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Executive Summary
The Victorian Government road safety partners welcome the opportunity to contribute to the
Economy and Infrastructure Committee’s Inquiry into the increase in Victoria’s road toll during 2019.
Victoria’s road safety partners include:
•
•
•
•
•

Department of Transport (DoT)
Transport Accident Commission (TAC)
Department of Justice and Community Safety (DJCS)
Victoria Police
Department of Health and Human Services (DHHS)

This submission reflects the collective insight from across the Victorian Government’s road safety
partners on the Inquiry’s Terms of Reference.
Victoria has long been recognised as a leader in road safety. Long term road trauma reduction trends
over a period of decades highlight Victoria as one of the better performing jurisdictions worldwide,
despite the growing influence in Victoria of external factors that traditionally place upward pressure
on road trauma. These include higher than expected population growth, an ageing population, a
changing mix of transport modes, changing patterns in drug use and other driver behaviours, all
which contribute to increased risk of adverse road safety outcomes.
Victoria has adopted a Safe System approach ; a best practice model in road safety recognised
internationally. By working within the four key pillars of safer roads, safer vehicles, safer people and
safer speeds, the Safe System aims to reduce both the likelihood and impact of road trauma on
Victorian roads. Underpinning the Safe System is the fundamental principle that road safety is a
shared responsibility across all levels of government, regulators, communities and individuals.
A number of factors have contributed to the increase in road trauma in 2019, and these are explored
throughout the submission, including new actions from Victoria’s road safety partners to address the
rise.
The following provides a response summary to each of the Inquiry’s Terms of Reference.
(1) Current Victorian Towards Zero Road Safety Strategy 2016-2020 and progress towards its aim of
20 per cent reduction in fatalities with 200 or less lives lost annually by 2020
Victoria’s Road Safety Strategy 2016-2020 sets the strategic direction for achieving road safety
outcomes in Victoria. Built upon the Safe System approach, Victoria’s strategy includes an ambitious
road trauma reduction target set by the Victorian Government of less than 200 fatalities by 2020 – a
road safety target not previously set in a Victorian context1.
To arrive at the Government’s target of less than 200 by 2020, Victoria’s road safety partners worked
with the Monash University Accident Research Centre (MUARC) to model a broad suite of road
safety interventions to assess their likely impact on reducing road trauma. Establishing a baseline,
projections showed road fatalities would remain relatively stable over the projected 5-10 years in
the absence of new investment in road safety initiatives. These projections also assumed Victoria
would maintain an average population growth rate of 2 per cent per annum. However, Victoria’s

1

The target of reducing deaths to below 200 by 2020 was articulated in the Victorian Labour Party platform in 2014.
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population growth rate peaked at 2.5 per cent in 2017, placing further unanticipated upward
pressure on road trauma.
Table 1.0: Population growth
Year

Population

2010
2011
2012
2013
2014
2015
2016
2017
2018
2019

5,445,172
5,520,378
5,625,354
5,744,915
5,869,511
5,995,205
6,138,627
6,292,584
6,432,655
6,566,170

% Increase from
previous year

1.38
1.9
2.12
2.17
2.14
2.39
2.51
2.22
2.07

Analysis of road fatalities since 2014 reveal significant annual fluctuation; averaging 253 fatalities per
annum, with a range approximately 40 fatalities above and below the average. For example, in 2018,
Victoria achieved a record low in road fatalities of 213, following 259 the previous year. Victoria is
not alone in experiencing significant fluctuations in road fatalities year to year. The four best
performing countries in trauma reduction - Sweden, Norway, the United Kingdom and Switzerland –
all recorded increases in 2018, following reductions in 2017.
The Victorian Government released its Road Safety Strategy 2016-2020 in May 2016, establishing a
realistic starting point for assessing its road safety benefits. Using this starting point, the following
observations in road fatalities can be made:
•
•
•

Between May 2016 and May 2017: Victoria experienced a 4 per cent increase in its 12month total road fatalities;
Between May 2017 and May 2018: Victoria experienced a 12 per cent decrease in road
fatalities, falling well below the 5-year average; and
Between May 2018 to May 2019: Victoria experienced an 8 per cent increase in road
fatalities.

In 2019, 268 people lost their lives on Victorian roads, equivalent to 4.05 road fatalities per 100,000
population in Victoria. Throughout the first five months of 2019, Victoria experienced higher than
average monthly fatalities (27), with particularly high number of fatalities in February (33) and May
(35). In the six months from May 2019, the monthly average was 19 - consistent with the average
monthly fatalities throughout the course of 2018 (18).
Considering the fatality data for 2019, along with the fatality trend analyses of the past 5-years, the
ambitious target of fewer than 200 fatalities by end of 2020 remains a significant challenge to
achieve.
Notwithstanding the road trauma spike in 2019, it should also be acknowledged that Victoria’s road
safety performance in the past ten years compares favourably relative to other jurisdictions. For
example, noting fatalities per 100,000 population as the standard interjurisdictional basis for
comparison, Victoria’s deaths per 100,000 since 2009, has generally been lower than any other
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Australian jurisdiction apart from the ACT. This is despite Victorians travelling more kilometres on
average than all other Australians.2
A number of successes have been achieved under Victoria’s Road Safety Strategy (see Terms of
Reference 1 for a description), and without these sustained efforts, it is likely Victoria would see
many more fatalities and serious injuries on Victorian roads. For example, the Strategy’s most
substantial program, the Safer Roads program, is tracking favourably against recent road trauma
trends. The positive road safety impact of the infrastructure program will continue to be realised
over the predicted 20-year lifespan of the road safety barriers infrastructure.3
Despite these successes, Victoria’s road safety partners acknowledge the increased road trauma on
Victorian roads in 2019, following the record low achieved in 2018. An annual variation of around 8
per cent is not uncommon, with 14 of the last 30 years experiencing an annual fluctuation of 8 per
cent or more. Moreover, where significant reductions in annual road fatalities (e.g. May 2017 - May
2018) have been followed by substantial increases (e.g. May 2018 - May 2019), these increases have
generally been transient and presage a return to a period of reduced road trauma.
However, one life lost on Victorian roads is one too many. The factors contributing to the spike in
the lives lost in 2019 are multi-faceted and explored further in the following section (“Victorian road
trauma in 2019 – A snapshot”), as well as throughout this submission.
Importantly, a number of key road safety observations have been able to be made during the
implementation of Victoria’s Road Safety Strategy, which has resulted in developing a range of
augmented initiatives, including increases in enforcement operations, that are likely to realise road
safety benefits in the near to medium term.
An analysis of 2019 road trauma is also being undertaken to inform the development of a new road
safety strategy post 2020. The outcomes of this analysis will not only benefit establishing a clear
view for the future strategy but will also assist to further strengthen and refine immediate and shortterm responses to address the 2019 rise in road trauma.
(2) Adequacy and scope of the current driver drug and alcohol testing regime
The Victoria Police Road Policing Strategy 2019-20 commits to administering a total 3 million random
breath tests annually; made up of 1.3 million Alcohol and Drug Testing Vehicle-based random breath
tests conducted by the Road Policing Drug and Alcohol Section, and 1.7 million random breath tests
conducted by other areas of the Police. All motor vehicle drivers intercepted are to be requested to
undertake a random breath test. The roadside breath testing program is recognised as reducing the
involvement of alcohol in road trauma and changing community attitude toward drink driving
through a general deterrence approach. For drink driving offences, Victoria Police issued over 5,600
infringements in 2018 and have issued over 2,400 infringement notices in the first half of 2019.
Utilising roadside oral fluid testing with laboratory confirmation, the current Roadside Drug Testing
(RDT) tests for the following substances:
•
•
•

delta-9-tetrahydrocannabinol (THC)
methamphetamine (commonly known as ‘meth’ or ‘ice’)
3,4-Methylenedioxymethamphetamine (commonly known as ‘MDMA’ or ‘ecstasy’).

In 2018, Victoria Police issued over 4,600 infringement notices for drug driving offences and have
issued over 2,600 for the first half of 2019. The TAC has provided $26 million over two years to
2

Australian Bureau of Statistics. 2017 Motor Vehicle Census. ABS 93090DO001_2017.

3

Theoretical predicted lifespan. Actual lifespan could be longer.
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Victoria Police to increase drug testing from 100,000 to 150,000 drivers, as well as undertake an
operational review of the drug testing program. The purpose of the review of roadside drug testing
procedures is to develop options for a more effective and efficient approach with an aim to support
an uplift in the number of roadside drug tests that can be conducted by police.
In addition to roadside testing, offender sanctions are also an important part of establishing
sufficient deterrence against drink and drug driving. Victoria was the first Australian jurisdiction in
April 2018 to introduce mandatory licence sanctions and alcohol interlock requirements for drinkdrivers detected with a Blood Alcohol Concentration (BAC) between 0.05-0.069. Complementing
these stronger sanctions, Victoria also introduced a revolutionary mandatory behaviour change
program for both drink driving and drug driving offenders, which specifically targets the underlying
motivations that directly influence high-risk behaviour. Since commencement, a total of 1,612 drink
and drug driver behaviour change programs have been delivered to a total of 11,774 participants. 4
In 2018, Victoria recorded its lowest ever proportion of driver fatalities (14 per cent) with a BAC of
0.05 or above, as confirmed by toxicology analysis5. Although this result cannot be attributed directly
to Victoria’s Road Safety Strategy, it is reflective of Victoria’s commitment to address these high-risk
behaviours.
(3) Adequacy of current speed enforcement measures and speed management policies
Speed has long been a significant contributor to road trauma, with approximately 29 per cent of
fatalities in 2019 attributable to speed.
The effectiveness of speed camera enforcement in reducing speeds and saving lives is undisputed.
Although there is seasonal and campaign related increases to mobile speed camera enforcement,
ongoing higher volume of road safety camera operations is needed. Subsequently, the Victorian
Government has recently committed to increase mobile camera enforcement operational hours by
75 per cent6 – which will result in monthly enforcement hours rising from 9,300 hours to
approximately 16,300 hours, and subsequently an estimated reduction of up to 60 fewer fatalities
on Victorian roads, once fully implemented by 2021, as determined by Traffic Enforcement Resource
Allocation Modelling (TERAM).
The DoT has a number of speed management policies that align with improving road safety and
reducing crash risks, including:
•
•
•
•

The provision of 40 km/h speed zones in areas of high pedestrian activity;
A maximum 110 km/h speed limit for high standard roads;
Ability to reduce speed according to identified high crash risk or demonstrated casualty
crash history; and
The use of variable speed limits, for example; the freeway management system and certain
intersection upgrades (e.g. Side Road Activated Speed technology), to match speed limits to
dynamic traffic conditions to support safety outcomes.

Sanctions for speed offenders have also progressively strengthened, particularly for those who
engage in excessive speeding, including increasing mandatory licence suspension periods and vehicle
impoundment periods. A recent evaluation of speeding sanctions in Victoria demonstrates that
Victoria’s speed penalty settings are having a positive impact on road safety. As a result of this
4

As of 9 December 2019.

5

Source: Victorian Institute of Forensic Medicine, 2019.

6

State Budget announcement 2019-20.
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evaluation, in November 2018 the Victorian Government changed the law so that drivers caught
exceeding the speed limit by 25 km/h or more, but less than 35 km/h lose their licence for three
months instead of one month. The same penalty applies for offenders who exceed the speed limit by
20 km/h or more but less than 25 km/h in a 110 km/h zone. Approximately 10,000 motorists a year
are charged with these two excessive speed offences.
TAC data shows the proportion of people who believe drivers should not be booked if driving 105
km/h in a 100 km/h speed zone increased from 24 per cent in 2013 to 34 per cent in 2018. Ongoing
efforts to improve community attitudes towards safer speeds is essential to increase driver/rider
compliance, progress speed management policy and ultimately reduce road trauma.
(4) Adequacy of current response to smart phone use, including the use of technology to reduce
the impact of smart phone use on driver distraction
Illegal smart phone use is a well-known source of driver distraction, however other new and
emerging technologies, including those within the vehicle itself (e.g. infotainment systems), also
pose a significant distraction risk. The Australian Naturalistic Driving Study found drivers engage in a
secondary task such as mobile phone use, every 96 seconds. Across 2013/14 to 2017/18, Victoria
Police report (based on crash scene investigation) drivers and riders involved in distraction-related
crashes accounted for 11 per cent of road fatalities (but road safety partners believe this to be
considerably underreported).
Victoria has a long history of applying strict regulatory policy to mitigate the impact of illegal mobile
phone use, with the first law banning the use of hand-held phones whilst driving being introduced in
1990, well before mobile phone use became part of everyday life. Victoria has also led a number of
important research projects to inform the evidence-base for future policy.
The National Transport Commission is currently leading a national review of Australian Road Rules
relevant to driver distraction to ensure they keep pace with changing technology. Victoria is
significantly contributing to this review to ensure any road rule amendments are fit-for-purpose in a
Victorian context.
Under the Road Safety Strategy, Victoria has also led a pioneering research study to assess the
feasibility of developing a distraction rating system for newer vehicles. This is particularly important
given the proliferation of in-vehicle technologies into newer vehicles in recent years. The study
identified a protocol incorporating three specific distraction test methods for effectively measuring
the distraction potential of new vehicles. Such a protocol could be used for rating the distraction
potential of vehicles in isolation or incorporated into a broader rating system (e.g. ANCAP 5-Star
safety rating). Additional research is being undertaken to further validate these methods.
The illegal use of smart phones and other smart-based technology (watches, tablets) whilst driving
has traditionally posed an enforcement challenge due to the random and often covert nature of the
activity. As technology continues to advance, it is imperative Victoria adapt its enforcement
approach accordingly to increase the ability to detect illegal behaviour and ultimately reduce the risk
of road trauma from distraction.
Preliminary research indicates that new camera technology shows significant potential in effectively
detecting illegal driver behaviours and may offer a general deterrence effect against illegal smart
phone use. Adopting a mobile camera operational approach whereby enforcement cameras could
be deployed at any location throughout the road network would offer a significantly greater
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potential safety benefit (reduce annual number of crashes by ~0.77% (95 crashes) and save $21
million) as this will lead to general deterrence against illegal phone use.
As part of the Victoria Government’s investment of $120.6 million to improve road safety outcomes,
a portion of this funding has been allocated to trial the efficacy of mobile technology to detect illegal
smart phone use in a Victorian context. Optimising penalties for illegal mobile breaches is an
important component of establishing sufficient deterrence. The Victorian Government has also
indicated it is considering options for strengthening the penalties for illegal mobile phone use to
complement the introduction of the new camera technology trial.
Other potential methods to reduce illegal smart phone use such as mobile phone block/jamming
technology and ‘lock-out’ apps have associated legal, technological and individual challenges, and
subsequently have demonstrated only limited benefit to date. The TAC has previously promoted
lock-out functionality on smart phones (e.g. ‘do not disturb’ function) through public engagement
activities, as part of broader driver distraction campaigns.
(5) Measures to improve the affordability of newer vehicles incorporating driver assist technologies
Victorian Government road safety partners acknowledge the significant contribution the increased
uptake of safer vehicles can have on the reduction of road trauma. As of the end of October 2019,
approximately 64 per cent of vehicles involved in fatal crashes, and 74 per cent of vehicle occupants
killed in fatal crashes, were in vehicles 10 years or older. Substantial safety benefits can be realised
by increasing the availability of vehicles with existing safety technologies. For example, research
shows Autonomous Emergency Braking (AEB) can reduce rear-end collisions by 35-50 per cent and
Lane Keeping Assist (LKA) can reduce run-off road and head-on crashes by 25-40 per cent. Modelling
suggests if every driver replaced their vehicle with the safest in its class, road trauma could be
reduced by nearly one third.
The factors that influence newer vehicle affordability are multi-faceted and often cross jurisdictional
boundaries of responsibility. The Victorian Government has ongoing initiatives to encourage and
promote the uptake of newer, safer vehicles including:
•
•

•

Fleet purchasing policies that include minimum safety technology requirements;
Sponsoring the Used Car Safety Ratings (UCSR) program, which assist consumers to identify
the safest models in the used car market – where a large number of ‘Safer Pick’ vehicles are
available second hand for under $15,000; and
Delivering vehicle safety education and marketing campaigns to inform the community of
the road safety benefit of vehicle safety technologies, and to increase their acceptance.

Victoria is also a founding member of the Australian New Car Assessment program (ANCAP) and is
actively involved in setting the strategic direction of ANCAP and contributing policy and other expert
advice to increase the ongoing effectiveness of the program. Research demonstrates the success of
this program, for example, the availability of vehicles fitted with AEB as standard has increased from
3 per cent in December 2015 to 54 per cent on July 2019, which has also contributed to the overall
affordability of vehicles fitted with AEB due to increased consumer demand.
The Australian Design Rules (ADRs) set the mandatory standards for new vehicles to be lawfully sold
in Australia. The ADRs, while generally aligned with the United Nations (UN) and European vehicle
standards, are a set of minimum safety and emission standards which are applied to new vehicles
supplied to Australia for the first time. Whilst the Victorian Government is working with the
Commonwealth Government to better ensure only the safest vehicles make it onto our roads, more
needs to be done to expedite the adoption of new safety features in new vehicles.
10
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(6) Adequacy of current road standards and the road asset maintenance regime
Although led by Austroads, Victoria contributes significantly to the development of technical
standards and guidelines for road design and management. For example, DoT plays an active role in
participating in various national task forces, working groups and committees that are associated with
updating and improving the effectiveness of standards and guidelines. Since 2016, more than 30
updates have been produced.
A very small percentage of road trauma can be attributed directly to poor road conditions.
Independent evaluations of major highways indicate that Victoria compares favourably to other
Australian jurisdictions. Previous evaluations from the Australian Roads Assessment program
(AusRAP) indicates Victoria as the state most represented in the best performing top 10 highway
sections.
DoT is responsible for managing approximately 23,000 network km of arterial roads, 7,000 sets of
traffic signals and other electrical systems such as street lighting and freeway management systems,
more than 6,000 bridges and other structures, plus 80,000 hectares of roadsides across Victoria. The
replacement value of these assets is approximately $52 billion (as at 30 June 2019).
Victoria is growing at an unprecedent rate, placing increasing demands on the Victorian road
network. Total vehicle kilometres travelled across the Victorian network have increased by 19.4 per
cent since 2009. In accordance with DoT’s Pavement Strategy, DoT identifies roads at risk of
exceeding deterioration benchmarks and provides funding for rehabilitation accordingly.
In the 4 years prior to 2016, the annual maintenance funding has been relatively unchanged.
However, since 2016 an increase in maintenance funding has had a significant impact by lowering
the average measured road roughness across the network. Since 2016 over $1.5 billion has been
invested to improving the maintenance and condition of Victoria’s regional roads, including most
recently in 2019, where a further $653.5 million was allocated over two years to rural road
maintenance activities.
(7) Adequacy of driver training programs and related funding structures such as the L2P program
At the core of Victoria’s car driving training is the Graduated Licensing System (GLS). The GLS
provides an evidence-based and systematic approach for supporting new drivers to accumulate the
necessary level of driving experience to improve driver performance and safety. A number of key
components are fundamental to the GLS, including the requirement for learner drivers to obtain a
minimum of 120 hours of supervised driving experience, a two-stage probationary licence period (P1
and P2), peer passenger restrictions and a ban on all mobile phone use.
A 2017 evaluation showed the GLS has a significant impact in reducing serious crash involvement
among younger drivers. In particular, the evaluation showed:
• 42.5% fewer drivers aged 18 to 23 years were found to have been involved in fatal or serious
injury crashes since the GLS was introduced (cf. 29% reduction among older, experienced
drivers in same time period);
• For drivers aged 18 to 20 years, there had been a 20.3% reduction in their rate of involvement
in fatal and serious injury crashes; and
• A 19.4% reduction in fatal and serious injury crash involvement rates among drivers aged 18
to 23 years in their first year of driving, the group with the highest crash risk;
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Importantly, the research indicates that these road safety benefits continue to be realised after
drivers have completed the GLS.
Victoria’s GLS is supported by a number of driver training programs, including the L2P program – a
learner driver mentor program that supports learner drivers to access a suitable supervising driver
and vehicle in circumstances when they are unable to do so on their own accord. A recent evaluation
of L2P demonstrated that:
•
•
•

There is a quantifiable need for L2P in the Victorian community, making a real difference to
learner driver Victorians;
The program has prevented an estimated 26 crashes, including eight fewer fatal and serious
injury crashes – an economic saving of approximately $15 million; and
The overall benefits of the program exceed its costs (benefit-cost ratio of 1.82).

Other driver and road safety education initiatives available include Road Smart; which is designed to
build on the knowledge, skills and behaviours of Year 10 (or equivalent students) and lay the
foundations for safe driving among young drivers, and the Road to Zero Education Complex situated
at Melbourne Museum.
(8) Adequacy and accuracy of road collision data collection
Victorian road safety partners collect and maintain key datasets that provide the evidence-base for
road safety planning and performance monitoring in Victoria, including:
•
•
•
•

Traffic Incident System (TIS) – preliminary crash data information as reported by Victoria
Police at on-scene investigations;
Road Crash Information System (RCIS) – Summary unit record crash data reported by
Victoria Police, collated and refined by and managed by DoT;
Admissions and emergency department datasets as managed by the Department of Health
and Human Services (DHHS), complimenting Victoria’s dedicated road trauma datasets; and
Toxicology database that provides intelligence on drug and alcohol road trauma (produced
and managed by VIFM).

These road safety data systems have provided a sound source of road safety data and other
information for many years and have facilitated detailed crash interrogations and analyses. There
are several strengths inherent to current data collection processes. For example, the management
and use of road safety datasets has a strong governance model with road safety inter-agency groups
and committees in place to identify data-related issues, trends in road trauma and future road safety
data needs.
Victoria’s road safety partners continue to strengthen data collection processes and explore data
management improvement measures, such as combining crash, hospital and TAC data, which will
serve to further strengthen road safety policy setting into the future.
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Victorian road trauma in 2019 – A snapshot
As an addendum to addressing each Terms of Reference and to provide relevant context to this
submission, the Victorian road safety partnership provides this brief summary of road trauma in
Victoria in 20197.
In 2018, Victoria experienced its lowest ever number of road fatalities with 213 lives lost on Victorian
roads, equivalent to 3.3 road fatalities per 100,000 population in Victoria. This was partly due to
uncharacteristic decreases in fatalities on regional roads, where longer term trends show fatalities
gradually increasing.
In 2019, 268 people lost their lives on Victorian roads, equivalent to 4.05 road fatalities per 100,000
population in Victoria. 145 people lost their lives on regional roads while 118 lost their life on
metropolitan roads.
Throughout the first five months of 2019, Victoria experienced higher than average monthly
fatalities (27), with particularly high number of fatalities in February (33) and May (35). In the six
months since then, the monthly average has been 19. This is consistent with the average monthly
fatalities throughout the course of 2018 (18). High speed rural roads continue to experience the
majority of fatalities, accounting for 38 per cent of all fatalities in Victoria in 2019. Speed was
considered a factor in 29 per cent of all fatalities in 2019.
In 2019, drivers are the most represented in Victorian road fatalities (43 per cent), followed by
passengers (18 per cent), pedestrians (18 per cent), motorcyclists (17 per cent) and bicyclists (4 per
cent). Certain observations are discernible from the profile of 2019 fatalities when compared to the
5-year averages. These include:
•
•
•

•

•

Pedestrian and motorcyclist fatalities are both higher in 2019 compared to the 5-year
average;
Young people and older road users are both higher in 2019 compared to the 5-year average;
Where status is known, not wearing a seatbelt has been identified in almost 30 per cent of
vehicle occupant fatalities. This is also an increase on the 5-year average (range 11.8 per
cent to 22.5 per cent);
Fatalities in metropolitan 50km/h and rural 60km/h speed zones have both increased against
their respective 5-year average. In both instances, most fatalities were motorcyclists and
vehicle occupants; and
Head-on and pedestrian crashes have both shown an increase against their respective 5-year
average.

A further breakdown of fatalities in 2019 compared with 2018 and the 5-year average for different
crash types and cohorts is shown under the first Term of Reference.
From 1 January 2019 to 21 November 2019 8:
•
•
•

Alcohol impaired drivers/riders were involved in 18 fatal collisions that resulted in 19 lives
lost;
Drug impaired drivers/riders were involved in 42 fatal collisions resulting in 48 lives lost; and
Two collisions resulting in two deaths where the driver/rider was both alcohol and drug
affected.

7

Fatality data presented for 2019 based on available data up until 15 December 2019.

8

Victoria Police. 2019. Number of lives lost involving alcohol or drug impaired drivers/riders, n.p c.
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As serious injury reporting lags fatality reporting due to the additional processing required to build a
reliable and complete dataset, serious injuries data for 2019 is not able to be presented at the time
this submission was published.9

9

The expected time frame to report on 2019 injuries with sufficiently reliable and complete data is mid to late 2020.
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Responses to the Terms of Reference
(1) Current Victorian Towards Zero Road Safety Strategy 2016-2020 and progress towards
its aim of a 20 per cent reduction in fatalities with 200 or less lives lost annually by
2020
Victoria’s Road Safety Strategy 2016-2020 sets the strategic approach for achieving road safety
outcomes in Victoria. The strategy is based on10:
•
•
•

a comprehensive analysis of the trauma trends over the years leading up to 2016,
projections about likely changes in travel patterns and the makeup of the vehicle fleet over
the life of the Strategy, and
road safety interventions with an established evidence base.

The “Safe System” is the framework that guides the strategic priorities of Victoria’s Strategy, and
that of the Australian Government and many other Australian and overseas jurisdictions; ensuring
key actions span across the four safe system pillars of safer roads, safer vehicles, safer road users
and safer speeds.
Acknowledged as an ambitious road safety target, the key objective of Victoria’s Road Safety
Strategy is to achieve a reduction in road fatalities to 200 or below by 202011. The Victorian
Government’s target to reduce deaths from 252 in 2015 to under 200 by 2020 is equivalent to a 20
per cent decrease over 5 years and reflects Victoria’s focus and capacity to deliver a state-wide
program of road safety improvement. The target of reducing deaths to below 200 by 2020 was
articulated in the Victorian Labor platform in 2014. In order to deliver on this commitment, the
current road safety strategy was based on the elements of road trauma contributing to fatal and
serious injuries and independent modelling of a range of countermeasures that were predicted to
meet the Government’s target. Ambitious targets have the added benefit of focussing Government
agencies on delivering the interventions that have the greatest impact.
Modelling the benefits of Victoria’s Road Safety Strategy 2016-2020
To arrive at a target of less than 200 by 2020, Victoria’s road safety partners worked with the
Monash University Accident Research Centre (MUARC) to model a broad suite of road safety
interventions to assess their likely impact on reducing road trauma. The modelling was reviewed in
2018, with Deloitte Access Economics concluding that “the modelling approaches are largely sound,
though are only as robust as the underlying assumptions and data inputs” - an acknowledgement of
the inherent limitations of modelling projected benefits in road safety.
Commencing with a “business as usual” model, MUARC modelled the effects of continuing Victoria’s
road safety program, as it stood in 2015. The projections showed road fatalities would remain
relatively stable over the projected 5-10 years in the absence of new investment in road safety
initiativesi.
Importantly, these projections assumed that Victoria would maintain an average population growth
rate of 2 per cent per annum, based on the state’s 20 per cent growth over the 10 years to 2015ii.
However, Victoria experienced above-average population growth in every year since 2012, with an
average growth of 2.3 per cent, peaking at 2.5 per cent in 2016. This unanticipated increase has put

10
11

Data sources and research underpinning Victoria’s Road Safety Strategy were published in an appendix to the Strategy document.
Source: Towards Zero Road Safety Strategy 2016-2020.
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Figure 1.3

Figure 1.4 shows the proportion of fatalities by road user group year to date (as of December 2019)
in 2019, 2018 and the 5-year average. The proportion of driver fatalities in 2019 has decreased
compared to both 2018 and the 5-year average. Conversely, the proportion of passenger and
pedestrian fatalities both increased in 2019, compared to 2018 and the 5-year average.
Figure 1.4:

From a geographical perspective, the proportion of fatalities in 2019 in the metropolitan area fell
slightly, compared to year-to-date 2018 and to the year-to-date 5-year average (Figure 1.5). Almost
half of all fatalities occur in “inner regional” areas (a 500km-wide zone that runs north-south and
covers the middle third of the state), an area that saw a dramatic reduction in 2018 (compared to
the 5-year average) but rose above the 5-year average in 2019.
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Figure 1.5

As shown in Figure 1.6, the 5 most common fatality crash types, except for rear-end and run-off road
crashes, have all risen in 2019 (as a total), compared to the year-to-date 5-year average.
Figure 1.6

When represented as a proportion of fatality crash types (Figure 1.7), head-on and pedestrian
crashes have increased, while run-off-road crashes fell compared to the 5-year average, in both 2018
and again in 2019.
Figure 1.7
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Figure 1.920

Jurisdictional Comparisons
Notwithstanding the road trauma spike in 2019, it should also be acknowledged that Victoria’s road
safety performance in the past ten years compares favourably relative to other jurisdictions.
For example, using fatalities per 100,000 population as a basis for comparison, Victoria’s deaths per
100,000 since 2009, has generally been lower than any other Australian jurisdiction apart from the
ACT, as shown in figure 2.0. This is despite Victorians travelling more kilometres on average than all
other Australians.21

Figure 2.022

Deaths/100,000 population (jurisdiction)
30.0
20.0
10.0
0.0
2009

2010
NSW
WA

2011

2012

2013

Vic
Tas

2014

2015

2016

Qld
NT

2017

2018

SA
ACT

Since 2009, Victoria has also maintained a fatality rate lower than the Australian national rate, and
the Organisation for Economic Cooperation and Development (OECD) rate (figure 2.1).

20

December 2019 data not available at time of publishing.

21

Australian Bureau of Statistics. 2017 Motor Vehicle Census. ABS 93090DO001_2017.

22

Bureau of Infrastructure, Transport and Regional Economics (2019 figures unavailable)
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•

•
•

•

On undivided rural roads where major upgrades have been substantially completed, the
number of people seriously injured in the first half of 2019 (5) is a third of the average
number of people seriously injured each six months in the five years before construction
began on these projects (2013-2017).
On these same undivided roads, the number of lives lost in the first 11 months of 2019 (2) is
one third less than the average number of lives lost in the five years before construction
began on these projects (2013-2017).
In the two VicRoads regions where the rollout of rumble strips (also known as, audio tactile
line marking) was substantially completed by the start of 2019, 14 lives have been lost in the
first 11 months of 2019 in lane departure crashes on the road types targeted under this
initiative. This is a reduction from the average of 25 lives lost per year on the targeted road
types in those regions in the five years before construction began on these projects (20112016).
No lives have been lost in 2019 on roads treated under the Busy Places and Local Streets
component of the program.

Victoria’s road safety partners have also continued to keep the community abreast of key
achievements. An extensive community consultation accompanied the development of the initial
strategy, and communications campaigns have major highlight initiatives such as infrastructure
upgrades, legislative changes and enforcement campaigns. Public support has been high for many of
these initiatives.
Responding to new and emerging challenges
Road trauma is a multi-faceted and, complex public safety issue which requires an agile policy
approach capable of adjusting to new circumstances. Victoria’s Road Safety Partners to continually
monitor, adjust and address unanticipated changes associated with road trauma.
For example, as Victoria’s Road Safety Strategy entered its second year, Victoria’s road safety
partners assessed progress in terms of safety outcomes, expenditure, efficiency and governance, in
order to determine where adjustments may be needed accordingly.
Firstly, they confirmed that lives lost on Victorian roads would be 60 per cent higher and 40 per cent
more people would be seriously injured without the on-going suite of effective road safety programs
in Victoria over the last 10 years. Secondly, they found that on the latest projections of trauma in
2020, initiatives under the current Road Safety Strategy would need to save:
•
•

61 lives to achieve the fatality target of less than 200 deaths in 2020; and
935 serious injuries to achieve the 15% serious injury reduction target in 2020.

The 2018-19 Budget included funding for continued safety infrastructure improvements and a 50 per
cent increase in roadside drug testing, up from 100,000 to 150,000 test per year. In addition, every
highway patrol vehicle is now a mobile drug testing car. This was followed up in the 2019-20 Budget
with funding for a 75% increase in mobile camera operations, which was part of a $120.6 million
package of new enforcement related actions that also included investigations of new and innovative
enforcement technologies including using AI systems to better target resources, cameras that can
detect illegal phone use by drivers, and mobile point-to-point cameras that can substantially expand
coverage of speeding drivers.
These new items were additional to previous funding of $11.5 million for a new fleet of six smaller
and 4 larger alcohol and drug busses, which are capable of being deployed across a wider range of
locations.
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The government has separately funded 3,135 additional police, with 53 already deployed on
highway patrol work.
Based on the modelling, it is expected Victoria will see the tangible road safety benefits of these
adjustments over the next two years.
Since 2016, Victoria’s road safety agencies have also augmented Victoria’s Road Safety Strategy with
other additional actions to address specific, emerging issues including:
•
•
•
•
•
•

Implementation of a mass-media campaign targeting illegal mobile phone use whilst driving.
Tougher penalties for unlicensed driving;
Roll-out of Automated Number Plate Recognition (ANPR) technology on Victoria Police
highway patrol vehicles to detect unlicensed drivers and unregistered vehicles;
A $1 million motorcycling package containing a suite of road safety measures; and
A pilot of a brief intervention at the point of detection for drink and drug drivers.
New tracking of the correlation between road trauma and workplace safety

In 2019, an in-depth road trauma analysis was also undertaken to inform the development of a new
road safety strategy post 2020. The outcomes from this analysis will not only benefit establishing a
clear view for the future strategy but will also assist to further strengthen and refine immediate and
short-term responses to address the 2019 rise in road trauma.
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(2) Adequacy and scope of the current driver drug and alcohol testing regime
As part of its priority to reduce harm, Victoria Police is focussing on road safety by removing
dangerous drivers from our roads, including:
•
•
•

more booze buses conducting drug and alcohol testing;
police using new mobile ANPR technology to identify high-risk road users; and
conducting operations targeting speeding, drug and drink driving, and other high-risk
drivers.

In particular, the TAC has provided $26 million over two years to Victoria Police to increase drug
testing from 100,000 to 150,000 drivers each year 24. Targeting drivers under the influence of drugs
and alcohol is essential, where almost one in five road fatalities involves a driver's BAC reading being
over .05, and approximately one third with illicit substances25.
Governance of driver alcohol and drug testing regime
Victoria Police has strengthened its accountability within road policing and has developed the
Victoria Police Road Policing Responsibilities and Accountabilities model. The primary objective of
this model is to create a formal system of accountability for Victoria Police in undertaking its road
policing roles and responsibilities. This is directed at all levels to achieve road safety outcomes in
accordance with the Victoria Police Road Policing Strategy 2019-20.
All frontline police have responsibility for road safety as part of their day-to-day tasks. They are
responsible for road safety at a level appropriate to their rank and responsibilities. Region, command
and department leaders are accountable for achieving their deliverables under this strategy,
including leadership in cross-command/region collaboration.
The Victoria Police Operations Committee oversees the organisational approach to road safety and
its alignment to Victorian Government policy objectives. However, ultimately, Victoria Police
Executive Command holds all employees and forums accountable for achieving the overall outcomes
of the Victoria Police Road Policing Strategy 2019-20. This accountability model supports a resultsdriven approach to road safety where responsibility and accountability for achieving results exists
across all levels of the organisation26.
Roadside breath testing
Police test drivers and riders for the consumption of impairing alcohol or drugs. The roadside breath
testing program is recognised as reducing the involvement of alcohol in road trauma and changing
community attitude toward drink driving through a general deterrence approach27.
Technology to conduct preliminary breath tests (PBTs) has developed over time and has a high level
of operational utility. It is also relatively cost efficient and is straightforward to use.
The Victoria Police Road Policing Strategy 2019-20 commits to 1.3 million Alcohol and Drug Testing
Vehicle-based random breath tests annually by the Road Policing Drug and Alcohol Section and 1.7
million random breath tests annually by regions and commands. All motor vehicle drivers
intercepted are to be requested to undertake a random breath test 28.

24

Victoria Police Road Policing Strategy (Towards Zero 2019-20). Pp.11, Victoria Police, Melbourne.

25

Victoria Police, Number of infringement notices issued for drunk and drink offences, 01/01/19 – 30/07/19.

26

Victoria Police Road Policing Strategy (Towards Zero 2019-20). Pp.19, Victoria Police, Melbourne.

27

M Boorman, 2019. Roadside Drug Testing Victoria – A Historical Overview, n.p.c.

28

Victoria Police Road Policing Strategy (Towards Zero 2019-20). Pp.8, Victoria Police, Melbourne.
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The Victoria Police Manual (VPM) outlines the policy rules and guidelines in relation to road policing
and the operational enforcement actions in relation to drugs and alcohol. When a driver or person in
charge of a motor vehicle is detected to be impaired by or under the influence of alcohol or other
drugs, police must take action under Part 5 of the Road Safety Act 1986, relating to offences
involving alcohol or other drugs.
In accordance with the VPM (Policy Rules – Road Policing), any driver found to be at or in excess of
the prescribed concentration of alcohol, as indicated by the PBT must not be allowed to continue
driving. Authorised breath analysis instrument operators can conduct an evidential breath test. A
PBT should be conducted and a positive result from an evidentiary breath test obtained before a
prosecution can proceed for alcohol impaired driving, unless a PBT cannot be lawfully conducted. In
those circumstances, police may consider using other powers under the Road Safety Act29.
Various penalties and other sanctions/interventions may apply, depending on the circumstances of
the offence. A person may have their driver licence or permit immediately suspended, or their
vehicle may be impounded. There have also been increases in penalties for drink driving, including
loss of licence for a minimum of three months, fines, requirement to complete a compulsory
behaviour change program (discussed further on in this response) and needing to have an alcohol
interlock device installed in any vehicle driven by that person for a minimum of six months.
A recent Victorian study analysed almost 5,000 injured driver blood specimens in hospitalised drivers
in Victoria over the 5-year period concluding on 30 June 2018 (Table 1.2). The outcomes of this study
identified that a large proportion of drivers injured and hospitalised tested positive to one or more
drugs, including alcoholvi:
•
•
•

Alcohol was present in 15.8% of all cases at concentrations in excess of 0.01 g/100 mL, and
only 1.8% of all cases had alcohol present, but below the legal limit for fully licensed nonprofessional drivers;
7.6% of the injured driver blood specimens tested had a BAC of 0.15 g/100 mL or higher,
with the highest BAC detected at 0.468 g/100 mL; and
Drivers of cars had the highest prevalence of alcohol (16.7%) and heavy vehicle drivers the
lowest (7.1%). Table 1.1 below shows the incidence of alcohol and drugs in the injured
drivers in the study.

The Victorian study referred to above also noted “the rising prevalence of methylamphetamine, and
that this stimulant together with THC and alcohol represents a large proportion of driving cases 8.”

29

Victoria Police Manual – Policy Rules – Road Policing. Pp.5. Victoria Police, Melbourne.
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Roadside drug testing
Under section 49 (1)(bb) of the Road Safety Act 1986, it is illegal to drive with the presence of the
prescribed concentration of drugs in a driver’s oral fluid or blood. The current Roadside Drug Testing
(RDT) tests for the following substances:
•
•
•

delta-9-tetrahydrocannabinol (THC)
methamphetamine (commonly known as ‘meth’)
3,4-Methylenedioxymethamphetamine (commonly known as MDMA or ‘ecstasy’).

Victoria Police is currently conducting a review of roadside drug testing procedures to develop
options for a more effective and efficient approach with an aim to support an uplift in the number of
roadside drug tests that can be conducted by police.
Victoria introduced the RDT program in 2004 utilising roadside oral fluid testing, with oral fluid for
laboratory confirmation in the criminal justice framework. The original intention of RDT was to seek
to replicate the success of the RBT program, which is acknowledged as reducing the involvement of
alcohol in road trauma and part of broader community attitudes 38.
The RDT program commenced on 1 December 2004 and the first operation was held on 13
December 2004. In the first year of RDT, there were approximately 13,000 Preliminary Oral Fluid
Tests (POTFs) conducted. However, this has significantly increased since that time and the test rate
is currently established at 150,000 prohibited drug screening tests conducted by booze and drug
busses and highway patrol units for 2019-2020. This is supported by the increased exposure and
flexibility in operating capability as a result of new vehicles. This is an important factor in an effective
general deterrence program.
There are three steps involved in the roadside testing process:
•
•
•

an initial road side screen using a saliva swipe device which can indicate the presence of a
prescribed drug (POFT)39;
a secondary saliva test which confirms (or not) the preliminary screen test, and which
collects a stored sample of saliva (OFT); and
an evidentiary standard laboratory analysis of the stored saliva sample.

As above, the VPM (Policy Rules – Road Policing) outlines various operational enforcement actions in
relation to drugs and alcohol, which are supported by the VPM (Guidelines – Driving under the
influence of alcohol or drugs). The penalties for drug driving offences also vary, depending on the
circumstances of the offence. This may range from infringements, immediate licence suspension and
vehicle impoundment, therapeutic sanctions and referral to Alcohol and other Drugs (AOD) support
services.
Road policing operations
In the first half of 2019, Victoria Police issued over 2,600 infringement notices for drug driving and
over 2,400 for drink driving offences40. For the full 2018 calendar year, Victoria Police issued over
4,600 infringement notices for drug driving offences and over 5,600 for drink driving offences.
More specifically, holiday periods continue to be high-risk periods on Victorian roads and in 2018 –
2019, Victoria Police conducted state-wide road policing operations that detected over 100,000

38

M Boorman, 2019. Roadside Drug Testing Victoria – A Historical Overview, pp.16, n.p.c.

39

A prescribed drug meaning THC, methamphetamine and MDMA, in accordance with the Road Safety Act 1986.

40

Victoria Police, Number of infringement notices issued for drunk and drink offences, 01/01/19 – 30/07/19.
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offences across 50 days. Of those offences, 2,397 were BAC offences related to drink driving and 2,283
were OFT offences related to drug driving7 . Interesting. That’s 50:50.
During the summer holiday period and first half of 2019, Victoria Police conducted five state wide
road policing operations that resulted in the detection of 1,928 BAC offences and 1,874 OFT offences
over 41 days7.
For example, Operation Nexus ran for five days over the Easter holiday period from 18 April 2019
until 22 April 2019. Operation Nexus was a strategically coordinated road safety enforcement
operation aimed at reducing road trauma and influencing road-user behaviour. It was conducted
across the state throughout all operational police regions and Police Service Areas (PSAs) and
included the use of all available personnel from local road policing units, general duties and other
operational policing units and resources. The outcomes of Operation Nexus were 309 BAC offences,
310 OFT offences, 11,674 traffic offences and 960 crime offences7. Appendix 1 provides a summary
of Road Policing Operations in 2018-2019.
Broader policing operations
Victoria Police also provides drug and alcohol testing in relation to vessels through the Water Police
Squad (WPS). WPS regularly conduct PBTs on vessel operators as part of general patrols and
standing boat ramp operations targeting vessels returning from sea. WPS members also conduct non
water-based patrols during which they exercise powers under the Road Safety Act to conduct PBTs
in support of the Victoria Police Road Policing Strategy 2019-20 and broader Victorian Towards Zero
Road Safety Strategy 2016-20. The WPS conduct a majority of PBTs at many boat ramps throughout
Victoria. Frequently, operators are tested as they return to shore. This is considered important as
the majority of vessels are towed by motor vehicles.
Victoria Police also has a role in drug and alcohol testing in relation to trains and trams. While the
Office of the National Rail Safety Regulator (ONRSR) is the lead body for the safety of rail operations
nationally, Victoria Police provides that office with support when required.
Opportunities with the current driver roadside alcohol and drug testing regime
Victoria Police has identified the need to explore opportunities to increase efficiency of the RDT
process and is considering further potential opportunities to improve processes and explore further
opportunity for improvement. An ongoing area of focus for Victoria Police is the coordination of
roadside alcohol and drug testing in Victoria. This focusses on relevant deployment times and
locations, supporting a sustained and highly visible road policing presence. However, there are many
competing demands for time and resources during shifts, and the availability of police to perform
dedicated roadside alcohol and drug testing remains a challenge. As Victoria Police increases its
mobility capability this will be eased.
When impairment other than alcohol is suspected, the process is to perform a Drug Impairment
Assessment (DIA). A positive DIA may lead to a charge of driving whilst impaired (DWI). The DIA
process requires both a PBT and evidential breath test to exclude alcohol - and subsequently a
physical impairment test41 is undertaken by a police officer that has been trained and is authorised
to conduct a DIA. This must also be recorded. Where the DIA indicates that a person may be
impaired by a drug, a police officer may request a blood and/or urine sample.

41

The physical impairment test of the DIA comprises of nystagmus, walk and turn and one-leg stand testing protocols.
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The number of DIA assessments conducted in the 2018-2019 period was 101 state wide. Of these, 35
were conducted in the North West Metropolitan Region with 16 being conducted in Northern
Division 1, which is located in inner Melbourne42.
New measures to address drink and drug driving
In addition to sufficient roadside testing, offender sanctions are also an important part of
establishing sufficient deterrence against drink and drug driving. A new package of evidence-based
measures to address drink- and drug-driving was introduced in Victoria on 30 April 2018. These
measures seek to further reduce the involvement of alcohol and other drugs in road trauma, as well
as reinforcing the key message to the community that alcohol/drug use and driving should be
separated. The reforms included:
•
•
•

Drink driving - all offences result in licence cancellation, disqualification and mandatory
alcohol interlock condition;
Drug driving (positive roadside drug test) – increased licence suspension (when dealt by
infringement notice) or licence disqualification (when dealt with in court) period; and
All drink and drug drivers must complete a newly established behaviour change program
before licence is re-issued or a licence suspension is lifted.

Prior to 30 April 2018, some drug drivers and drink drivers who had their licences cancelled were
required to complete an 8-hour education program before re-licensing. The Victorian drink and drug
driver education programs, commencing in the 1990s, were conducted by a range of providers
accredited by the Department of Health and Human Services (DHHS). There were broad program
guidelines, but all accredited providers could develop their own content and there was no set
curriculum for either the drug or drink driving programs.
Contemporary behaviour change program for drink and drug drivers
Following extensive international research into best practice management of drink and drug driving
offenders, along with consultation with a range of subject matter experts, it was concluded that
adopting a behaviour change approach (as opposed to an educative-only approach), was most
appropriate for Victoria’s road safety needs. The new program utilises psychological and therapeutic
approaches that include cognitive behavioural and motivational techniques, with some educative
elements. In particular, the new program includes (but not limited to) the following aspects:
•
•
•
•
•

identifying motivations behind drink and/or drug driving;
considering where offenders are in relation to changing their behaviour;
considering the impact of their drink/drug driving offence;
identifying strategies/actions to avoid drink/drug driving in the future; and
Screening assessment to facilitate a referral to further treatment services as identified

The program is also tailored for different offender cohorts. A more intensive version of the program
is required for drink driving offenders with BAC reading of 0.15 and above repeat drink or drug
driving offenders and those who engage in other serious offences involving alcohol or drugs. The
intensive program includes a one on one counselling session as well as participants exploring
recidivist behaviour and relapse prevention strategies. Screening for alcohol and or other drug
problems is undertaken in all programs using validated screening tools. Those who present with
serious alcohol or drug problems are provided with a facilitated referral to additional treatment
services.

42

Victoria Police. Drug Impairment Assessment conducted July 2018 to June 2019, n.p.c.
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Appendix 2 provides an overview of the behaviour change program pathway for different drink
and/or drug driving offenders. The new program is also supported by strong governance
arrangements, with a range of processes and resources established including training for facilitators
and their supervisors and assessment of facilitators and supervisors through an external audit
process. Provider agency processes are also subject to audit.
Since commencement in Victoria in 2018:43
•
•
•

912 Drink Driver Programs have been delivered to 6,748 participants;
522 Drug Driver programs have been delivered to 3,811 participants; and
178 Intensive programs have been delivered to 1,215 participants.

A detailed outcome evaluation of the new program is planned for the future, once the program has
had additional time to become further established.
Alcohol and Other Drugs (AOD) Health Services
While not all people who engage in drink and/or drug driving are AOD-dependent, studies have
shown a relationship between risky drinking patterns and an increased acceptability of drinkdrivingvii. A strong AOD service system is an essential component of assisting those whose drink
and/or drug driving is a symptom of a broader AOD-dependency issue.
The Victorian Government is acting to tackle problematic AOD use first and foremost as a public
health issue. Each year over 30,000 Victorians receive help from funded AOD treatment and support
system. This includes early intervention services, prevention, community-based treatments such as
counselling and case management, and residential programs such as withdrawal and rehabilitation,
and harm reduction services. These services help those affected to create lasting change and stop
the devastating effects of AOD in the Victorian community. In 2019-20, the Victorian Government
has invested a record $273.1 million in AOD services; an investment which will also help those
whose risky drinking/drug-use patterns result in drink and/or drug driving.
Responding to the challenges posed by alcohol misuse requires effective management not only
through the specialist AOD treatment system but through a whole-of-system focus on reducing the
impact of AOD use. Areas of focus for the Department of Health and Human Services include:

•
•

Increasing capability in all service systems to assist people with alcohol and other drugrelated issues; and
Improved capability of primary care providers to assist people to manage AOD-related
issues; and changing risky drinking cultures44.

In addition, and as recognised by Victoria’s Royal Commission into Mental Health Services, there is a
complex interrelationship with mental health and alcohol and other drug use - which also increases
impaired driving performance and safety riskviii. Future directions for responding to these complex
needs with be considered in coming months by the Commission.

43

Source: VicRoads, Registration and Licensing. 2019

44

Department of Health and Human Services. Public Health and Well-Being Plan 2019-2023.
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(3) Adequacy of current speed enforcement and speed management policies
Speeding above the posted limit, along with impaired driving, is a top-ranking cause of road trauma.
Both the severity of a crash, and the likelihood of crashing, increase as speed increases.
Driving at or below the speed limit will reduce road trauma. Specifically, a measured reduction in
average vehicle speeds results in a decline in crash rates. For those crashes that do occur, reduction
in the speed of the involved vehicles reduces crash rates and severity.
Figure 2.2 shows probability estimates for severe injury for different types of crashes at different
travel speeds.
Figure 2.245

The Victorian Government has continued to invest in mobile camera speed enforcement by
allocating funds to increase operational hours by 75 per cent. This is the largest increase to mobile
speed camera operations since 2009. This is estimated to result in up to 60 fewer road deaths and
260 serious injuries per year (based on MUARC modelling) when fully implemented in 2021, in which
the full implementation of this action will respond to the 2019 road toll increase.
In the 2018-19 financial year, the fines issued from road safety cameras amounted to around $320
million. This figure represents a fraction of the overall cost of speed-related crashes, which are
estimated to be over $1 billion per year. Fines revenue is paid into state monies that in-turn fund
road construction, maintenance and road safety initiatives.
Speed management
While speed limits do mandate the maximum allowable speed, they also act to provide guidance to
drivers on safe travelling. Speed limits are set taking into account the road standard, environment
and traffic density.
The road safety partners accept that speed management requires effective community engagement
and is looking at ways to assist and support the community to make safer choices on speed.

45

Fatality probability relationships for selected crash types and pedestrians. Towards Zero Road Safety Strategy 2016-2020.
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DoT has a number of policy positions46 that relate to the setting of speed limits in Victoria which
align with improving road safety and reducing crash risk. Some of these include:
• The provision of 40km/h speed zones (permanent or time based) in areas of high pedestrian
activity;
• The provision of time based or permanent school speed zones outside of schools;
• A maximum 110km/h speed limit for high standard roads;
• The ability to reduce speed limits (i.e. 100km/h rural roads) where there is a high crash risks or
demonstrated casualty crash history; and
• The use of variable speeds via a freeway management system to match speeds to traffic
conditions on the State’s busiest freeways.
Ongoing efforts to improve community attitudes towards safer speeds is essential to improve
driver/rider compliance and reduce associated road trauma. TAC data shows the proportion of
people who believe drivers should not be booked if driving 105 km/h in a 100 km/h speed zone
increased from 24 per cent in 2013 to 34 per cent in 2018. ix The road safety partners are committed
to ongoing efforts that will assist the community to better understand the rationale for speed limits
and the need to comply with them.
Sanctions for speeding offences
Optimal penalty setting is an important component of speed management in order to deter speed
offending.
The range of penalties that speeding offenders can receive includes fines through Traffic
Infringement Notices (TINs) or court, demerit points, Good Behaviour Bonds (GBBs), loss of licence
(licence bans), and for high level speeding 45 km/h or more over the limit (or 145+ km/h in a 110
km/h speed zone) vehicle impoundment and the requirement to undertake a Safe Driving Program
(behaviour change program). There has been a range of changes to speeding sanctions over time in
Victoria, particularly in December 2002 with increases to ban periods and demerit points for
speeding offences. In 2006 impoundment was introduced for 48 hours and then strengthened in
2011 to 30 days. The Safe Driving Program was introduced in 2013.
In 2016, DoT (formerly VicRoads) evaluated the effect of these sanctions and found that licence bans
from speeding offences had a positive road safety effect both while drivers were banned from
driving and once re-licensed after a ban. In particular, increases to speeding ban periods for
speeding offences in recent years have been effective in reducing speeding offences and crashes,
while increases in demerit points for speeding offences have been effective in reducing casualty
crash rates. An increase to 30-day vehicle impoundment for excessive speeding has also had a
favourable road safety impact.
Further, as a result of the evaluation outcomes, in November 2018 the Victorian Government
changed the law so that drivers caught exceeding the speed limit by 25 km/h or more, but less than
35 km/h lose their licence for three months instead of one month. The same penalty applies for
offenders who exceed the speed limit by 20 km/h or more but less than 25 km/h in a 110 km/h zone.
Approximately 10,000 motorists a year are charged with these two excessive speed offences.

46

The technical requirements for these and other speed limit setting practices are outlined in the VicRoads – Speed Zoning Guidelines
(2017).
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The value of Victorian speed enforcement programs
Victorian speed enforcement programs involve both direct police enforcement and the use of
automated enforcement by cameras. These programs have, over several decades, saved many lives
and prevented serious injuries.
Victoria operates a mix of road safety camera types to cover all road environments. These consist of:
•
•
•

239 Intersection speed/red-light camera sites
44 fixed highway camera sites
9,300 contracted hours per month of mobile camera operations at approximately 2,000
locations across the state

The 2018-19 annual report of the Road Safety Camera Commissioner, an independent appointee
who reviews the Government’s management of traffic cameras, states:
Speed remains the biggest road safety issue. … It is undeniable that the camera system has a
real deterrent effect on red light and speeding behaviour.
This view is supported by analytical modelling methods developed by MUARC. These models allow
road safety agencies to better understand the outcomes achievable from the range of available road
safety countermeasures and thus inform the best mix of road safety countermeasures.
The models are Macro Estimates of Target Setting (METS), subsequently updated to enhanced METS
(eMETS) and, more recently, Traffic Enforcement Resource Allocation Modelling (TERAM). TERAM
focuses on the sub-set of enforcement programs and can calculate the expected crash savings and
relative cost benefit ratios of the programs.
Fixed freeway cameras are effective at reducing casualties on specific stretches of roads with studies
showing an approximate 30 per cent crash reduction on the roads covered. Intersection cameras,
on average reduce casualty crashes on the roads enforced by the camera by 47 per cent. TERAM has
shown that increasing mobile speed camera operations is a particularly effective road safety
measure. This is because mobile cameras are capable of creating general deterrence across the
entire road network.
2019 investment in road safety
Based in large part on TERAM modelling, the government funded a 75 per cent increase in mobile
speed camera operations in the 2019-20 State Budget. This commitment was supported by
additional modelling; which also demonstrated that increasing mobile camera operations is an
effective countermeasure.
The increase was the main component of a $120.6m package over four years that also included
funding for technical investigation of new camera enforcement technologies. These investigations
cover the use of two or more integrated mobile cameras to detect average speeds over long
distances (called point-to-point operations), the use of artificial intelligence to better determine
mobile camera scheduling and locations, and the use of cameras to detect illegal phone use by
drivers (specifically addressed in the response to Terms of Reference 4). The package also included
funding to strengthen the fixed camera network against cyber-attack.
The 75 per cent increase in mobile camera operations will result in monthly enforcement hours
rising from 9,300 to approximately 16,300 hours. The increase is planned to commence in the first
half of 2020 with an incremental roll out of 500 additional hours per month cumulative finishing in
April 2021. Using TERAM, this roll-out has been estimated to result in up to 60 fewer road deaths
and 260 fewer serious injuries per year when fully implemented
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The 2019 State Budget funding for a 75 per cent increase in mobile camera operations is based a
mobile camera equipment upgrade project that successfully commenced in 2019. The new high-tech
mobile cameras will provide a firm foundation for ensuring the 75 per cent increase in operational
hours that will commence in 2020 will be optimally effective.
In addition, the 2019 State Budget includes funding for a technical investigation of using two or more
integrated mobile cameras in a manner that allows the detection of speeding over long distances.
This is known as point-to-point operations and works by measuring time over distance to determine
an average speed. Should such an approach be viable, it offers the potential to enforce speed limits
on long stretches of road.
Speed camera operations are consistent with direct road policing. While Victoria Police enforce
speed limits when they are detecting speed, speed camera operations provide a level of geographic
coverage that police could not otherwise attain, and in some circumstances allow police to
concentrate on traffic offences that require their expert subjective judgement. A combination of
direct road policing and automated speed enforcement is managed in a manner that significantly
dampens dangerous speeding behaviour.
Speed enforcement – policing operations
Victoria Police speed enforcement measures are key areas of focus for road policing professionals
through the State Highway Patrol and regional highway patrol units. As part of the Victoria Police
Road Policing Strategy 2019-20, road policing responsibilities sit across all levels of the organisation.
Increased fleet visibility through marked police vehicles contributes to general deterrence.
The introduction of ANPR also supports improved speed management measurement by allowing
police to more readily identify high risk and recidivist drivers. ANPR is used to support road policing
enforcement activities in Victoria Police and can be used to detect stolen vehicles, stolen registration
plates, unauthorised drivers, drivers with an interlock condition, unregistered vehicles, high risk
recidivist drivers and persons of interest on warrants47.
This capacity for Victoria Police to undertake roadside enforcement is being enhanced by investing
an additional $3 billion funding into Victoria Police, including 3,135 new frontline police. This
includes more Highway Patrol officers in every region across Victoria.

47

Victoria Police Manual. Policy Rules – Road Policing. Pp.6. Victoria Police, Melbourne.
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(4) Adequacy of current response to smart phone use, including the use of technology to
reduce the impact of smart phone use on driver distraction
As the advancement of smart phone functionality and associated in-vehicle technologies has
increased the driver distraction problem and risk of crash involvement, the response to this
particular Terms of Reference addresses both smart phone use and associated technology.
The mobile phone was first introduced in Australia in 1987 and subsequently the first law banning
the use of hand-held phones whilst driving was introduced in Victoria in 1990, well before mobile
phone use became part of everyday life. While Victoria has always strived to stay ahead of the curve
through periodic upgrades to the road rules (as shown in Figure 2.3), mobile phone functionality has
evolved rapidly in recent years.
Figure 2.3: History of regulating mobile phone use whilst driving in Victoria48

For example, the smartphone as we know it today with a touchscreen was introduced in 2007 with
the launch of the first iPhone. By 2010 the majority of Android phones were also touchscreens.
In-car infotainment systems, a touchscreen that has GPS capabilities (also known as a visual display
unit [VDU]) were introduced around 2000. Since 2010, both Apple and Google have released their
own in-car infotainment systems, CarPlay and Android Auto. These systems connect to the
smartphone to play music, offer navigation functions, climate control and even the in-vehicle use of
smartphone apps49.
It is imperative road safety policy continues to evolve in order to address distractions from smart
phones and other in-vehicle technologies. Victoria’s road safety partners, along with national
stakeholders, are responding to the safety issues these technologies are creating through various
activities, some of which are described in this submission.

48

1 October 2014: mobile phone ban on motorcycle riders less than three years riding experience includes hands-free use.
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URL: https://www.techradar.om/news/car-tech/a-history-of-the-car-head-unit-1305931
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Prevalence of mobile phone use
The Australian Naturalistic Driving Study (ANDS) that collected data from 360 volunteer drivers (half
from New South Wales and half from Victoria) for four months across 2015 to 2017 found drivers
engaged in a secondary task such as mobile phone use, on average, every 96 seconds4. TAC data
demonstrates that phone use whilst driving is highly prevalent amongst various driver cohorts in
Victoria. The 2018 TAC (Road Safety Monitor) survey of 1587 Victorian drivers found x:
•
•
•
•

56 per cent used the phone for directions whilst driving;
38 per cent looked at a message or notification whilst driving;
11 per cent made a call with a hand-held phone while driving; and
6 per cent wrote a message while driving.

Crash risk and mobile phone use
Research demonstrates that taking one’s eyes off the road for at least two seconds doubles crash
riskxi.
Across 2013/14 to 2017/18, Victoria Police report drivers and riders involved in distraction-related
crashes accounted for 11 per cent of deaths and 5 per cent of MAIS3+ injuries (a subset of serious
injuries considered to be the most serious). Most distraction fatalities for 2013/14-2017/18 were
younger people - aged 18-25 years (18.5 per cent). As it can be difficult for Victoria Police to clearly
identify if phone use was a contributor to a crash, it is widely accepted that distraction (not just
phone use) is under-reported50,xii. International research suggests distraction is involved in up to 14
per cent of crashes6, which is comparable to the proportion of alcohol-related driver fatalities in
Victoria for 2018.
Naturalistic driving research studies, including a recent meta-analysis of mobile phone use, indicate
significant increases in crash risk for various visual-manual activities including looking at a phone (2.7
times increase7), dialling on a hand-held phone (4.04 times increasexiii), locate hand-held phone and
answer (3.57 times increase11) and texting, browsing or emailing (10.30 times increase11). Any handheld phone use was associated with 2.72 times increase in crash risk11. Talking on a hands-free
phone was associated with no significant difference in crash riskxiv.
Activities to address distraction behaviour
DoT has undertaken research and provided advice on all distraction issues including mobile phones,
in-vehicle distractions, external distractions such as billboards and related policy, countermeasure,
enforcement and legislation issues. DoT has also undertaken many research projects, including those
in response to the Parliamentary Road Safety Committee’s Inquiry into Driver Distraction 2006.
Appendix 3 provides a full list of research projects undertaken.
Currently, the National Transport Commission (NTC) is leading a national interjurisdictional
collaboration to revise the Australian road rules relevant to distraction to ensure they are fit for
purpose based on advancing changes in technology and associated driver interactions, and to ensure
the road rules continue to be consistent with achieving road safety outcomes.
DoT has provided extensive input into the NTC-led review and update. The input has included
responses to the NTC Issues Paper in February 2019 and its Regulation Impact Statement in August
50

Up until May 2018 Victoria Police members could only record one cause of opinion. Distraction was not initially identified as a
contributory factor in fatalities. Serious injury crashes attended by police may not be subject to intense investigation therefore distraction
may not be attributed to the crash.
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2019. In addition, DoT have provided extensive expert advice via other forums including the NTC’s
National Driver Working Group meetings51.
The DoT is optimistic that the new distraction road rules will future proof emerging technologies,
provide greater understanding to road users of what is and is not permitted whilst driving, provide
clear guidance for enforcement and assist in decreasing distraction crashes. The Department will
continue to assist NTC to achieve its aim of developing the new distraction road rules and ensure
they are suitable for the Victorian context.
Development of a driver distraction safety rating system for new vehicles
To further respond to the changing nature of in-vehicle technology and its potential to distract, an
innovative research project was undertaken (under Victoria’s Road Safety Strategy) to determine the
feasibility of developing a test protocol for rating the distraction potential of new vehicles entering
the Australian market.
The project undertook research to assess those attributes of human machine interface (HMI) design
which should be rated (including smart phone in-vehicle integration), methods of rating distraction
and how to develop a distraction rating. In addition, safety/rating assessment program reviews and a
cost-benefit analysis of introducing a distraction rating were undertaken.
The project identified a protocol incorporating three specific distraction test methods for effectively
measuring the distraction potential of new vehicles. This protocol can be used for rating the
distraction potential of vehicles in isolation or incorporated into a broader rating system (e.g. ANCAP
5-Star safety rating). The benefits of introducing an effective (best case) distraction rating system
results in a road crash saving of approximately AU$28 per ‘improved/low distraction’ vehicle per
year.
This project demonstrated that an HMI distraction rating system that is credible to industry and
consumers is feasible but requires further validation and possibly demonstration of its potential to
reduce crashes - similar to evidence requirements directing the policies of New Car Assessment
Programs.
Moving forward, a proof-of-concept study, funded by an FIA road safety grant52 with additional
funds from the Australian Automobile Association (AAA) and DoT, will employ a proposed distraction
safety rating system to rate the distraction potential of a small number of new Australian vehicles is
in preparation.
Victoria contributing to a national road map to address driver distraction
Transport Main Roads (TMR) Queensland is leading the development of a whole of Australian
approach to address driver distraction, including the establishment of a national roadmap that
incorporates the different facets of driver distraction across the ecosystem. DoT has provided
significant input into this project and the outcomes are intended to be considered by Government
when finalised

51

The NTC Distraction Working Group is a targeted group of road network policy, regulatory, enforcement, operations and human factor
academic specialists bringing diverse, national perspectives on driver distraction to inform operational and regulatory chang e for member
organisations. The scope of the Group is to consolidate national evidence and experience on driver distraction, identify the gaps in
knowledge and opportunities to harmonise effort and align national initiatives and developments to address driver distraction .
52
Fédération Internationale de l’Automobile, see URL: https://www.roadsafety.fia-grants.com/
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Mobile phone blocker technology
Smartphones can automatically disable a phone on detecting that the phone is travelling faster than
a walking/running pace using GPS. This technology has more potential than mobile phone jammers
as it only activates when the phone is moving. However, these applications (apps) require users to
switch on the application (opt-in).
App and related technologies provide a non-regulatory approach to mitigating distraction and
includes the use of apps (such as the former VicRoads Road Mode, built in apps from phone
manufacturers, various ‘drive modes’ that restrict or change phone functionality built into the
phone, use of OBD II plug in phone blockers or restrictors that pair with identified phones, and more
broadly some manufacturers have adopted workload managers that detect high vehicle loads
(cornering, acceleration, braking etc.) and reduce or prevent in-vehicle HMI functions such as radio
volumes, phone calls coming in through the vehicle systems etc.). The TAC has previously promoted
lock-out functionality on smart phones (e.g. ‘do not disturb’ function) through public engagement
activities as part of broader driver distraction campaigns.
The issue of self-regulation is problematic as people choose not to use such apps and device, e.g. the
2018 TAC (Road Safety Monitor) survey showed only two percent of drivers use them. It appears
that to address these issues a non-regulatory approach is going to need to be proactive, for example
through phone or vehicle manufacturers taking steps to limit functionality regardless of user
preference.
Some vehicles and mobile apps have already instigated lock-outs whilst driving e.g. Apple allows the
user to put the phone in drive mode whilst the vehicle is moving so that calls/texts are not received,
and the caller/person texting receives a message to indicate the person is driving. These are not
heavily promoted and are voluntary so many people do not use them (nine percent in the 2018 TAC
survey).
Mobile phone jamming technology entails transmitting a radio signal that blocks mobile phone
signals. The blocking signal is not easily localised and can interfere with mobile phones and other
technologies being operated outside the motor vehicle, for example, by pedestrians. For this reason,
such technology is currently prohibited in Australia under the Federal Radiocommunications Act
199253. As the technology would prevent any mobile phone from being used within the vehicle it
would prevent phone use by passengers and would be inconsistent with the current road rules,
which allow hands free phone use and the use of other functions of the phone such as GPS.
Automated detection of illegal mobile phone use and road safety benefits
The illegal use of smart phones and other smart-based technology (watches, tablets) whilst driving
has traditionally posed an enforcement challenge due to the random and often covert nature of the
activity. The current ability of Victoria Police to respond to smart phone use while driving is limited
to observation of persons using smart phones. Drivers may hold devices in their laps or below the
window line in vehicles to obscure visibility.
MUARC recently completed a short study designed to estimate potential road safety benefits from
using automated cameras to enforce the road rule against mobile phone usexv. MUARC were
required to make a number of assumptions, including the prevalence of illegal mobile phone use and
the behavioural deterrent effect of camera enforcement .
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URL: https://www.legislation.gov.au/Details/C2017C00356
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The study concluded that an effective camera system to enforce mobile phone prohibitions would
offer a significant safety benefit (reducing up to 95 crashes annually and save $21 million) as this will
lead to general deterrence against illegal phone use.
Mobile phone camera detection in other jurisdictions
NSW conducted a trial of mobile phone detection technology between January and June 2019.
Following a procurement process, NSW selected Acusensus to deploy fixed cameras at two locations
and a transportable camera for three to four days at several locations. The cameras assessed 8.5
million vehicles and detected more than 100,000 drivers using their phones illegally54. Following the
trial, NSW is intending to roll-out a broader enforcement program.
The Department of Justice and Community Safety (DJCS) has commenced ongoing discussions with
NSW counterparts on both the trial design principles, and trial results. DJCS will continue to monitor
and assess the operational issues and concepts arising from the commencement of the NSW
program. Tasmania has closely followed the NSW program, with a view to adopting the NSW
recommendations. In September 2019, the Tasmanian Road Safety Advisory Council announced it
will fund Tasmania Police to evaluate several new enforcement technologies following the trial in
NSW. Queensland and South Australia have expressed interest in the NSW program, however they
have not implemented any such trials.
2019-20 Road Safety Package
The Victorian Government has made a significant investment in 2019-20 to improve road safety
outcomes in Victoria by providing funding of $120.6 million over four years. A portion of this funding
has been allocated to exploring and trialling cameras that detect illegal mobile phone use by drivers.
The funding enables DJCS to scope out this work, including capturing requirements, assessing
options available on the market, and determining legislative and regulatory changes required to
enable the camera enforcement of illegal mobile phone use in Victoria.
If the technology proves viable during the scoping stage, any subsequent program rollouts will
require new funding and an extensive community engagement effort to create community buy-in
and support for the increased enforcement.
DJCS is assessing the market for innovative road safety camera enforcement technology and is
exploring several options for the delivery of camera enforcement to detect illegal mobile phone use.
A review of the technical and legislative requirements to enable the use of any new technology will
also form part of the trial. A preliminary review has identified potential amendments to the Road
Safety (General) Regulations 2019 around evidence and testing processes to enable road safety
camera enforcement of illegal use of mobile phones.
In addition to more effective enforcement, optimising penalties for illegal mobile breaches is an
important component of establishing sufficient deterrence. The Victorian Government has indicated
it is considering options to strengthen the penalties for illegal mobile phone use, which currently
include four demerit points and a $484 fine, to complement the introduction of the new camera
technology trial.

54

URL: https://roadsafety.transport.nsw.gov.au/stayingsafe/mobilephones/technology.html.
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(5) Measures to improve the affordability of newer vehicles incorporating driver assist
technologies
Vehicle technology is advancing at a rapid pace. The development and introduction of connected
and automated vehicles is expected to provide significant safety benefits, in addition to the many
other societal benefits. However, the commercial deployment of this technology is unlikely to be
widely available for some time.
The road safety partners acknowledge the significant contribution the increased uptake of safer
vehicles can have on the reduction of road trauma. As of the end of October 2019, approximately 64
per cent of vehicles in fatal crashes, and 74 per cent of vehicle occupants killed in fatal crashes, were
in vehicles 10 years old or older55. This is despite vehicles 10 years old or older comprising
approximately 44 per cent of the registered light vehicle fleet (excluding motorcycles).
Substantial benefits can be realised by increasing the availability of vehicles with existing
technologies. If everyone replaced their vehicle with the safest in its class, serious road trauma could
be reduced by nearly one thirdxvi.
Advanced Driver Assistance System (ADAS) technologies such as Autonomous Emergency Braking
(AEB) and Lane Keeping Assist (LKA) are specifically designed to automatically intervene to prevent
or reduce the severity of a crash, while others such as Intelligent Speed Assist (ISA) and Lane
Departure Warning (LDW) provide warnings to the driver so they can take corrective action.
Research conducted for AustRoads suggests that AEB could reduce rear-end collisions by 35-50 per
cent while LKA could provide a 25-40 per cent reduction in run-off road and head on crashes xvii.
Increasing the availability of safer vehicles can have an overall positive impact on the safety of
Victoria’s vehicle fleet. However, availability is just one of many factors that impact affordability,
with vehicle prices and on-road costs being comprised of a mixture of commercial drivers and
market factors.
The Victorian Government has ongoing programs to encourage and promote the uptake of newer,
safer vehicles with potentially life-saving technologies that will help reduce road trauma and achieve
Victorian Government’s long-term vision of zero deaths on Victorian roads. Programs such as the
Australasian New Car Assessment Program (ANCAP), the Used Car Safety Ratings, government fleet
purchasing policies all contribute to improving the overall safety of the vehicle fleet.
For example, ANCAP has played a major role in increasing the offering of AEB into new vehicles as
standard equipment. Government fleet purchasing policies (minimum 5 Star ANCAP rating pus safety
assist features, retention periods) also contribute to the safety of the vehicle fleet by enabling safer
vehicles to enter the second-hand car market.
Victoria’s road safety partners are delivering a number of actions which are designed to contribute
to the uptake of safer vehicles. These and other actions are outlined in the following sections.
Vehicle safety campaigns, promotional activities and partnerships
The Victorian Government is actively involved in vehicle safety and public education campaigns. The
DoT and TAC conduct research and inform the public of the benefit of vehicle safety technologies to
increase their uptake. Greater public acceptance of these technologies is recognised as a path to
more wide spread use, resulting in a reduction in production costs for manufacturers. DoT and the
55

Statistics based on Year-to-Date crash data.
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TAC support these campaigns through ongoing public communication via social media, to ensure the
messaging is a far-reaching as possible.
The TAC also has a number of partnership activities which are used as a forum for promoting vehicle
safety. The Vanessa Program, which supports youth to make safer driving choices, particularly at
music festivals and other events, as well as partnerships with sporting clubs and associations,
contribute to communicating the importance of driver assist technologies.
Australasian New Car Assessment Program and Used Car Safety Ratings
Many of today’s newer vehicles have ADAS safety features even though they are not mandatory.
This is in part due to international developments, but perhaps more importantly, consumer
programs such as the Australasian New Car Assessment Program (ANCAP).
ANCAP provides safety ratings for new passenger, sports utility vehicles (SUV) and light commercial
vehicles entering the Australian and New Zealand markets. Star ratings are given based on how the
vehicle performs in different types of crashes (occupants and pedestrians), and the level of
technology it has. In many cases this technology is in addition to what is required under ADRs.
DoT is a founding member of ANCAP and actively involved in setting the strategic direction and
contributes to ongoing work to increase the effectiveness of the program, including through
financial sponsorship and promotional activities. The TAC is also an active funding partner of ANCAP,
contributing to promotional activities, as well as investing in the development of facilities and
purchasing of key testing equipment which enables evaluation.
Consumer driven programs such as ANCAP have proven successful in raising the standard of vehicles
in Australia through market pressure. As most cars tested achieve a 5-star rating, a poor rating is
likely to result in poor sales and embarrassment for a vehicle manufacturer. As a result, programs
like ANCAP are a highly effective way of accelerating the uptake of safety features in the fleet.
For example, research conducted by ANCAP shows that availability of vehicles with AEB fitted as
standard has increased from 3% in December 2015 to 54% in July 2019 xviii. The Department’s analysis
shows a similar increase. This increase has contributed to the overall affordability of vehicles fitted
with AEB due to increased consumer demand, which results in lower unit costs or manufacturers. In
2010, AEB was only available on luxury vehicles valued at approximately $60,000 or more. In 2019, it
is possible to purchase a vehicle with AEB for less than half that amount. 56
DoT and the TAC also sponsor programs like the UCSR, contributing to data collection and
promotional activities, as well as being members of the Vehicle Safety Research Group, who publish
yearly vehicle safety ratings57. UCSR is based on statistics collected from car crashes in Australia and
New Zealand between 1990 and 2017, where someone was killed or seriously injured. These ratings
are produced to help people identify the safest models in the used car market. Consumers can use
this information to choose the safest car possible within their budget.
A large number of the ‘Safer Pick’ vehicles are available second hand for under $15,000 and many
for under $10,000, which is particularly important for young drivers purchasing a first vehicle. It
shows safe choices are available in all price ranges.

56

Example based on recommended retail price of a 2010 Volvo S60 with Driver Support Pack (approx. $63,000) and 2019 base model
Toyota Corolla with Toyota Safety Sense Pack (approx. $27,000).
57
Used Car Safety Ratings are published at URL: www.howsafeisyourcar.com.au
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Examples of affordable vehicles with high Used Car Safety Ratings, include Nissan Pulsar (2012-17),
Ford Focus (2009-17), Mazda 6 (2012-17) and Subaru Liberty (2009-14) among others58.
Increasing the safety of the Victorian Government Fleet
Currently, vehicle models need to meet certain criteria to be included in the Approved Vehicle List
(AVL). Government Departments and Agencies that manage their fleet through VicFleet can only
purchase vehicles from the AVL.
DoT continues to work in conjunction with VicFleet to improve the AVL selection process. The new
process will ensure that the vehicle models included in the AVL are the safest in their category whilst
also meeting other needs from VicFleet, such as whole-of-life cost, low emissions, fitness-forpurpose and a range of options in each vehicle category.
The improved AVL selection process will:
•
•
•

Ensure that Victorian Public Service employees will only drive the safest vehicles while
performing their work;
Lift the safety of the general Victorian fleet since the Government fleet vehicles are on-sold
to private buyers after the lease period expires; and
Influence manufacturers to offer a full suite of safety features across their model range if
they want to be included in the AVL.

Contributing factors to vehicle costs (new and second hand)
The most significant contributor to the on-road costs of a new vehicle is the price of the vehicle
itself. Other costs are also, in part, dependent on sale price or market value of the vehicle. There are
number of components to the overall cost of a new vehicle. These include a vehicle registration fee,
transport accident charge59, motor vehicle duty, number plate fees, vehicle inspection and
appointment fees.
Government fees and charges comprise a relatively small component of the overall costs associated
with the purchase of a vehicle; contributing approximately seven per cent of a ‘drive-away’ or ‘onroad’ cost of $30,000. These costs reduce to approximately four per cent on the transfer of
registration60.
The overall cost of a new vehicle purchase is heavily influenced by the sale price of the vehicle,
which is set by the market and other factors.
Luxury Car Tax
The Luxury Car Tax (LCT) is a Commonwealth tax applicable to sellers and importers of luxury cars,
which is often passed onto consumers. Luxury cars are defined under the A New Tax System (Luxury
Car Tax) Act 1999 (Cth) as cars whose luxury car tax value exceed the luxury car tax threshold.
Simply, passenger vehicles with a value of more than $67,525 are subject to LCT of 33% on the
amount above that amount. A higher LCT threshold applies to fuel-efficient cars, defined as a fuel
consumption that does not exceed 7L/100km as a combined rating under the Australian Design
58

Examples given based on availability on www.carsales.com.au with an advertised value of less than $15,000. High Used Car Safety
Ratings include ratings of 4 or 5 stars.
59
Transport Accident Charge includes GST, and an insurance duty as required under the Duties Act 2000.
60

‘Drive-away’ or ‘on-road’ costs of $30,000 includes price of vehicle and all government fees and charges related to the registration or
transfer of registration of the vehicle.
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(6) Adequacy of current road standards and the road asset maintenance regime
DoT has established policy in relation to the adoption of road standards 61. DoT’s position is that
Austroads Guidelines and Australian Standards are the primary technical standards and technical
guidelines for roads. Austroads and Standards Australia are both leading national organisations in
the field of road management that respectively provide technical guidance, research, and road
standards for use by road authorities and the road construction/consultancy industry across
Australia.
Information about the road standards themselves
Standards Australia develops Australian Standards (see Appendix 4 for a summary list of key
Australian Standards used in road management). Austroads develops and maintains various
technical guidelines and undertakes various research projects that aims to improve road
management across Australia. Austroads and Standards Australia work together to avoid
duplication of requirements.
Austroads publishes technical guides used in various aspects of road management including Asset
Management and Pavement Technology. One of the most commonly used Austroads Guide is the
Austroads Guide to Road Design. For example, this guide covers the following areas:
•
•
•
•
•
•
•
•
•
•
•
•

Introduction to Road Design
Design Considerations
Geometric Design
Intersections and Crossings
Unsignalised and Signalised Intersections
Roundabouts
Interchanges
Drainage
Roadside Design, Safety and Barriers
Paths for Walking and Cycling
Roadside Environment
Process and Documentation

Road standards and road technical guidelines are continually evolving to improve practice and have
been evolving for well over 100 years in Victoria. Improved practice is informed by research and
lessons learnt both nationally and internationally. DoT plays an active role in participating in the
various task forces, working groups, and committees that are associated with the research and
updating of the technical guidelines and standards associated with Austroads and Standards
Australia.
Since 2016, over 30 updates to the Austroads Guides and relevant Australian Standards to roads
have been made. Appendix 5 outlines some of the key changes to road standards and technical
guidelines since 2016.
Links between road standards and road safety
Whether a road is safe or not depends to an extent on whether safety has been built-in to it through
the inclusion of design elements, which are known to have an impact on the likelihood of a crash and
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VicRoads – Hierarchy of Technical Documents (Operational Policy), May 2016
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its severity. The safest roads are likely to be straight, dual divided carriageways with good linemarking, with wide lanes and sealed shoulders, safety barriers (centre and edge) and few, if any
intersections.
The Australian Automobile Association (AAA) is a non-government organisation that advocates for
improved road standards across Australia and is the peak representative body for motoring clubs like
the Royal Automobile Club of Victoria (RACV). The AAA has been publishing its own independent
road evaluations across Australia based on road crash history from 2010 to 2014, as part of its
Australian Road Assessment Program (AusRAP). xix AusRAP assesses the safety of selected major
highways across Australia and assigns a star rating.
While the AusRAP evaluations only consist of national highways, the data does give independent
insight to how Victorian road risks and underpinning road standards compare to other States.
The AAA AusRAP evaluation report indicates that Victoria’s national highways compares favourably
to similar roads in other State’s/Territory’s across Australia (see Appendix 6 for an extract). The AAA
Report also provides its assessment of the best 10 highway sections in Australia28. Victoria is the best
represented jurisdiction in the data (see Appendix 7 for an extract).
The data indicates that road update projects applying recent technical guidelines and standards well
are achieving good outcomes in relation to road safety risk reduction.
DoT Maintenance Program
DoT is responsible for managing approximately 23,000 network km of arterial roads, 7,000 sets of
traffic signals and other electrical systems such as street lighting and freeway management systems,
more than 6,000 bridges and other structures, plus 80,000 hectares of roadsides across Victoria. The
replacement value of these assets is approximately $52 billion (as at 30 June 2019).
DoT manages the roads for which it has responsibility under the Road Management Act, including
Ancillary Areas, in accordance with the DoT Road Management Plan. These roads include freeways,
arterial roads and any other roads specified in the DoT ‘Register of Public Roads’. The Road
Management Plan outlines:
•

•

Road Infrastructure Management System: which sets out details of the management system
and policies to be implemented by DoT in the discharge of its duty to inspect, maintain and
repair roads. The Road Infrastructure Management System aims to ensure that DoT meets
its statutory responsibilities and provides best value to the community for the funding
available for inspection, maintenance and repair.
Road Maintenance Standards: the standards in which DoT performs its road management
function. Road Maintenance Standards outline the road hazard inspection frequency and
road hazard action response. Hazard inspection is prioritised based on Road Maintenance
Category (RMC), which is determined by DoT according to an assessment of risk, accounting
for factors such as road classification, road type, and volume and type of traffic. Hazard
response is prioritised based on RMC as above, and the type of hazard.

In addition to the Road Management Plan, DoT’s “Managing Pavements in Poor Condition” Policy
provides additional guidance relating to the management of pavements in poor condition that are
not considered hazards under the Road Management Plan. The Managing Pavements in Poor
Condition Policy follows the road safety, value for money and road user expectation principles with
the aims to:
•

Reduce the risk of death and serious injury;
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•
•

Minimise the operational delay and cost to road users; and
Optimise the use of available maintenance funds.

The DoT develops its maintenance program in accordance with the Road Management Plan and
“Managing Pavements in Poor Condition” Policy which outlines in the following maintenance
approaches:
•

•

•

Undertaking safety inspection, hazard management, defects identifications and addressing
defects before significant deterioration occurs to ensure the road is safe and operational.
Some examples include fixing potholes, cleaning debris, unblocking drains, replacing
damaged signs, and providing electricity to operate traffic signals, street lighting and other
intelligent transport and electronic systems;
Asset preservation works which are more substantial work designed to prevent
deterioration of road assets at minimum costs. Some examples include road resurfacing and
corrosion protection for bridges; and
Rehabilitation works that restore road assets that have deteriorated to a point where they
provide a reduced level of service compared to the original intended design. These are more
extensive works that will extend the service life of road assets. Rehabilitation also reduces
the need to address minor defects (as per the first dot point).

Achieving the right balance between the above activities will keep whole-of-life costs to a minimum,
while still delivering the required levels of service over the long term.
Changes in the network and its impact on road maintenance
Victoria is growing at an unprecedented rate. The Australia Bureau of Statistics (ABS) expects
Victoria to experience the largest and fastest increase in population in Australia, growing to between
7.5 and 7.9 million people by 2027. Melbourne’s annual increase in population is the greatest of all
the capital cities, forecast to surpass Sydney as the largest city in Australia by 2026. This growth is
increasing the demands placed on the road network, with more people travelling on Victoria’s roads.
Figure 2.4 and 2.5 shows the trend in the number of vehicle registrations in Victoria; with a 13 per
cent increase in all vehicles over 7 years from 2013, and a 15 per cent increase in heavy vehicle
registrations.
Figure 2.462

Vehicle registrations (million)

Total vehicle registrations in Victoria
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Source: VicRoads, Registration and Licensing. 2019.
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Figure 2.5xx
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Figure 2.6 shows vehicle kilometres travelled, which has increased by 19.4 per cent since 2009. Over
the same period, heavy vehicle kilometres have increased by 16.7%. Metropolitan Melbourne has
seen an increase of 22% in heavy vehicle kilometres since 2002. This growth will significantly
increase heavy vehicle volumes and loads further stressing the road network.
Figure 2.663:

All assets are prescribed a design life during which they are expected to provide service at an
acceptable standard. For example, the design life for bridges is 90 years and for road pavements is
60 years. The design life, however, is based on assumptions made regarding traffic demand,
environmental and weather conditions, quality of materials and performed maintenance, all of
which play an important factor in determining the deterioration rate of road assets. Some Victorian
assets are requiring renewal earlier than expected (before they have reached their expected design
lives) due to unprecedented population growth and correlated demand on the network.
The DoT road assets base has continued to grow and expand over time. Table 1.4 presents a picture
of the growing road asset base.

63

Source: VicRoads - Traffic volume on Victorian Roads (2009-2018)
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(7) Adequacy of driver training programs and related funding structures such as the L2P
program
The focus of this section is on the adequacy of training programs currently in place for car drivers in
Victoria. The focus is specifically on the training of young novice car drivers. While other road users,
such as motorcycle riders, are also important, the scope of this Term of Reference is interpreted as
relating specifically to car driver training programs.
The current approach to the training of young novice drivers in Victoria is described in detail. The
road safety partners consider ongoing evaluation of program offerings as critical to ensuring
currency and delivery of outcomes.
Graduated Driver Licensing in Victoria
At the core of car driver training in Victoria is the Graduated Licensing System (GLS). This stems from
the fundamental principle that driving is a complex and self-paced task, requiring the development
of critical knowledge and skills.
The GLS provides a developmentally appropriate framework for learning as it provides new drivers
with the opportunity to accumulate driving experience over an extended timeframe and, initially,
under conditions of low risk. As the driver gains experience, restrictions on driving are lifted
gradually. The “developmental appropriateness” of GLS can be attributed to its addressing both age
and experience factors – with both of these reasons well understood as the major, overarching
factors contributing to the overrepresentation of young novice drivers crash involvementxx. Thus, the
GLS forms our educative framework for learning to drive and for providing safe access to the road
transport system.
This is in contrast to more traditional views of driver training. These types of programs typically
involve students undertaking a number of hours of formal instruction. However, a number of
challenges exist with this approach.
The most important is the overwhelming lack of support for traditional approaches to driver
education/training as an effective safety countermeasure, with early licensure a key negative
outcome to have emerged in some cases. Key reasons for these findings include that the programs
fail to address the aspects of the driving task that are critical to safety, and what little content they
do cover they cover in a superficial mannerxxi. Moreover, the programs fail to address the
fundamental contributing factors of both age and experience, and do not consider broader
contextual factors, which could act as barriers or enablers to safety. GLSs, which promote an
extended period of supervised practice and that minimize exposure to high-risk situations, have
emerged as the preferred and more cost-effective option.
Key features of Victoria’s GLS include:
• A minimum age of 16 years at which to apply for a learner permit;
• A minimum learner permit holding period of 12 months;
• A requirement for learner drivers to accrue a minimum of 120 hours of supervised driving
experience, including at least 20 hours at night;
• A minimum licensing age of 18 years;
• A two-stage probationary licence – P1 (one year) and P2 (three years);
• A restriction on the carriage of more than one peer passenger aged 16 to 21 years for P1
drivers; and
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• A ban on all mobile phone use for learner and probationary drivers.
These are evidence-based measures that aim to improve learner experience while minimizing and
managing exposure to risk.
Victoria’s GLS has been evaluated for its impact on fatal and serious injury crash involvementxxii. Key
findings were as follows:
• 42.5% fewer drivers aged 18 to 23 years were found to have been involved in fatal or serious
injury crashes since the GLS was introduced (cf. 29% reduction among older, experienced
drivers in same time period);
• For drivers aged 18 to 20 years, there had been a 20.3% reduction in their rate of involvement
in fatal and serious injury crashes;
• There had been a 19.4% reduction in fatal and serious injury crash involvement rates among
drivers aged 18 to 23 years in their first year of driving, the group with the highest crash risk;
• For P1 drivers carrying more than one peer passenger, there was a 69.2% decrease in their
rate of involvement in fatal and serious injury crashes; and
• The impact of the GLS is reflected in Figure 2.8. The figure shows the number of Victorian
drivers in casualty crashes as a function of years after issue of learner permit/issue of driver
licence. While the initial months of licensing continue to be a time of high risk, we can see that
the number of drivers in casualty crashes when first licensed relative to the learner period has
dropped from about 30 times to 20 times post-GLS relative to pre-GLS.
Figure 2.8: Number of Victorian drivers in casualty (of any injury severity) crashes pre- versus postGLS as a function of years are permit/licence issue

In 2014, Austroads completed a project, which aimed to provide an evidenced-informed GLS policy
framework to guide Australian jurisdictions in their implementation of GLSxxiii. The framework
differentiated between “standard”, “enhanced”, and “exemplar” GLS models. Victoria’s GLS can be
considered to align most closely with the exemplar model.
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Victoria’s GLS is supported by a number of programs. These programs comprise initiatives which
supplement the learning and educative process, and seek to promote and facilitate safe road use in
the long term. Key initiatives available state-wide include:
•
•
•
•

L2P – learner driver mentor program;
myLearners;
Road Smart, and
Road to Zero Education Complex.

An overview of these programs is given in Appendix 8, including data on their reach. While a primary
focus of the L2P – learner driver mentor program, myLearners, and Road Smart is to support the
GLS, Road to Zero plays a broader educative role by empowering young people and the community
with the knowledge and motivation to play their part in improving road safety.
Evaluation of the programs is critical to ensuring that they remain appropriate, are efficient, meet
reach targets and that they deliver on desired outcomes. Evaluation findings need to be considered
in the broader delivery context. Evaluation of myLearners, Road Smart and Road to Zero Education
Complex is currently underway. Evaluation of the L2P – learner driver mentor program was recently
completed with the outcomes informing future-state delivery, including the funding model. This is
presented as a case study below.
L2P – learner driver mentor program
L2P is a learner driver mentor program that has been designed to support learner drivers who do not
have access to a supervising driver or suitable vehicle. By matching eligible learner drivers with a
volunteer mentor and providing access to a suitable vehicle, these learners have the opportunity to
obtain the minimum 120 hours that is a required element of Victoria’s GLS. The program has been
operating since 2007. The program also includes funding for up to 7 lessons with a professional
driver trainer as well as part-funding for the driving test to get a probationary licence.
DoT commissioned Deloitte Access Economics to undertake an evaluation of L2P. The primary
objective of the evaluation was to review the program’s performance, existing funding
arrangements, and the service delivery model. Key findings were as followsxxiv:
• There is demonstrated need for a program like L2P to support young people disadvantaged
by the GLS to gain supervised driving experience;
• Over the four-year funding period 2015-2019, the L2P program prevented an estimated 26
crashes, including 8 fewer fatal and serious injury crashes – an economic saving of
approximately $15 million66;
• Opportunities for increased social connection among participants, with evidence that the
L2P program increased the life aspirations, confidence, social, and behavioural outcomes of
learner drivers, and with mentors found to have a reduced level of social isolation; and
• Benefits of the program estimated to exceed the costs, with a benefit-cost ratio of 1.82.
The evaluation also found that the demand for the L2P program outweighed supply. Further, while
the program had been delivered within its scope and budget, there was a reliance on in-kind support
in order to be sustained. In order to enhance reach and drive efficiencies, a number of areas of
improvement were identified. The TAC has committed funding of $33.4 million to the L2P program

66

Based on Willingness to Pay methodology
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for a further four years, until 30 June 2023, thus doubling the investment. Improvements to the
program include:
•
•
•

increasing the number of learner places per year from 1,800 to 2,800;
increasing mentor recognition, and improving mentor training; and
introducing a tiered funding model based on regional operating costs that reflects the
higher costs of running the program in rural and interface areas relative to metropolitan
areas.

A monitoring and evaluation plan is also being updated to better facilitate evaluation of program
performance against objectives.
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(8) Adequacy and accuracy of road collision data collection
A robust evidence base and data collection processes is required to develop, action and monitor
road safety initiatives in Victoria. Victorian Government road safety agencies collect and maintain
key datasets that provide the evidence-base for road safety planning and performance monitoring in
Victoria. Specifically, these datasets facilitate close monitoring of road trauma trends including
fatalities and serious injuries, while playing a key role in informing road safety strategy and policy
setting.
Some of the various activities that are only possible due to our detailed crash datasets are:
•
•
•
•

Fatality rate comparisons with other interstate and international jurisdictions as well as world
leading performing countries, allowing us to track how Victoria is performing over time
Providing pre & post-crash history on Victoria’s roads to show whether a countermeasure was
effective in tackling a specific road safety issue
In-depth risk analysis models, providing road safety practitioners with guidance on which
roads require road safety investment using crash history data
The evidence base for researchers to produce evaluations on the effectiveness of
countermeasures providing crash reduction factors specifically tailored for Victorian roads
and conditions

These key datasets relevant to road trauma in Victoria include:
•
•
•
•

Traffic Incident System (TIS) – preliminary crash data information as reported by Victoria
Police at on-scene investigations;
Road Crash Information System (RCIS) - Summary unit record crash data reported by Victoria
Police, collated and refined by and managed by DoT;
Toxicology database that provides intelligence on drug and alcohol road trauma, produced
and managed by VIFM;
Admissions and emergency department datasets as managed by the Department of Health
and Human Services (DHHS), complimenting Victoria’s dedicated road trauma datasets.

Data from Ambulance Victoria and findings from the Victorian Coroners Court also provide a further
road trauma evidence-base.
A number of other non-road trauma datasets are used to monitor and inform road safety policy and
planning, including the Driver Licensing System (DLS; VicRoads), road traffic infringement-based data
(DJCS) and the Transport Accident Commission (TAC) claims data and road user survey data.
Other information sourced from the UCSR, ANCAP, AusRAP and the ABS is also routinely accessed to
measure road safety performance.
Strengths of Victoria’s road safety data systems and processes
Victoria’s road safety data systems and processes have provided a sound and consistent source of
road safety data for many years. There are several strengths inherent to current data collection
processes.
As most Victoria’s road safety data collection systems and processes are managed by and within the
Government road safety partnership; it facilitates timely access to relevant data, with a high level of
confidence that the data is the best available. The management and use of Victoria’s road safety
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data systems has a strong governance model with road safety interagency groups and committees in
place to discuss data issues, trends in road trauma outcomes and future developments for data
collection needs.
As specified above, within RCIS, each police reported road crash that occurs in Victoria is audited and
checked for data quality issues by experienced coders using a variety of software tools to assist in
this process. Attributes such as location information, crash and vehicle type are checked for quality
purposes and audited datasets are provided to Victoria Police to be incorporated back in the primary
TIS system.
The TAC’s current claims intake process allows for a very detailed linked data system between claims
data, crash and vehicle data, hospital data, infrastructure data, injury severity and post-crash
outcomes. The TAC linked data also contains highly detailed injury information, which allows
evaluation of road safety performance. The TAC also has collected and managed over ten years of
self-reported attitudinal and behavioural data in respect to road user behavior, which is invaluable
to inform required road safety public education and awareness campaigns.
DoT incorporate a number of internal roads-based datasets into their data system, which allows for
a more robust analysis of road crash data adding elements such as road type, AADT and other
internal DoT datasets.
The road safety agencies all have established research and evaluation programs for continuous
improvement and monitoring. The road safety agencies have an incredibly strong relationship
allowing a collaborative and cohesive approach to road trauma data management. Data collected
from road crash collisions are used in a variety of settings including policy setting, strategy
development and research evaluations on interventions or treatments (recent example to be
provided).
Road safety data for use as an evidence base underpins road safety strategy development, providing
a critical source of localised data on the crash trends and patterns of road user behavior, vehicle
design and road conditions. In addition to this, Victoria’s road safety datasets form the basis of
countermeasure and intervention design, providing information on where to focus resources for the
best outcomes for those affected by road trauma.
Challenges for road safety data collection
There is scope for Victoria’s road safety data systems and process to further improve, particularly in
the area of data linkage across different datasets and validation of data.
Historically, linked datasets have proven difficult to achieve largely due to legislative and privacy
impediments in setting up appropriate data sharing agreements.
Validation of data has also been a challenge. For example, Victoria Police TIS data injury levels were
previously manually validated using Victorian hospital data sourced through the TAC. As of 2019, an
automated flow of validated injury data from TAC to Victoria Police is now in place. In essence, a
time-consuming manual process has been automated. This provides consistent and correct records
of serious injuries where Victoria Police reported on the crash. The RCIS data also under reports the
numbers of serious injuries, compared to both the VicPol TIS and the TAC claims data. A solution is
being implemented to historically update this data and automate the process. This project is due for
completion in 2020.
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Another challenge which is largely beyond the control of road safety partners is that people seriously
injured in road crashes are not always reported to Victoria Police or the TAC. This therefore presents
a gap in data collection, which can only be rectified through interrogation of hospital datasets. This
data gap seems to be particularly prominent for vulnerable road users such as cyclists and
motorcyclists. The road safety agencies are constantly working to remediate these data quality and
completeness issues.
Improving road safety data linkage across Government agencies
The previous Parliamentary Road Safety Committee’s Inquiry into Serious Injury identified the
requirement for better data linkage across all available road safety datasets to better understand
the full scope of serious injuries on Victorian roads. The key advantage of a linked dataset is that it
provides a strong and complete evidence base for analytics, to produce the best road safety insights
for policy setting and crash prevention measures.
In response to this recommendation, Victoria’s road safety partners established a Technical Working
Group to investigate the scope and magnitude of the issue and to make specific recommendations
to assist the road safety partnership to reduce serious injuries on Victoria’s roads. To support this,
the Technical Working Group undertook an initiative to link one year of Victoria Police TIS crash
data, TAC claims data and Victorian admissions and Emergency presentations datasets. The linked
dataset was then analysed to further understand the existing data gap, including the full scope and
variation of serious injury data currently being collected, and to subsequently develop a universal
definition for serious injuries resulting from road crashes in Victoria.
Various measures of serious injury were investigated with a focus on resource use measures
(Emergency Department Presentations and days of stay hospital), threat to life and injury severity
measures (ICDISS67 and MAIS68) and the disability burden of injury (DALY69).
The one-year linked dataset highlighted some aspects of underreporting in individual datasets.
When linked, these datasets provide a powerful single source of road crash data with very minimal
data gaps. This highlights the importance of producing an ongoing linked dataset containing
additional injury measures. Victoria’s road safety partners have endorsed the use of MAIS as an
opportunity to better define serious injury from road crashes in Victoria.
Extending upon this initial work, the Technical Working Group is working to establish formal
information sharing arrangements between road safety partners to link ten years of road safety
data, while additionally including data from the Road Crash Information System, relevant Ambulance
Victoria data, and Births Deaths and Marriages data for further validation.
In-parallel to developing the ten-year comprehensive linked dataset and information sharing
arrangement, an interim ten-year linked dataset has been produced by the TAC as the basis to
inform Victoria’s next Road Safety Strategy beyond 2020. This linked dataset contains
comprehensive fields and other data collection elements which has allowed the required in-depth
analysis and strategic planning to develop the next Road Safety Strategy for Victoria. It is also
facilitating continuous road safety performance monitoring and evaluation. This linked dataset
includes various measures of injury severity, such as disability burden, resource use and threat to life
included on this dataset.
67

68
69

International Classification of Diseases Injury Severity Score.
Maximum Abbreviated Injury Scale (MAIS). Patients with a MAIS of 3 or above (MAIS3+) are considered to be clinically seriously injured.
Disability-Adjusted Life Years.
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Future data collection implications
A person who is admitted to hospital as a result of a road crash involvement is currently considered
to have a serious injury, for the purposes of road crash data collection. As an alternative to using
hospital admission in isolation, using the MAIS as an indicator of serious injury has the advantage of
providing more detail on the severity and category of injuries sustained; thereby setting a consistent
standard to quantify and compare the true scope of road injury. MAIS is also an internationally
recognised measure of injury severity.
Trauma victims with a score of 3 and higher (MAIS3+) are considered to have a higher severity of
injury and therefore are a priority target group for road safety. While there are some limitations with
using this definition, the MAIS 3+ definition of serious injuries is used globally, in hospitals and road
safety organisations. In 2013, the European Union adopted MAIS3+ injuries as the definition for
serious injuries70 and other jurisdictions are following suit. In Victoria, the MAIS3+ injuries represent
around one quarter of hospitalisations and over three quarters of the disability burden. The TAC is
able to calculate the MAIS measures using claims data and incorporate this into linked datasets. The
previous and current efforts in data linkage highlight the continual progress towards improving and
having readily accessible adequate and accurate evidence.
An opportunity also exists to improve the reporting of road fatality data; where toxicological
information is linked to a deceased person’s crash record. This would ideally incorporate toxicology
information of those who were killed or seriously injured in crashes, as well as toxicology
information of people involved in crashes. Having access to road crash toxicology data provides a
crucial lens into drug and/or alcohol use, both from the perspective of those killed or injured as well
as those who are harming others on the road whilst impaired – thereby assisting to shape drug and
alcohol road safety policy, operational guidance for optimal police enforcement and provide long
term insights into road user impairment.
Although there have been steps taken in recent times to systemize the process for acquiring this
data, accessing this data currently is largely based upon individual request. Authorised analysts
within Victoria Police receive the Coroner’s toxicology reports and link this to their fatality datasets.
Victoria Police are also linking their Alcohol and Drug Information system with their crash datasets.
The contribution of certain road behaviours, such as fatigue and distraction, to road trauma is
difficult to reliably measure. Subsequently, it is acknowledged their impact on road trauma are
underestimated. Potential technology advancements such as fatigue detection technology, may
have downstream benefits in facilitating the collection of more reliable road trauma data where
driver behaviour is a likely contributing factor (e.g. in crash investigation processes).
Finally, while data in relation to road collision fatalities may be available within several hours, there
can be delays in relation to the collection of injury data. This is a result of the verification process
regarding the nature and extent of injuries, as well as hospital admission status, and the need to
maintain patient confidentiality. It is also considered that information technology limitations and
variations between relevant stakeholder agencies may impact on road collision data collection. This
can be a challenge, particularly where multiple data sets may be required to interpret serious injury
collisions. There is scope to improve these processes/systems in order to obtain more accurate and
timely trauma data.

70

Source: J Breen, European Commission, 2013
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Concluding remarks
The road safety partners would like to conclude this submission by acknowledging the devasting
impact road trauma has on individuals, families and the community as a whole, and reiterate their
commitment to achieving record road safety benchmarks into the future. The Victorian
Government’s road safety partners thank the Committee for the opportunity to contribute to this
important Inquiry.

End of submission.
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Appendix 2: Behaviour change program pathway by offender group
First time drink
drivers with a BAC
below .15

First time drug
drivers

Drink Driver Program
(6hrs)

Drug Driver Program
(6hrs)

Repeat drink drivers,
DUI, Refusal, First
time drink drivers
BAC >.15

Repeat drug drivers,
DWI, Refusal,
Combined
Drink/Drug

Intensive behaviour change program for
both drink and drug drivers
(10-12 hrs)

Pre-Interlock Removal
behaviour change
program (2 hrs)

Appendix 3: Summary list of driver distraction research projects conducted by VicRoads/DoT since
2008:
•
•
•
•
•
•
•
•
•
•
•
•
•

Inclusion of Driver and Rider Distraction Issues in VicRoads Pre-Licensing Educational Materials,
Monash University Accident Research Centre (MUARC), 2008.
Mobile Phone Use and Engagement in Other Distracting Activities: Observational Survey of
Melbourne Drivers, MUARC, 2009.
Using the Australian National In-depth Study (ANCIS) to Collect Data on the Role of Driver
Distraction in Crashes: A Pilot Study, MUARC, 2009.
Using the Australian National In-depth Study (ANCIS) to Collect Data on the Role of Driver
Distraction in Crashes: A Pilot Study, MUARC, 2009.
Driver Distraction: Sources, Driver Exposure and Measurement Methods, MUARC, 2009.
Risks Associated with In-Vehicle Technology Use While Driving: Identification of Research and
Policy Needs, MUARC, 2010.
Managing the Risks of In-Vehicle Technology: A Review of Workload Managers and SpeechBased Devices, MUARC, 2010.
Risks Associated with Mobile Phone Use Versus Alcohol Impairment, MUARC, 2010.
Risks Associated with Roadside Advertising, MUARC, 2010.
Driver Distraction Regulatory Reform in Australia, MUARC, 2011.
Development of Technological and Functional Guidelines for the Design of Technologies Used in
Vehicles: Stage 5 Project Synthesis & Proposed Australian HMI Design Guidelines, MUARC, 2012.
Potential benefits of driver distraction regulatory reform, MUARC, 2012.
Review of Analytical Studies of Mobile Phone Use and Crash Risk, Monash University Accident
Research Centre (MUARC), 2014.
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•
•
•
•
•
•

Mobile Phone Use and the Risk of Crashes and Near Crashes: Current State of Knowledge from
Analytical Studies, MUARC, 2015.
Taxonomy of Driver Distraction, Australian Road Research Board (ARRB), 2015.
Mobile Phone Distraction: Understanding Inconsistencies Between Simulator and Naturalistic
Driving Study Findings, ARRB and University of NSW, 2016.
Literature Review – Distraction from Visual Display Units, Head-Up Displays, and Voice and Hand
Gesture Control of In-Vehicle Technologies, ARRB, 2016.
Distraction and Crashes: Current State of Knowledge from Analytical Studies, MUARC, 2017
(funded by TAC with in-kind support from VicRoads).
Considerations for the development of a driver distraction safety rating system for new vehicles,
ARRB, 2018.

Appendix 4: Key changes to road standards and technical guidelines since 2016.
Austroads Guide to Road Design:
Part 2 – Design Considerations
Part 3 – Geometric Design
Part 4 – Intersections and Crossings – General
Part 4a – Unsignalised and Signalised Intersections
Part 6a – Paths for Walking and Cycling
Austroads Guide to Traffic Management:
Part 1 – Introduction to Traffic Management
Part 3 – Traffic Studies and Analysis
Part 4 – Network Management
Part 5 – Road Management
Part 6 – Intersections, Interchanges and Crossings
Part 7 – Traffic Management in Activity Centres
Part 8 – Local Area Traffic Management
Part 9 – Traffic Operations
Part 10 – Traffic Control and Communication Devices
Part 11 – Parking
Part 12 – Traffic Impacts of Developments
Part 13 – Road Environment Safety
Australian Standards:
AS 1742.5 Street name and community facility name signs
AS 1742.7 Railway crossings
AS 1742.9 Bicycle facilities
AS 1742.11 Parking controls
AS 1742.12 Bus, transit, tram, and truck lanes
AS 1742.15 Direction signs, information signs and route numbering
AS 1743 Road Sign – Specifications
AS 5100.1 Scope and General Principles
AS 5100.2 Design loads
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AS 5100.3 Foundations and soil-supporting structures
AS 5100.4 Bearings and deck joints
AS 5100.5 Concrete
AS 5100.6 Steel and Composite Construction
AS 5100.7 Bridge assessment
AS 5100.8 Rehabilitation and strengthening of existing bridges
AS 5100.9 Timber bridge

Appendix 5: Summary list of key road standards:
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Appendix 6: Extract from How Safe are our Roads? Report 2 (AAA, 2016, pp.13).
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print-based road safety material for
learner and supervising drivers

•
•
•

L2P –
learner
driver
mentor
program

To provide
learner
drivers who
do not have
access to a
supervising
driver or a
suitable
vehicle with
the
opportunity
to obtain their
minimum 120
hours of
supervised
driving
practice

Learner drivers are matched with
fully licensed volunteer mentors
and have access to a sponsored
vehicle, which learners can use to
get their supervised experience

•

•

Learner drivers also receive
approximately 7 lessons with a
professional driver trainer
Eligibility criteria:
• 16 to 21 years of age
• Hold a current learner
permit
• Not have access to a
vehicle, supervising driver
or both

•
•
•

Road
Smart

To build
capabilities in
the form of
knowledge,
skills,
behaviour
among
beginner
drivers and
supervising
drivers to lay
the
foundation of
safe driving
among young
drivers

Program targets year 10 or
equivalent students
Features:
• a classroom session
delivered at school by an
approved facilitator
• a practical driving session
▪ with an approved
driving instructor
at an off-road
facility during
school hours for a
group of students
OR
▪ a one on one
lesson for learner
permit holders
accompanied by
their supervising
driver outside of
school hours
• e-learning modules for
beginner drivers and their
supervising drivers to

•

•
•
•

•

Launched in
December 2018
Free to use
Evaluation in
progress
Funded by the
TAC under the
Young Driver
Safety Package
Managed by the
Department of
Transport and
delivered by
either local
councils or notfor-profit
community
agencies
Commenced in
2007
Free for
participants
Recently
evaluated

Funded by the
TAC under the
Young Driver
Safety Package
Managed by the
Department of
Transport
Commenced
delivery in
February 2018
Components
are free of
charge to all
participants
Evaluation in
progress

To date 6,000
learners who
have
participated
in the
program have
gained their
Probationary
licence
In the
program
currently
(October
2019)
• 59
programs
operating
statewide
across 54
LGAs
• 2,300
learners
• 1,400
mentors
As of 30 July
2019, Road
Smart has
delivered 881
classroom
sessions to
32,581
students in
215 schools.

65
66 of 68

LC EIC Inquiry into the Increase in Victoria's Road Toll
submission 71

Parliamentary Inquiry into Victoria’s road toll 2019 - Road Safety Partners Submission - FINAL

Road to
Zero

To engage
and empower
young people,
road safety
stakeholders
and the
broader
Victorian
community in
understandin
g what we
need to do to
achieve the
vision of
Towards Zero
- a future
where no one
is killed or
seriously
injured on our
roads

complete outside of school
hours
• a teacher resource toolkit
linked to the Victorian
curriculum
Features:
• an interactive exhibition
which is open to all visitors
to Melbourne Museum
• curriculum-based
education programs for
school groups targeting
Years 9, 10 and 11
students who visit as part
of a half-day school
excursion and complete
modules in either Health,
Science or VCAL
• extensive teacher and
student pre and post visit
resources available at
www.roadtozero.vic.gov.a
u
• school holiday activities
focusing on road safety for
younger children aged 5-13
years and their parents
• a regional in-school “pop
up” version of Road to
Zero that can visit schools
whose students are unable
to get to Melbourne
Museum due to distance
or special needs

•

•

•

•

•

Funded by the
TAC under the
Young Driver
Safety Package
Developed by
TAC in
partnership
with Museums
Victoria
Commencemen
t dates:
o Exhibition
– August
2018
o Education
programs
–
February
2019
o School
holiday
activities
– January
2019
o Regional
in-school
program
– August
2019
Components
are free of
charge to all
participants
Evaluation in
progress

As at end
November
2019, the
Road to Zero
Exhibition has
had 70,000
visitors since
it opened.
The average
visit length is
39 minutes.
As at end
November
2019, 6,814
students have
participated
in a Road to
Zero
education
program at
the Museum.
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