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The Committee recommends that:

I. The Australian Government take steps to examine the constitutional position in the
light of the opinions contained in this report with a view to removing any barrier to the
implementation of recommendations of this Committee or of any duly constituted

2. The Australian Government legislate for the creation of a National Authority on
Road Safety and Standards as a statutory authority with a full-time Commissioner of
First Division status. (Para. 47 (a))

3. The Authority have the following functions:
(a) advise the Minister for Transport on road safety including proposals for

financial assistance to the States for this purpose;
(b) formulate, in consultation with the relevant State and Australian authorities,

proposals in respect of:

— road safety standards in respect of highway engineering, traffic
management, roadside furniture and town planning; and

— uniform traffic codes;
fc) certify compliance of motor vehicles and vehicle components with approved

(d) prepare road safety impact statements in respect of transport and urban dev-
elopment programs being financed to a significant degree out of Australian

(e) conduct road safety research on a multi-discipline basis by the use of outside
bodies and persons and of its own staff and facilities;

(f) collect and disseminate road safety research information;
(g) collect and disseminate in consultation with the Bureau of Census and Statis-

tics national statistical information required by workers in the various dis-
ciplines relevant to road safety and relating to such topics as drivers, vehicles,
accidents etc., on an Australia-wide basis;

(h) conduct road safety education and publicity campaigns and co-ordinate State
and Territory efforts in this field. (Para. 47 (b))

4. There should be a part-time Advisory Committee on Road Safety Research and
Information to advise ihe Minister on major research projects and to assist the Commis-
sioner in facilitating communication with the various bodies associated with road safety.
(Para. 47 (c))

5. The Advisory Committee include a part-time Chairman and that the Commissioner
be an executive member of the Committee. (Para. 47



6. A Central Information Service be created within the National Authority on Road
Safety and Standards and that this should include a national data base of road safety and
related statistics, developed in consultation with the Commonwealth Statistician and
charged with the following functions:

(a) to explore user requirements and the relevance of statistics and other data to
the reduction of traffic accidents and identify, and recommend to collecting
agencies, data requirements;

(b) to work with relevant authorities towards the development and general use of:
(i) uniform definitions and concepts;
(ii) uniform data collection forms;
(iii) compatible data processing and storage systems;

(c) to bring together all relevant data from other agencies, both Australian and
foreign, and establish a data base to serve research and statistical purposes;

(d) to produce, and integrate when appropriate, data analyses,'case studies, etc.,
for research purposes and public information. (Para. 79)

7. The Australian Government make a grant of up to $20,000 to the Royal Australasian
College of Surgeons to assist the Road Trauma Committee to complete its survey of road
accident injury patterns. (Para. 80)



1.

1. On 12 April 1973, the Committee was re-appointed to inquire into and report on:
(a) the main causes of the present high level of the road toll in Australia;
(b) the most effective means of achieving greater road safety in Australia;
(c) the particular aspects of the problem to which those concerned with road

safety could most advantageously direct their efforts; and
(d) the economic cost to the community of road accidents in Australia in terms of:

(i) material damage;
(ii) loss of man-hours and earning capacity; and
(iii) cost of treatment of accident victims.

2. In its Resolution of Appointment the Committee was given the power to consider
and make use of minutes of evidence and records of the Select Committee on Road
Safety appointed during the Twenty-seventh Parliament.

3. The Committee also was given leave to report from time to time. This report is the
first of a series of reports which the Committee will be making to the House of Represen-
tatives on particular areas of the road safety problem, during the course of its inquiry.

4. The Committee held its first meeting on 3 May 1973, and since then has met on 20
occasions, 11 of which were for public hearings. Inspections were made of the General
Motors Holden testing station at Lang Lang, Victoria, the Safety Instructional Centre,
Mount Lawley, Western Australia and Crestwood Estate, a Radburn style housing develop-
ment in Western Australia. The Committee also attended a seminar on Road Safety and
the Law, arranged by the Department of Transport for the Expert Group on Road
Safety.

5. Since it was re-appointed the Committee has heard evidence from 70 witnesses (see
Appendix A), taken 2,300 pages of evidence and received many exhibits. In addition to
submissions received by the previous Committee, around 60 submissions have been re-
ceived and many more are expected.

6. The Committee records its appreciation for the co-operation and assistance provided
by State and Commonwealth Departments, especially the Commonwealth Bureau of
Census and Statistics.



7. Australia has experienced a rising trend in road accident injuries and fatalities until
recent years. In the ten-year period to December 1972, around 820,000 people were in-
jured and almost 33,000 killed in road accidents. This increased carnage has tended to
offset reduced death rates through improved medical knowledge, and is tending to strain
the hospital and other medical facilities normally available for other usage (see Appendices
BandC).

8. The enforcement of compulsory seat belt legislation, first in Victoria in January
1971, and then in other States and Territories has reduced deaths and injuries in 1971 and
1972. Fatalities fell from 3,798 in 1970 to 3,590in 1971 and again in 1972 to 3,422.
However, the total has begun to rise again in 1973 with 2,044 occurring in the 7 months
to July 1973 (1,905 in the same period in 1972). 'Injuries, almost stabilised over the last
few years with a change in the pattern of injury due to the usage of seat belts.

9. Without compulsory seat belt legislation the death rate probably would have been
around 4,000 in 1972 compared with actual deaths of 3,422 whilst injuries in 1972
probably would have been around 98,000 compared with 89,766 (see Appendix E). Seat
belts will be discussed further in a later report.

10. The experience of each State and Territory shows varying annual increases in road
accident fatalities and injuries (see Appendix F). Between 1962 and 1966 fatalities rose
steadily for the whole of Australia'by around 6 per cent per annum. In 1967, the, first
decrease, in fatalities occurred and this was reflected in all States except Queensland and
Western Australia. The increase in fatalities resumed in 1968 and between then and 1970
the annual growth rate for Australia was again 6 per cent. The States showed the follow-
ing annual growth rates over the two periods:

State

N.S.W.
VIC.

S.A. . .
W.A. . .
TAS. . .
AUSTRALIA

Approximate annual
growth rate of fatalities

>62-66
r cent

8
4
4
8
9

13
6

1967-70
per cent

8
6
2

12
10
5

6

11. Over the next two years, fatalities showed their first major decline with total re-
ductions of 208 and 166 respectively in 1971 and 1972 with New South Wales showing
the largest reduction in 1972 of 157. However, Queensland rose by 57 and Tasmania rose
by 12 in 1971 and in 1972 South Australia rose by 20 and Western Australia by 8.

12. The average numbers of deaths in each age group, in 1971 and 1972 were:



Age
group

0-6
7-16
17-20
21-29
30-39
40-49
50-59

Drivers

1971

_

20*
70
47
22
16
13

1972

_

16*
58
42
18
16
12

Passengers

1971

14
15
76
21

7
8

10

1972

14
16
64
26
8
7
7

Pedestrians and

1971

11
13
8
6
5
?

9

Cyclists

1972

14
13
12
7
4
4
9

Motor
cyclists

1971

__

10*
33

8
1
1
__

1972

_

10*
36
11

1
1
1

* Assuming one year only for averaging purposes.

It will be seen that the age group 17—20 years provides by far the largest number of
deaths in all categories except pedestrians and the 21—29 year age group is the next
highest. In 1972 the greatest reductions were in the 17-20 age group.

13. Female drivers are involved in fewer fatalities than males. This is especially marked
in the 17—20 year age group (see Appendix G). Young women who have just passed
their driving test have been shown to have a lower crash rate per mile than their male
equivalents.

14. The 60-years-and-over age group yielded the following total fatalities:
1971 1972

Drivers 153 132
Passengers 136 • 132
Pedestrians and cyclists. . . 289 284

This age group totalled over three times the number of pedestrian accidents of the next
highest group of 50—59 years.

15. Pedestrians represent around 50 per cent of persons killed in urban road accidents.
The young and old pedestrians make up around 60 per cent of those involved. In rural
areas, few pedestrians are involved in fatal accidents.

16. Statistics covering all traffic accidents are not published because of variations in the
definitions of an accident (see later comment in this report). Total road accidents involv-
ing deaths and injuries showed an almost continuous increase between 1962 and 1970
with an annual rate of growth of over 4 per cent. In 1966 there was a slight fall, in 1971
the total stabilised at 65,210 but rose to 65,750 in 1972. The quarter ended December
1972yielded 17,820 injury and fatal accidents compared with 16,338 in 1971. This could
mean a return to a rising trend in serious road accidents.

17. Road accidents have shown a tendency to rise with the growth in numbers of
vehicles and population. A better measure of the rate of exposure to danger on the road
was said to be the number of vehicle-miles travelled.

18. The number of persons killed per 10,000 vehicles registered remained constant at 8
between 1966 and 1970 but fell over the next two years to 6 in 1972. The rate per
100,000 population rose from 28 in 1966 to 30 in 1970 but fell over the next two years
to 26 in 1972.

19. In 1972, around 20 per cent of all serious accidents occurred on a Saturday,
17 per cent on a Friday, 15 per cent on a Sunday, 13 per cent on a Thursday and 12 per
cent on each other day. A similar pattern was established by deaths resulting from these
accidents. Around 24 per cent occurred on a Saturday, 17 per cent on a Friday and a Sun-
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day and 10 per cent to 12 per cent on each other day. It will be seen that Saturday is far
more productive of serious and fatal accidents than any other day of the week.

20. During 1972, serious and fatal accidents showed the following pattern:

Midnight to 2.00 a.m.
2.00 a.m. to 4.00 a.m.
4.00 a.m. to 6.00 a.m.
6.00 a.m. to 8.00 a.m.
8.00 a.m. to 10.00 a.m.
10.00 a.m. to midday
Midday to 2.00 pan.
2.00 p.m. to 4.00 p.m.
4.00 p.m. to 6.00 p.m.
6.00 p.m. to 8.00 p.m.
8.00 p.m. to 10.00 p.m.
10.00 p.m. to midnight
Not stated

Serious Accidents
per cent

6.1
2.4
1.5
6.1
7.7
7.5
8.3

11.3
17.6
13.2
8.7
9.4
0.2

Deaths
percent

8.7
4.0
2.2
4.8
4.7
5.4
5.8
9.4

14.8
14.7
11.2
13.7
0.6

Total 100.0 100.0

In 1972 almost 31 per cent of serious accidents and 30 per cent- of deaths occurred be-
tween 4.00 p.m. and 8.00 p.m. each day, which would be expected because it is the peak
period of road usage. However, the 4.00 p.m. to 6.00 p.m. had around 18 per cent of
serious accidents yielding 15 per cent of deaths, whereas the 6.00 p.m. to 8.00 p.m. had
13 per cent of serious accidents yielding 15 per cent of deaths. The period 6.00 p.m. to
6.00 a.m. experienced 41 per cent of serious accidents yielding 55 per cent of deaths.
Thus it will be seen that the hours of darkness are much more productive of serious
accidents and death than daylight hours, especially when the bulk of travel is made dur-
ing the day.

21. The cost of road accidents in Australia has been estimated by John Paterson Urban
Systems, in a document prepared for the Expert Group, at 1.7 per cent of Gross National
Product in 1969. Troy and Butlin in their book The Cost of Collisions estimated the cost
at around 2.3 per cent of Gross National Product. The main difference between these two
estimates is the value placed on fatalities. On these bases, the total cost of road accidents
in 1972 would have been between $650 million and $875 million, with the cost divided
approximately as follows (on Paterson's estimate):

per cent

Vehicle repairs and loss of value . . . . . 42
Injury costs 19

Police and court costs 2
Insurance administration 12
Legal costs . 7

Total 100

22. The cost is therefore very high in economic terms of loss of production and usage
of resources but this does not reveal the pain, suffering and sorrow suffered by the injured
and the relatives of the injured and dea"d; nor does it show the pathos of the living vege-



tables, the paraplegics and quadriplegics that are the real cost of road accidents. On the
basis of these cost estimates it will be seen that there is considerable room for further ex-
penditure on accident reduction.

23. One of the major obstacles to obtaining effective co-ordinated action in the road
safety area is the fragmentation of the system. The way that authority is divided between
different organisations is listed in Appendix H.

24. Another problem area is that of communication. Much of the information received
by the public is the result of haphazard highlighting of various aspects of road safety by
the media. This acts as the major educating factor in the community and often supplants
more rational information being distributed from more authoritative sources.

25. Accidents are a complex problem with there being rarely only one cause. The
Committee will be considering the problem under the following main headings:

, The proliferation of auth-
orities

. Constitutional power

. Legislation

. Law enforcement

. Publicity

. Research

Cost of road accidents
. The many and varying

factors

The environment
. Traffic engineering and

road design
. Town planning, land usage

and exposure to accid-
ents

. Priority roads

. Freeways

. Intersections

. Traffic signals

. Street lighting

. Overpasses

. Guard rails and guide posts

. Road surfaces

. Road marking

The vehicle
. Speed
. Design
. High-powered cars
. Certification
. Performance
. Industry influence



D The vehicle (Cont.)

. Recalling of vehicles and
faults

Seat belts
Bumper bars and project-

ions
Brakes and automated

vehicles
Side-bars
Windscreen and Door

Indicators
Fire risk in vehicles
Starter bars

plates
. Vehicle lighting
. Other safety features
. Tyres
. Inspection and testing
. Second-hand vehicles
. Motor cycles
. Bicycles

The driver
. The task
. Young drivers
. Provisional licences
. Testing for licences
. Education and training oi

drivers
. Basic training
. Instructors
. Simulators
. Advanced driver training
. Alcohol, drugs and driving

. Private transport

. Public transport

26. In the past, thinking on road safety had centred on ways in which the driver could
be made to fit into the system, with little attention being given to the other elements.
This approach has shown to have been quite ineffective in reducing death and injuries
which continued to climb despite extensive publicity and other measures aimed solely at
the driver, pedestrian or rider. The first major break-through occurred with the introduc-



tion of compulsory seat belt legislation. This has been of world-wide significance and its
success has aroused interest for similar legislation in many Countries. These comments
should not be construed as indicating a reduced need for publicity effort aimed at remind-
ing drivers, pedestrians etc., of the dangers of the road, and of the need for responsible,
careful and sober driving. However, there is a need for a more scientific approach to the
whole problem including publicity, education, and driver training before and after licensing.

27. In recent years there has been an increasing awareness shown that road safety is
such a large problem that the piecemeal approach of the past and the fragmentation (of
administration divided between the Australian, State and Local Governments as well as
statutory authorities etc.), must give way to a national approach. The Commonwealth
has begun to recognise its role in this area and the previous government has provided
moneys for road safety. For example, the Expert Group on Road Safety was established
in November 1970 to advise the then Minister for Shipping and Transport. Through the
Department of Transport, the Expert Group engaged a large number of consultants to
undertake surveys of literature on road safety topics and their reports were subjected to
comment by organisations working in each topic area. National Road Safety symposiums
have also been held. The Expert Group then reported to the Minister on 28 September
1972 and its report was tabled in Parliament,

28. The present Government is continuing to play an increasing role in road safety.
The Expert Group was re-appointed by the Minister for Transport who also recommended
to the Parliament that this Select Committee be re-appointed.

29. This Committee believes that there must be a whole-systems approach to road
transport rather than a piecemeal approach, with balanced development based on overall
systematic thinking and administration. This requires co-ordinating responsibility and
authority for town planning, land usage, roads, vehicles, drivers, pedestrians, rule-making,
enforcement etc. The aim should be to prevent accidents and to reduce the extent of in-
juries and deaths on the road. People should not die or be disabled for life, for a moment
of carelessness, inattention, indecision or error. Drivers and passengers must have a higher
chance of survival in crashes by means of safer vehicles and a more forgiving roadside
environment.

30. The Committee will be investigating every aspect of the road transport system
which will reduce exposure to danger and produce safer driving. Some of its i recommen-
dations will be expensive but so are road accidents. Expected savings should well outweigh
the cost of such measures.



31. The Committee believes that much of the lack of direct action by the Australian
Government in the past, has been due to insufficient constitutional power in this area.
Professor Howard, Hearn Professor of Law, University of Melbourne, said that the States
lack power in some areas to be fully effective in the road safety area; he submitted:

(a) The road toll in Australia is a community problem of such magnitude and des-
tructiveness that it can be tackled effectively only at the national level,
which means by the Commonwealth as opposed to the States. Reliance on
State initiative has proved to be largely ineffective in the past and in the
nature of things may be expected to be equally ineffective in the future.

(b) The reason assigned for the failure of successive Commonwealth Governments
to act in the past has been lack of constitutional power. This reason is without
foundation. The Commonwealth has power to impose its own road safety
standards on the whole country. Obvious examples of sources of such power
are the Commonwealth legislative powers over imports, tariffs, trade with
other countries, interstate trade and. commerce within Australia, movement
within, to and from Commonwealth Territories and places, and the conduct
of external affairs. These examples are by no means exhaustive.

(c) There is no reason why the Commonwealth control which has proved practic-
able, desirable and outstandingly successful in air and sea transport should
not be equally attainable in road transport. I understand for example that
Australia's air safety record is one of the best in the world, whereas its road
safety record, certainly by comparison with such relevant countries as the
United States, Canada and New Zealand, is one of the worst.

32. The Attorney-General's Department was asked for advice on the constitutional
power of the Australian Government, in relation to road safety. The Committee was
informed that:

(a) The Australian Parliament has full power to legislate on all aspects of road
safety in the Territories and Commonwealth places (subject to section 92 of
the Constitution).

(b) In regard to road safety in other areas, neither the external affairs power, the
trade and commerce power nor any other power would enable the Parliament
to legislate comprehensively on the matter.

(c) However, the Parliament could promote road safety there by the following
means:
(i), road construction and improvement: grants to the States and direct

expenditure on the construction and improvement of roads in sub-
stantial interstate use;

(ii) vehicle standards: direct controls over imported vehicles, vehicles used
for interstate traffic and Australian Government vehicles; indirect meas-
ures through taxation and perhaps insurance provisions; and some influ-
ence through the standards of vehicles permitted in the Territories and
Commonwealth places;

(iii) rules of the road (including drivers' qualifications): direct controls over
interstate traffic.

33. The Committee found that there is some uncertainty regarding the extent of the
Australian Government's power to act on road safety matters.

34. The Committee therefore recommends that ihe Australian Government take steps
to examine the constitutional position in the light of the opinions contained in this report
with a view to removing any barrier to the implementation of recommendations of this
Committee or of any duly constituted authority.
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35. In its Report, The Road Accident Situation in Australia — A National Review, the
Expert Group on Road Safety recommended creating a specialist National Office on
Road Safety (Co-ordination and Research) within the Department of Shipping and Trans-
port to support State and Territoiy efforts in road safety.

36. In evidence to the Committee, Members of the Expert Group said that the National
Office should have the ability and resources to:

fa) take an active role in formulating vehicle safety standards and certification of
vehicles, highway engineering, traffic management, roadside hazards, town
planning and policies for implementing these standards;

(b) develop uniform traffic codes;
(c) conduct road safety research, using outside bodies and its own staff and

(d) collect and disseminate research and information;
fe) collect and disseminate statistics;
(f) formulate publicity and education policy;
(g) increase technical and other support for vehicle safety standards, traffic

codes, education and publicity; and
(h) ensure adequate safety features are incorporated in roads financed from

Commonwealth grants, especially highways of national importance.

37. The Expert Group said that it had not recommended the creation of a statutory
authority in its Report, because it believed such a recommendation might not have been
acceptable in the political climate at the time. A short-term view was taken, therefore,
that a National Office was needed and that the efficient assistance and support received
by the Group from the Department of Shipping and Transport showed that the Depart-
ment could administer the new Office.

38. The Minister for Transport deferred the creation of the National Office until the
Select Committee had considered the matter and made recommendations concerning the
form which {he National Office should take.

39. Some Members of the Expert Group, in evidence, informed the Committee that
they favoured the creation of a National Office as a statutory body because:

(a) it would increase the stature of the authority, as it would possess a separate

(b) it would enjoy greater freedom of action;
(c) it would enjoy self-contained financing and budgetary control;
(d) it would be able to defend freely and advertise its activities.

However, some members of the Expert Group admitted that if the proposed Office were
established within a Department there could be better availability of resources. Also,
departmental influence could assist in obtaining liaison with and co-operation from
State authorities and the wide institutional road safety framework, whilst success or fail-
ure of a statutory body could perhaps depend ultimately upon the degree of autonomy
given to it and upon personalities at any given time. If the National Office were to be giv-
en power, money and freedom to operate, then it should .be a statutory body in its own
right and, as such, could make the best recommendations, even if they did not prove to
be socially or politically acceptable. If not, it would function better within the Department

40. The Road Trauma Committee of the Royal Australasian College of Surgeons and
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