Appendix C



ROAD SAFETY
ACTION PLAN

Austrgian Transport Councll




The National Road Safety Strategy 2001-2010 and assoctated National Road Safety Action Plans
are available electronically from the following Internet site: www.atsb.gov.au



NATIONAL ROAD
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PLAN

This is the Second Action Plan developed under the National Road Safety Strategy
2001-2010 (the Nationa! Strategy).

2003 Eli'E 2004

This Action Plan has been developed jointly by all Australian jurisdictions, with advice
from teading researchers from Australia's principal road safety research organisations,
and input from the National Road Safety Strategy Panel, which represents a broad
range of organisations with a stake in road safety issues. It has been endorsed by
Ministers of the Australian Transport Council.

The Action Plan has been developed to provide a clear focus on priority action areas
in road safety in calendar years 2003 and 2004,

These include areas where there is the potential to achieve a significant impact on
road trauma within the next few years, and others that will lay the foundations for
longer term gains. The mix of measures adopted in individual jurisdictions, and the
details of specific measures, will vary to reflect local circumstances and priorities.
The Action Plan cannot pre-empt the administrative or legislative processes required
before implementation of many of these measures. However, all jurisdictions agree
that planning and implementation should focus on these priority areas.

The Action Pian is not intended to be a fist of everything that should or will be done
to improve road safety. Action on a much broader range of measures will continue,
in line with the strategic objectives of the National Strategy, and the strategms and
action plans of individual jurisdictions and other organisations. '

The rood toll should not be accepted as inevituble.,

The priority given to roud sofety should reflect the high value that the
community as a whole places on the preservation of human fife and the

prevention of serious injury.
- the Nafionul Strutegy
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Rosred crashios are o ncior caese of Beeani trineena, There b Leen oneer
16000 rond fatalitios in Austrolie in addition o the burden of personod
suffering, the monetary cast of crashes has been estimuted to be in the onder
of $15 biltion per annum (in 1996).

Improved rood safety is achicvable. Fram 1970 until 1999 the fatality rote
dropped from 30.4 to 9.3 deaths per 100,000 population, The rate s now at its
lowest since record keeping commenced in 1925, This reduction hus been
achieved in spite of a huge increuse in motor vehicle use. From 1970 to 1988,
the futality rote per 10,000 registered vehicles hus dropped from 8.0 to LA~

This improvement has come at o price in terms of money ond social
responsibility. The Australion peaple have been asked - and have agreed - to
puy for safety in vebicles and for better roads, ond o oceept tougher
requlutions and enforcement measures.

Austrolio achieved significent reductions in the road toll in the corly omil mid
1990s but since 1997 the road toll has remained constant. There (s much more
that we can and must do. Some other developed nations are achieving futulity
rates of just 6060 af our rate and these nations are working towards further

ambitious reductions.

Our turget is to achieve o 4060 reduction in the number of fatalities per 100,000
population by 20010 1tis o difficult target, but an achievable one. Achieving this
target will sove cbout 3,600 lives aver the next 10 years. It is a target that will
require strenuous effart by all parties involved in road safety. In addition to our
own transport agencies we therefore ask for the confinuing support of road
users and user groups, the media, police, health core providers, schaools, focol
gavernment, vehicle builders, employers and the wider community.

- the National Strategy




BACKGROUND

The National Road Safety Strategy 2001-2010 was adopted by the Australian Transport
Council {ATC) in November 2000. The Council comprises Federal, State and Territory
Ministers with transport respensibilizies and includes an observer from local government.

The Strategy provides a framewaork for coordinating the road safety initiatives of the
Commonwealth, State, Tereitory and local governments as well as other organisations

capable of influencing road safety outcomes.

The target of the Strategy is to reduce the annual number of road fatalities per 100,000
poputation by 40%, from 9.3 in 1999 to no more than 5.6 in 2010. This target is to be
achieved by individual governments, with the support of other stakeholders and the

community.

Achieving the Target of this Strategy will require the support of:

o the whole community us road users;

o« specific groups of users and the associations that represent them;

s quthorities responsible for providing ond manoaging roads;

s the police und justice sector;

« vehicle manufacturers;

« employers of rond users;

s parents and schools who need to keep young people sate and prepare them to
be road users;

s planners and designers wha influence tronsport systems, the road environment
and the need for road travel;

« health care professionals who atfend to injured people; and

« governments that allocate funding to roed sofety programs and health
services.

- the National Strategy
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Strategic objectives

The Target of this Notional Road Safety Strutegy is {0 be achieved by

o continuing existing effective measures;

« enhancing ondfor achieving wider implementation of measures with further
potential; and

+ introducing new measures;

through pursuit of the following strotegic objectives:

» improve road user behaviour;

« improve the safety of roads;

« improve vehicle compatibility and occupant protection;

e use new technology to reduce human error,

o improve equity among road users;

= improve trouma, medical and retrievol services;

« improve rood sofety policy and programs through research of sofety outcomes;
and

+ encournge alternatives to mator vehicle use.

- the Notional Strategy

Action Plans

The ATC agreed that a series of two-year Action Plans should be developed, setting out
specific measures available to achieve the objectives of the Strategy. |t was intended that
governments and other parties to the Strategy would introduce measures selected from
successive Action Plans that were suited to local conditions. Each Action Pian was to be
reviewed toward the end of its two-year period and a further Action Plan developed and
submitted for the approval of the AIC.
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The first Acticn Plan, for 2001 and 2002, was released with the Strategy. It provided a
comprehensive list of 107 ‘possible measures’ available for implementation. These measures
addressed all the strategic objectives in the Strategy. Some of these ‘possible measures’ are
potentially much more significant than others, in terms of total road fatality reductions.

)
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What has been done in the
first two years?

Over the last two years a large and wide-ranging action agenda was implemented under
the framework of the National Road Safety Strategy. The cverall effort included the
continuation and expansion of many proven road safety programs, as well as the
introduction of promising new initiatives. in some areas, the groundwork was laid for
measures expected to bring considerable safety returns in future years.

Significant areas of achievement for 2001 and 2002

® 50 km/h speed limits on local residential streets were implemented in most
urban areas of Australia. A Regulatory Impact Statement for changing the
defauft urban speed limit to 50 km/h in the Australian Road Rules was prepared
for consideration by the ATC in late 2002.

Speed management programs ptaced more emphasis on the risks of 'moderate’
speeding. Major public education campaigns focused on the importance of small
reductions in normal driving speeds; lower enforcement thresholds were
adopted in some jurisdictions.

Investment in speed detection techniologies was substantiaily increased, with
- particular emphasis on combined speedfred light cameras and other fixed site

camera pragrams.

Most states laid the groundwork for alcohol interlock schemes to target serious
drink driving offenders. Enabling legislation was introduced in South Australia,
Victeria and New South Wales.




Graduated licensing programs for novice drivers were implemented or upgraded.
Several jurisdictions introduced specific measures to encourage more extensive
practice among learner drivers.

The strong commitment to black spot programs was maintained across
jurisdictions, with substantial funding increases in Victoria and Western
Australia and extension of the Federal Program for another four years.
Aggregate black spot investment increased from $76.1m in 1993-00 to $182m
in 2001-02.

local Government invalvement in road safety was expanded and a range of
programs put in place to engage the active support of community groups.

Driver fatigue remained a high priority. Major public awareness and education
activities were undertaken in a number of states There was also a general
expansion of road-based treatments such as audio-tactile edgelines, shoulder
sealing, and rest area upgrades.

A new regulatory framework to improve management of heavy vehicle driver
fatigue was developed under the Fatigue Reform coordinated by the National
Road Transport Commission (NRTC), and the related Compliance and
Enforcement Reform; proposals will be submitted to Ministers toward the end
of 2002.

Work was undertaken with the automaotive industry to implement a new
Advertising Code for motor vehicles, aimed at curbmg the dep:ction of unsafe
driving practices.

Inteihgent transport systems with significant safety potentlal were introduced, -
notably with the advanced traffic management scheme dcveloped for SydneYs
motorway network. Ce J
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(a) The number shown at each point represents the number of fatatities in the preceding 12 months.
{b) Current target based on the Nationai Road Satety Strateqy targel of 5.6 tatalities per 100,000 population by 2010.

The plateau in road fatalities that was noted in the National Strategy has continued.

In 2001, there were 1,736 road fatalities in Australia: a reduction of 4.7% compared with
calendar year 2000. However the 2000 figures {1,822 fatalities) were 3.3% higher than
1999 {1,763 fatalities). Thus the improvement in 2001 was in effect a return to the figures
of 1999. Fatalities in the first nine months of 2002 were up by 0.5% compared with the
first nine months of 2001. Qutcomes differed significantly within and between jurisdictions
and among sectors, but the total number of road fatalities nationatly has been largely static
since 1997.

The 2010 Nationa! Road Safety Strategy target is expressed in terms cf fatalities per
100,000 population, relative to 1999. To make uniform progress toward the target rate of
5.6 road deaths per 100,000 population by 2010, the road fatality rate for 2001 should
have been about 8.5. The actual rate for 2001 was 9.0.
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Assumptions underlying NRSS target

The National Road Safety Strategy 2001-2010 provided an indication of how a 40%
reduction in the per capita fatality rate could be achieved, based on plausible estimates of

the effects of known measures.

After allowing for increases in vehicle use and for the overtap when different measures
are implemented in combination, the following indicative estimates were provided for the
contribution of different types of measure to the overall target:

Safer roads 19%
Impreved vehicle occupant protection 10%
improved road user Behaviour 9%
New technology to reduce human error 2%

Total reduction in population fatality rate 40%

Safer roads

The estimates assumed that both black spot spending and total investment in road
improvements would be maintained at then-current levels (in real terms), and that these
programs would produce fatality reductions consistent with earlier evaluation studies.
Although only a smalt part of total road expenditure, black spot programs were estimated
to contribute over one-third of the reduction in fatalities from this category.

More recent evaluation studies? indicate that the returns estimated for black spot
programs were probably conservative.
Aggregate national spending on black spot programs has increased {from $76.1m in

1999-00 to $182m in 2001-02). Comparable figures for total road spending are not yet
available, but there is no indication that total spending has not been at least maintained

in real terms.



Safer vehicles
It was expected that benefits from improvements in new-vehicle occupant protection
achieved during the 1990s (and eartier) would continue to accrue, as newer, safer vehicles

progressively replaced existing vehicles on Australian roads.
Almost ali of the predicted savings up fo 2010 were from vehicle improvements already
implemented or scheduled [reflecting the long lead time in realising the benefits of new

vehicle measures).

Improved road user behaviour

Earlier expert estimates had suygested that a fatality reduction of up to 20% was
achievahle through intensification of enfarcement and education programs targeting
speeding, drink driving and non-use of seat belts. The National Strategy calculations
assumed a more conservative figure.

Reduced speed limits and tighter enforcement tolerances were identified as possible
additional measures with a very large potential effect, but projections were based on the
censervative assumption that only limited changes would be implemented.

Small additional gains from better driver training and licensing practices were assumed.

Greater enforcement of speed and alcohol limits contributed nearly two-thirds of the
expected reduction in the fatality rate from behavioural changes.

New technology to reduce human error

Long term potential benefits from technology such as intelligent speed limiting, broad
application of alcohol interlocks and other options were considered to be large, but again
the National Strategy estimates were conservative; the only benefits included in the
calculations [with a combined effect of 2% by 2010) were:

~ seat belt interlocksfwarning devices (introduced on new vehicles from 2005); and

- alcohol interlocks (fitted to cars of convicted drink-drivers for two years).




Exposure

It was assumed that growth in light vehicie usage would be only a little more than the
rate of population growth. A projected 30% increase in heavy vehicle use was noted. After
allowing for potentizl offsetting effects such as slower travel speeds due 1o increasing
congestion, the averall effect of exposure increases on the population fatality rate by 2010
was estimated at about +3%.

Comment

The estimates indicated that close to three quarters of the targeted 40% reduction in per
capita fatality rates could be achieved from maintenance of real funding for road measures
{without significant re-targeting), and the flow-through effects of wvehicle safety
improvements that were already implemented or scheduled.

Most of the remaining improvement was expected to be achievable through improved
compliance with existing rules on drink driving, speed and restraint use [achieved by
extending and refining enforcement programs, backed by public education and persuasion).

Only a very small proportion of the total projected safety improvement was associated
with measures that had inherently long lead times. The accumulation of road and vehicle
improvements over the decade was expected to be fairly uniform, and it was noted that
changes through improved compliance with existing rules should be achievable sooner
rather than later.
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Other factors that may be affecting
fatality trends

The reasons for slower than expected progress toward a tower fatality rate are not clear,
but researchers and officials have identified a number cf factors that moy be affecting

current trends. These include:

e |ess improvement than expected in cveratl compliance with drink driving laws and

speed limits.

* |Increasing diversity of the vehicle fleet.

* A substantial increase in motorcyele rider fatalities, which was not predicted in the
earlier estimates.

* Changes in vehicle usage {possibly related to economic factors).

e Statistical variation (while some random variation in annua!l national fatality counts
can be expected, usually within the range of + 2%, it is unlikely that the plateau in
national road fatalities since 1897 is the result of a long series of statistical variations

from an underlying downward trend).

These factors are discussed in more detail at Appendix 1.
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While it is not possible to be precise about the reasons why progress has been slower than
had been expected two years ago, the bottom fine is clear: unless action is taken to achieve
better results, there is a growing prospect that the target of the Strategy will not be
achieved.

There is no reason to believe that the target is unachievable.

Measures to achieve a faster rate of progress are available. They are well researched, and
likely to be cost-effective, They are not particularly radical: in fact, to a large extent they
represent best-practice approaches aiready adopted in some other developed countries.

The Action Plan for 2003 and 2004 has been developed to provide a clear focus on areas
where there is the potential to achieve a significant impact on road trauma within the
next few years, and others that will lay the foundations for longer term gains.

There is a strong consensus among experts consulted in the preparation of this Action Plan
that the number of road fatalities over the rest of this decade — and beyond — wiHl depend
critically on the action that is taken in two key areas:

* Speed management
e Appfication of engineering measures to improve the safety of roads

- including both black spot programs and targeted ‘mass application’ of cost-
effective measures to improve the safety of larger sections of the road network.

Other areas where there is a prospect of substantial gains (or worthwhile gains at relatively

low cost) are;

¢ Driver impairment {alcohol, other drugs and fatigue)
* \ehicle measures
¢ Llicensing and driver management

*+ Special groups and issues
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- Under the Strategic Objective 'lmprove equity among road users', the National
Strategy noted particular concerns about safety outcomes for a number of specific
groups of road users. The most effective options for improving the safety of these
groups include measures that are not specifically targeted to group members: such
as improved speed management and safer road infrastructure. However, the Action
Plan puts forward a small number of proven group-specific measures for gains In

addition to the general measures.

Specific initiatives available within these six broad areas are listed in the following sections.
Measures marked =» are those likely to have the most substantial direct impact on the

total number of road fatalities.
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Travel speed affects the severity of crashes, as well as the risk of involvement in a crash.
There is evidence from an extensive body of research that even small reductions in vehicle
speeds result in a marked reduction in the number of road fatalities and serious injuries.’

Community attitude surveys show growing public understanding of speed risks, and
majority support for quite strict approaches to speed management. However, this is still
well short of the profound change in public attitudes to drink driving that developed over

the last twoe decades.

There is still a widespread belief that it is only speeds well in excess of current limits (or
prevailing speeds) that are risky — though this is now a minority view. Australian research
has provided direct evidence that speeds just 5 km/h above average in urban (60 km/h)
areas, and 10 km/h above average in rural areas are sufficient to double the risk of a
casualty crash: roughly equivalent to the increase in risk associated with a Blood Alcohol
Concentration of 0.05. The evidence also indicates that although 'moderate’ speeding
(within 10 or 15 km/h of the posted limit) is far less risky than more extreme speeds, it
makes a comparable contribution to serious road crashes because it is so common.

Speed enforcement programs backed by extensive publicity were a major factor in the
substantial reduction in road fatalities {37%) that occurred between 1989 and 1997
Compliance with speed limits is still far from perfect, and better compliance would cut
road deaths significantly. The National Strategy notes the need for enforcement and
education initiatives to promote the public perception that compliance ‘everywhere, olf
the time' is the best way of avoiding penalties and improving safety.

Further substantial road trauma reductions can be obtained by lowering speed limits.
Australia has relatively high speed limits across most of our road network, compared with
limits set by most other OECD countries on comparable roads. The only exception is
freeway-standard inter-city roads, where our 110 km/h limits are mid-range, by
international standards.

As an illustration of the scale of potential safety benefits in this area, Appendix 2 provides
research-based estimates of the effects of uniform reductions of 5 km/h and 10 km/h in
vehicle travel speeds across the entire network in an Australian State. Even a 5 km/h
uniform reduction would reduce total serious casualty crashes by 27%. A uniform 10 kmfh
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reduction would reduce serious casualties by 40%. Other research indicates that the effect
of such a reduction on fatalities would be even larger than the effect on casualties.

This Action Plan does not prepose uniform speed reductions across the road network, but
significant benefits can be captured by a balanced approach including selective speed limit
reductions, improved enforcement and intensive pudlic education.

=< Extend integrated publicity and enforcement campaigns geated to maximising
compliance with speed fimits.

Develop national guidelines to support best practice in speed enforcement,
taking into account

- evidence that hidden speed cameras achieve greater casualty reductions
than more visible operations that allow offenders to adjust their speed
befare they are caught #

evaluations of the safety outcomes of reduced enforcement tolerances in
some jurisdictions; and

pe——---

- - previous extensive Austroads research and consultation on this topic.

Continuous (automatic) speed enforcement on high volume roads, and other
roads with high crash rates

Undertake detaited monitoring of travel speeds (independent of enforcement
action): good information on outcomes is essential to further develop best

practice

] Introduce a nattonal urban default speed limit of 50 km/h,

= Selective extensuon of urban speed Ilmlts less than 60km/h (for example, to local
shopping precincts, school zones and other areas of high pedestrian actawty)

< Zoning to lower speed fimits on selected rural roads and urban arterials [\mth a
focus on roads with above average crash risk). :

*» Education and information programs to support speed management initiatives.
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Road enviroment

1
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improving the sufety of reads is the single most significant achicvable factor in
reducing rood trauma. Further investment in sofer roods is highly justified on
both social and ecanomic grounds. Roud investment improves road safety
through general rood improvements - typically, ‘new’ rouds are safer than ‘old”
roods - as well 0s through treatment of black spots.

- the National Strategy

Evaluations of black spot programs have shown them to be highly effective, with a very
favourable benefit/cost ratio.?

Black spot programs address problems in particular locations. Some fixable problems in the
road environment are more diffuse, but safety fevels can be improved considerably by ‘mass
application’ of remedial measures. A number of measures are available that can be cost
effective when appropriately targeted. Compared with new road construction, these are
generally relatively low cost measures, but highly effective in safety terms.

T T P PR e

Treatments with a high safety benefit include

— clearance of roadside hazards, or use of barriers to reduce the hazard

- shoulder sealing, audible edge lining, night-time delineation

- rteplacement of intersections by reundabouts

- programs to minimise the risks posed by utility poles {installing slip based poles and
frangible poles, running power lines underground where possible, relocating poles away
from curves and intersections, and placing them outside ‘clear zones' on straight
sections of road)

- separation of road users - centre barriers, pedestrian precincts, bike tracks etc.

Many of these treatments can meet the selection criteria for black spot programs in some
locations, but there is scope for substantial further safety improvements from more broadly
based mass action programs.
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A similar approach can also be applied to area-based treatments, particularly when
focusing on pedestrians or other vulnerable road user groups in urban areas. Such an
approach can be particularly effective if used in the developing outer suburbs of our major

cities.

» Provide funding for mass application of proven countermeasures targeting:

= high volume roads (and road lengths) with bad crash records or
high-risk characteristics; and

- area-based treatments that meet appropriate selection criteria.

=» Implement road safety risk assessments in road planning, construction and

maintenance.
=» Eliminate unsafe roadside planting programs.

=» Maintain and extend black spot programs.
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Driver impairment

Impairment related to alcohol, other drugs or fatigue is @ major contributing factor to road
fatalities and injuries.

There is scope for further safety gains through deterrence, education, rehabilitation,
technological solutions and harm minimisation approaches.

Different approaches are needed to deal with different types of impairment. For example,
there is no foreseeable prospect of an effective enforcement-based approach to fatigue

using roadside tests of impairment.

Alcohol
All jurisdictions have had considerable success in reducing the contribution of alcohal to
road trauma, but about 26% of driver and rider fatalities still have a blecod alcohol

concentration above the legal limit.

This figure varies considerably between jurisdictions, which suggests that there s
considerable scope for further gains through identification and application of best practice

approaches to deterrence.

Although there is scope for more strategic deployment of resources available for drink
driving deterrence programs, this is an area where ‘working smarter’ is no substitute for
working hard. Effective deterrence depends on convincing potential offenders that
offences are very likely to be detected and punished. This perception cannot be maintained
without intensive enforcement. There is concern in many jurisdictions about high drink
driving rates in rural areas. This reflects both the difficulties in applying Random Breath
Testing effectively in rural areas, and the lack of alternative transport options (such as
trains, buses or taxis) in many rural areas. Specially adapted programs are needed to reduce
drink driving in rural areas.

There is evidence that a substantial proportion of drink drivers - particularly recidivist
offenders - have serious alcoho! abuse problems, often paralleled by broader psychological
and social problems. Alcohol interlock programs and rehabilitation programs have had
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some success in changing the behaviour of recidivist offenders who are resistant to

mainstream deterrence and publicity programs.>

=» Enhance drink driving deterrence:

- maintain and increase resources for enforcement and public education

improve strategic focus: develop national guidelines on best practice in drink
driving enforcement (for example, achieving the best combination of general

e e e e g

deterrence and effective targeting of particular locations and times); and

focus on developing more effective programs to reduce drink driving in rural
areas,

implernent and monitor alcohol interfock and rehabilitation programs to change
the behaviour of repeat offenders.

Other drugs

In terms of substance impairment, alcohol is the biggest single contributor to the road toll,
however recent information from the Victorian Institute of Forensic Medicine indicates
that other drugs warrant further examinaticn and action.

» Develop and eyaiuéte improved drug deterrence measures.

Fatigue
The contribution of fatigue to serious road crashes is difficult to quantify, but some
estimates suggest that fatigue may approach alcohol as a factor in serious crashes.

L e L Ty ————
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Fatigue among long distance heavy vehicle drivers s a major area of concern for the
community, governments and the road transport industry, but fatigue among hight vehicle
drivers is the cause of most serious fatigue-related road crashes.

Changes in road user behaviour in other areas - such as drink driving, seat belt use and
speed - have contributed significantly to reductions in rcad fatalities. In these areas,
change has occurred as a result of a combination of information campaigns and reguiatory

measures backed by enforcement.

There appears to be little prospect of addressing fatigue among non-professiona! drivers
through regulation and enfarcement.

Because of the absence of 'enforcement backup', information campaigns relating to
fatiqued driving face a challenge. However there is evidence from survey research that
awareness of fatigue as a major risk factor is increasing, and it is important to build on
that with weli-targeted public information about specific risk factors, warning signs and

preventive strategies.

Several reviews® have stressed the potential of cost-effective road-based measures to
prevent fatigue casualties {either by alerting drivers before they drift off-path, or reducing
the likelihood of a severe impact if a crash does cecur).

A considerahle amount of research is being conducted on fatigue warning devices, but to
date the effectiveness of these devices in preventing casualties remains unproven — unlike
road-based measures. Many experts believe that fatigue prevention and harm minimisation
through cost-effective road engineering treatments will remain the most effective

solutions.

> Implement road-based eountermeasures (Actlon area 2} to reduce the harm
arising from fatlgue —refated crashes.

Address fatigue through further public education for ali drivers on r:sks warmng
“signs and preventlve strateg:es.

' Comp!ete and |mplement the Fatigue Reform eoordmated by the NRTC,

addressing heavy \_rehtcie driver fatigue, and the related Compliance and
Enforcement Reform. -
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Vehicles

By |
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Because of long lead times for vehicle safety improvements, there are limited options for
new initiatives that will impact significantly before 2010. Almost all of the predicted
savings up to 2010 in the National Strategy were from vehicle improvements already

implemented or scheduled.

However, it is important to accelerate the uptake of vehicle safety features, and to lay the
groundwork for improvements likely tc have substantial benefits in the longer term.

The first Action Plan listed the follewing pessibie measure: Through the Australian Design
Rules for vehicles (ADRs), require in-vehicle systems that encourage the use of seat beits,
such as sensors which detect the non-use of seat belts and trigger responses such as an
intrusive audible signal: Research subsequently commissicned by the ATSB shows that such
devices could have a substantial long term effect in reducing vehicle occupant injuries in

Australia, and that very cost-effective options are available.

Consumer informaticn about vehicle safety is available from the Australian New Car
Assessment Program {ANCAP} and from crashworthiness ratings based on analysis of
crashes on Australian roads (for used vehicles). Greater awareness and understanding of
these ratings among both corporate and individual vehicle purchasers would enable more
informed consumer decisions, and provide incentives for industry to supply more vehicles
with advanced safety features. This could lower the price of features currently avaitable as
options. Decisions made by corporate vehicle purchasers flow through to the used car
market, and thus affect the safety characteristics of the broader fleet.

Overseas research indicates that in-vehicle Intelligent Speed Adaptation systems (which
provide feedback to the driver when local speed limits are exceeded, and can even be set
to prevent speeding) have large potential safety benefits (and the potential for reductions
in fuel consumption and emissions). A trial is already being conducted with fleet vehicles
in Australia.
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LIGHT VEHICLES

< Introduce an ADR for intrusive audible seat belt warning devices.

» Encourage corporate and individual vehicle purchasers to select safer vehicles,
through campaigns to promote awareness of NCAP safety ratings and used-
vehicle safety ratings. '

- Governments to lead by example in implementing safe fleet énd safe driving
policies. : :
Mandate display of occupant protection safety ratings on new and used vehicles

at point of sale {if ratings are available for the relevant mode).

Research vehicle compatibility unplucatuons of the i mcrcasung dlvers.lty of the
‘Australian vehicie fleet, and review potential countermeasures {which could
include road-based, vehicle-based and behavioural measures-_to reduce the

frequency or severity of multi-vehicle crashes).

HEAW VEHICLES

= Complete the development of the Heavy Vehlcle Safety Stmtegy bemg
coordmated by the Natlonai Road Transport Commlssmn and commence :
implementation ~ the Strategy will encompass road based, vehlcie—based and
behav:oural measures to address safety issues for heavy vehlcles, mc!udmg_
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Licence suspension is an important deterrent penalty but many recidivist offenders

continue to drive without hicences.

Amcng drivers and motorcycle riders involved in fatai crashes at least 5% of drivers and
19% of motoreycle riders do not have a valid licence.

A requirement to display a licence on demand is important to deterrence of unficensed
driving; it is also important to the enforcement of special licence conditions, such as
alcohol interlocks and the zero alcohol limit on novice drivers, and to achieving certainty
in the applicaticn of other penalties.

The Australian Road Rules prohibit the use of hand-held mobiie phenes when driving.
Evidence is sccumulating that use of hands-free units also invelves a significant increase
in crash risk but there is debate about the extent to which further restrictions would reduce

serious crashes.

Require all drivers and riders to carry their licence and produce it when

requested by police.

Resource the use of in-vehicle technology to access on-line licence databases.

Review sanctions to ensure they maximise deterrence,

Monitor safety impacts of mobile phones in vehicles.




MAJOR

ACTION AREAS FOR 2003 AND 2004

Special groups and issues

Not all road users enjoy the same level of safety. Under the Strategic Objective ‘Improve
equity among road users’, the Nationa!l Strategy noted particular concerns about safety

outcomes for a number of specific groups of road users:

youth;

indigenous people;

older people;

inhabitants of rural and remote areas;

some occupants in crashes between vehicles of different mass and features;
pedestrians;

cyclists;

motorcychists,

peopie of non-English speaking background,
people with disabilities;

[international] tourists; and

those facing socio-economic disadvantage.

Measures specifically targeting these groups are net always the most important means of
achieving better safety outcomes for group members. For example, the biggest factor n
the dramatic reduction in pedestrian fatalities that occurred between 1989 (501 fatalities)
and 2000 [288 fatalities) was almost certainly a marginal reduction in urban travel speeds
{largely associated with the introduction of speed camera programs and traffic calrﬁing
measures), rather than any measure that targeted pedestrian safety directly.

Improvements to speed management, road infrastructure and other generic measures
listed above are important to achieving further safety improvements for all these groups.

A small number of important group-specific measures have been listed below. Action to
address other group-specific issues should continue, including on-going measures from
the first Action Plan.
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s ——

-people).

Examine, and if effective introduce, extensions to graduated licensing systems
to improve the safety of novice drivers

- for example, night time driving restrictions | same-age passenger
restrictions, which have been effective in other countries.

Implement frontal identification systems for motorcycles, so that automated
speed enforcement measures apply to motorcycles on the same basis as other

vehicles

- rider safety would be improved by a reduction n overall traffic speeds, but
speeding is a much more common factor in motorcycle fatalities than in
fatal crashes generally.

Complete the development of an International Visitors Road Safety Strategy,
and commence implementation of key measures

- international visitors have a higher fatality rate than Australian residents;
nationally they represent about 2.5% of road fatalities, but this proportion
is much higher in some regions, particularly the NT.

Work with indigenous communities to identify and implement locally relevant
initiatives that improve road safety outcomes for indigenous people. (These
initiatives would complement and enhance the road safety measures listed
elsewhere in this Action P!an that would improve road safety for mdlgenous

Deveiop an 1nternet—based clearlng house to share effectwe mdsgenous road
safety mttiatwes amongst stakeholders and commumtls. -,fa__:_ L :
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Railway level crossings

There are approximately 100 crashes between a road vehicle and a train in Australia each
year, and about 8% of these result in deaths’. About 22 pedestrians die each year as a
result of being hit by a train at a railway crossing. Fatalities at railway leve! crossings are
only a small preportion of the deaths that occur on roads each year, but they are one of
the most serious safety issues faced by the rail system in Australia. Level crossing crashes
are often severe and dramatic, and are generally reported widely and emotively i the

media.

Coordinated road and rail safety initiatives are required to respond effectively.  In
consultation with the rail industry, the Standing Committee on Transport's Rail Group is
developing a strategic approach to improving safety at railway level crossings. This
comprehensive strategy is expected to include public awareness and education on railway
level crossing safety for road users, including pedestrians. In November 2002 ATC agreed
that level crossing safety awareness and education be addressed in the National Road
Safety Strategy Action Plan for 2003 and 2004,

Other broader priority areas identified in this Action Plan also have relevance to level
crossing safety: for example, impaired driving or speeding are factors in a substantial
proportion of level crossing crashes.

» Develop and implement a coordinated approach to improving public awareness

of level crossing safety i issues, involving road safety agenmes. SCOoT Raﬂ Group
and the rail industry.




Factors that may be affecting

fatality trends

The reasons for slower than expected progress toward a lower fatality rate are not clear,
but researchers and cfficials have identified a number of factors that may be affecting

current trends.

» Less improvement than expected in overall compliance with drink driving laws and

speed fimits

i

enforcement programs need to be constantly re-invigorated to maintain their

effectiveness;

there is concern that the effectiveness of deterrence programs may tend to decay,
as drivers accumulate knowledge about where and when enforcement is likely to
be targeted: it is important to maintain the perception that enforcement is
unpredictable and difficult to avoid, but this is a challenge, particularly in rural

areas;

maintaining resources is also critical: but resource inputs for traffic enforcement
are becoming more difficult to monitor, because in most jurisdictions traffic
enforcement has been integrated with other policing functions in decentralised

regionat structures;

in some parts of Australia, there is concern about lack of progress in reducing drink
driving, particudarly in rural areas;

data from speed camera programs suggests that speeds have been reduced and are
now being contained, but this is based on speeds of vehicles passing speed cameras,
so there is @ question as to the extent that this reflects growing awareness of
camera sites andfor ability to detect cameras in operation: better speed monitoring
data (independent of enforcement) is needed to resolve this.
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Increasing diversity of the vehicle fleet

- there is a clear trend toward increasing variaticn in vehicle mass, size, structure
and shape (more small cars, fewer medium cars, more 4WDs, more trucks). This can
lead to more fatalities and severe injuries from collisions between disparate

vehicles,

A substantial increase in motercycle rider fatalities, which was not predicted in the

earlier estimates

- the number of motorcycle rider fatalities increased by 28% between 1999 and 2001
{from 164 to 210), adding 2.6% to total fatalities;

- the increase is believed to reflect an increasing number of motorcycle riders

{particularly in older age groups}.
Changes in vehicle usage

- the National Strategy calculations assumed only a slight upward pressure cn road
fatalities from increased vehicle usage: however the annual increase in total vehicle
kilometres travelled (between 1998 and 2000) was 2.1%® which is almost double
the rate of population growth; this trend may wetl have been sustained since 2000;

- road casualties are correlated with economic factors, which can affect both the
total amount of road travel and particular kinds of road use (for example, there
can be more travel related to night-time leisure activity when unemployment is
low and the economy strong): the impact of economic factors on recent trends is
being analysed, but results are not yet avatlable.

Statistical variation

- at a national level, most statistical variations in fatalities from year to year should
be within the range of + 2%, but larger variations are possible;

- statistical variation in individual jurisdictions can be much larger, in percentage

terms;

- however, it is most unlikely that the plateau in national road fatalities since 1997
is the result of a long series of statistical fluctuations around an underlying
downward trend.
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¢ Aging populaticn

(28)

in the longer term, an increase in numbers of elderly road users, including
pedestrizns, may tend to increase population fatality rates (partly because of the
greater physical vulnerability of older people): however, the small demographic
changes over the last few years are unlikely to have had a substantial effect on the
fatality rate.



Potential casualty reductions from

reduced travel speeds

Estimated Reductions in Serious Casualty Crashes
From Reductions in Travel Speeds

Road Accident Research Unit
The University of Adelaide

Expected Reductions in Serious Casualty Crashes in South Australia
Assuming a 5 km/h Speed Reduction Among All Vehicles

Speed Limit Zone % of Serious Estimoted % % Reduction in All
Crashes Affected  Reduction in these Serious Crashes
Serious Crashes

60 km/h (local streets) 8.0 26 2.1
60 km/h (arterial roads) 456 26 g
70 km/h 21 26 05
80 kmfh 75 30 23
90 km/h 08 30 0.2
100 km/h 13.8 30 4.1
110 km/h 196 30 59
Total 97.4 27.0

Expected Reductions in Serious Casualty Crashes in South Australia
Assuming a 10 km/h Speed Reduction Among All Vehicles

Speed Limit Zone 9 of Serious Estimated % % Reduction in Alf
Crashes Affected Reduction in these Serious Crashes
Serious Crashes

60 kmfh {local streets) 8.0 38 3.0
60 km/h (arterial roads) 456 38 17.3
70 kmfh 21 38 08
80 km/h 75 48 35
90 km/h 08 46 04
100 km/h 138 45 6.3
110 km/h 19.6 46 9.0
Total 974 403




APPENDIX 2

Notes:

Serious casualty crashes are crashes reported to police with at least one hospital

admission or fatality.

2.6% of crashes occurred on 'other’ speed limit roads (ne reductions are assumed on

these roads}.

Reductions are based on RARU speed studies® (CR 204 and CR 207).

It is estimated that 15% of 60 kmfh speed zone crashes oecur on local streets.
Assumes RARU reductions (casualties in general) apply to serious casualty crashes.

Assumes no reduction in risk for alcohol affected drivers, non-free speed vehicles and

vehicles executing an ifegal manaeuvre.
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