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FOREWORD

On average at least four people die and 80 people are seriously injured on Ausiaaléan r
every day. Almost everyone has, at some stage, been affected personathathgieash.

No death or serious injury on the roads is acceptable, and bold steps will be needed to reduce
further the number of deaths and serious injuries. Australia has shown in the past that thi
possible. Initiatives such as compulsory wearing of seatbelts, random lestag, t

introduction of electronic stability control, more roadside barriers and lowed $ipeits

have all helped.

The internationally recognised ‘Safe System’ approach accepts that paapld

network will make mistakes and therefore the whole 'system’ needs to be m&s

possible to ensure it is more forgiving of those errors. This means img)%r dheafaf
p

roads, adding safety features to cars, making sure people obey sp
and having appropriate sanctions for road users who demonstrate i

a
»

sible behaviour.

This draftNational Road Safety Strategy 2011-20&fhtains n%ﬁnitiatives and
interventions under four headings — Safe Roads, Safe Speeds, Safe Vehicles aedfiafe P

All Australian Transport Ministers have asked that th wﬁ transport andgeadges
around the country work together to develop a n O-year National Road Safetly\Stat
the period from 2011 to 2020. This document outline broad directions in which the
nation might want to head, proposed initiativ
that would be further developed for imple over the later years ofategygtr
Transport and roads agency Chief Executives.welcome your comments on thieadegfy.s
Following this feedback, the draft s | be reviewed and final@ecbnsideration by

in the first three years and afapgens

Ministers by the end of this year. The strategy is scheduled to takefedfac2011.

| encourage your input and s stions. To reduce the level of death and serious injury on the
roads will require everyone taki me responsibility and that can gtamglging actively

in the provision of feed o% is draft.

this.feedback by February 2011in written form by:

ack form available onlinéntip://infrastructure.gov.au

| ask that you provi

our submission t@oadsafetystrategy@infrastructure.gov.au

r submission to: National Road Safety Strategy, GPO Box 594,
BERRA ACT 2601

Fe Kk received from individuals using the feedback form may be used in publig reports
but not be attributed to individual sources. Other submissions made as part of this
consultation process may be made publicly available.

Any queries about this process can be emailegbtmisafetystrategy@infrastructure.gov.au

Alan Tesch

Chair

Safety Standing Sub-Committee
SCOT (Transport Chief Executives)
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DEFINITIONS

Alcohol interlock: device that prevents a vehicle starting if the operator has been drinking.

Australian Transport Council (ATC): a national body comprising Commonwealth, state,
territory and New Zealand Ministers with transport responsibilities.

Austroads: company of Australian and New Zealand road transport and traffic authorities.
Casualty crash:a road crash in which someone is injured (to any level of severity).

Chain of responsibility: legislation that extends the general liability for on-ro sport
offences to all parties in the supply chain.

Electronic work diaries: used to record a heavy vehicle driver's wor ry.
Graduated licensing systema series of conditions and/or restricti e early years of

ions i
licensing that allows novice motorists to gain experience in | tht ing
National Road Safety Council (NRSC)an advisory body that s to the Australian

Transport Council on road safety implementation iss

Point-to-point speed enforcementcontinuous au
measures the average speed of vehicles over.a

ed speed enforcement system that
ed length of road.

Safe System principlesa road safety ap ich holds that roads, vehicles and speeds
should be designed to reduce the risk and to protect people in the everdinf a ¢

Seatbelt reminder or interlock: device that detects the failure of a vehicle occupant to wear

a seatbelt and: provides a conspicuo sual and/or audible alert (reminder;system)
prevents the vehicle from sta@acceleraﬁng (interlock).

Serious injuries: people.i road crashes with enough severity to require

hospitalisation.

Serious casualti ople killed or seriously injured in road crashes.

Social cost:tota
production, ‘n‘.,

st of road crashes to society, including estimates of foregone future
and suffering of victims, and services rendered.

Speed camera enforcement tolerancéhe margin between the legal speed limit and the
i etected speed that will incur an infringement.

Tactile line treatments (rumble strips): Road lineghat give an audible and tactile sensation
to drivers of vehicles passing over them.

Telematics: integrated computing and communication technologies in vehicles that enable
electronic monitoring, management and regulation.

Willingness-to-pay: a method of valuing human loss, which reflects the amounts that people
are prepared to pay to reduce risks to their lives. (The method most commonly used in
Australia — the human capital approach — involves valuing lost output or productivity of crash
victims).



ABBREVIATIONS

ABS
ADRs
ANCAP
ATSB
BAC
ESC
GTRs
HMI
ISO
ISA
ITS
MUARC
OECD
RBT
RIS
SPI
UNECE
USCR
VKT

2\

Anti-lock Braking Systems

Australian Design Rules

Australasian New Car Assessment Program
Australian Transport Safety Bureau

Blood Alcohol Concentration

Electronic Stability Control

Global Technical Regulations &

Human Machine Interface

International Standards Organisatior\(&?y
Intelligent Speed Adaptation w

Intelligent Transport Syste Q

Monash University Accide ’%earch Centre

Organisation for Economic-Co-operation and Development

Random Breath Testing

Regulat&%@ct Statement
S o mance Indicator

United Nations Economic Commission for Europe
Q&ed Car Safety Ratings

Vehicle-kilometres travelled

Vi



1. INTRODUCTION

This draft strategy presents a 10-year plan to reduce the annual number of n:atrsoas
injuries (serious casualties) on Australian roads by at least 30 pelt sets. out a range of
high-level directions and priority actions to drive national road safety peafarento the end
of 2020. It also lays the groundwork for longer-term goals and aspirations.

This proposed casualty reduction target for 2020 is ambitious, but achievable. Margy se
road crashes are preventable and history provides evidence that the right ioies\eant

make a significant positive impact. Since 1970, Australia has continuously achieyeednd
lasting road safety gains from road improvements, safer vehicles, lower ispig®d
graduated licensing and a range of successful behavioural programs taigek
seatbelt usage and speeding. Independent studies and other objectiv
demonstrated the success of each of these initiatives in reducing ro

s and 3WH00 seri
klcegtustralian

Despite these achievements, road crashes still cause some 1,500 de
injuries each year. The social impacts are devastating — and.th
economy is estimated to be $27 billion*{1]

The development of this draft strategy has required looking ow road saféty ca
improved by considering the whole road transport system. This includes recogmesvngyt
vehicles, roads and people interact with each other. Although all road users should take
responsibility for safe behaviour, people will %\a e mistakes. Taisgyrrepresents
a step towards a long-term ambition —to ¢ d transport system inhobe&h t
mistakes do not result in death or serious’inj timately, death and serioysshmuitd

not be seen as inevitable or accepta

The draft strategy shows the directi proposed to improve the system, with gatsrnme

committing to a number of fir ps, and identifying a range of additiomal fetefurther
consideration. In 2014 ther review of progress in implementing thetssdps,
followed by commitmen %7

actions to help reach the 10-year goal.
The targets and initiatives set out in the strategy were informed by indepandéysis and
data modelling carried out' by the Monash University Accident ReseartheGRMMUARC).
This National Safety Strategy focuses on the main areas whers thedence that

sustained, dinated effort can lead to large gains. It also focuses on s1edmscinenay
not se r some time but which will lead to long-term improvement.

T easures adopted in individual jurisdictions, and the details of spesdsures,
wil to reflect local circumstances and priorities. This draftegiaforms the basis for
consultation with the community. Implementation will require financial comenitt as well
as administrative and legislative processes. All jurisdictions agreentleaidence-based
approach supports a focus on the priorities identified in this strategy.

! This estimate is based on the willingness-to-pathed of valuing human loss, which reflects amsunt
people are prepared to pay to reduce risks to lilkes. A more conservative estimate of $18 billistrased
largely on the human capital approach, which rédfléne value of lost output and productivity.

1



2. THE AUSTRALIAN ROAD SAFETY JOURNEY

General progress

Australia has achieved substantial reductions in road crash fatalitiethevast 30 years,

despite a 50 per cent growth in population and a two-fold increase in registered motor
vehicles. Between 1979 and 2009, the nation's annual road fatality rate declined from 24.2 to
6.9 deaths per 100,000 people.

The chart below shows the progressive reduction in fatality numbers over t [

Figure 1: Annual number of Australian road deaths.
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Trends in Australian r@r{a have been characterised by short periodd depase —
large downward s — followed by longer periods of consolidation and incremental

improvement. luation evidence indicates that many of these gains canmbligeatto

specific road s interventions, some of which have been big and bold enough (such as the
introductio elt laws and random breath testing) to fundamentally charrgad

safety

average annual reduction in road fatality numbers was less than two per ceitalHos
admissions data for this period also point to little, if any, national improvement in theenum
of people who were seriously injured in road crashes.

H, e rate of progress has slowed in recent years. Between 2004 and 2009, the

Australia currently ranks 12out of 29 OECB countries in terms of road fatalities per capita
(Figure 2). Our population fatality rate stands at 6.9 deaths per 100,000 peopl¢hevhést
performing countries (Iceland, Netherlands, United Kingdom and Sweden) hawsedchie
rates below 4.5 — and some of these countries have set targets to cut theirualag cas
numbers further by at least 33 per cent over the coming decade.

2 Organisation for Economic Co-operation and Develept

2



Figure 2: Road fatality rates per 100,000 populati on among OECD countries, 2008
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These simple statistical comparisons de gnise the effects ofrdiffecel,
demographic and geographic circu es on road fatality rates. Howevelstevidence
that Australia’s relative road safety performance internationallgliygsed in recent times.
Looking, for example, at the a ge ual decrease in fatality numbers)iAgstanking
among OECD countries fell f@ce between 1990 to 2000, td2glace for the 2000

to 2008 period.

National Road @rategy 2001-2010

, Australia’s transport Ministers endorsetl#t®nal Road Safety

he strategy provided a framework for prioritising the road safety
, State, territory and local governments, as welhasaganisations that
road safety outcomes. Its target was to reduce the annualaligd & by
r cent over the 10-year period to the end of 2010: from 9.3 deaths to no more
eaths per 100,000 population.

In November
Strategy 2
activities of

Despite significant gains over the decade, the 40 per cent reduction tdrget e reached.

By the end of 2009 an actual reduction of 26 per cent had been achieved and the fatality rate
stood at 6.9 deaths per 100,000 population — some way short of the 5.6 target for the end of
2010.



Figure 3: Australian road fatality rate, 2000 to 20 09
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As shown in Table 1 below, the trends in fatality rate e not been uniform across the
nation. Over the last 10 years, average reductions per year have variediatesssnd
territories from 0.1 to 4.8 per cent; and somej tions — NSW, Victoria and the ACT

achieved rates in 2009 that are close to@ ional target.

Table 1: Road fatality rates per 100,000 populatio

NSW SA WA  TAS NT  ACT  Aust

1999 90 101 118 112 254 6.1 93
2000 9.3 11.0 11.3 9.1 26.1 5.7 9.5
2001 8.0 10.1 87 129 253 5.0 8.9
2002 8.5 8.2 87 101 9.3 78 276 3.1 8.7
2003 7 81 103 9.2 86 265 3.4 8.1
2004 7. 6.9 8.0 9.0 9.0 12.0 17.3 2.7 7.9
2005 %.5 6.9 8.3 95 8.1 10.5 26.7 7.9 8.0
2006 3 6.6 8.2 7.5 9.9 11.2 21.8 3.9 7.7
2007 6.3 6.4 8.6 78 111 91 270 41 7
20 5.3 5.7 7.6 6.2 9.6 78 340 4.0 6.7
j& 6.4 5.3 7.5 7.3 8.5 12.7 13.7 3.4 6.8
g‘]’ b gg?”a' 45% -47% -1.6% -48% -1.4% -01% -2.1% -3.2% -3.3%

Note: Annual rates in smaller jurisdictions (Tasmahorthern Territory and ACT) can change subsgdipt
from year to year because of the relatively lovalfat numbers compared with larger jurisdictions.

a. Average annual change is based on the exponéwetial for the ten 12-month periods from 1999 to200

Australia has made significant road safety gains under the-200Q strategy, both

statistically and in terms of major policy action. Some of the important\eerhents are

outlined in the next section. However, it must not be overlooked that more than 15,000
people have lost their lives on Australian roads in this period, and some 300,000 have been
hospitalised with serious injuries.



Over the past several decades, Australia has earned an international repsitamhoode|

country in many areas of road safety intervention. But the overall perfornmarezznt times

has not kept pace with the achievements of other developed countries, and there isa need f
a major shift in thinking by governments and the community.

The time is ripe for a fresh approach — for a new National Road Safety Stitzeowyl

address the safety deficiencies in the road transport system and deliverasighifther
reductions in trauma levels.

What strategies and actions have been effective?

Australia has a strong record of road safety achievement, and has be
some areas, particularly in introducing key behavioural measures
seatbelt wearing, random breath testing, intensive speed camera grag@more
recently, roadside drug testing. Between 2001 and 2010, effort tinued to target the
entrenched behavioural causes of serious road crashes, bu e was alsongncreasi
attention given to some of the systemic problem areas in the road transpont syste

A 50 km/h urban default speed limit was introduced. This has been linked to a 20 per cent
reduction in casualty crashes, with greater reducti rashes invedviogs

injuries and fatalities; some evaluation studi wn particular bemefits f
pedestrians and other vulnerable groups [2, munity surveys found that public
support for the reduced limit increased afte ange [5].

Limits of 40 km/h or lower were intr higher-risk pedestrian and school areas.

Enforcement of urban speed limits was strengthened, using covert and overt speed
cameras and actions to address t gnificant risks associated with levspaeding.

There was progress ininfrastructure safety, with some states inmpiegisajor reviews
and remedial programs prove the safety of high-risk routes (such acthe P
Highway and Princ% way in NSW.)

Targeted tre
programs.

t of crash locations continued through federal and statgbtack s

res including: increased supervised driving requirements; psengasand
g restrictions; mobile phone bans; zero blood alcohol concentration limits;

Most states introduced random roadside drug testing programs.

Pedestrian and bicyclist safety was improved through better crossiliigfaatycleways,
reduced speed limits (especially at school zones) and barriers to proesiriped.

Standards for Dynamic Side Impact Occupant Protection and Offset Aropgait
Occupant Protection were mandated for all new vehicles.



Efforts to promote the benefits of vehicle safety were escalated through public
information campaigns and support for consumer ratings initiatives such as the
Australasian New Car Assessment Program (ANCAP) and the Used CirFatiag
(UCSR) scheme.

Three-point seatbelts were mandated for all seats in new passenger darandde
seatbelt and child restraint regulations were strengthened to ensutedhidran, up to
the age of seven years, are appropriately restrained in passenger vehicles.

Important national fatigue management, compliance and enforcement refamns we
initiated to support the development of a safer heavy vehicle transport sec



3. CURRENT SITUATION

Size and nature of the problem

Each year, road crashes kill about 1,500 Australians and hospitalise another 30,000] The tota
estimated cost to society is $27 billionqzhd the direct human impacts are devastating: in
addition to the many lives cut tragically short, debilitating injuries oftsaltrén lifelong

pain, grief and suffering among road crash victims, their families and conmsunit

The following analysis of serious casualty (death and serious injury)aftges some-insight
into the nature of Australia’s road trauma problem and the issues requiri ion.

Major crash types X
A large proportion of serious casualties involve three common crag&e , as stown bel

Figure 4: Serious casualties by crash type (&Yy
%ydlrashes, typically involving
e icle, account for about 30 per
R

serious casualties (and a
proportion of fatalities).

\Crashes at intersections are the cause of

another one-third of serious casualties.

O
Heavy vehicle crashe

Heavy trucks an ses make up only three per cent of registered vehicles butfaccount
about eight per cent of the vehicle-kilometres travelled (VKT) on Aussaioads. As Table
2 shows, these icles are involved in a relatively large proportion of roaddstalit

Table 2; aths and serious injuries involving hea vy vehicles

e Proportion of total Proportion of Proportion of
0 VKT total deaths total serious injuries
- trucks 3% 10% n.a.
Rigid trucks 4% 6% n.a
Buses 1% 2% n.a.
All heavy vehicles 8% 17% 3%

Note: Serious injury estimates are not availabterfdividual heavy vehicle categories; percentagayg not
add to 100% due to rounding.

% Based on the willingness-to-pay method of valtinghan loss, which reflects the amounts that peangle
prepared to pay to reduce risks to their lives.

“ The statistics in this Section are drawn from savéiata sources to provide national estimatesy Bheuld be
regarded as approximations only.



Road user groups

The following table lists a number of particularly vulnerable or high-risk roadguseps,
defined by their mode of transport, demographic profile or licence status.

Table 3: Deaths and serious injuries among vulnera  ble road user groups

Proportion of Proportion of
total deaths total serious injuries
Pedestrians 13% 9%
Motorcyclists 16% 22%
Bicyclists 2% 15%
Young drivers (17-25 years) 12%
Older people (65+ years) 16%
Children (0-14 years) 4%
Indigenous people 10%
Unlicensed motorists 6% n.a.

Note: categories are not mutually exclusive.

Behavioural factors w
Certain behavioural factors continue to be@in many serious casaaligs The

most significant are identified below.
Table 4: Deaths and serious injuries by mai @ ioural factor

Proportion of Proportion of
total deaths total serious injuries
Speeding 34% 13%
Drink driving 0 30% 9%
Drug driving 7%°? 2%
Restraint non-use 20% 4%
Fatigue 20%—30%" 8%
Note: categories t mutually exclusive.
a. Estimate e es fatalities involving both &lalband other drugs, which are included in thelddriving

tigue involvement in seriousuedty crashes vary considerably. However, it isekyd
significant contributing factor.

Geographic distribution of crashes

As indicated in Table 5, serious casualty crashes are widely dispersesiAastslia’s
metropolitan, regional and remote areas. The issues in these areas camsagrably,
even though there are substantial underlying similarities. What is allgtenportant in one
category of region or one area within a region may not be as important in another.



Table 5: Deaths and serious injuries by crash regi  on

Proportion of Proportion of
total deaths total serious injuries
Metropolitan areas 25% 36%
Inner regional areas 41% 45%
Outer regional areas 24% 14%
Remote areas 4% 2%
Very remote areas 6% 3%
Key challenges 0
The statistics outlined above are far from comprehensive, but the ic peexity of

ere rgad safet
S on our roads, such as

road trauma and the wide range of factors that need to be con
organisations. They also point to some of the major systemic. pr
the frequent occurrence of three basic crash types: run-o d,

Much of Australia’s past road safety effort has focus counteringlibegaviours.

While the benefits of this have been clear, it is now understood that a large proportion of
casualty crashes result from drivers — or other r ers — making mistakelsieVe a
substantially greater gains in the future, muc % emphasis neeqsaoeokeon
initiatives that improve the inherent safety oad transport system.

Some of the major strategic challeng ss ralian road saeetg:ar

Reduce the number of serious casualty crashes involving the three major crash type
single vehicle run-off-road [tiple vehicle intersection and head-on crashes.

— Between 2004 and 2009 number of fatal single-vehicle crashes on Australian
roadsincrease ive per cent despite a five per cdetreasen total road deaths.

Reduce the n&o ashes involving heavy vehicles.
— Heavy s and buses make up only three per cent of the vehicle fleet, but are

7 per cent of all road fatalities — about 240 deaths each year.

number of serious casualties among pedestrians and cyclists.

ce the number of serious casualty motorcycle crashes.

- :Motorcycle riders make up 22 per cent of serious casualties, yet motausggje
accounts for less than one per cent of vehicle-kilometres travelled.

— Between 2000 and 2009 the number of motorcyclist deaths increased by 18 per cent.

— Single vehicle crashes account for 42 per cent of motorcyclist deaths.



Protect young road users, particularly novice drivers.

— People aged 17 to 25 years make up 25 per cent of drivers killed or seriously injured,
but represent only 16 per cent of the adult population.

Reduce poor road user behaviour and the consequences of such behaviour, particularly
— drink driving (28 per cent of fatality injured drivers are over the legal limit)
— failing to wear seatbelts (28 per cent of vehicle occupant fatalities arkad)be

— illegal and inappropriate speed (a major causal factor in 34 per cent of deaths).

Develop interventions that respond to the different needs and circu @- f urban,
regional and remote Australia. XV
— The predominant crash types and risk factors vary between these br

Fatality rates per population are significantly higher‘)@ nal andtecaneas.
Reduce serious casualties on outer metropolitan Kw) S.

— There is evidence that the number of seri inj
metropolitan intersections is increasing.

oad areas.

ashes at major outer

Reduce serious casualties on roads ¢ local government.

— Local roads account for more r cent of serious casualties in s@se stat

Reduce the incidence of serious casualties within Indigenous communitienangl a
other disadvantaged peop

<§Q
S
X
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4. THE WAY FORWARD

Australia has adopted a principled road safety vision, backed by ambitious tsitcreali
targets and performance indicators. Achieving the targets will requargge of strategic
interventions and commitment to a road safety management system that will baitdgow
the realisation of this vision.

Our vision

Safe roads, Safe speeds, Safe vehicles and Safgigpeo

Australians should not regard death and serious injury as an inev costtohvead
Crashes will continue to occur on our roads because humans makesmistake

matter how informed and compliant they are. But we do n ccept a transport
system that allows people to be killed or severely injured onsequence.

This is a new way of thinking about road safety. It re wgh level oératate to road
trauma, a focus on the overall safety performanc d transport apstetention
to each of the elements that make up the syst

We are not likely to see the elimination of serious injury on Austrahd's by
the year 2020. However the |mplement ctions in this strategy wiliday
foundations for the creation of a ge ,. e system of road travel.

The journey towards this vision
roads, to strengthen regulation, at

compliance with traffic Iaw

This strategy describes.t eps needed now, and in years to come, to pat Hadergry
heart of our road transp ystem — a system which delivers Safe Roads, Sdse Safee
Vehicles and S &ole

iII r significant effort to enhance thetyjoalbur
d demand for safer vehicles, to improve road user

Building a national road safety culture — our strakegic objective

a shared responsibility. Achieving lasting change in roagsgife¢quire

s, industry and the broader community to work together. It will also require
ant improvements in the way governments and other organisations mansajetye

of our road transport system.

This means we all need to change the way we think and act about road safety. Each one of us
has a role — whether we are road planners, designers or builders, vehiclersnmirfieet

operators, policy makers or business professionals, or individual road users goinguabout
everyday activity. Our collective task is to build a culture where safety inherent part of

all decision-making that affects the road system, its operation and its use.

11



Targets

As a step towards realising this vision, specific targets will be adopteediactions in the
annual number of fatalities and the annual number of serious injuries, to be achidved by t
end of 2020.

Under the previoublational Road Safety Strategy 2001-20d4.@eduction target was set for
fatalities only. For this new strategy, due attention will be given to ti@usanjury
dimension of the road trauma problem.

Based on the modelling conducted for this strategy ( described in Section 5), at
with the desire to set ambitious goals for Australian road safety, it is propostddtak
and serious injury reduction targets3®f per centAchieving such targets %
concerted effort to implement effective road safety measures. A rap ed initiatives
is set out in Sections 7 to 10 of this strategy.

pocbnsist

Safe System principles (%

The strategy is based on the Safe System approach proving road safetypidasta
requires a holistic view of the road transport system a teractions amimgmda
roadsides, travel speeds, vehicles and road use nsistent with the loraptesafety
vision, it recognises that people will always %

es — and may haveasiaescr
but that those crashes should not result in t rious injury.

The Safe System approach was adopt ustralia during the period of the previous
national strategy, through the Nationa afety Action Plans and the stateqi
individual states and territories. It is consistent with the approaches adoptexidafest
eme of the landmark OECD Tepuatrds Zero:

countries in the world, and is ntra
Ambitious road safety targe:f%e safe system apprpabhshed in 2008 [6].
There are several guiding principles to this approeh:

1. People make-mistakeddumans will continue to make mistakes, and the transport system
must accom these. The transport system should not result in death or senoas injur
a consequence rrors on the roads.

2. Hu hysical frailty. There are known physical limits to the amount of force our
bo ke before we are injured.

3. A *forgiving’ road transport system. A Safe System ensures that the forces in collisions

do not exceed the limits of human tolerance. Speeds must be managed so that humans are not
exposed to impact forces beyond their physical tolerance. System desigth@serators

need to take into account the limits of the human body in designing and maintaining roads,
vehicles and speeds.

Shared responsibility

Responsibility for road safety is shared by alll.

12



While individual road users are expected to be responsible for complying wiith lrafs

and behaving in a safe manner, it can no longer be assumed that the burden of road safety
responsibility simply rests with the individual road user. Many organisations -ytterts
managers’ — have a primary responsibility to provide a safe operating envitdiomerad

users. They include the government and industry organisations that design, buildnmaintai
and regulate roads and vehicles. These and a range of other parties involved in the
performance of the road transport system, and the way roads and roadsides atehased,
responsibility for ensuring that the system is forgiving when people maitakes.

Linkages and synergies

There are many factors that will impact on road safety performancdefattre. |
conditions, environmental priorities and a range of other issues in socie

and varied transport challenges. Based on the above principles, mu oad gafigty act
can be considered as a means to support:
a more sustainable and active lifestyle

improved environmental outcomes, which will reduce energy co umptlon and reduce
greenhouse gas emissions

reduced pressure on health and hospital syste%wuma and substance abuse

improved workplace safety

improved land use planning and urban a

productive economic activity resultin r crashes, unreliahlel tiines and

associated effects.

Increasing use of public transport is a good example of how this new approach categene
greater synergies between ro afe d other societal factors.aBddeains are safer
modes of travel than cars an ycles, and the fewer people using lightsvehitie
roads, the fewer road dea rious injuries will occur. Increasing tbkal®rnative
modes of transport, as nd use planning that reduces the demand for ttavel, wil
improve safety, reduc% ion and vehicle emissions, and support sustainability.

improve road safety benefit from strong partnershipsemetw

and agencies in other key sectors, particularly heallgrisig that

road safet e all, a major public health issue — and police and educatiorctisee Se
by fostering greater use of emergency crash notificatiemsyroad

can help the health sector improve the delivery of medsiainass

T tegy is complemented by other national strategies and agtiidieare addressing
specific areas of road safety. These include:

the National Railway Level Crossing Safety Strategy 2010-2020

the Australian National Cycling Strategy
state and territory road safety strategies.

13



Interventions

Achieving the 10-year casualty reduction targets, and building a platfotimefetrategy’s
longer-term aspirations, will require a range of specific road safétyna or interventions.
The strategy is based on four ‘cornerstone’ areas of intervention:

Safe roads

Safe speeds

Safe vehicles

Safe people.

These cornerstone areas, along with the proposed interventions, i{@im de

Sections 6 to 10 of this strategy.

Making it happen &?
The cornerstone interventions must be supported by a-series of management functions
focused on achieving results. These are addressed i ion 11, which outlinesities prior

for:
adopting a results focus for the implemen '0;1 obthe strategy
ensuring effective coordination of activi g all key players
ensuring rules are in place to ba % mitment to road safety

identifying funding and prioritising. the allocation of resources to safety

promoting a shared resp lity for road safety
monitoring and evalua afety progress

investing in resear d-development, and knowledge transfer.

O
2\
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5. RESEARCH AND MODELLING

Modelling the strategy’s ambitions

Strategy initiatives and their likely benefits were estimated thrextgnsive data modelling
carried out by the Monash University Accident Research Centre (MUARC)wbDhiswas
informed by a review of Australian and overseas research on the effectieéispecific
road safety interventions. The base crash data used in the model was providehl $tate
and territory road authority.

The modelling process
A macromodelling approach was used by MUARC to estimate the r Qn seriou
casualty numbers (people killed or seriously injured) that would r fro oang

ini s likelyeta hav

possible road safety interventions. The model focused on those initia
significant effect omationalseriouscasualty numbers, based ﬁ%ﬁ evidence and/or

[72)

expert opinion. The model involves two time periods, call ence periodand the

baseline period

The reference period is 2002—200Tis represents r(%\%gy timespan that can be used
to extrapolate serious casualty trends into the future. During the refeesmmd gerious
casualty numbers per vehicle-kilometre trave T) declined by alagee.45 per cent
per year. This trend was combined with th growth in VKT out to 2020, to

determine the future path of serious casua mbers if there were no ohédrge
conditions experienced during the re \%u riod

The model then estimated the impact.on these projected numbers of a range of ionsrvent
in excess of those that opera uring the reference period.

The baseline period is 20 lis is the baseline for calculating projected percentage
reductions in the ann of serious casualties and for measuring pmgaeds the
strategy targets. Using latest available national data on seaiBugty crashes, a baselipne
period of three y (2005-2007) was used to average out any short-term variations

What the m ing shows

ose of the modelling is to estimate what level of serious casdailtyion can
during the life of this strategy and to indicate what kind of action would be

to bring this about. Table 6 describespassiblepackages of key interventions

that are estimated to achiev8@per centeduction in the annual number of serious
casualties. The packages are based on some different assumptions about the thaixvesini
and policy settings implemented during the life of the strategy. They areeantly options

for achieving the proposed reduction, but are indicative of the type and level of intervention
that may be required.

® For these conditions the model projec@areductionin the annual number of serious casualties byéae
2020. This estimate assumes a continuation oftdenlying level of road safety activity and rate of
improvement that occurred during the referenceopeind it factors in a 2% per year growth in vishic
kilometres travelled (based on mid-range projectiproduced by the BITRE).
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Table 6: Possible packages estimated to achieve a3 0 per cent reduction in annual serious casualtiesb  y 2020

PACKAGE A:
Roads Speed limit reductions  Speed compliance Vehic les Road use Cumulative serious
casualties prevented
Strong investment in Targeted speed limit 1% speed reduction on Full Electronic Stability han graduated 32,000 (if road initiatives
targeted safety programs reductions on higher risk urban roads (reach: 100% | Control (ESC) uptake in licensing systems (from introduced in year 3 and
50, GQ gr;d 100 km/h of casualties)10 light passenger vehicles ear 3) speed initiatives in year 4)
roads 1% speed reduction on Intelligent Speed educed Blood Alcohol 34,000 (if road initiatives
regional/remote roads Adaptation (ISA) Concentration (BAC) limit | introduced in year 3 and
(reach: 20% of progressively introduce for all drivers to age 25 speed initiatives in year 2)
casualties)™ (from yea years
ESC and si
protection in.li
e€\ Is (from year 4)
PACKAGE B:
Moderate investment in Same as Package A plus: Same as Package A %e as Package A Same as Package A 33,500 (if road initiatives
targeted safety programs T d d limi introduced in year 3 and
argeted speed limit speed initiatives in year 4)
reductions on medium risk
60 km/h roads 36,500 (if road initiatives
introduced in year 3 and
speed initiatives in year 2)

Note: In addition to the effects of the specifitenventions li in each package, the model assuihat there will be ongoing incremental gainsfroontinuing
improvements in a range of behavioural programstisoing i ents in the safety of the geneediicle fleet; and continuing investment in genarflstructure
improvement (at current levels).

® Total number of serious casualties (fatali
" Targeted speed limit reductions o
8 Targeted speed limit reductions o
° Targeted speed limit reductio
° Enhanced speed enforceme
" Enhanced speed enforcement to
regional/remote roads.

us injuries) prevented during the life of seategy from the specific interventions modelled.
h roads. Modelling assumes that this will appl¥0% of serious casualties on 50 km/h roads.
Kkeoh roads. Modelling assumes that this will appl®25% of serious casualties on 60 km/h roads.
NS O r riskkbdMh roads. Modelling assumes that this will appl20% of serious casualties on 100 km/h roads.
%a ce overall sfpyetP6 on urban roads. Modelling assumes thaidtisipply to 100% of serious casualties on urbaands.
educe overall sfiisetlo on higher risk regional/remote roads. Mitglssumes that this will apply to 20% of sericasualties on
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While the packages outlined above are not the only options for achieving a 30 per cent
reduction in annual serious casualty numbers, they serve to identify the arezestestgr
potential gain during the life of the strategy. They also illustrate theedef intervention (at
a national level) that would be required in each area.

Estimated road safety benefits from this strategy

While the policy scenarios outlined above relate to a 30 per cent reduction in anmwel seri
casualties, there is clearly potential to achieve larger reductionsi@asing the level of
intervention in one or more of the cornerstone areas. Once the detailed elemeasts of thi
strategy have been finalised — after consulting with the community — fur
be undertaken to inform the adoption of specific targets for'2020

sometimealuring the life of the strategy — that is, they could be introduced quickly or phased

To achieve these 2020 reduction targets, the relevant intervention& need to be in place
in gradually over the next 10 years.

However, the pace of implementation will have an important effect ocuthelative

numbers of deaths and serious injuriggevented. Early implementation of major initiatives
such as speed limit reductions, enhanced enforcement.orincreased road investment ca
significantly increase the total number of serious.casualties prevented ol tti¢he

strategy. This is illustrated in the last column of bove.
The relative contributions of the different i ion areas are shown ireFgur
Figure 5: Serious casualties prevented fror?réa tervention category *

18000

16000

Cumulative serious casualties prevented

14000 . .
for each intervention category

12000

10000
8000 M Package A
PackageB

6000

4000

2000

Safe Roads &  SafeSpeeds-  SafeSpeeds-  SafeVehicles Safe Road Use
Roadsides compliance speed limits

0

* Chart shows the estimated number of serious d@ssiprevented for each intervention aieésolation
These cannot be added together to determine thegaig benefit because of overlap effects betweeareas.

12 The 30 per cent reduction in serious casualtiefepted by the MUARC model is calculated from the
baseline period 2005-2007 as described on pag& 4 actual reduction target(s) adopted for thetetyy may
be referenced to a later period (such as 2009-2010)
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For both packages presented here, most of the estimated serious caguelityme come
from interventions in theafe roadsandsafe speedgoth speed limit reductions and

improved compliance) cornerstones. The MUARC research indicates thatréesbave
the greatest potential to significantly influence casualty reductionsloeeikt 10 years.

This does not diminish in any way the importance of the other cornerstone areas

The benefits of vehicle safety improvements accrue over many yearstiveféation in
this area will deliver some benefits in the short-term, and also will have &csighi
impact on safety gains beyond the life of the current strategy.

by targeting specific groups and risk behaviours. It is difficult to quantify thefite of
many of these targeted interventions — such as training and educ

on.prog
a&ar as. (It should be
noted that a lot of activity in this area was initiated under the p S strtegyodel
assumes that continuing incremental gains will flow from th?@i ives.

All of the scenarios modelled for this strategy would result in significahicteons in road
trauma and would deliver substantial benefits to Australia’s health servicasxedses, tax
payers and the general community

18



6. STRATEGY INTERVENTIONS

Presentation of interventions in this strategy

As indicated in Section 4, this strategy is based on four cornerstone areas/ehtida.

The next Sections (7 to 10) describe the interventions intended for priority impétioends
well as others for further consideration, for each of these areas. TableiBaetett strategic
aim of improvements for each cornerstone.

Table 7: Strategic intent in each of the cornerston e areas

Safe Roads
Roads and roadsides designed and maintained to reduce the risk of crashes occurring and to
lessen the severity of injury if a crash does occur. Safe roads prevent uninten sethrough

design and encourage safe behaviour by users.

Safe Speeds }
Speed limits complementing the road environment to manage crash&tf es to within

human tolerance; and all road users complying with the speed limits.
Safe Vehicles \/

Vehicles which not only lessen the likelihood of a crash protect occupants, but also simplify
t

the driving task and protect vulnerable users. Increa: will involve vehicles that
communicate with roads and other vehicles, while [ rotective systems when crash
risk is elevated.

Safe People
Encourage safe, consistent and compliant behaviour through well-informed and educated road
users. Licensing, education, road rules, en ent and sanctions are all part of the Safe

System.

In Sections 7 to 10 on-ea e four cornerstone areas, the specific aims andabgons
pursued through this str y are presented under the following headings:

Directions — what the strategy aims to achieve by 2020

This is a br Icture of the major changes expected to take place over the period of the
strate
Fi actions for the first three years

Thesevinitiatives represent specific commitments to action in theyeaitg of the strategy.
Future Steps — what else will be considered?

These are some of the possible longer-term initiatives that will be givlefwonsideration
as the strategy progresses. Many of these represent measures whietuivitd considerable
discussion with the community about how they might be implemented and why they are
important. In the medium-term, some of these may not proceed as initially e&visag
Inclusion of the more forward looking initiatives will provide a basis for on-going
consultation.
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A full review of the strategy will be conducted in 2014. This will include an asssd0f
progress in delivering each of the initiatives listed under First Steps and ftotisidderation
to implementing other proposed initiatives.

Developing interventions to address the most impoaint road safety issues

To guide the development of a combination of initiatives which are likely to help tteach
ten-year casualty reduction targets, first the major crash risk w®&unesdentified (see
Section 3) and then the types of intervention most likely to be effective in tadidisg t
issues. These broad areas for improvement became the focus for developin b det
measures in each cornerstone area. They need to:

have considerable potential to yield benefits based on available ev&.l

not present the community with a potentially unreasonable bu

Table 8 below shows how actions in each of the four corner or?as addreserthe maj

crash problems identified in Section 3, and the benefits th expected tofprovide
specific road user groups.
Table 8: Crash problem areas mapped to the strategy  co (%\X)

Crash problem areas Safe Roads
(See Section 3)

Safe People

Crash type

Intersections

Run-off-road

Head-on

Crashes involving heavy
vehicles

Behaviours

Speeding

Fatigue

Distraction

Drug driving

Drink driving

Restraint non-use
v

Road user.groups

ovice drivers

Motor ists

Indigenous road users

Pedestrians

Bicyclists

Older road users

Unlicensed motorists

some or indirect
Key to relative benefits: benefit only moderate benefit substantial benefit

Where
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there is insufficient proof or community support for particular measures, isktagl
demonstration or pilot projects may provide a means of demonstrating the practica
application and benefits of new initiatives.

Identification, monitoring, and responding to new and emerging crash risk isélues w
continue, particularly in geographic sub-areas, or specific road user/dghimggroups,
with a high crash risk.

Tailoring interventions for different areas

A large proportion of Australia’s fatalities (65 per cent) and seriousasj(59 p
occur in regional areas and the fatality rates per population are sigthj;fih'

regional and remote areas.

It is important that interventions are developed to respond to the
circumstances of metropolitan, regional and remote Australia. Iti
acknowledge and respond to the differences encountered |
must take into account not only differences in the most co
but also the relative practicality and feasibility of certain:i

The following table shows how some of the key i

certain locations.

Table 9: Key areas of intervention by cornerstone

ach'ju

i xeeds and

rtant to

sdiction. Tlss proce
ash types andoisk fact
tfor different areas.

entions will have a particydactinm

eographical location.

Area Safe roads Safe §p§g&/ Safe vehicles Safero aduse
All of All road projects to | Best practice Improved vehicle Ongoing behaviour
Australia comply with Safe spee safety standards. change programs
System principles. forcement. Increased uptake ;tqoerendeset geographic
Safer roads lic information of crash avoidance '
programs ta out the and occupant
key crash community benefits | protection
of lower travel measures.
speeds.
Introduction of risk-
based national
speed limit
guidelines.
Metro afer roads Reduce speed Improved
ar programs targeting | limits at intersection crash
intersection intersections. avoidance and
crashe_s and More 40 km/h ped_estrian an_d
protecting S cyclist protection.
vulnerable road spﬁed I|.m|ts n
USErs. pedestrian and
cycling areas.
Regional Safer roads Review of speed Focus on Improved access to
and remote programs targeting | limits on higher countering run-off- | graduated licensing
areas run-off-road and crash risk routes. road crashes. for disadvantaged
head-on crash risk, groups.
and safer
intersection
treatments.
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Accountability through Safety Performance Indicators

The primary measure of success of this strategy will be the actuaticedin the number of
serious casualties on the roads. This measure will be used to monitor progressttovards
2020 targets.

In addition, a range of Safety Performance Indicators (SPIs) is to beststdlib help assess
progress in implementing the specific strategy interventions. These will e bas
measured changes in serious casualty outcomes relating to key straemiordi, and
indicators of intermediate effects (such as changes in average speg@ds) relating to key
initiatives.

The SPIs will be further developed and refined through the first two yed % y.
Some preliminary indicators have been identified, and these may be used.to commence
monitoring and reporting on progress annually. Examples are set in of the
cornerstone intervention areas in Sections 7 to 10.

As part of the accountability arrangements for the strategy(g Opbat:
ith

- the Australian Transport Council will be provid
performance report, informed by the measures de

annual progress and
ibed above

- afull review of the strategy will undert the end of 2014, including an
assessment of implementation progress;.areview of the strategy objantives
targets, and identification of prior'@ ions for the next three years.

C
N
O

2\
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7. SAFE ROADS

Safety treatments to the road and roadside have a major influence in preversives ar
minimising the consequences of a crash.

Infrastructure investment
Road safety improvements derive from two broad categories of infrasguevestment:

Investment in new road construction and major upgrades, including highway duplication
This activity is primarily associated with mobility and economic peréoroe benefits,

with safety being an ancillary benefit. Together with ongoing maintenaor
accounts for most of the road funding in Australia.

Expenditure on safety-focused road works. This includes blac Nedial programs
but also covers route-based (mass-action) treatments to improve the risk piafigeof
sections of the network. Such investment is associated with high benefit-mssirat
general and high safety returns in particular.

small population. This places limits on the level of ex e on infrastrucidire a
infrastructure safety per kilometre of network, a he proportion of highwaya¢ha
likely to ever be converted to dual carriagew [ efore importardtomse the
safety benefit of the overall investment in t road infrastructure.

Compared with many other countries, Australia has large road networkedattivaly
S@

Total national expenditure on specific so sed road works is expectedsidcbe $
million in 2010-11. This includes expenditure on black spot remedial treatments, as well as
more broadly based safety-focused activities such as route risk assemstheaatment,

road safety audits and treatm ap over large sections of road networkssaféty-
targeted spending has increas tantially over recent yealg@pstgents only five per
cent of the total investme % alia’s road infrastructure. There msgope to adjust

the mix of general an fety-focused road funding to substantially incosaksafety
outcomes while still ac ing other important transport objectives.

estimation m traditionally used in Australia is based on the objective vatst of |

Investment decisions.are informed by the estimated value of expectedosadetys. The
é%hy of crash victims (the human capital approach), which produces

ri o.their lives. While this method is widely regarded as superior [1],ithaneeed to
de and adopt suitable willingness-to-pay estimates at a national level.
Land use planning

The Safe System approach requires a holistic view of the road transport. Siséeenare
opportunities to improve overall safety, and in some cases avoid the need for expensive
remedial treatments, by considering the road safety implications of larglamming
decisions. This could ensure, for example, that strip shopping centres on major roads
incorporated safe access facilities for all road users, and that high spdedvere not built
with uncontrolled access points.

23



EVIDENCE — what is known
The majority of serious road casualties involve the following crash typesseaation
crashes (about 32 per cent); run-off-road crashes (about 30 per cent); head-@n crashe
(about 8 per cent).

There are many uncontrolled accesses to the arterial high-speedkntwkiiometre.

A low proportion of the network is fitted with median barriers to separate opposing flow
and side barrier protection.

There are many high-speed intersections in rural areas and limited os@ and

raised platforms at intersections.
There are many narrow traffic lanes and unsealed and narrow routas.

There is limited use tactile line treatments (rumble strips) o i&lﬁdmﬁges.
atgfwi

Many roads have insufficient clear zones, which can b th intdese
zones, sealed shoulders and/or appropriate barriers.
These factors indicate that there is a substantial o oixgortunit)gmemr
improvement of infrastructure safety. Many of the treatments arevedjaklbw cost but
collectively will require considerable funding.

Infrastructure improvements can have a.major effect on reducing crashesny cases

these interventions are relatively low n provide community bendgftmamy

times the cost. Examples of treatm known to provide significant castshyreduction
benefits on high-speed rural roads
shoulders (30 per cent), adding-a
on the shoulder of the road
serious casualties involving

rn lane at an intersection (32 per cenihireglge
ent), and installation of barrier systems (90 pér cent
ehicles) [7].

Substantial reductions sualty crashes can also be achieved by I@peeddimits on
the approaches t ersections, with or without supporting infrastructure treafBjent

Intersection crashes can be reduced through:

on.
rms — raised pavement through an intersection to slow traffic, usuallyain areas

Traffic separation — can improve safety at intersections by creatirttpa $&paration
between traffic turning and travelling through the intersection. Improwenoan include
better lane marking, traffic islands and separate lanes (but still unddrcigtral) for
left and right turning vehicles; as well as separation of vulnerable roesiwisere
possible in higher traffic areas.

Rumble strips — can be installed at certain locations which will alert mettetthey are
approaching intersections and rail level crossings.

Reducing the speed limit on the approach to the intersection.
Appropriate and safe amenity for pedestrians.
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Run-off-road crashes can be avoided or reduced in severity through:

Infrastructure treatments including safety barriers, tactigelates, shoulder sealing, ang
removal/relocation of roadside hazards and objects.

Setting speed limits according to the safety standards of roads and roadsides.

Effective management and clear accountability for removal and trimmivepetation in
order to maintain the safety and efficiency of the road.

Head-on crashesan be the result of poor overtaking decisions but more ofw%w fro

drivers straying over the centre line due to inattention, fatigue, or losmigptofthe vehicle
for some other reason. This is particularly a problem on higher-speed % hAofa

proven treatments can be undertaken on standard two-lane or one- ded road
create more secure separation:

This can be achieved with the additior
of wire rope barriers in the median an
on the side of the road (see photo to
right), with some provision of
overtaking opportunities (like the so-
called 2+1 roads in Sweden).

Median wire rope with clear zones
either side also has the potential to
yield dramatic improvement. A recent
study of this type of treatment on the
Pacific Highway in NSW i tes tha
the number and severity© shes

have been substanti @ d along
the treated sectio e-highway [9].

roads th ider (one metre)
o @ S (see photo to right) has also |
been shown to reduce casualty cras

All of these options are considerably | &
less expensive than dual carriageway
and can deliver significant safety
benefits.

i
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Although black spot programs do a good job of fixing problems in specific locations with
poor crash records, the majority of crash sites are widely dispersesd #ive road network.
A broader, more strategic (and more resource intensive) approach to improvingtyefsa
the road network can be achieved by treating high-risk sections. These iedgittes of

road that have a history of serious casualty crashes (black links) or tedidevidentified
as high-risk through a safety review process. The aim is to progressivatimeaoverall
network safer over time through the strategic application of effectivieneass.

Road infrastructure has a life of 25 or more years, so the investment made tbday avily
save lives over the next 10 years, but will continue to save lives and avoid serious injurie
well beyond the life of this strategy.

Local governments will need support to apply the Safe System appr 3 o find and

Up to 50 per cent of serious casualty crashes occur on roads controlled pigernme
apply cost-effective and innovative solutions.

Case study- road safety review of the Pacific Highway

A comprehensive, multi-disciplinary roadf s
safety review was undertaken for the '
Pacific Highway in NSW from Hexham tg
the Queensland border. The review i
focused on identifying measures able o‘

all fatal crash locations for the 4@ five
years, and detailed crash i
Based on this review, a
engineering works w
implementation of
the annual num f fatalities being reduced from 55 to 25 and injuries being reduced from
617 to 483 (between 2003 and 2006). The benefit-cost ratios for the works were estimated to

A similar review and resulting works on the Princes Highway also resul@gmatic
' annual fatalities from 25 to 4, and injuries from 324 to 294 (between 2004 and

3 Supplied by the Roads and Traffic Authority, NSW.
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DIRECTIONS — what the strategy aims to achieve by @0
All new roads designed, built and operated in accordance with Safe System gsincipl

A substantial reduction in serious casualties due to roadside, intersection and head-on
crashes.

All levels of government to:

- have assessed risk on their road network and re-focused road investment programs to
treat higher-risk sections of the road network (road segments, tiaff:

defined areas) in addition to more targeted black spot programs Q

- have adopted and applied the willingness-to-pay methodolo % reductions in
fatalities and injurie’$

- be assessing the benefits and costs of safety treat s%a wifele-of-|
assessment

Wroad safety perforofance

principles.

Widespread application of improved safety-focused standards for road design and
construction consistent with Safe Syste inciples.

- have accepted accountability and responsibili
their networks in accordance with Safe S

FIRST STEPS: Actions f e first three years

1. Road authorities at.all government levels will ensure that all new road prajgaiy
Safe System prin

2. Modify infras ure funding guidelines and agreements to increase #tg saf
benefits resulting from such programs.

atments to address head-on, run-off-road and intersextioescr

infrastructure treatments and supporting measures addressiggssates for
road users, for example: motorcyclists for popular motorcycleyoute
cture improvements for older road users; people accessing puidjoita
lists.

5. Develop a nationally agreed approach to applying the willingness-to-pay metgppdol
to value safety.

1 Willingness-to-pay estimates reflect the amoulnés people are prepared to pay to reduce riskseio lives.
15 Guidelines scheduled to be developed by Austroads.
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FUTURE STEPS — what else will be considered?

Establishing projects in selected provincial towns to demonstrate the a@ragitication
and benefits of Safe System design principles, or other means of promotinguthefval
such interventions.

Working with local governments to develop and deliver infrastructure improvement
strategies that include cost-effective safety treatments (fongeaflexible barriers,
roundabouts, shoulder sealing, rumble strips).

Systematically assessing risk levels for highest volume roads andigirigrioad
sections for safety improvement. This would build on Austroads work to develop a|risk-
based assessment model.

Implementing infrastructure measures to physically separatistsyahd motor vehicles
on higher-speed roads with significant bicycle usage.

Introducing motorcycle black spot/black length programs in all jurisdictionsnpally
funded by a levy on compulsory third-party injury insurance for motorcyclists (a
Victoria has done).

Improving land use planning to reflect Safe System principles, including goeateol
of roadside development for safety.

How will progress be assessed?

Ongoing

Number of serious casualties from single-vehicle crashes.

Number of fatal crashes in the three major crash types: intersection, meaa-off-
road.

Performance reporting of serious casualties on specifically nominated atedl tread
links.

By 2014

Report on delivery of action items 1 to 5.

2\
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8. SAFE SPEEDS

Speed is highly implicated in a large proportion of serious casualty crashesllAas having
a direct causal role in many instances, speed contributes significantlysevérgy of most
crashes. Measures addressing vehicle speed can mitigate the sewzashes regardless of
the underlying reasons for the crash. The speed problem is partly a behavsmealigh
motorists frequently choosing to travel at illegal or inappropriate speledgever, speed
limits across the network should be aligned with Safe System principles.

EVIDENCE — what is known

Crash risk evidence

The likelihood of being involved in a serious casualty crash rises significaitilyeven
minor changes in travelling speed. For example, Australian research avthe tisk
n

of a serious casualty crash doubles with just a 5 km/h speed.in 60 km/h urban roads
or with a 10 km/h increase on rural highways [10, 11].

Internationally accepted research by Nilsson [12] ha blished setdi@mnship between
changes in average traffic speed and crash outcomes. The Nilsson model shows a
5 per cent speed increase leads to around a 15 per cent increase in serious shesyatiha

22 per cent increase in fatal crashes. Similarl per cent decreasamigpeed, there
are typically about 15 per cent fewer serious.i ashes and 20 per carfatalve
crashes.
Figure 6: Relationship between change in @rg and crashes
50%
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o 30% - Serlou_s _|nJ_ur|es
Q = Other injuries
= 20%
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S 0
(&)
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'50% T T T T T T T T T T
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Survivability of crashes

The chances of surviving a crash decrease rapidly above certain impact sgesutindeon
the nature of the collision [13]:

car/pedestrian: 30 km/h

car/motorcyclist 30 km/h

car/tree or pole: 40 km/h

car/car (side-impact): 50 km/h

car/car (head-on): 70 km/h.

Figure 7: Survivable impact speeds for different cr ~ ash scenarios

O

car/pedestrian

s car/motorcyclist

E car/tree or pole

o)

.E car/car (side impact)

s car/car (head-on)

>

=
0 20 40 60 80
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Note: The range of impact spee@%ﬁea@hd;@e are considered to be survivable in mostias
Compliance (S%
i

Non-complia th speed limits contributes directly to a large proportisermius
casualty crashes. Crash statistics conservatively identify spessiagrajor causal factor in

er cent of fatal crashes. Speeds up to 15km/h over the speed limit contribute to a
large oﬁ ion of serious casualties: speeding in this range is not assrisper-level

casualties at high-risk locations, large reductions in serious casuaitibe eahieved from
enforcement programs aimed at improving speed compliance more broadly lagross t
network (as shown in the case study below).
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A speed enforcement case study

In 2000, Victoria had a relatively intensive enforcement program, includingtspesed
cameras, backed by an extensive speed-related public information prograimg 8tar
December 2000, Victoria progressively introduced a package of measures to inpeede s
compliance, including:

increasing speed camera operating hours by about 50 per cent
making enforcement more covert and unpredictable

increasing the number of enforcement sites in use
lowering the speed camera enforcement tolerance

reducing the thresholds for penalties applying to different levels o s I
increasing the amount of speed-related advertising. (%
A comprehensive statistical evaluation of the impact of this pac fourtnl ttregt latter
half of 2004 it had resulted in a 10 per cent reduction in all casualty crashes (invobtimg|de
or injury) and a 27 per cent reduction in fatal crashes [14].

be applied over an extended length of road. Ins f checking the spot speed of \ehicles a
fixed point on the road, the cameras measur ge speed of vehiclesilostanéiad
distance. In this way, point-to-point enforc t ts sustained speeding behaviour a

can be more acceptable to the public th e-camera enforcement [15in¢gnstatit-
to-point systems on high-volume high @a ost-effective way of aghiemie-ranging
improvements in speed compliance(and equently reducing serious casualties [16].
Intelligent Speed Adaptation sy s are vehicle-based denvamporating digital

speed limit maps and satell"'i igation technology. They have proven effessiuene

Point-to-point speed camera technology allows co@tommed speed enfai@ement

improving driver complian sted speed limits by warning drivers whgratke
speeding or (in more r@ ntionist approaches) by physically limitingpbed of the
vehicle. Evaluation studies have found substantial crash reduction benefits for the speed
limiting systems. lementation approaches could include voluntary drivetr stEms

for the genera ity, speed limiting systems for fleet operatind&ranandatory ISA
systems for hi k groups (such as repeat speeding offenders).

to be done at a national level to enable the uptake of this technology, suc
and maintaining updateable digital speed limit maps across atkseind
jurisdictions, and investigating options to encourage and/or require uptake by vehicl
ma turers.
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Speed limits

Australia has relatively high speed limits across much its road netwonacechwith the
speed limits on similar roads in most OECD countries.

The majority of regional roads in Australia are single-carriagewdere the default speed
limit applies (100 km/h in most jurisdictions). These roads have been found to congsistentl
have much higher fatal crash rates than other road stereotypes [17].

As suggested by the images below, the safety standard of Australia’s regauisavaries
considerably and some may not be of an appropriate standard for their currentrspeed li
Identifying and applying suitable speed limits are necessary nesasumprov
Alternatively, for higher volume routes, infrastructure safety investmainib to
maintain speeds.

Crash risk and speed limits

The speed limit in each of these photographs is 100km/h. With the exception of the divide
road (first image), the crash rates on each of these road types are higlike theerage rate
for regional arterial roads in that state.

The 100 km/h limits above all meet the current speed limit setting criveidahe
consequences of driver error leading to a head-on, run-off-road or intersedtiewégr
access) crash in the situations shown above are highly likely to be fatal.
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Despite the legacy effect of these inconsistent crash risk situatiomsl, @cperceived
community pressure makes it very difficult for roads authorities to addressifiseles in a
systematic manner. The community is entitled to expect that speed litni) £eiteria would
result in a level of crash risk that is reasonably consistent and not above avethge fo
category of road.

Many lives could be saved if appropriate speed limits could be applied on higherateash
roads. The decisions on speed limits are a matter for road authorities. Opportoimeigsw
speed limits and apply changes would reduce crash risk and improve safety.

There is a large body of Australian and overseas evaluation evidence to smivgﬁilﬁaant
casualty reductions flow from reductions in speed limits.

r

Speed limits case studies \

Victoria &

Speed limits were increased on a number of Victorian regional ys in 19890tom
km/h to 110 km/h. This resulted in a 20 per cent annual in{&se( casualty crashes o
roads. x}

Two years later, the speed limits were returned to.100 , leading to a 20 ETREit

reduction in casualty crashes [18].

South Australia %

In July 2003, the speed limit was reduc % 10 km/h to 100 km/h on about 1,100
kilometres of regional arterial roads in So Australia. These weralyrterial roads with
typical traffic volumes.

The casualty crashes on the in the two years before and aftanteevetre

compared with crashes o ilometres of road sections where the speed limidemai

at 110 km/h. The evaluation dy concluded that a 20 per cent reduction in casualty ¢
on the affected roads pe attributed to the lowered speed limit [19].

New South Wale&®

In early 2000, th

eed limit on a 40 kilometre length of the Great Western Highway
between Batht

and Lithgow was reduced from 110 km/h to 100 km/h. This part of th

the lower speed limit would create a safer travel environment for all roagl Aser
comparison based on before and after the speed limit was lowered shows thera ha&aoe
per cent reduction in casualty crashes.

n those

rashes

e

Si

16 Supplied by the Roads and Traffic Authority, NSW.
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There is potential to obtain major national benefits by systematicallyiegerash rates
and travel speeds, leading to either infrastructure improvements and/or sgeeetlictions
on higher-risk roads.

Speed limit reviews and targeted infrastructure safety investmentwo complementary
and alternative means to reduce crash risk

Speed limit changes are one means of reducing crash risk on the road network. HoweVer
managing the transport system requires the provision of timely, safe and contrenint
The notion of reducing speed limits where travel times are little affeatel improving the
road and roadside infrastructure to allow high travel speeds on important conoadteand

approach indicates how speed limit changes can be managed in a cons | maener, whil

Community acceptance

The community generally recognises that & i

speed is an essential consideration of any
road safety strategy but there is reluctance by
some to accept lower speed limits.
Pedestrians and cyclists strongly support
lower speed limits because they make sharing
the roads safer and less stressful and impro

public amenity in urban areas. 6

There are mixed reactions to proposals for

general reductions in speed limits on

metropolitan, regional and re ds.

Although evidence concludes travel times are

only increased by sec on typical urban journeys and less than five minutesyftoeve
on open road trip;{ munity is concerned that speed limit reductions wouldeincreas

travel times and d affect mobility.
a

expectation that travel speeds will be as high as possiele, whi

vel. National surveys over the decade to 2004 show a graduakintrea
ing of speed-related risk and public support for progressive speed
easures [20]. However, there has been little further chagggninyears, and
those opposed to stricter speed management continue to have considerable

t
i:@ in Australia. Achieving further substantial change in this aléeeguire ongoing
publicengagement to build sufficient acceptance of new initiatives. Thisalilide:

The communit S
fe

an ongoing dialogue with motoring organisations and other key stakeholder groups

a national community dialogue explaining the safety rationale for speed masrdgem
actions and the complementary environmental and economic benefits relatingctedred
emissions, fuel consumption and noise.
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DIRECTIONS — what the strategy aims to achieve by @0
Speed limits that reflect a better balance between safety and mobilityodge

A substantial improvement in overall compliance with speed limits, partigaarhighly
trafficked and/or higher-risk sections of the road network.

Network-wide alignment of speed limits with the inherent risk and function obtue r
and roadside environment.

FIRST STEPS: Actions for the first three years

the road network using best practice enforcement, including a

6. Governments will work in partnership to improve compliance wit x limits acrg
bi
policing and speed camera technologies, with a mix of covert an t

strategies.

7. Governments will develop and implement more effectiv for speeding

offences.

8. The National Road Safety Council will work with
public information campaign about the community

isdictions to develop @anaili

f enefits of nationally

consistent, appropriate travel speeds. This wi education resources $oitab
use by government agencies, local governm nd community forums.
9. Governments will develop and comme \eﬁentation of plans to install point-i

point cameras to improve speed co ance-among all vehicles, targeting rohd len
with high serious casualty crash‘rate

10. Governments will use national gWes to assess speed limits on higher-dslanoa
road lengths not amenabl ost-effective engineering fixes. This wibekamine
issues such as:

Setting safe spe %o road lengths that are narrow, have substaetsgbf
roadside hazar ve-many intersections or property entrances, are windy or
undulating, or ha igher than average serious casualty crash rates.

at high-risk intersections, especially on high-volume outer urba

ere engineering treatments are not feasible.

SS

ion of on-road

e

o-
gt

ry road authorities will work with local governments to expand t
r and scope of projects that implement safe speed limits in areas of leigtnige
ing activity.

[®X

uraging the development of digital speed limit maps.

13.Examine the scope to require advisory ISA in all government fleets; and mandator
speed limiting ISA and/or other technologies for recidivist speeders platdPdrivers.

14.Initiate discussion with insurers to encourage voluntary fitting of ISA atatders
through lower insurance premiums, especially for young drivers.

15.Increase the effective application of chain of responsibility legislab prosecute heav
vehicle speeding (including speed limiter) offences, and harmonise legigiathssist

cross-border enforcement.
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FUTURE STEPS — what else will be considered?

Investigating the case for promoting or mandating speedometer displayspduie
more emphasis on the range of Australia’s legally permissible speedsnarttidi
display of higher speeds.

Promoting or mandating speed governing and ISA in a broader range of vehicles.
Developing telematics as a regulatory tool for heavy vehicle speeding.

Developing and implementing new risk-based national speed limit guidelines for
different road categories/functions. Consistent limits would be encouraged based ¢
measured risk/crash rates, while minimising multiple speed zones over i

Improving the effectiveness of registration sanctions for heavy veh n
operational speed limiters.

Introducing lower speed limits for heavy vehicles from both a s
perspective.

Working with toll road operators to implement point-to-point?gg nforcement on

0 -
ental

motorways.

n

or lo

Investigating the scope for provision of enforcement powe d speed camereal fq
government management of road safety on Iocalxgw .
otorc

Examining options for improved enforcement le speeding.

How will progress be assessed?

Ongoing

Mean speeds by speed li nd road category

Per cent compliance W@%mits (mobile camera measuremeetgpral and
urban

Percentage of veh'l%((jn ers over the speed limit by road category
Proportion of vehicles supplied to the market with ISA

Proportion@ y network monitored by point-to-point speed cameras.

By 2014

Report on‘delivery of action items 6 to 15.
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9. SAFE VEHICLES

Improvements in vehicle safety have contributed significantly to road &raeduction.

These improvements reflect steady advances in automotive safety dedighng occupant
protection performance, braking, handling and lighting and the inclusion of life safetyg sa
features such as seatbelts and airbags.

The Australian vehicle fleet has an average age of around 10 years, so nesvsadbigl
features can take several years to permeate through the fleet. Impnds@moccupant
protection such as crumple zones and airbags, as a result of regulation introdbeddten t

New options based on advances in computing and sensor tech iles have paved the way
for new primary safety systems such as lane departure warning 18BN avoidance
warning and other advanced braking and driver management systems. These are al
number of vehicle safety technologies currently avail 9%ﬁ?ﬂder developittetitev
potential to target illegal driving behaviours, including | ent Speed AtiaptdSA),
alcohol interlocks, and seatbelt reminders and ie;rl

CO

Continued progress will be achieved through ination of manufacturers’ evolving
other non-regulatory means, such as fleet

designs, consumer information programs and
purchasing policies and industry cod @ ce, as well as mandated stdnifi@ttises
adopted need to be as responsive % ble to advances in vehicle safety design and

technology while distinguishing these.from the ever-increasing rangatafde being
promoted by manufacturers.

Where the approach to involves regulation, standards for new vehicles in
Australia are set in th alian Design Rules (ADRs) by the Commdthwiea
consultation with the states and territories, industry and the community. Taereea 50
ADRs relating to icle safety. They are generally harmonised wnitiedJNations
Economic Commission-for Europe (UNECE) vehicle regulations and Global Technical
Regulations (GTRs), which are the peak international standards, because p&ecd&at of
[ ed into Australia and Australia constitutes only one per ¢batgibbal
here are also some local ADRs such as the Full Frontal Qidecgiaction

All ard setting must be justified by a Regulation Impact StateRES) through which
industry and the community are consulted about how the intended standard will impact and at
what cost. Maintaining harmonisation with the active program of internatiomalests
development will provide the greatest safety benefit at the least cosingribat new

vehicles remain as affordable as possible.

In-service regulatory standards for vehicles are set by the atatdsrritories, which
generally require continuing conformance with relevant ADRs.
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Among consumer information programs,

the Australasian New Car Assessment
Program (ANCAP) provides star ratings for
vehicles — up to five stars — based on crash
testing and inclusion of safety features.
ANCAP continually reviews the criteria
required for a vehicle to have a five-star
rating. For example, in 2008, ESC was
added to requirements for a five-star rating
prior to agreement on an international

vehicle regulation on ESC and mandating it

in Australia.
The Commonwealth, states and territories, and motoring and other @ns fund

ANCAP and a recent increase in funding will significantly expand i ogram.
Used Car Safety Ratings are also produced by a consortium of government arnagmnot
organisations. Work is currently underway to increase public ss and ubage of t

ratings, particularly among younger drivers.

EVIDENCE — what is known \)

Australia has a relatively high average ag icles (around 10.years

There has been a marked increase i umber of two-wheeled vehicles in the
Australian fleet.
Older vehicles are often used b@hjer-risk motorists such as novicesdriver

The risk of death or serio ?’ in a crash is lower for later model vehioéessk in a
vehicle made in 2007 is about half that of a vehicle made in 1987 [21].

P tested cars to be awarded a five-star rating has gooavn fr

The proportion of
less than 10 ;&:t 2003 to over 80 per cent in 2009.

imated that if everyone drove the safest car in its gategdrtrauma
ssenger vehicles could be reduced by 26 per cent. If each vehicle

Considerable work is currently underway regarding vehicle to vehicle anderéhicl
infrastructure communication. A frequency for these communications has beeredes
(5.9 GHz) and research is active regarding potential applications.

Substantial work on vehicle safety is underway internationally on Intelligansport

Systems (ITS), including the development of guidelines for in-vehicle infaymati
systems.
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A large proportion of new vehicles in Australia are purchased for private s@ctor
government fleet use. As these vehicles are generally sold for private hisearéw
years, there is an opportunity to improve the uptake of safety features inlidostra
vehicles by encouraging fleet purchasers to demand them.

Australia has a uniquely diverse range of heavy vehicles, which makes itamtgor
ensure braking technologies are compatible. The National Heavy Venhadm@

Strategy released in 2008 recommended the development of Australia’s brdagaoeg

to capitalise on the significant safety improvements achievable with newmraki
technologies.

DIRECTIONS — what the strategy aims to achieve by@0 0
A regulatory system ensuring that
proven safety design features and
technologies are mandated in new
Australian vehicles as quickly as
possible.
A greater penetration of five-star w
ANCAP rated vehicles in the general
fleet, with ANCAP star ratings
available for all new vehicles.
A reduction in the average fleet a eQ E

Australia.

to be equipped with key s tures such as five-star ANCAP rated sekiSIg,

Enhanced safety commitm% fro e commercial sector, including a demaleetor f

side curtain airbags, alcohc seatbelt interlocks, and ISA.

A substantial incr in the proportion of heavy vehicles with advanced brakemsyst

Significant improvement in the safety of the light commercial vehicéd.fle

FI S: Actions for the first three years

16. lop nationally-agreed fleet purchasing policies with practical, evidsasad
safety criteria that drive an increase in the safety features rédoireehicle

purchases.

17.Require all government fleets to implement nationally-agreed fleet mimghgolicies
and encourage adoption by other fleet operators.

18.Improve the current ADR process to ensure that minor changes to UNECEioegu
are accepted automatically, timely consideration is given to new and amended
UNECE regulations and GTRs, and priority is given to implementing new and
amended ADRs that can deliver the greatest safety benefits.
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19. Subject to the final outcomes of Regulatory Impact Statements (RISs), tmémela
following vehicle safety features for new vehicles: advanced seatbeitdersi
(driver’s seat); provision for ISOFIX child restrdihfittings; ESC in light
commercial vehicles; pedestrian collision safety requirements for gghfshti-lock
Braking Systems (ABS) / load proportioning brake systems for heavy veardes
trailers.

20.Prepare RISs to consider mandating of ABS for motorcycles, increasedvetéacie
cabin strength, ESC and Lane Departure Warning Systems for heavy veindes
Brake Assist Systems for light passenger vehicles.

21.Lead international development of a GTR on pole side impact, whi
strong protective measures for motorists involved in side impact
(such as a street lamp or tree), other side impacts and rollovers.
provision of effective side curtain airbags or other airbag configura

ilill enta

hlwill reqjuire

visobjec

22.Expand the ANCAP program to increase the coverage rash test resdssther
full range of new vehicles on the Australian market, inclu light comnhercia

vehicles, and develop a crash test standard and Q{é@o rollover crashes.
23.Support the implementation of a national ‘Stars‘on Cars’ program to increase

consumer demand for safe vehicles throug otion of ANCAP safety.ratings

24.Encourage vehicle manufacturers to develop.i try codes of practice committing to

incorporation of vehicle safety featur ile ensuring that safety feattgaot
packaged only with luxury or comfort featur

25.Investigate incentives (includingtax-b
options to encourage greater tur
enhanced safety features
new or used cars, and
the provision of vehi pr

d and insurance incentives) anotgprom

ourage young drivers and their parents to pafeha

release.

of the vehicle fleet and/or the inclusion of

5€ S

vehicle manufacturers to support ANCAP through

regulation of icle advertising to avoid display and promotion of unsafe and i

26.Evaluate community concerns and work with the vehicle industry to strengthen
behaviours *{(

legal

27.Strengthen regulation of post-production modifications and additions (for example, by

adoptin priate standards for bullbars and limiting the raising of vehidied)

ative vehicles (for example, mobility scooters and power-assisiadelsic

m mpromise the safety of the vehicle as manufactured.
2 te further regulation of speed and other safety features for powered

" Type of child restraint fitting not currently pricked for in the ADRs.
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FUTURE STEPS — what else will be considered?

Mandating the following vehicle safety features for new vehicles, subjéoét
outcomes of a RIS: Advanced Emergency Braking Systems for heavy and possibly
vehicles; battery and system safety and protection of servicing persaneleictoic and
hybrid vehicles; crash protection of occupants from high voltage vehicle syséamns
impact injury mitigation (head restraints); adaptive lightinthe expansion of advance
seatbelt reminders or interlocks to other vehicle categories and seattngngosi

Investigating the scope for regulatory action to further improve stabibigtjan
braking standards on motorcycles supplied to the Australian market.

Investigating the case for standards to minimise driver distraction fro ices,
and Intelligent Transport System (ITS) standards for Human Machi

and interoperability.
Working with ANCAP, so that it continues to encourage the latest high-benefiteveh
i [

ates
safety innovations in areas where regulation cannot be justi stdl developed
and supplements regulatory crash test requirements. (§a
uro

Introducing automatic crash notification similar to the E n eCadlrayst

Developing telematics as heavy vehicle regulatory-to enforce iméss tio
minimise road damage and maintain optimal icle braking and handling perferm

Working with industry to secure good com erstanding of vehicle safetgs
systems, including evaluating the case to m display of safegsrati all new
vehicles.

light

cl

anc

Implementing international standa:d ove light commercial vehigtysa

Ongoing

By

Proportion @

S @ s among consumers and fleet managers on the importance of safeiy rtems
asing decisions.

Report on delivery of action items 16 to 28.

18 Headlights that switch on automatically in lowHtgconditions.
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10. SAFE PEOPLE

Most road users respect the law, have good safety awareness and use thearsedsiliie
manner. But even these people make unintended mistakes — and sometimes those mistake
result in death or serious injury. Improved road safety systems can be develoghetothe
level of road user error and provide greater forgiveness or protection in the everasii a
occurring.

But people do not always use the roads in a responsible way. Some people frequently break
the road laws, putting themselves and others at unacceptable risk, and contribute
disproportionately to the number of casualties on the roads. There is a nee berr
dangerous behaviours on the roads through enhancing enforcement andG ing pemaltie
effective.

Since the early 1970s, Australia has had great success in changi an jagrseha
Through a combination of enforcement and education, rather than e tion alone [23],
community attitudes and social norms have shifted in areas suc rink driving and not
wearing a seatbelt — these behaviours are now widely re d as urdecepmar
community and road users are generally more compliant with ic Kovegever, such

risky behaviours are still prevalent among an irresponsible minority ap@dnénue to play

a big role in serious casualty crashes. The aim is to.increase support forildspoad use
while toughening responses towards those wh e oads irresponsibly. Theetlisoa
maintain deterrence because many responsi s are kept responiiblénbeat of
detection and sanctions.

RESPONSIBLE ROAD US€9

EVIDENCE — what is

e making mistakes contribute to more than&ft pér ¢
es. There are many types of mistakes anehderhyng issues.

serious casualty road c
A large part of th lution' lies in improving the safety design of roads, vehiclepeed s
limits —tom them more forgiving of human error — but there is also a need to hek peopl

mistakes in the first place.

It has been estimated

=

ne by improving licensing, education and information systems. Otkesfway
ponsible road use also will be explored. This is relevant to all rasd user
me groups of road users are particularly vulnerable:

Young drivers are over-represented, making up about 14 per cent of all licence holders
but being involved in about 25 per cent of all serious crashes. This reflects a number of
factors, including inexperience in driving, under-developed higher-order cogmitive a
decision-making skills and a greater propensity to take risks, espeanmahgayoung

males. It is known that young drivers are most at risk of crashing in the-filssh®nths

of gaining their licence.

Research shows that raising the licensing age for young drivers to 18 waellgbsag
lives, but would also have an impact on the mobility of 17 year olds, particularly in
regional areas.
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Motorcyclists are highly vulnerable compared with other motorists due tocthefla
vehicle crash protection as well as the inherent difficulty of handling a eehitti only
two wheels.

Australian children are safer than ever but the road death rate for childce@ g4
years is still high compared with other OECD countries, with Australia dahdin
2006. Children are particularly vulnerable as unrestrained or incorrectlyimedtra
passengers and also as pedestrians.

Older drivers do not have a high level of crash involvement. However, their relative

fragility makes them more likely to be seriously injured or killed in a cttaah younger

people and their numbers are expected to grow substantially as our population ages.
n-Indigenous

Indigenous people have three times the rate of road death compared with

people. There is a complex range of factors involved, including ov r- tation in

crashes involving alcohol and non-wearing of seatbelts, in cras ower-standard
s

remote roads, and in vehicles that are often of lower safety ra mous
people experience poor access to licensing services and su? tems.

Graduated licensing arrangements are intended to all vice drivers aadaide
develop experience in reduced risk conditions in th%‘ife ears of liceR&rgarch
S

evidence supports a graduated approach with restrictions'and sanctions that are
progressively reduced as experience is gained: n statesraodes have
progressively strengthened their graduate ver recent years

While there is a lack of evidence that s safety education progaums road

crashes, it is important that children and g people are taught to use thafelgds s
as pedestrians, cyclists and Iate s and drivers. Progranmedésignstil safe
I

age are strongly supported by parehts and t

attitudes and behaviours from an ear
wider community.

There is community sup iver education programs; however, the research
evidence on the eff is of such programs in reducing serious cessaesr

disappointing.

d that there is more effort put into punishing bad behaviour on the roads
behaviour. While there have been some attempts to encourage

Dri

Dri a complex task and sources of driver distraction, both within the vehicle trel i
general road environment, have increased substantially in recent yearsn Meluieles can
include on-board DVD, satellite navigation, complex sound systems, climate conmttbls, a
audible and visual signals for an array of vehicle operations which competevér dri
attention. Although it is very difficult to quantify the effect of all of these andr aitverces

of distraction on serious road casualties, they are recognised as a majoteariilly
growing problem area.

Mobile phones are a widely recognised form of distraction (see section below on
Irresponsible road use). Other sources of distraction, both inside and outside vdiodles, s
be monitored. People will continue to be distracted while driving, particularly bpdtgy,
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and it is not possible to eradicate or outlaw every form of distraction. A hanmigation
approach would enable emerging problems to be addressed before having ftilyeeffe
management responses by:

supply reduction, through laws, technology design, planning guides and infrastructure
design;

demand reduction, using voluntary actions, technology design and deterrence;
vehicle technologies that help drivers avoid the harmful consequences of disfract

allowing more information to directly influence the vehicle (for examplesdiieiting)
rather than bombarding the driver with more information.

DIRECTIONS — what the strategy aims to achieve by &

Australia will have a best practice graduated licensing scheme for nowieescand

available and all jurisdictions will have effec ses for magayjder driver
licensing.

riders. y
A best practice framework for the assessmen @ ivers’ fitnesweéovdli be
t{vlé: E

Road safety education resources wi loped and available to the pre-pentar

and all primary and high schools
Increased use of effective protecQﬁJquipment by motorcyclists.

Increased access of Indi eople to graduated licensing and vehiclaglvat
safety ratings will be tially improved.

FIRST STEPS@)n for the first three years

29.Develop an

idence-based model of graduated driver licensing for car delenents
ion include minimum supervised driving hours, minimum provisional
, passenger restrictions, night driving restrictions, mobile paoagvehicle
rictions, speed and alcohol restrictions, and more effective sanatispedd
hol offences.

lew licensing arrangements for motorcycle riders. Elementsdoniaation include
graduated restrictions for novice riders (including minimum period with acesice

before motorcycle licensing) and education and training if proven to deliver rotg safe
benefits.

31.Investigate licensing options to improve the safety of returning motoragleles r

32.Develop and implement a national helmet assessment and rating progranulatetim
market demand for the safest motorcycle helmets — and examine options for other
protective gear.
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33.Develop and implement programs to increase the opportunities for driving pfactice
disadvantaged learner drivers, particularly in Indigenous communities.

34.Implement, and promote the use of, new Fitness to Drive guidelines to improve the
management of at-risk and medically-impaired drivers.

35. Pilot electronic work diaries for heavy vehicle drivers as an alternatipaper-based
diaries to improve fatigue management.

36.Mandate seatbelt wearing for taxi drivers.

FUTURE STEPS — what else will be considered? E

Addressing the substantial increase in crash risk at the beginning of theicteest
licence period through more gradual relief from the provisional licensstgations.

Continuing to explore the case for a national post-licence*dri ucationrprogra
taking account of evaluation results of driver education’interventions with proven rgad

safety benefits.
Promoting alternative mobility options for older driver ugh local government
community transport programs.

In partnership with agencies responsible for deli g school education, develgang ro
safety resources for parents of pre-sch [ , and for primary and secsoidanly

students prior to licensing.

Examining options for competenc Ii ensing of heavy vehicle drivers aboge the a
of 25 years.

Developing interventions to mini

ise driver distraction.

How will progres %sessed?

Ongoing
Monit
Monitor

he rrepresentation of young and novice drivers in serious casualties.
e number and proportion of serious motorcycle casualties.

e number of pedestrian and cyclist serious casualties.

r percentage of heavy vehicles fitted with ESC.

%itor older drivers’ involvement in serious casualties.

By 2014
Report on delivery of action items 29 t036.
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IRRESPONSIBLE ROAD USE

Effective deterrent and publicity measures, such as a combination of policeeeréatand
public education campaigns, can motivate road users to change their behaviourrd they a
concerned with being ‘caught’ and having to deal with the consequences. This concern is
driven by the perceived probability of being caught and the efficacy of tHatpeBecause
many drivers believe their risk of crashing is very low, fear of pesattieften more

effective than the fear of being involved in a crash. However, measures to imidedw@cate
road users about risk factors and to motivate longer-lasting behaviour modificat@isar
required.

aviours
the
an important

Emerging vehicle technologies also offer potential assistance in addré
(including drink driving, speeding, non-use of seatbelts, driving fatigue
relatively small non-compliant proportion of the driving population. T.
opportunity for road safety improvement.

There are three key challenges over the life of this strategy: Y\V
To shift the social norm for speeding in the way it has &h fted for drink drdng a

seatbelts.

driving, not wearing a seatbelt and
ally unacceptablayifeat
death.

drug driving by a minority of people that
significantly in crashes causing serious.inj

To respond to the well-establishe I
involvement in serious crashes.
EVIDENCE — what is kff%,

Speed compliance
Speed is one of t eyr user behaviour issues, with motorists frequentlyntgatell
i iate speeds, leading to increased crash risk and idcseasaty of

To further reduce the high risk behaviours O&éi

en driving without a licence and

d'drug driving

Alcohol continues to be a major factor in serious casualties, with more than a gtitatal
crashes involving a driver over the legal BAC limit. There is a large bodgedreh
evidence showing that the risk of involvement in a casualty crash increaseg wagd|
increasing BAC levels.
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Figure 8: Risk of driver fatality by BAC level and age [24]

In Victoria, those aged 18-25 represent only 13 per cent o{&sg drivers, but 36 per cent of
ro

all drink drivers killed in road crashes. When the 18-2 e p is split into groups aged
18-20 and 21-25, the over-representation of young rs.in‘drink driving casualties

increases for the older group.

Lower BAC limits l )

Some studies that have evaluated the Sweden’s reduction in legabBATG6
)

to 0.02 have found that there was a er cent reduction in fatal crashes related to drink
driving after the change [25].

A prescribed zero limit has t antage of not relying on drivers’ perceptions ofuaw m
alcohol they can consume nder a legal limit.
When the Australian ritory reduced the legal BAC limit from 0.08 to @A8pm

breath testing (RBT)-sho a 34 per cent reduction in the number of drivers with a BAC
between 0.15 a 0, and a 58 per cent reduction in the number with a BAC above 0.20

BAC limit from 0.05 to zero (or 0.02) for young drivers up to the age of
revent a significant number of deaths and serious injuries per year across

as been suggested that this would have a similar benefgiag the legal

age from 18 to 21 years without the same level of impact on the community.

Extending the application of zero (or 0.02) BAC limits to all drivers, or at leasl young
drivers (who are inherently at higher risk), has the potential to reduce itienoce of
alcohol-related crashes. The evidence for such action will be examinedter gietail,
including the benefit of removing ambiguity and sending a strong statementittkaigiand
driving should be separated. Any specific proposal to reduce existing BACWouts need
to be explored with relevant stakeholders and the broader community.
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Alcohol interlocks

A substantial proportion of drink drivers — particularly recidivist offendene-nat
responsive to mainstream deterrence measures because they have serioustaiselasid
broader social problems.

Alcohol interlock programs have had some success in changing the behaviour of serious
offenders. There is scope to extend the application of alcohol interlocks to cover a wider
segment of the driver population, initially focusing on offenders and other higkeyraups
such as novice drivers.

The majority of the community ride or drive responsibly, but may lapse occ
community supported the widespread implementation of alcohol interloc 1en in the next
ten years drink driving could almost be eliminated. Some countries are o%

markets to support the eventual widespread uptake of alcohol interlocksthrough fleets, in
buses, taxis and trucks as a quality assurance action by responsible ecompanies and
employees.

Drug driving & t

There is a range of evidence linking certain illegal and-pr ption dr@ysvated crash
risk, though alcohol still makes a bigger overall contribu to the number of serious
casualties.

Roadside drug testing has been introduce jurisdictions in recenflyeaesis
scope to develop a consistent national % to roadside testing for illicit diaays oo

both evidence and recent experience, as a national approach to improveshmaahag
of impaired driving due to medical conditions or use of prescription medication.
Fatigue

The effects of fatigue o oad casualties is difficult to quantifys bet¢agnised as a
major and potentially @ problem area. Fatigue is a contributing factashes which
ex

involve long trips ive periods of continuous driving, and also in short trips when
the driver has previously been deprived of sleep. Shift workers are parti@ailad.

There is e that sleep deprivation can have similar hazardous effectdhtd al
consumptio les have found that people driving after being awake 17 to 19 hours
perfo oorly than those with a BAC of 0.05, and after 21 hours their performance is
ab e as driving at 0.15 BAC [27, 28].

Whi rastructure treatments are presently the main response toge fatoblem,
research on direct remedies (including technological solutions) should be supported and
evaluated.

Mobile phones

Mobile phone use produces a significant increase in casualty crash risk,eegafd|
whether the phone is hand-held or hands-free [29]. Evidence also indicates that e risks
higher for novice drivers than for more experienced drivers. National surveystsitawany
drivers still use hand-held mobile phones while driving, despite it being illegal in al
Australian jurisdictions. A recent survey found that 61 per cent of drivers reportgd usin
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mobile a phone while driving, with 30 per cent admitting to reading text messa&6 aer
cent to sending them [20].

There is evidence to support bans on all mobile phone use while driving. Several jansdict
already have such bans in place for P-platers as part of their gradoatesihiy
arrangements.

Seatbelt use

The majority of Australians always wear seatbelts when travellingptomeehicles.

However, a significant minority sometimes do not wear seatbelts, which is aigeifjcant
risk factor. Some 28 per cent of vehicle fatalities are unbelted, whe@mesas n.
There is evidence that seat belt reminders in vehicles can improve s tes.

Coordinated enforcement and publicity efforts are also necessary to im atadmai

public understanding and acceptance of the importance of seatbelts, including gditbeerly
child restraints.

The Safe Vehicles Section includes an action to examine the scope to introduc an AD
requiring seatbelt reminders for the driver’'s seat a early pramiityo later consider
mandating reminders for all seating positions.

Unlicensed driving

crashes. Of course, simply being unlice yes not imply that a drivereidikely to

behave dangerously, but many unli ed drivers have had their licences remeegikfor
dangerous behaviour. Becausgicensed drivers are unlikely to be deterred by the normal
licensing sanctions (for example, los emerit points), there is a need to ttb&rat

ﬁ" 0 target this grbape has been some recent success in

automatic number pla ion cameras. However, further work needs to bakemert

to enhance these initia and apply them in a more strategic and coordinated atdhe
national level.

DIR IONS — what the strategy aims to achieve by @0

nation of driving while impaired by alcohol or drugs as significant dountiors to
r trauma.

Development of suitable technology to combat driver fatigue.
Elimination of mobile phone use while driving.
A substantial reduction in the rate of driving by those without a licence.

All vehicle occupants are effectively restrained.
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FIRST STEPS: Actions for the first three years

37.In relation to driving after consuming alcohol or drugs:

- Work in partnership with police to strengthen the deterrence effect bghifgethe
scale, time and location targeting, and awareness of RBT and random roadside
testing programs.

- Review, in consultation with stakeholders and the community, the application of
BAC limits currently applying to certain licence categories.

- Require demonstrated rehabilitation from alcoholism before rema '
conditions (for repeat offenders).

- Expand the use of vehicle sanctions for repeat drink and d@/ offences.

- Expand random roadside drug testing.

encourage phone-off policies with all fleet operat

- Examine the case for prohibiting all mobi ne use (including hands-free) by
novice, heavy vehicle, bus and taxi driy@

38.1In relation to mobile phones: (%
- Promote phone-off policies (including hands-frew) nment fleets and

39.Pilot operational field trials of driver an e devices that measwvesiiress crash
risk using metrics based on ocular d ies or carriageway position, includiagpba
base monitoring of data.

FUTURE STEPS — w

% will be considered?

In consultationwith stakeholders and the community, examining the scope to redug
legal blood

pplication of alcohol interlock technology to cover a wider segment
nders. Undertaking research on options to extend alcohol interlock
other high-risk road user groups and potentially to the broader drive

ging voluntary use of alcohol interlocks by corporate fleets and otrensdri
wing (with liquor control commissions and the health and police sectors) the
adequacy of operating responsibilities applying to venues for responsible aleoirad.s

Developing national workplace random drug testing standards for commerciaévehiq
industry application. Companies with testing regimes in place which meetaihiaed
would have a defence against chain of responsibility prosecutions for drug driving.

Investigating the use of emerging roadside drug testing technology to appheitallatt
and licit drugs.

Compulsory blood testing for drugs and alcohol for all drivers involved in serious
casualty crashes.

re the

of

r

Monitoring and assessing the findings of the ongoing US naturalistic driving stualiles
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European in-car instrumented vehicle studies) into driver distraction, for idatitifi of

linkages between specific behaviours and crash risk, with a view to developingreddi

countermeasures for Australia.
Examining the scope to ban all mobile phone use (including hands-free) by drivers.

Increasing traffic surveillance to improve detection of unregisteredlestaad
unlicensed drivers. Consider extending seizure and other vehicle sanctions ferafriv
uninsured vehicles and unlicensed and suspended drivers.

Examining the use of seatbelt interlocks and other regulatory means to irszatsst
wearing by heavy vehicle drivers.

Investigating the use of new technologies to minimise driver error and autaltyati
monitor driver performance.

How will progress be assessed? &

Ongoing

Number of police alcohol tests at high alcohol ti WQh alcohol locations.
Proportion of drivers/riders under legal |ImItSAﬂ ugs) from polidantes

By 2014

Report on delivery of action items 37 t

C
N
O
\
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11. MAKING IT HAPPEN

This strategy has the potential to achieve large and lasting road safdtistdenall
Australians.

Realising that potential will require significant commitment by gorent agencies to
implementing the targeted actions in this strategy, and by non-government aggwisgt
effect to the strategic directions in this strategy in those areas \hlegrean influence road
safety outcomes. It will also demand ongoing attention to the following management
functions that will help to implement the evidence-based countermeasures needhéevo ac
the targets.

Results focus

Government responsibilities for road safety delivery are sprea %quhsdlctlons
and among different agencies within jurisdictions. To achie roadoedtetynes,
an overall management framework is required in each jUI’I(&)@H ith aretedis focus.
Other major participants within the community are en

contribute to improved road safety in Australia.

consider howillhe

As a priority, jurisdictions will:

Maintain or establish targets that a %ﬂ with these natioredbiag
accountability mechanism to help d‘h e targets between partner agewkcees, a

nominated lead agency.
Examine the scope to impr onal structures, capacities and delivery
arrangements at a nation@’to optimise road safety efforts aheadhafduled full

review of this strategy @

Adopt and promot new International Standards Organisation standard for faad traf
safety manag nt systems (ISO 39001), which is intended for all organisatioing wis
to reduce death and serious injury related to road travel, and which will help them to
define thei tribution to this goal.

Coordination

Road safety progress depends on coordinating strong road safety partnefstiipelgf
across all sectors — government, industry, business and community. Achieving thensmbit
expressed in this strategy will require key government agencies, incluainsgort, health,
education, planning, local government finance and policing, to be well-aligned with this
strategy. There will need to be engagement with those organisations thatecty di
influence, and build community support for, road safety.
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As a priority, jurisdictions will:

Form a closer alliance between road, transport and police agencies to support the
enforcement elements of the strategy.

Work with and support local governments in improving the safety of local roads and
communities.

Enlist the support of the motor vehicle industry in advancing the safety of Aaistrali
vehicle fleet.

Work with the National Road Safety Council to raise the profile of road FOr
public health issue across government, industry, business and com tors.

Engage with key stakeholders, such as the peak motoring org %, 0 exchange
expertise, experiences and research.

Legislation, regulation and standards &z

Legislation, regulation and standards will be needed to.s rt some new directions to
improve the safety net for road users in Australi e initiatives, suchamsvide
improvements to driver licensing, will require ISi t a national levedlér tor them

to be implemented effectively. Others will need to eft to individual jurisdEto
progress.

Funding and resource aIIocatiQJ

Sufficient resources will be r meet these targets, from govdrnnoerstry and the
community. This will requi ditional investment or reallocation or repsation of

resources throughout % he strategy. Some interventions are sigréic
expensive, but there is ortunity to develop, trial and implement alternative low-cost

measures. (g
As a priority, jurisdictions will:
EX

e opportunities to secure alternative sources of funding or shared funding
a ts for road safety activities, including targeted infrasteliovestmertt.

Iop a nationally agreed approach to applying the willingness-to-pay meittypdtol
value safety.

Promotion and education

The ultimate success of the strategy will depend on the willingness of indicmuahunity
members and organisations to support the changes that are needed to improve the safety o

¥ For example, with the injury insurance industnhigh would potentially see a commercial return on
investment)

53



the road transport system, and to accept their share of responsibility forfeigd sa
improvement. To this end, there is a need to promote public understanding of key policy
directions in road safety and encourage public discussion about new road safety proposals

As a priority, jurisdictions will:

Develop and maintain a National Road Safety Strategy website as anpegne of
sharing road safety information and reporting on progress.

Ensure public education campaigns and resources are aligned with the Safe System
objectives of this strategy, which include improving understanding of crash and injury
factors and achieving support for use of innovative cost-effective road.sf S.

Monitoring and evaluation

Progress towards the 10-year casualty reduction targets will de ,fsome of
which are beyond the control of governments. However, ture of thispismteg
commitment to public accountability for its delivery. To this en rangemehtse
established to monitor national road safety progress Mﬁ performangéeimanting
agreed actions, and periodically review the key ela@ e strategy.

As a priority, jurisdictions will:

Publish and regularly update the ke@ ical measures of road safegsprog
Present an annual report to the Austr
implementing this strategy.

Undertake a full review %ﬂ‘egy before the end of 2014, including an assestm
implementation progre eview of the strategy objectives and targets, a

identification of priorit s for the next three years.

Research a@ﬁopment and knowledge transfer

Continued rch and development effort is required to ensure that road Slafettois,

ost effective safety measures, are understood by road safetyqmaieasd the

ity. Safe System thinking needs to be better understood and adopted in

all parties involved in the development and management of the road transpor

em, including road agencies, traffic managers and regulators, wuabaergl the vehicle
industry and transport operators. Australian road safety policy has alwawySrbég based

on robust evidence and continued investment in research and data. However, thgrg iare ga
national data collections that need attention; and ongoing research, analysigkation
activities will have an important role in informing road safety actions.

Transport Council documenting progress in

As a priority, jurisdictions will:

Work towards the adoption of nationally consistent road crash classificationidefinit
and the development of an improved national serious injury database.
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Work towards the creation of a national vehicle safety database to providenesal-t
research data on the characteristics of the Australian vehicle fleetasiks.

Ensure that jurisdictional and Austroads road safety research programstelgequa
support the objectives of this strategy.

Roles and responsibilities

Adopting a system-wide perspective on road safety places primary resjiynsn the
‘system managers’ — the organisations that design, build, maintain andeegati and
vehicles — for ensuring safe conditions for all who use the road transport sys

Governments are responsible for planning, designing and managin operation of a safe
road transport system. They are expected to contribute leadershi urgroving
road safety, including developing and enforcing laws, setting standards, prowaféing s
roads, informing the public about road safety issues and requiring improvements ia vehicl
safety. &

; .

The Australian Governmenits responsible for allocati eed infrastructure resources,
including for safety, across the national highway a.%l | road networks, and for

regulating safety standards for new vehicles.

State and territory governmentsre responsi the funding, planning, design and
operation of the road network, managing aw range of vehicle registration and driver
licensing systems, and enforcing ro s onsibilities.

ing, planning, design and operation of the road

Local governmentsre responsible f
networks in their local areas.

A broader range of indivi organisations also influence the way the road transport
system functions and vel-of safety enjoyed by Australians. Chigfcathese are

vehicle suppliers, emplo (who have considerable power to ensure that themteorpor

policy and pract'(e%so a safety culture), freight companies, the velidtetmg
is.expected to display social responsibility in the way it peswethicles for

clubs and insurance groups (who have an important role in encouraging

ir members and policy holders, as well as acting astadvocaafety),

nd land use planning authorities.

industry (whi
sale), automobi
safety amo
and t

R .% y practitioners need to work with these decision-makers to achiesdiynut

beneficial partnerships and improvements. All of these parties must work cdiladlgra
towards the provision of a safe transport system.
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