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australian road safety
developments and trends

Historical perspective

oad crash deaths in Australia from 1925 to The 1 634 road crash deaths in 2003 are FIGURE 4:
003 are shown in figure 4. Over this period, comparable with those in 1950, when there were Road crash deaths, 1925 to 2003
road deaths increased rapidly until 1970, when 1 643 deaths; however, current death rates are
they peaked, and then remained relatively stable substantially lower. In 1950, the death rate /\/JV\
throughout the 1970s. Road deaths have decreased per 100 000 people was 20.1 and the death rate A
substantially since the 1970s. per 10 000 registered vehicles was 11.8. In 2003,
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the death rate per 100 000 people was 8.2 and the
death rate per 10 000 registered vehicles was 1.2.
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In 1970, 3 798 people AN

were killed in road crashes,
in 2003 the number had fallen to 1 634. PP —



Programmes to reduce road crash deaths

Figure 5 shows trends in deaths and death rates
from 1960 to 2003, together with an
implementation time-line of some major road
safety initiatives during this period.

Following the introduction in 1969 of Australian
Design Rules requiring seat belts in new vehicles
and the law requiring compulsory seat belt

FIGURE 5:
Trends in road deaths and major road safety initiatives, 1960 to 2003
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wearing in 1970, the climb in road deaths levelled
out and the number of deaths remained fairly
stable for the remainder of the 1970s. By 1979 —a
few years into the progressive implementation of
random breath testing — road deaths began to fall,
and the decline has, by and large, continued up to
the current period.
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The National Road Safety Strategy 2001-2010 and
Action Plans are described in chapter 5. The
strategy aims to reduce road deaths per 100 000
people from 9.3 in 1999 to no more than 5.6 by
the end of 2010. At the end of 2003, the death rate
per 100 000 people was 8.2 — slightly above the
pro-rata rate of 8.0 required to reach the 2010
target.

Victoria became the first jurisdiction
in the world to introduce compulsory
wearing of seat belts in 1970, and the
first in the world to make bicycle
helmets compulsory in 1990.
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A chronology of developments in road safety

1925 Record keeping commenced and reported 12 deaths per 1970  Road deaths peaked at 3 798 or 30.4 deaths per 100 000 1987  Intensification of random breath testing in New South
100 000 people. people. Wales.
1927  Alljurisdictions, except Tasmania, adopted standardised Victoria became first in the world to introduce compulsory 1988  Three speed cameras deployed in Western Australia

road signs.

wearing of seat belts. By 1973, legislation was passed

(following trials in 1986).

. . . . throughout Australia for compulsory wearing of fitted seat
1927  The National Safety Council, the first road safety group in 1989

- ) Introduction of intensive road safety advertising
) belts in motor vehicles.
Australia, was formed.

(e.g. Transport Accident Commission).
1976  Victoria introduced random breath testing. By 1988, similar
legislation was passed in all Australian states and territories
(breath testing technology having been employed by
Australian police since the early 1960s).

Intensification of random breath testing, particularly in
Victoria.

1930  Introduction of traffic lights.

1932 Motor Act 1932 required all vehicles to adhere to safety
standards for maintenance of tyres, rear-view mirrors and
vehicle horns.

Motor Vehicles Standards Act 1989 set the standards
vehicles must meet in order to be supplied to the Australian
market. The national standards are known as the Australian
Design Rules.

Legislation was passed in Victoria requiring child restraints
in motor vehicles. By 1982, all Australian states and
territories had passed similar legislation.

1960 Legislation passed in Victoria requiring the wearing of
motorcycle helmets.

. ) - . Austroads launched on 1 July 1989.
1969  Australian Design Rules for mandatory fitting of seat belts in

new passenger vehicles.

Intensification of
random breath
testing in NSW

Three speed cameras
deployed in WA

Road deaths
peaked at 3 798 per
100 000 people

Wearing of seat belts Vic introduced
compulsory . random breath
throughout Australia testing

All jurisdictions,
(except Tasmania)
adopted standardised

Legislation passed
in Vic requiring

the wearing of
motorcycle helmets

Australian Design
Rules — mandatory
fitting of seat belts in
new vehicles

Record keeping
commenced —
12 deaths per 100 000

Introduction of traffic Introduction of
lights Motor Act 1932

people road signs

The National Safety
Council formed

Legislation passed
in Victoria requiring
child restraints in
motor vehicles

Roadside breath
testing legislation
passed throughout
Australia

Victoria first in
world to introduce
compulsory wearing
of seat belts

1925 I 1927 I 1930 N 1932 I 1960 HEEEN 1969 HEEEE 1970 I 1973 HEEEE 1976 HEEE 1987 I 1988




1989 The Ten Point Plan (progressive implementation 1990  Introduction of speed camera programmes (e.g. Victoria in 1999  Uniform Australian Road Rules finalised by the National
from 1990): 1990, New South Wales in 1991, Queensland in 1996). Road Transport Commission.

Victoria introduced legislation requiring compulsory wearing Australia Cycling — The National Strategy 1999-2004.
of bicycle helmets.

1 National 0.05 blood alcohol concentration limit

2000 National Road Safety Strategy 2001-2010 (implementation
The Australian Government launched the highly successful from 1 January 2001) aims to reduce the number of road
Black Spot Programme. deaths per 100 000 people by 40 per cent, from 9.3 in
1999 to no more than 5.6 in 2010.

2 National licensing of heavy truck and bus drivers

3 National uniform speed limits so that no speed limits

will exceed 110 km/h 1991  New South Wales introduced radar speed cameras.
o . . . 2001  National Road Safety Action Plan for 2001 and 2002.
4 Speed limiters for heavy vehicles 1992  Legislation governing compulsory wearing of bicycle
helmets in force in all Australian jurisdictions. Roads to Recovery 2001-2005, launched on 1 January
5 Zero blood alcohol limits fi dri 2001 (extended to 2009).
€ro biood aiconotiimis foryoung drivers First National Road Safety Strategy (target of reducing the ¢ )
6 Enforcement to ensure that one in four drivers is national road death rate to below 10 per 100 000 people by South Australia introduced alcohol interlock devices.
2000).
random breath tested annually ) 2002  Victoria and New South Wales introduced alcohol interlock
. ) ) 1994  First National Road Safety Action plan. devices.
7 Graduated licensing system for young drivers
1996  Australia’s Rural Road Safety Action Plan launched. 2003  National Road Safety Action Plan for 2003 and 2004.
8  Compulsory bicycle helmet wearing for all cyclists
Roads of National Importance scheme introduced. National Heavy Vehicle Safety Strategy 2003-2010.
9 Daylight running lights for motorcycles 1998  Progressive introduction of 50 km/h speed limits in urban National Heavy Vehicle Safety Action Plan 2003-2005.
. . . residential areas (1998-2004).
10 Enforcement of seatbelt and child restraint wearing. ( ) Victoria passed legislation for roadside drug testing.

Introduction of Introduction of speed NSW introduced Compulsory wearing Roads of National Introduction of Uniform Australian National Road Safety Vic and NSW National Road Safety
intensive road safety camera programmes radar speed cameras of bicycle helmets Importance scheme 50 km/h speed limits Road Rules introduced Strategy 2001 to 2010 introduced alcohol Action Plan
advertising throughout Australia introduced in urb(an residentia)l implemented interlock devices 2003-2004

areas (1998-2004

o — First National Road Australia’s Rural National Road Safety . )
Intensification of Vic introduced Safety Strategy — Road Saety Action Action Plan National Heavy Vehicle

random breath testing compulsory wearing farget of <10 deaths Plan implemented Ausiralia Cycling - 2001-2002 g.ggegt)igéqaéegy

in Vic & NSW of bicycle helmets per 100 000 people Iggg%l Strategy

by 2000
Motor Vehicles gfgg&(ﬁnﬂ?ﬁﬁgﬁed SA introduced National Heavy Vehicle
Standards Act 1989 alcohol interlock Safety Action Plan

introduced devices 2003-2005
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Austroads launched Black Spot Programme Vic passed legislation
launched for roadside drug
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Risk in urban and rural areas

For purposes of analysis, a rural area is defined as
an area of fewer than 100 000 residents. Using this
definition, figure 6 shows that over 50 per cent of
road deaths occur in rural areas.

FIGURE 6:
Proportion of deaths by urban/rural location and type of road, 1999

Source: Australian Transport Safety Bureau

Urban-non arterial 22%

Rural arterial-undivided 24%

Road crashes are a major cause of death and injury
for people living outside major cities and urban
areas. There is a common perception that it is
visitors and tourists rather than ‘locals’ who are
involved in rural crashes, but in fact the majority of
those who die on rural roads are rural residents. In

Rural-non arterial 25%

Urban arterial-undivided 11%

Urban arterial-divided 13%

Rural arterial-divided 5%

1999, around 70 per cent of people killed in rural
road crashes lived outside a major urban area.

On average, people who live in country areas drive
greater distances, are further from medical help
and are less likely to wear seat belts compared with
those residing in cities and major urban areas.
Country residents also tend to drive longer
distances on roads with speed limits of 100 km/h
or more, and on roads with low design standards
where police enforcement (speed, alcohol, seat
belts) is relatively limited (see chapter 31).

Over half of all road deaths

occur on rural roads.



Figure 7 highlights that, in 1999, about two-thirds Figure 8 shows actual male/female deaths on the much smaller number of deaths on rural arterial-

of deaths on the different categories of roads were different urban and rural roads. A comparison of divided roads were probably because of lower
males. The only exception was on rural arterial- deaths on the different roads is not strictly traffic densities on rural arterial divided roads
divided roads, where the proportions of males and possible, as data on the overall length of the compared with urban arterial divided roads.
females killed were roughly equal. different roads are not available. However, the
FIGURE 7: FIGURE 8:
Proportion of male/female deaths in urban/rural areas, 1999 Male/female road crash deaths in urban/rural areas, 1999
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International comparisons

The road death rates compiled by the Organisation
for Economic Cooperation and Development
(OECD) allow Australia’s road safety performance
to be compared with other OECD nations, while
taking account of the differing levels of
population, motorisation and distances travelled.

Three rates are commonly used in assessing road
safety performance. Deaths per 100 000 people is a
measure of the public health risk associated with
road use (figure 9). It enables road risk to be
compared with the risk of death due to other
causes. The number of deaths per 10 000
registered vehicles enables road deaths rates of
countries with different levels of motorisation to
be compared. The death rate per 100 million
vehicle-kilometres travelled is a measure that takes
account of different levels of risk exposure.
Consistent data for this measure are not available
in all OECD countries.

FIGURE 9:
Deaths per 100 000 people, OECD nations and Australian states/territories, 2001
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Australia’s road death rates in 2001 (the most
recent year for which OECD data are available) for
population, motorisation and distance travelled,
were all below the corresponding OECD median
rates. Among the 25 nations comprising the OECD
in 2001, Australia had:

+ the eleventh lowest rate in terms of deaths per
100 000 people

+ the ninth lowest rate in terms of deaths per
10 000 registered vehicles

+ the fourth lowest rate in terms of deaths per
100 million vehicle-kilometres travelled.

Of the OECD nations for which 2001 data were
available, Norway recorded the lowest rate of

6.1 deaths per 100 000 people (of 25 nations), the
lowest rate of 1.0 deaths per 10 000 registered
vehicles (of 25 nations), and the lowest rate of
0.8 deaths per 100 million vehicle-kilometres
travelled (of 12 nations). Within Australia, the

Australian Capital Territory recorded the lowest
rate of 5 deaths per 100 000 people, and the
Northern Territory recorded the highest rate (25).

FIGURE 10:

As figure 10 shows, Australia’s reduction in the rate
per 100 000 people has reflected greater
improvement than the OECD median. In 1975, the
Australian rate was 44 per cent above the OECD
median; in 2001, it was 22 per cent below the
OECD median.

Deaths per 100 000 people, 0ECD median, lowest OECD rate, and Australia, 1975 to 2001
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reducing road deaths
and injuries: a national strategy

Australia’s road safety strategy

The road toll should
not be accepted as
inevitable.

THE NATIONAL ROAD SAFETY STRATEGY 2001-2010

Several nations, including Australia, have
national strategies and associated fatality
reduction targets.

The target of Australia’s strategy is to reduce the
annual number of road deaths per 100 000 people
by 40 per cent — from 9.3 in 1999 to no more than
5.6 in 2010 (figure 11). The target is expressed in
relative terms (i.e. no more than) implying that
road deaths are neither inevitable nor acceptable.

Achieving this target will save an estimated
3 500 lives by 2010 and reduce annual road deaths
in 2010 by approximately 700.

The National Road Safety Strategy 2001-2010
(NRSS) was adopted by the Australian Transport
Council (ATC) in November 2000. The ATC
comprises Ministers with transport responsibilities
from the Australian Government and the states
and territories, and includes an observer from
local government.

In Australia’s federal system of government, road
safety strategy and policy measures are principally
driven by the states, territories and local
government who conduct their own road safety
programmes. The role of the Australian
Government and its agencies includes funding
major road programmes and the treatment of



Deaths per 100 000 people

black spots; regulating new vehicle standards;
research; compilation and analysis of national
statistics; and facilitating the sharing of ideas and
information among stakeholders.

The strategy provides a framework for
coordinating and complementing the road safety

FIGURE 11:
Road deaths per 100 000 people — moving 12-month total

initiatives of all levels of government and of others
capable of influencing road safety outcomes.

Individual governments and others will continue
to develop and implement their own road safety
strategies and programmes consistent with this
strategy, but reflecting local imperatives.
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The ATC agreed that a series of biennial action
plans should be developed, setting out specific
measures available to achieve the objectives of the
strategy. Each action plan 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 ATC. The development of
action plans for 2001 and 2002 and for 2003 and
2004 was coordinated by the ATSB through the
National Road Safety Strategy Panel (see chapter
38) and approved by the ATC.
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How was the target chosen?

There are different approaches to target setting.
The top-down or idealistic approach is based on
ideal or aspirational standards such as Canada’s
vision of having the safest roads in the world or
Sweden’s ‘Vision Zero), which is about placing
priority on preventing death and serious injury
before all other considerations. The bottom-up or
realistic approach adopted by Australia (and a few
other countries including the United Kingdom and
New Zealand) is based on research and analysis.

The bottom-up approach adopted by Australia
meant that the target was not chosen arbitrarily:

it was a research-based estimate by experts of what
could be achieved with a concerted effort, taking
into account the effects of known measures. The
target-setting process was based on the proposition
that there are viable options available to achieve a
much safer road system.

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

Safer roads 19%
Improved vehicle occupant protection 10%
Improved road user behaviour 9%
New technology to reduce human error 2%

Total reduction in population fatality rate 40%

The estimates (figure 12) indicated that almost
three-quarters of the targeted 40 per cent
reduction in per capita fatality rates could be
achieved by maintaining real funding for road
measures and by the flow-through effects of
vehicle safety improvements that were already
implemented or scheduled. Most of the remaining
improvement was expected to be achieved through

improved compliance with existing rules on drink
driving, speed and restraint use (by extending and
refining enforcement programmes, backed by
public education and persuasion).

Translating the above estimates into lives saved (or
deaths avoided) in 2010: 332 of the 700 lives saved
could be attributable to better road infrastructure,
175 lives to safer vehicles, 158 lives to improved
road user behaviour, and 35 lives to new
technology.

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 to 2010 was expected to be fairly
uniform, and it was considered that changes
through improved compliance with existing rules
should be achievable sooner rather than later.





