and direct observation; and photos taken during field observations. Statistical data were analysed using SPSS (version 16), 
through which simple means and proportions of responses were calculated. In contrast, qualitative data collected were analysed using 
theme and content analysis, using NVIVO 10 software programme. The NVIVO 10 software programme helped in the generation of 
themes, codes and categorisation of responses from interviews. In reporting, both qualitative and quantitative data were discussed 
using descriptive statistics and relevant quotations to support various assertions. 

Fig. 2. Location of study schools in the Adenta Municipality.  
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4. Results and discussions 

4.1. Type of school attended, trip distances and travel safety 

The survey of school children and their parents revealed that, 62.5% and 37.5 of the children studied attended private and public 
(government owned) basic schools respectively. This reflected the general trend in the municipality as gathered from the Municipal 
Education Directorate. A report collected from the directorate revealed that most of the children in the Municipality attend private 
schools, an emerging trend in urban Ghana. At the municipal level, 58% of children within school-going-age attended private schools; 
while 42%, attend government-owned and managed basic schools. Two main reasons were mentioned by parents interviewed as 
justification for the choice of private schools for their children. Firstly, 55.7% of parents were of the opinion that children in private 
schools perform better than their counterparts on public schools while secondly, 54.3% indicated improved teaching and learning 
environments. 

In all cases, their current schools were further from the location of their homes, and required daily commuting, using motorised 
transport or walking for longer distances. All the transfers of children recorded were from public basic schools to privately owned ones. 
This is primarily because the public schools studied were situated within residential neighbourhoods and are usually accessed by 
children within walking distances. Though publicly owned basic schools are free, they are largely perceived as low-performing, poorly 
supervised and inefficiently managed. In addition, most of these children of middle to high income parents travel over longer distances 
to and from the perceived high performing private basic schools. Hence, there are perceived relationships between the choices of 
private basic schools; distances travelled to and from school and performance of school children. While current statistics from the 
Ghana Education Service shows that the average private basic school performs better than public school in urban areas, it is difficult to 
connect distances and mode of travel to this assertion. 

Most private basic schools are located close to main or access roads; and hence pose great danger for children crossing to and from 
school daily. The reason found for this locational challenge is that most private schools are not in areas originally planned for 
educational purposes. They are usually re-zoned from other uses such as residential and commercial. However, all the schools studied 
(both publicly and privately owned) were located along an access road or an alley (see Fig. 2). As result, there was the need for traffic 
wardens. Our field observation revealed that none of the schools studied had a designated traffic warden to help children, who cross 
roads to and from school. The private schools had gate-keepers who ensure proper parking and safety of children when they are on the 
schools’ premises; while the publicly owned schools had neither a traffic warden nor gate-keeper. Consequently, children in these 
schools are always at risk of being knocked down during peak hours. Interviews with school authorities revealed that, parents and 
guardians have been informed that it is their responsibility to ensure the safety of their children until they get to the school compound. 
The view of a parent (who drives her children and picks them up daily) on the issue is illustrated below: 

“...every time I come to the school in the morning to drop my children or to pick them in the afternoon, you find other children trying to 
cross the road without any assistance. I sometimes have to stop other drivers to allow them to cross. I always get scared and I have 
informed the school authorities and also tabled this in one of our Parent Teachers Association’s meetings, but I think nothing has been 
done yet” … … … Parent #1 

From the view expressed above, parents who drive their children to school are not as apprehensive about their travel safety as they 
are about their safety around the school during “drop off” and “pick up” times. For these parents, the daily dangers school children are 
exposed to, are observed. Pupils have difficulties trying to cross the road in front of their schools and this exposes them to danger. 

4.2. Mode of transport and travel arrangements to and from school 

The average distance covered to and from school, ranges from less than a kilometre to over 5 km with majority of school children 
(48.6%) travelling less than a kilometre to and from school (see Fig. 3). From Figs. 3 and 25.4% cover a distance between 1 km and 

Fig. 3. Distance to and from school. 
Source: Field Survey, 2016. 
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2 km whiles 17.6% and 8.4% cover distances between 3 km and 4 km and 5 km and above to school respectively. Safety among school 
children along roads and around their school premises in urban areas is a concern to many parents and guardians. Most of these parents 
belong to the working class and travel long distances between their homes, their children’s school and work places in limited time. Due 
to traffic congestion along most urban roads, parents are in a rush during peak hours to and from the children’s school. These rush 
periods created by parents, is a key travel safety issue children face on daily basis. 

The distances covered to and from the schools, as presented in Fig. 3, reflect their proximity to the neighbourhoods of the children 
studied. Over 70% (74%) of children live within 2 km of their schools. This could be seen as a positive sign, if the children travel with 
safe and secured transport modes; accompanied by the parents or designated teachers/adults. This was not the case. Fig. 4 presents 
data on the modes of travel used by these school children to and from school. From Fig. 4, walking is the dominant mode of travelling to 
and from school, with 63.7% and 65.5% of respondents indicating their choice of this mode to and from school respectively. The use of 
public transport modes and school bus had 18.3% and 4.9% of respondents respectively to school whilst minibus use (16.1%) and 
school bus use (5.2%) are used as travel mode from school. Private cars used as a travel mode to school was 7.4% for those travelling to 
school and 7.1% for those travelling back from school. From Fig. 4, it can be argued that the higher proportion of school children 
walking to and from school exposes them to the danger of being knocked down when crossing the road especially because of the 
absence of pedestrian facilities along the major arterials in the Municipality. 

Two-thirds of children who walk to and from school are unaccompanied. It was revealed that both parents of these children are 
actively employed and cannot accompany them to school every morning. This phenomenon is very dangerous and exposes the children 
to danger due to their limited capacity to evaluate risk. The 46.3% and 42.5% of children who use motorised transport to and from 
school respectively travel in the company of others. However, nothing is done to ensure their safety during the trips; except in cases 
where they travel with their parents or guardians in private cars. This formed only 12.4% and 11.7% to and from school respectively 
(see Fig. 4). This finding is important because, parents and guardians have a higher stake among all the stakeholders in ensuring that 
their kids arrive in school safely and return same. In doing so, these parents go through every length to ensure that the daily trips of 
their children are incident free. From the field interview, 35.8% of parents indicated that they take direct responsibility of their 
children’s trip to and from school, by driving them whilst others (12.6%), indicated that they rely on friends who have vehicles to drop 
off and pick up their kids in and from school respectively. However, due to pressure of getting to work early and the growing traffic 
congestion problems in the Adenta Municipality (Poku-Boansi and Adarkwa, 2015), most of such parents (50.1%) resort to hiring 
public transport operators to convey their children to school. These formed 8.3% and 6.8% of children to and from school respectively, 
in shared taxis; and 2.4% and 2.7% in hired taxis (see Fig. 4). 

Discussions with an official of one of the schools revealed a major concern which they have been bringing to the notice of parents, 
but not much has been done: 

…some of the commercial drivers, because of their desire to make more money which is seen in the number of passengers they can carry 
in a day or the number of trips they can make, drive these school children very fast by ignoring the approved speed limit of 50km/hr 
thereby putting the lives of the children at risk. In some instances, these drivers drop off the kids at the entrance of the school thus 
endangering the lives of the school children from other vehicles … School Official #1 

The assertion of the official of the school was confirmed by a parent who had this to say: 

Fig. 4. Mode of travel and from school. 
Source: Field Survey, 2016. 
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“I arranged with a taxi driver to drop and pick up my kids from school. However, I decided to stop the practice because my last child (7 
years) was knocked down by another taxi driver who was in a hurry to drop some other kids in school, injuring my boy. It was a 
nightmare for me. This happened because the driver I hired dropped them (my kids) at the entrance of the school as he was in a hurry to 
pick another passenger to town. I have now decided to do it myself even though it’s very stressful at times. It’s a worthy sacrifice I must 
make just for the safety of my kids” … ….Parent #2 

School authorities as stakeholders also have a role to play in the transportation of their pupils to and from school by procuring buses 
to carry its pupils. Interviews with school authorities indicated that parents are charged either weekly or monthly fees to enable their 
children to use the school buses. These fees range from GHS 150 to GHS 250 per child per term. In instances where the schools do not 
have a bus of their own, they resort to the hiring of commercial vehicles to assist the school children get to and from school, especially 
during the morning and evening rush hours. These commercial vehicles charge a bit more (usually between GHS 50 and GHS 100) than 
what schools with their own buses charge each pupil. 

4.3. Behaviour of school children along roads to and from school 

Results of the 3-day field observation indicated that a greater number of the children (36 out of 50) representing 72% were exposed 
to risk of being knocked down by a vehicle due to the behaviour they exhibited. Of this number, it was observed that 41.7% either 
played while crossing the road or walking along it (see Fig. 5 for details). Over 27% of the school children were observed crossing the 
road at unauthorised or undesignated points. This behaviour of the school children was primarily driven by the absence of designated 
crossing facility, a phenomenon Obeng Atuah et al., 2016 have suggested is a major cause of pedestrian fatalities and casualties in 
urban Ghana. Crossing without observing traffic from both directions and walking on the carriageway with back facing on-coming 
vehicles were the two other behaviours observed during the site visits. These observations point to the continued neglect of all 
stakeholders of children’s travel safety to and from school. Coupled with the absence of pedestrian infrastructure and weak 
enforcement of traffic regulations, travel risks among children to and from school in the study areas appears real. 

4.4. Relationship between travel behaviour and the level of risk to collision 

In establishing relationships between observed travel behaviours of school children and their exposure to risks of road traffic 
collisions, parents were asked to indicate if their children had reported any incidence of travel risk in the last 12 months. This survey 
revealed that 60.8% of parents had travel risks reported to them; while 27% had not been told of any risks in the last year. The 
remaining 12.2% indicated that they do not remember. For parents whose children had reported cases of travel risks, 48.9% reported 

Fig. 5. Behaviour of school children along road. 
Source: Field observation, 2016. 
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overloaded vehicle/bus, 30.2% reported excessive speeding, 12% reported near-collision incidences; whiles the remaining 8.9% 
indicated that the vehicles on which they were travelling broke down in the middle of the road. 

The high proportion of respondents highlighting overloading of vehicle is a worrying phenomenon and can be attributed to the 
weak enforcement of the Road Traffic Act of 2004 (Act 683). The Act 683 seeks to provide the most important information about 
Ghana’s traffic laws, enforcement and the expected behaviour of drivers on the road. Discussions with an officer of the Motor Traffic 
and Transport Department (MTTD) of the Ghana Police Service revealed that some school buses that ply the roads in the Adenta 
Municipality defy most of the road traffic regulations thus risking the safety and wellbeing of the school children on board. 

According to the officer, some school bus drivers overload their buses with the excuse that the school children are kids and that two 
can sit on a chair. As a result of the overloading, some children stick their heads out through the windows of moving buses, thus 
exposing them to risk of fatal injury. These practices have resulted in the MTTD issuing several warnings to management of drivers of 
school buses to desist from overloading and to take particular interest in the safety of their pupils. During an interview with the 
Municipal Commanding Officer of the MTTD he stated that: 

“Every vehicle has a maximum number of passengers it is supposed to carry, and this applies to school buses as well. If the school bus has 
been registered to take 23 passengers, for instance, it should carry just that number of school children. You cannot go beyond that limit 
with the simple reason that the passengers are children. It is an offence.“ … …..MTTD Official #1 

The incidence of overloading contravenes Regulation 137 of the Road Traffic Regulation, which states that “a person who drives a 
taxi, omnibus or other passenger-carrying vehicles shall not carry a number of persons that exceed the number of persons determined 
by the Licensing Authority to be carried by that vehicle and stated in the vehicle registration documents”. Compounding the situation is 
that these buses are in poor condition (Poku-Boansi and Adarkwa, 2013; Poku-Boansi, 2008). For example, Poku-Boansi (2008) has 
suggested that the average age of most of the vehicles used for public transport operations was 13 years and with some as old as 30 
years. Discussions with some drivers of school buses revealed an average of 15 years (from date of manufacturing). Despite the age of 
the buses used, there is the absence of proper maintenance regime thus making some of these vehicles’ road unworthy. The Quick News 
Ghana reported on its website on the 8th of April 2016 of a collision involving over 100 school children of the Ministry of Health Basic 
School, injuring most of the children on board. The cause of the collision according to the Police was overloading and break failure (see 
Fig. 6). 

Results from the field survey indicate that all parental respondents indicate that the disregard of traffic regulations can be blamed 
on the weak enforcement on the part of the MTTD which has the mandate of enforcing the Road Traffic regulations. They have 
suggested that some police officers who are supposed to ensure compliance allegedly take money from drivers who flout the rules and 
regulations spelt out in the Road Traffic Act thereby putting the lives of their children in danger. Despite this concern however, an 
official of the MTTD had a contrary view as illustrated below: 

…. It is unfair to blame the police for the indiscipline on our roads. In as much as I agree that there are bad officers, there are equally bad 
and indiscipline road users including pedestrian who do not respect the traffic regulations …. look, the police cannot be everywhere to 
ensure that school children are safe. I believe it is a collective responsibility starting from the parents and school authorities. We as police 
are doing our best by arresting offending drivers and we will continue to do so, together with educational campaign …“MTTD Official #2 

The above points to the complexities of roles to be played by all key stakeholders in child travel safety to and from school, including 
parents, school authorities, vehicle operators/drivers, institutions for enforcing traffic laws and regulations; and the children them
selves. There are no clear provisions and interventions in Ghana’s urban transport and mobility policy to ensure the safety of children 
on their way to and from school. Though there are many traffic rules and regulations governing urban travel safety for all citizens – 

Fig. 6. School bus involved in an accident. 
Source: www.quicknewsgh.com, 2017. 
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motorists, road users and pedestrians, many of them are either ignored and/or not enforced by the relevant agencies. In some cases, 
enforcements are impeded by corrupt practices of officials involved. 

5. Conclusion 

Using the case of peri-urban Accra, Ghana, this paper points to a changing trend of daily journey to and from school among basic 
school pupils. Walking still remains the dominant trip mode to and from school, adopted by 53.7% and 57.5% respectively. This is 
because most of the school children (48.6%) live within less than 1 km from the school. This reflects the peri-urban nature of the area, 
which serves as the residential area for Accra and hence most basic schools are within the neighbourhood. This reflects the case of 
many emerging cities in African countries (Ipingbemi and Aiworo, 2013). In a study by Ipingbemi and Aiworo (2013) in urban Nigeria, 
it was revealed that over 65% of school children walked to and from school due to short distances. Similar to other African cities, the 
key challenge with walking, in a rapidly emerging city, like Accra is that, most school children are neither accompanied nor protected 
by any adult. Children are therefore exposed to road traffic collisions and fatalities. 

An important inference from the finding above is the proximity of basic schools in the study area; while parents are increasingly 
getting engaged by the economic activities. Thus, while rapid urbanisation gets more parents out-of-home employment opportunities; 
basic schools are getting closer to children. However, two thirds of the over 55% of children walking to school are unaccompanied. 
Travel safety among substantial proportion of these children are not protected from road traffic collisions and other forms of fatalities. 

Aside walking to and from school, a wide arrange of transport arrangements are made by parents for their children; while the 
schools also have buses to convey some of the children. These were found to be at the convenience of parents and school authorities, 
and not for the travel safety of children. For instance, only 12.4% and 11.7% of pupils were driven in private cars to and from school 
respectively. The rest of the children in addition to walking, were exposed to all kinds of travel risks. The use of unreliable and 
inefficiently managed public transport systems has become a disincentive to the increasing transport quality needs of school children. 
As the incidence of road collision in urban Ghana solidified over the years, the travel needs of school children have witnessed a growing 
trend. 

Findings from this study show that travel to school poses difficulties for stakeholders partly because of the non-adherence to traffic 
regulations, use of poor quality vehicles, poor pedestrian facilities and behaviour of school children when crossing the road. While 
transport planning authorities in Ghana focused on the development of transport infrastructure and improving accessibility in resi
dential neighbourhoods, results from stakeholders in terms of how efficient and safe school children are portrays a dire scenario. This 
calls for increased efforts in public sensitization in schools for school children and school authorities by the National Road Safety 
Commission. This sensitization programmes must expose school children to how to cross the road and some basic road signs, the dos 
and don’ts on the roads by school children. 

To conclude, this study has revealed that various behaviour of school children and the roles parents play in meeting the trans
portation needs of school children in the Adenta Municipality. The paper concludes that even though the travel needs of school 
children is growing and coupled with increasing traffic challenges in urban Ghana, parents and school authorities cannot ignore the 
safety needs of school children because of the children’s limited capacity to evaluate risk. This therefore calls for an all-inclusive 
approach and the promotion of safety among school children in Ghana and other cities in African. 

In ensuring the travel safety of children and other vulnerable groups in urban Africa in general; and Ghana in particular, transport 
and mobility policies should look at four key entry points – service, infrastructure, enforcement and child-friendly interventions. 
Firstly, urban transport policy should look the range and quality of transport services delivered. As was revealed by this study, there are 
a wide range of urban transport services, provided largely by the private sector. These are less regulated, expensive, inefficient and 
usually not friendly to vulnerable groups. It is important that urban transport and mobility policies in African cities critically address 
the inadequacies in transport service delivery. Secondly, it was found by this study that there are few or no transport infrastructure for 
children and vulnerable groups in the study area. This is the case for many African cities as was found by Amoako et al. (2014). In areas 
where there are infrastructure for pedestrians and other vulnerable groups, they are provided as add-ons to existing networks. In most 
cases, infrastructure for pedestrian safety are either not provided or where provided, they are disregarded by motorists or other road 
users. This makes a case for the third entry point; which as enforcement of traffic laws and regulations. There are several traffic laws 
and regulations which seek to ensure the safety of all citizens. Relevant institutions must be resourced and empowered to enforce these 
laws and regulations. Finally, in responding to the gaps in travel safety among children, efforts should be made to prioritize children in 
transport service delivery, infrastructure provision and enforcement of traffic laws. 
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