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On 27 February 1985, the Committee was appointed by
Resolution of the House of Representatives to inquire into and
report on:
(a) the most effective means in terms of cost and
efficiency of achieving greater transport safety in
Australia
(b) the main causes of air, seap rail and road
transport accidents in Australia
(c) the particular aspects to which those concerned
with transport safety could most advantageously
direct their efforts
(d) the economic cost to the community of transport
related accidents in Australia, remedial measures
and equity considerations in the burden of cost
(e) those sections of the community most affected by
transport related accidents, and
(f) occupational health and safety issues in the
transport sector.
The Committee, on 28 February 1985, resolved to
continue the Inquiry commenced in the previous Parliament into
the safety of passenger coach transport with particular reference
to:
(a) safety statistics
(b) training and licensing
(c) driving hours, timetabling and differential speed
limits
(d) school buses
(e) vehicle standards
(f) maintenance and inspections
(g) interstate regulation and enforcement
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The Committee recommends t h a t :
1.

The Minister for Transport seek the cooperation of the
States and Territories through the Australian Transport
Advisory Council to develop standard guidelines for
authorities responsible for the recording of bus and
coach accidents. These guidelines should outline the
c r i t e r i a to be used when recording details of accidents
and be uniform between the States.
(Paragraph 44)

2.

The Minister for Industry, Technology and Commerce
ensure that all imported trucks and buses, including
second hand vehicles, meet current Australian Design
Rules at the time of importation.
(Paragraph 58)

3. (a)

The Minister for Transport seek the cooperation of the
States and Territories through the Australian Transport
Advisory Council to prepare standards in the form of an
Australian Design Rule for heavy vehicle tyres.

(b)

The Minister for Transport and the Attorney-General
ensure that all tyre standards in Australian Design
Rules be incorporated in a Product Safety Standard
under the Trade Practices Act.
(Paragraph 63)

4.

The Minister for Transport seek the cooperation of the
Australian Transport Advisory Council to give immediate
consideration to making auxiliary braking systems
mandatory for all heavy vehicles.
(Paragraph 7 2)

5.

The Minister for Transport in cooperation with the
Australian Transport Advisory Council:

6.

(a)

monitor European developments on standards
for bus roll-over strength to assess their
suitability for adoption in Australia.

(b)

develop and implement as soon as possible an
Australian Design Rule setting standards for
bus roll-over strength.
(Paragraph 76)

The Minister for Transport seek the cooperation of the
States and Territories through the Australian Transport
Advisory Council to implement proposals for seat belts
to be f i t t e d to front row and rear centre passenger
seats in conjunction with the introduction of a
standard to ensure the strength of seat structures and
anchorages, together with adequate energy absorbtion
properties.
(Paragraph 96}
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7.

(a)

The Minister for Transport encourage the States and
Territories to introduce compulsory vehicle maintenance
programs endorsed by the Australian Transport Advisory
Council, for a l l coach operators and that the records
kept by companies be available for inspection at any
time by the enforcement a u t h o r i t i e s ; and

(b)

The Minister for Transport require observance of
compulsory vehicle maintenance programs for all coach
operators licensed under the Interstate Road Transport
(Paragraph 107)

8.

The Minister for Transport seek through the Australian
Transport Advisory Council the development of
inspection procedures and requirements, including
regular inspections supplemented by an extensive system
of random checks, to be implemented in a l l States and
Territories and through the I n t e r s t a t e Road Transport
Act 1985.
(Paragraph 118)

9.

The Federal Office of Road Safety conduct a study on
the efficacy of training courses for bus and coach
drivers.
(Paragraph 123)

10.

The Minister for Employment and Industrial Relations
and the Minister for Transport, through the Australian
Transport Advisory Council, encourage the States to
develop pre-licence training programs through TAFE
colleges, in consultation with State Industry Training
Committees.
(Paragraph 132)

11.

The Minister for Transport, through the Australian
Transport Advisory Council, encourage the States t o :
(a)
(b)

(c)

make i t compulsory for all passenger coaches
to carry f i r s t aid k i t s ;
introduce legislation protecting those giving
assistance at the scene of an accident from
subsequent civil action as a result of that
action; and
include f i r s t aid training in pre~entry
training programs for coach drivers.
(Paragraph 144)

12.

The Minister for Transport seek the cooperation of the
Australian Transport Advisory Council to extend the
graduated licence proposal to include bus drivers.
(Paragraph 153)

13. (a)

The Minister for Transport, through the Australian
Transport Advisory Council, seek the cooperation of the
States and Territories in implementing uniform tests
for bus driving licences; these tests would be
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performed using a vehicle that is representative of the
licence category and would be conducted by qualified
examiners holding at least an equivalent licence.
(b)

The Minister for Transport, through the Australian
Transport Advisory Council, encourage the States and
Territories to conduct bus licence re-testing every
three years for bus drivers.
(Paragraph 158)

14.

The Minister for Transport seek the cooperation of the
States and Territories in examining the feasibility of
a special licensing test and endorsement for drivers
towing caravans beyond a small size.
(Paragraph 162)

15.

The Minister for Transport, through the Australian
Transport Advisory Council, seek the cooperation of the
States in increasing the speed limit for buses to the
general speed limit as specified in the fast-track
package.
(Paragraph 175)

16.

The Minister for Transport, through the Australian
Transport Advisory Council, encourage the States to
implement approval procedures for bus timetables, prior
to publication, ensuring compliance with regulations on
speed limits and driving hours.
(Paragraph 181)

37.

The Minister for Transport introduce regulations making
i t a condition of interstate operator licensing that
operators and drivers observe relevant road laws.
(Paragraph 182)

18.

The Federal Office of Road Safety undertake a study of
the relationship between driving hours, fatigue and
safety in the passenger coach industry.
(Paragraph 195)

19.

The Minister for Transport introduce regulations under
the Interstate Road Transport Act 1985 covering driving
hours so that they are uniform across Australia and
applicable to all operators and companies.
(Paragraph 200)

20.

The Minister for Transport implement regulations under
tne Interstate Road Transport Act 1985 to require
tachographs to be fitted to a l l long-distance
interstate coaches and that tachograph records be used
for the enforcement of speed and driving hour
regulations.
(Paragraph 216)

21.

The Minister for Transport, through the Australian
Transport Advisory Council, encourage all States and
Territories to fit flashing warning lights to all
school buses.
(Paragraph 258)
ix

22.

The Minister for Transport, through the Australian
Transport Advisory Council, encourage all States and
Territories to investigate and report on aspects of
school buses relating to the safety of passengers, such
as adequacy of seating, suitability of hand grips,
driver training and other areas of concern defined in
this report; and where appropriate, to initiate action
to ensure that school bus runs meet the highest
standards of safety.
(Paragraph 264)

The Inquiry into Passenger Coach Safety arose out of
claims that high competition and fare discounting in the industry
were leading to cost-cutting measures adversely affecting safety.
Statistical data on accidents involving coaches is
inadequate. At present the data is poorly collected and there is
an obvious need for improved, uniform collection techniques to be
adopted by all States and Territories.
The Committee, however, found no statistical evidence
to support the claims that coach accidents are increasing, nor to
support the view that the operating practices of some companies
are contributing to an increase in crash frequency.
For all bus travel in Australia in 1983 the fatal crash
rate was 3.9 per 100 million vehicle kilometres travelled while
the fatality rate was 0.11 per 100 million vehicle kilometres
travelled. The fatal crash rate in 1981 was 0.19 per 100 million
passenger kilometres travelled for coaches, compared with 1.35
for cars and 4.20 for trucks. These figures, despite the
inadequacies mentioned, clearly show that bus and coach travel is
a safe form of road transport.
The safety of significant public transport modes must
be ensured and the coach travel sector has shown substantial
growth in the last five to six years. Although claims were made
that the strong competition in the coach industry was reducing
the mechanical safety of vehicles the Committee found that
inspections by regulatory authorities did not substantiate these
claims. There will always be the temptation for an operator to
ignore the rules and jeopardise the safety and the reputation of
the industry. It is necessary that check procedures be employed
which detect and deter such operators without unduly hindering
the majority of operators who comply with the law.
The Committee strongly believes that compulsory vehicle
maintenance programs and regular inspection procedures reinforced
by random checks will help to ensure that vehicles are maintained
in a safe, roadworthy condition.
Driving skills obviously play an important role in
ensuring the safety of passenger coach travel. At present there
is no legal requirement in Australia that coach drivers undertake
specific training. The Committee feels that driver training prior
to entry into the industry together with the introduction of the
graduated driver licensing scheme will promote the concept of the
progressive development of attitude, knowledge and skills needed
for safe driving.
Present variations in State and Territory transport
regulations only serve to hinder the effective operation of coach
services. These pointless inconsistencies are all too evident
where a service crosses several State boundaries in one trip. The
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Committee fully supports standardisation between the States of
licence classifications, driver t e s t s , driving hours and speed
limits to f a c i l i t a t e a consistent and effective approach to
traffic regulations. The Committee believes that the speed limit
differential which presently exists between coaches and other
vehicles should be eliminated. This i s just one of the measures
outlined in the Government's fast-track package and which
requires the i n i t i a t i v e of the States to introduce such a reform.
The introduction of the fast-track package will help to
ensure safe operating practices within the coach industry. This
includes the Interstate Road Transport Act which provides for the
operator licensing system and the elimination of vehicles
operating on "IS" plates. Provisions for random checks and
monitoring devices will greatly assist the promotion of a safe
industry.
Much of the evidence taken by the Committee,
particularly that given by members of the Transport workers'
Union and coach companies, concentrated on the relative safety
merits of two-up driving and staged driving. Claims were heard
that two-up driving i s unsafe and that i t produces a greater
level of fatigue in drivers than staged driving. However, the
Committee found that the evidence on this subject was largely
anecdotal and that research evidence on driver fatigue was
inconclusive. The Committee concluded that there i s no clear
safety disadvantage of one coach driving system over the other.
The Committee looked at school bus safety and found
that despite limited data being available there was no evidence
of substantial safety problems in this area. Several aspects were
identified as warranting improvement. Better monitoring of school
buses would prevent overcrowding. Warning lights activated when
school buses are setting down or picking up would improve child
pedestrian safety in these situations, as would painting school
buses in distinctive colours. Limiting the speed of other
vehicles passing a school bus where the warning lights are
activated might also improve this area of pedestrian safety.
The Committee finds that overall coach and school bus
safety is relatively high in road safety terms. Road safety in
general is very much in need of improvement beyond the quite
marked improvement that has occurred over the last fifteen years.
Since the early 1970s an increasingly more professional approach
has been brought to road safety problem management. The money
available for road safety research and subsequent programs i s
limited and p r i o r i t i e s must be established both in terms of the
size of a particular problem and how amenable i t is to change.
The s t a t i s t i c a l evidence, although limited in many
aspects, shows clearly that coach travel i s relatively safe. I t
is not therefore as great a road safety priority as other areas
with serious problems. However, a number of aspects have been
identified as problem areas where improvements can and should be
made. As coach travel increases in popularity i t i s essential
that present safety standards are monitored and maintained.

XI1

1.

The Inquiry into Passenger Coach Safety was started by

the Standing Committee on Road Safety in the last Parliament,
however that Committee was not reappointed in the 34th
Parliament. It was replaced by the Standing Committee on
Transport Safety 1 which continued the two Inquiries that were
unfinished in the last Parliament. These were the Motorcycle and
Bicycle Helmet Safety Inquiry, which was reported on in November
1985, and the Passenger Coach Safety Inquiry. The first public
hearing on the Passenger Coach Inquiry was held in Canberra on 6
May 1985 by the Transport Safety Committee.

2.
There have been major changes in the long distance coach
industry since the l a t e 1970s. These changes can be attributed in
part to the entrance of new major operators, particularly at the
i n t e r s t a t e level, into an expanding passenger market. Fare
discounting by the new entrants has been a feature of the
increased competition in the industry and the travelling public
has responded to the growing attractiveness of this mode of
travel. The rapid growth that has occurred over the l a s t few
years in the coach travel sector, as compared to other modes of
travel, i s shown in the survey results in Table 1.
_
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The Inquiry arose out of claims by both the Transport
1

Workers

Union (TWU) and some of the longer-established

companies, that high competition and fare discounting in the
industry was leading to cost-cutting measures adversely

affecting

safety. These claims were primarily directed at express services
and in particular at newer entrants to the industry.
4.

The TWU claimed that some operators were able to offer

discounted fares because their drivers are paid low wages and
forced to drive long hours, and because money is not spent on
necessary maintenance. Some drivers alleged that incidents they
had experienced while driving, such as driving with faulty
brakes, "show a potentially life-threatening lack of maintenance
within some interstate bus companies."2 The manager of Greyhound
2.

"The price is right, but danger rides the ( yippie bean'
express," Sydney Morning Herald, 20 February 1

Coaches Pty Ltd, Mr R. Penfold, supported the view that many of
the discounted fares offered could only be possible if correct
award wages and driving hour regulations were not being adhered
to. He stated that "(if) the discount operators are cutting
corners in these areas i t is open to question whether they are
maintaining t h e i r coaches properly."3
5.

In May 1984 concern was expressed in the House of

Representatives about allegations relating to the safety and
operation of some interstate coach companies,, including travel
schedules, two-up driving and driving hours. As a result of
general community concern over these doubts about the safety of
coach travel the matter was referred to the House of
Representatives Standing Committee on Road Safety by the Minister
for Transport, the Hon. P. Morris, M. P.
6.
If the allegations made about safety breaches in the
coach industry were correct then this would be reflected in coach
accident rates. Early in the Inquiry the Federal Department of
Transport told the Committee that "travel by coach has been and
continues to be the safest form of road travel". The Department
went on to say "there is no s t a t i s t i c a l evidence that current
operating procedures have contributed to crashes, n o r . . . . . . any
evidence that competition fosters unsafe practices'" 1 . These
statements contradicted the i n i t i a l claims which were
instrumental

in the establishment of the Inquiry.

7.
Long distance coach travel is an important public
transport mode. The object of the Inquiry has been to ensure that
coach travel, with i t s recent growth and economic attractiveness,
maintains a high level of safety. To achieve this i t was
necessary for the Committee not only to investigate the claims
and counter-claims that were made about the industry but also to
look at a l l aspects of coach travel that could affect the safety
of this mode of travel.

"Questions on safety",
Evidence, p.6.

Sunday Mail, 13 May 1984, p.2

8e
Although safety s t a t i s t i c s on t h e industry are poorly
collected and i t i s therefore difficult to accurately identify
trends, the Committee's findings confirm the views expressed by
the Department of Transport. From an examination of the
s t a t i s t i c s the Committee found no evidence to substantiate the
claims of widespread unsafe practices that had been levelled a t
some operators in the industry.
Two-up driving
9,
The Committee noted that the issue of two-up driving as
opposed to staged driving dominated much of the discussion at
public hearings, particularly where evidence was given by members
of the Transport Workers1 Union and by individual bus companies.
It was not originally the intention of the Committee to
concentrate on this issue, however many allegations had been made
about two-up driving and i t was therefore necessary to establish
whether in fact the allegations were justified.
Definition of passenger coaches
10.

A bus is usually regarded as a short distance vehicle

with basic appointments, typically used on urban route services
or for carrying school children. A coach is equipped with more
passenger comforts and tends to be used on long distance route
services or for tourist or charter work. The Inquiry concentrated
i t s investigations on long distance services as i t was this
sector of the industry that the i n i t i a l

allegations had been made

against. A number of complaints had been received by both the
Committee and the Minister concerning the safety of passengers on
school bus services. Consequently the safety of school bus travel
was also included in the Terms of Reference.

11.

The long distance passenger coach industry comprises a

number of diverse sectors, including scheduled interstate and
intrastate route services; scheduled tourist services and charter
services.
12.
Any operator can undertake interstate services, provided
that basic State vehicle and driver requirements are met. The
intrastate market, however, is not so easily entered. Coaches
serving intrastate routes are subject to licensing by the
relevant State or Territory authority, which restricts the number
of operators and routes served. Generally, intrastate coach
services have not been permitted to compete with passenger rail
services and each route has been served by a single operator.
Some States have substantially relaxed these constraints on coach
service licensing in recent years.
13.
A study of the industry by the Bureau of Transport
Economics (BTE) identified approximately 50 operators providing
long-distance coach travel throughout Australia. The majority of
these provide only intrastate services while about 10 operators
provide intercapital services 5 . Four major operators dominate the
i n t e r s t a t e coach market: Ansett Pioneer, Greyhound, Deluxe
Coachlines, and Australian VIP Leisure Tours. Intrastate services
are generally dominated by operators specific to the individual
States. The four major interstate operators also have some pick
up and set down rights within States although these generally
apply to their intercapital services.
14.
It has been estimated that there are approximately 200
to 250 coaches operating on the major intercapital routes. 6 This
number would increase in the peak periods with the greater use of
subcontractors' coaches usually used for other operations such as
tours and charters.

5.
6.

Bureau of Transport Economics, Australian Long Distance
Coach Industry Review, Occasional Paper 74, AGPS, Canberra,
1985, p.3.
BTE, p. 4.

15.
The policies of both Federal and State Governments
influence the conditions under which transport services operate.
Governments may influence the structure of transport services by
their involvement in providing services such as railways and road
networks, and their regulation of the transport system.
16.
Although under the Constitutional division of powers the
regulation of the long distance coach industry is essentially a
State matter. States are unable to fully regulate interstate
coach services. There are, however, quite substantial powers
available to the Commonwealth to regulate passenger coach
services. Personal safety has traditionally been regarded as a
proper subject for regulation that is consistent with section 92
of the Constitution, which states that ! . . . trade, commerce, and
intercourse among the states, whether by means of internal
carriage or ocean navigation, shall be absolutely free.° 7
17.

Regulation of the bus and coach industry in Australian

can be divided into economic regulation, and safety and technical
regulation.

18.

Vehicle and traffic

regulations of a State or Territory

apply to all buses and coaches, whether used for interstate or
intrastate carriage of passengers. These regulations cover
vehicle registration, roadworthiness and traffic rules such as
vehicle speeds, blood alcohol concentrations and hours of
driving. Where vehicles cross state or territory borders there
may be problems in enforcing some regulations such as driving
h6ur limits. Several witnesses drew attention to the difficulties
o£ manufacturers and operators in meeting different vehicle
requirements in different states and t e r r i t o r i e s .

7.

Opinion of the Attorney-General's Department, 24 April 1985,

19.
Measures recently introduced in Federal legislation; in
the Interstate Road Transport Act 1985 make provision for the
effective regulation of interstate coach services. Regulatio^
would be through the introduction of a system of operator
•
licensing and vehicle registration for operators engaged in .
interstate trade and commerce. It i s intended that the
i
administration of the Federal schemes will be undertaken by the
States and Territory Governments as they already have the
experience and administrative infrastructure substantially in
place. Operators who use vehicles solely for interstate,
State/Territory, and Territory/Territory operations may choose to
register their vehicles under the Federal scheme. However, any
vehicle which has full State or Territory registration can s t i l l
engage in interstate trade and commerce. Where a vehicle is
registered under the Federal scheme the owner will be required to
ensure that, amongst other things, the vehicle has been inspected
by an approved authority, the vehicle is safe and that
;
requirements relating to insurance have been met. Where a vehicle
does not meet safety requirements or have appropriate insurance,
i t is not to be driven on the roads and the appropriate authority
can cancel or suspend registration.
j

20.
The operator licensing scheme is based on the
recommendations of the National Road Freight Industry Inquiry
which found that current enforcement of road safety regulations
in the road transport area focuses almost entirely on the
individual driver. The Inquiry recommended a system of operator
l

licensing which would extend the scope of responsibility for toad
safety to all those who influence and effectively

control

;

critical safety standards such as vehicle speeds, driving hours
and rest periods.

j

21.
Operator licensing provisions of the Act are to be :
introduced in conjunction with similar schemes operated by the
States. All operators involved in interstate trade and commerce
will be required to hold a Federal or State operator's licence

Those persons who operate in a manner that compromises public
safety will, under the legislation, be disqualified from
participating in the interstate road transport business. Quality
licensing is seen as being a more effective instrument for
promoting road safety than economic control of entry to the
industry which is seen as being ineffective. The legislation
prohibits the further registration by States or Territories of
vehicles which are registered on "IS" plates for interstate trade
only and which have been avoiding normal inspection procedures.
22.
The introduction of these new measures and stricter
enforcement of existing regulations will further improve industry
safety, particularly with regard to driver behaviour aspects such
as hours of driving and speeding. If enforcement policies are to
be effective, however, there is a need for the standardisation of
regulations between the States and Territories.

23.
The coach industry is free from any form of economic
regulation at the interstate level by virtue of section 92 of the
Constitution, which places severe constraints on economic
regulation of interstate road transport. On the other hand, the
intrastate industry has been commonly subject to extensive
economic controls in terms of entry, route, schedule and price
controls. The relative ease of entry into the interstate long
distance coach industry is largely attributable to the absence of
such regulatory constraints on interstate route services.
24.
It was argued by several witnesses that the unregulated
nature of interstate coach passenger services has threatened the
economic viability of the whole industry and has had a
detrimental effect on the standard of safety within the industry.
Unrestricted entry to the industry by operators unskilled in
business practice are said to have resulted in too many coaches

competing for too few passengers, which has in turn resulted in
"price wars" in terms of fare discounting. 8 However, the Bureau
of Transport Economics study of the Australian Long Distance
Coach Industry concluded that i t was "unable to identify any
conditions present in the interstate coach industry which
constitute a failure of the market and which would justify
government intervention. 9 The study found that conditions which
fl
might produce failure in the market by encouraging
cut-throat"
competitive practices were largely absent.

25.
The Report of the National Road Freight Industry Inquiry
(NRFII) was presented in September 1984. Although the Inquiry was
primarily concerned with trucking, a number of the issues
addressed in the report were relevant to the bus and coach
industry. The recommendations includet
- an upper speed limit of lOOkph outside built-up areas?
-

safety inspection of vehicles to be consistent in all
States and include regular inspection and random
checks;

- the introduction of a graduated driver licence scheme;
- driver licence t e s t s to be consistent and uniform
througout the States;
- short training courses to be available through
technical colleges;
- the installation of tachographs; and
- a standard road accident reporting document for
uniform adoption throughout Australia.

8.

Evidence, pp. 227

26.

Some of the issues raised in t h i s Inquiry have already

been the subject of previous reports to Parliament by the Road
Safety Committee. The Road Safety Committee tabled a report on
Heavy Vehicle Safety in 1977 which among other things made
recommendations on frame strength, braking, design standards for
buses, seat belts and seating, and inspection schemes. The Report
on Education, Training and Licensing of Drivers tabled in 1982
made recommendations on training for professional drivers and on
graduated licensing. The fact that some of these recommendations
have not been implemented has made i t necessary for the Committee
to consider these issues once again.

27.
Official accident s t a t i s t i c s provide the means by which
the magnitude and characteristics of vehicle crashes can be
identified, without a comprehensive and uniform set of collection
practices and procedures i t is not possible to compile an
adequate data base which will allow the accurate identification
of accident trends.
28.
At present, accident information is gathered by police
when an accident i s reported. While guidelines are available to
police officers in the recording of accident details these vary
between States and frequently do not provide for the separate
identification of buses. In most cases, fatal accidents are more
thoroughly and carefully investigated and recorded than other
accidents. Although fatal accidents may be examined carefully,
their analyses often have shortcomings that lead to difficulty in
interpretation of the data. There is a considerable amount of
data available on road crashes resulting in fatal and other
injuries to the occupants of private passenger vehicles, cyclists
and pedestrians, however i t appears that coach accident
s t a t i s t i c s are inadequate and in some cases not separately
identifiable.

29.

A major problem with the present arrangements for

recording accidents involving buses is that in some States bus
accidents are included in aggregate categories not relating
specifically to this travel mode. For example, data on bus
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accidents may be included in the "other" category, which includes

30.

The Committee heard t h a t most s t a t e s collect l i t t l e or

no separate data a t a l l on bus accidents, and the type of
information t h a t i s collected varies between the S t a t e s . I t i s of
concern to the Committee that the recording of data on the safety
record of coach travel is inconsistent and uncoordinated between
the States.
31.

Even where bus s t a t i s t i c s are collected separately from

other heavy vehicles, official crash s t a t i s t i c s often fail to
distinguish between the type of service or the use of the
vehicle. Bus crashes and casualties occur mainly in urban route
service, but t h i s category of crash is not always recorded
separately. Table 2, for example, was given in evidence by
Queensland State Government.3-

IDENTS
Omnibus
Car or U t i l i t y
Rigid Truck
Articulated Vehicle
Motorcycle

7,700
1,318,600
57,500
8,700
99,000

189
328
768
490
111

One is to
41
92
75
18
56

32.
These s t a t i s t i c s indicate that, proportionately, buses
had the second highest number of total accidents. One bus in 41
was involved in some form of accident in 1983. These s t a t i s t i c s
may appear alarming a t f i r s t glance but i t should be remembered
that they do not distinguish between the various types of bus
services, nor do they account for the exposure of these vehicles,

Evidence, p. 859,
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33.
The importance of considering these factors when
collecting and organising accident data i s confirmed from
evidence given by the State Government of Western Australia.
Table 3 shows the breakdown of bus types involved in accidents in
Western Australia from 1980 to 1983. The s t a t i s t i c s reveal that,
where the bus type was known, 84 percent of those involved in
accidents were omnibuses and only 1 percent were tourist coaches.
The s t a t i s t i c s highlight the importance of having standardised
measures for recording accident data. The data does not account
for exposure rates which would explain the high percentage of
accidents in the 'omnibus1 category as urban buses travel a large
number of kilometres in heavy t r a f f i c conditions. Raw accident
data such as these are inadequate measures of the safety of bus
travel.

Bus
Body Types

1980

Accident Year
1981
1982

1983

Omnibus
Tourist Coach
School Bus
Micro Bus
Bus Type
Not Stated

295
3
22
5
19
241

26 9
2
20
4
24
149

234
6
22
5
20
199

273
2
22
7
21
181

TOTAL

585

468

4 86

506

evidence,

p.482.

S o u r c e : W.A. S t a t e G o v e r n m e n t ,
34.

Body Type
Distribution
(Where Known)
84%
1%
7%
2%
7%

Many bus companies collect their own data, however these

collections are primarily for use by the individual companies and
are not readily accessible to others. Some of the records kept by
companies are quite comprehensive but they are of l i t t l e use on
t h e i r own in identifying trends in the industry if companies do
not a l l keep similar records. Since July 1982, Ansett Pioneer has
filed accident records on computer and these records are now
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readily examined. Detailed records are kept of the types of
accidents involving the company's buses and the reason for the
accident^.
35.
The varied and inconsistent reporting c r i t e r i a employed
by the different State road accident reporting agencies hinders
road safety measurement, assessment and planning for improvement
and concerns the Committee. In one State, for example, bus
crashes are divided into 'metropolitan 1 and ' r e s t of State 8 ; in
another State they are divided into 'low speed' and 'high speed'
areas. In some States the criterion for 'injury' is different
when recording a crash and when recording the number of
casualties3.
36.
Concern was expressed by one witness that records of
coach and bus accidents contain very l i t t l e technical information
to enable the study of the causes, if they are mechanical, of
these accidents 4 . It is important that these details are gathered
and recorded in order that mechanical problems can be identified
and that any trend towards lack of maintenance of vehicles would
be apparent at the earliest opportunity.

37.
The only comprehensive set of comparative s t a t i s t i c s
available which includes coach accidents i s of fatal accidents in
1981. This is the Fatals File from the mass data base of the
Federal Office of Road Safety. 1981 is the f i r s t year for which
complete figures are available and later years will be added when
the analysis and compilation required is completed. These
s t a t i s t i c s although for one year only provide an indication of
the safety performance of the coach industry compared to that of
trucks and cars.

2.
3.
4.

Evidence, p.196.
Evidence, p.9 .
Evidence, p.330.
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Truck
2893

2428

Source: BTE A u s t r a l i a n Long Distance Coach I n d u s t r y Review, p . 8 5 e
38.

Raw a c c i d e n t f i g u r e s can be m i s l e a d i n g i f not

s t a n d a r d i s e d for e x p o s u r e . To o b t a i n a more c o r r e c t a n a l y s i s of
t h e s e a c c i d e n t r a t e s i t i s necessary t o look a t f i g u r e s based on
exposure t o r i s k and t o t a l annual passenger k i l o m e t r e s t r a v e l l e d .
Table 4 shows t h a t t h e coach t o t a l a c c i d e n t r a t e per 100 m i l l i o n
passenger k i l o m e t r e s t r a v e l l e d i s approximately 7 times l e s s than
for c a r s .

FATAL ACCIDENT INVOLVEMENT BY TYPE OF VEHICLE, 1981

Vehicle
type

Annual
passenger
kilometres
travelled

Number of
fatal
accidents

Rate per
100m
passenger
kilometres

(million)

Car
Truck
Coacha

a.
b.

180 000

2428

1 .35

11 000

462

4 .20

3

0 .19

1 551b

I n t e r s t a t e only
Based on 15 percent annual increase in passenger kilometres
travelled since 1980, and 75 percent load factor.

Source: BTE Australian Long Distance Coach Industry Review, p.

39.
The Federal Department of Transport has estimated the
likely crash history of long-distance coaches, and exposure to
crashesf using data supplied by State agencies or data from
various published reports. It was estimated that in 1983 long
distance coaches were involved in four fatal crashes and 35-40
casualty crashes; they travelled almost 290 million vehicle
kilometres and passengers travelled about 8560 million person
kilometres. Table 5 gives crash and casualty rates per 100m
vehicle kilometres and passenger kilometres travelled.

Crashes Per 100m

Casualties per 100m

vkt

STATE

NSW
VIC
QLD
WA
SA
NT
TAS
ACT

1?ATAL
All
LD
4,.2
6.,4
3..4
1.,6
4,.5
0
0
0

1.0
1.9
6. 0
0.9
0
0
0

J__t
CASUALTY
All
LDi
27
25

9.0
9.7

20
22
136
33

7.4
103

28.7
31.4

FATALITIES

INJURIES

All

LD

All

LD

0.10
0.17
0.09
0.06
0.14

0.03
0.10

0.86

1.1

0.43
0.44

0
0
0

0
0
0

0.3

0.71
0.64
0.81
0.41
0.43

0.59

Source: Federal Office of Road Safety, evidence, p.11.
The four fatal crashes resulted in a rate of 1.6 fatal crashes
per 100 million vehicle kilometres travelled (vkt). The long
distance coach f a t a l i t y rate was 0.05 killed per 100 million
passenger kilometres travelled (pkt) in 1983. For all bus travel
in Australia the fatal crash rate was 3.9 per 100 million vkt
while the fatality rate was 0.11 per 100 million pkt. The fatal
crash rate in 1981 was 0.19 per 100 million pkt for coaches,
compared with 1.35 for cars and 4.20 for trucks (See Table 4).
These figures, despite the inadequacies mentioned e a r l i e r ,
clearly show that bus and coach travel i s a safe form of road
transport.
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40.
The International Labour Organisation (ILO) Inland
Transport Committee has stated that inadequate collection of bus
safety s t a t i s t i c s is a worldwide trend. It concluded that bus
s t a t i s t i c s should be separated from those for general truck
safety and collected for the various areas, that is, truck, bus,
taxi and so on^.
41.
Comparable overseas countries also categorise crashes of
public service veM cles under the generic t i t l e of 'bus* and so
the available statistics reveal very l i t t l e .
TABLE 6
ESTIMATED CASUALTY CRASH RATES AUSTRALIA AND UNITED KINGDOM, 1983

All t r u c k s
A r t i c u l a t e d trucks
Ca r s
Long d i s t a n c e bus (1)
All buses (2)

F a t a l Crashes
per 100m v k t

Casualty Crashes
per 100m vkt

3.1
7.4
2.1
1.6
3.9

12 .5
19 .0
21 .7
15 .0
35 .0

UNITED KINGDOM - ALL BUSES (3)
On
On
In
In

a l l roads
motorways
non b u i l t - u p areas
b u i l t - u p areas

Notes:

382
26
104
563

1. Based on data from those s t a t e s providing data
for long distance coach s e r v i c e s .
2. Based on data from a l l s t a t e s .
3 . Taken from personal communication from A.J. Barton,
TRRL, UK, and confirmed by Telex.

Source: Federal Office of Road Safety, evidence, p . 1 2 .
5.

Evidence, p.161.

